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Disclaimer
QMROA News is an information source for its members only. QMROA News makes and no statements, representations
or warranties about the completeness of the information contained in this publication.
QMROA News is a Jamie Holepunch production and a lot of us have gotten fat sitting on the couch in the production of
this publication. There are special members out there who specialise in mountain bike riding, coming to a sudden stop
onto an immovable log with a broken branch, where the stack hat didn't protect the ribs.....
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It’s a case of déjà vu in the sense I have not cranked out a newsletter since January, but the extenuating circumstances
and that sense of COVID-19 laziness is embraced. In all seriousness, this year is not like any other, and a once in 100year event, namely the COVID-19 pandemic, has radically changed how as society we operate, and what is near and
dear to us. As I write this, I am attending my first meeting in four months. I have been lucky this year that I have managed
to squeeze three meetings under my belt, before we retreated into our own stay safe places of refuge. What worries
me, for those who know their history, is that the Spanish Flu of 1918 to 1920, had four phases, and the last one was the
worst. 50 million people lost their lives in that pandemic, and hopefully lessons learnt have not been forgotten, unless
you are disciple of Dettol Donny. We in Australia and New Zealand, like 100 years ago, fared a lot better, but travel,
information and communication back in those times was scant, and we are lucky that quick action, trust in our
authorities, and communications has enabled a better than expected results, but I stress we will have shocks, and it will
be infuriating.
Australian Grand Prix
It was that long ago, but this meeting will be remembered for what it was not. There was feeling of foreboding as a few
us made our annual pilgrimage to the biggest meeting of the motor sport year. Once again COVID-19 was to play a part
as speculation started to set in if the event was viable. In Italy, cases reported were exploding, Ferrari and AlphaTauri
were testing in Spain and elected not to return as lockdown was in place and it appears the die was set. There was
another omen – the Vietnam GP officials assigned to us to train were not coming, as Vietnam was heading into
lockdown.
Wednesday began with our usual track walks, and briefings in the afternoon. It was noted that some COVID-19
prevention measures were already in place, such as hand sanitiser in the trackside loo’s, and we were surprised it was
refreshed twice a day – enough to earn the Ian Mayberry seal of approval. Dinner was followed by an early night to get
into the event from Thursday. Thursday sign on went smoothly, and out to Sector and a plan of attack for the usual
Thursday teething problems. This year I returned to Sector 12.5, and real changes had occurred since I was last there in
2004. The main difference was the location of the spectator fence, which gave greater movement within the marshal
zone. The marshal’s tent and loo were better placed, and the water main which was constantly leaking in 2004 to
swimming pool proportions was replaced with a proper valve and switch. As I settled in, I had new track marshals, new
communicators, but the core of team was there, and we got through Thursday without too many issues, and feeling
confident for Friday. Again, we ate on the way home, Gorski remained shame free, and the meal was great.
Friday was a cold foggy start. We all found a decent coffee shop and croissant, with a double shot long black, no sugar!
The bus of shame thundered through the dark streets of Richmond onto Punt Road and to the circuit. The briefing was
normal, but rumours were flying that the event was in trouble. We all departed for Sector, and then as the first session
sector briefing concentrated on F1, I gave a separate briefing to Track and Fire Marshals, concentrating on F1 specifics
such as medical lights, approaches to a car, where to push, and ensuring escape routes were mapped out. Then we
went into a holding pattern. Race Control advised we were to standby, which we did, and we waited, and waited. At
around 11:00am we were still standing by, when the meeting was suddenly and finally cancelled due to “Force Majeure”
(i.e. an act of God). Personnel from McLaren had tested positive to COVID-19 overnight, Vettel and Raikkonen had
already left, and the arguing amongst F1 teams had left its mark, with various criticism, all from within the F1 glitterati.
I noticed insults flying from spectators, patiently waiting outside. We stood down, ate our lunch, commiserated, heard
speeches, and by midday, I with a lot of others were in the Fifth Province, drowning our sorrows over chips, curry sauce
and cheese, and drinking Irish craft beer.
QMROA News – Winter Edition 2020

The next two days, we all decided to do things we long promised ourselves and never did. Saturday, it was up to
Dandenong’s to a little German restaurant. It felt right at home, and most of us were well behaved? On Sunday, it was
off to the Moorabbin Air Museum, where Charlie Tickell was an excellent ‘tour guide’ with his knowledge of aircraft. I
almost got stuck, as tried to squeeze backside into a Fairey Firefly Mk V, and pondered how in the hell could you fly this,
compared to the CAC Sabre across from it. We all managed to sleep, drink and eat well and thought as we all departed
when would see each other again.
Vietnam Grand Prix
That was another casualty of COVID-19. I had been issued with my International Training Team clothing, backpack and
other goodies ready to go, but with a sense of knowing that I, along with others, would not be going. The event for all
intents and purposes may be run in November 2020. My feeling is that with the unpredictability of this pandemic, it is
really in the lap of the FIA gods. Personally, I think it will be 2021, as it appears the FIA is keeping its base in Europe to
ensure it gets at least eight races as a minimum to ensure that an FIA championship is run and won on the minimum
number of events to qualify.
Annual General Meeting
All was set for last week of March, then lockdown occurred. As a committee we were wondering how we could conduct
this, and up stepped Toni Cooke from Motor Sport Australia Queensland Office. Toni took our concerns on board, as we
had to elect a new committee, get the new constitution approved, and work out what format we could take. At this
stage full lockdown was in place, but she helped us set up a secure electronic voting requirement through
SurveyMonkey and use Zoom video virtual conferencing for the AGM. The response was far better than expected, we
achieved 36 responses through electronic voting requirement which was a far greater than in other years of face to face
meetings, and this form of meeting and seeking response from the membership.
For this meeting, the committee presented to the membership the revised constitution for 2020 and moving forward.
This was an intensive project undertaken within 2019 to ensure that club and its governance reflected the updated
needs and challenges of now and into the future. We even have references to virtual meetings, new forms of banking,
and reflect what are current norms today. The last time it was updated was 2011, and a lot of change has occurred since
then. Also, QMROA has changed one contentious clause about what its purpose and what it supports. That is, it supports
the aims and means of Motor Sport Australia, and FIA sanctioned events.
The new constitution has been approved and now lodged with the Queensland Office of Fair Trading for approval and
ratification. I would like to take the opportunity to thank the 2019 management committee for its work. This revision
took a year to complete, and I would like to also thank Paul Overell who kept us on track, and Corey Dyer who did all
the proof reading and revised clause construction. Well Done.
The vote for the 2020 committee has taken place, and for 2020 you as members have voted for the following members:
President – John Miller
Secretary – Corey Dyer
Treasurer – David Wickham
Committee – Charlie Tickle and Brendan Pratt (Comms and Media)
COVID-19 – Return to Racing – Bowden’s Own & New Club Eskies - QRDA
This month at Morgan Park will see the introduction of new hand sanitiser and cleaning sprays for each marshal post,
and other areas, kindly donated by Bowden’s Own at Nambour. This will enable us to concentrate on our roles and work
safely. A big thank you for Committee member Dave Wickham for sourcing and coming through with this donation.
You will also see brand new club eskies, kindly donated by Chris Donnelly and Queensland Racing Drivers Club. This will
enable your food and drinks to remain cool. Please look after them as these are club property, and its first time in 32
years we have changed over our eskies.
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As for the old eskies, they will be available to club members free of charge, please remember, these items are old.

Multi -21 Podcast
Just quick plug for our very own Scott Long, with Aaron Gilbert and Marty Kidd, who present a topical, mirth filled
podcast concentrating on F1 and occasionally Supercars. Its available via the usual Podcast applications.
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First Meetings Back – Yay!
It was double header. On 17 to 18 July Porsche Car Club Queensland had their Sprint Event at Morgan Park, and judging
by the turn out it was brilliant weekend. , David Wickham, Charlie Tickell, Nigel Faull, Mark Buckingham, Colleen Kniep,
David Leadbeater, Paul Baxter, and Andrew Mutton had brilliant time of it. Club supporter Kevin Veldelago had a coming
together with his Porsche, but thanks to PCCQ for a fantastic weekend.
I was Stewarding at Ipswich West Moreton Automobile Club for their sprint event at Willowbank Park, and Corey Dyer
was competing in the little yellow terror in the form of a Suzuki Swift. As this was the new era of meeting conducted
under Motorsport Australia Return to Race protocol, it was different, but all the measures were put in place to ensure
COVID-19 rules were met. Everyone was friendly, and the competition went off without a hitch and the meeting was
very well organised. I would like to take the opportunity to thank Sam Woodbridge, Event Secretary for running with
Don Power an excellent event.
And then, in the first weekend in August, Cameron and Ian Gorski were at Benarkin, doing Course Car duties for Round
1 of the KCF Short Course Rally at Benarkin Forest.
Committee Member Charlie Tickell made it Darwin for the Supercar Double Header, and Ian Mayberry was the COVID19 Senior Official for those events.
In this episode, as we are now in the month of August (and this newsletter was supposed to come out in June) our focus
is on Le Mans - one of the greatest races still in place.
Also, joining the rogue’s gallery of car manufacturers who love playing normal in this edition, is Mercedes Benz - taking
“Scheisenhauser” customer service to a whole new level.
In keeping with the Le Mans theme, I look at the Porsche 917 Sportscar, and as a belated thank you for Paul Overell.

QMROA wishes a warm welcome to the following new members.
Peter Baker, welcome back!
Peter Lehmann
Don Vidler
Sean Conway
Paul Hetherington
Nick Perkins
Till next quarter, stay safe.
John Miller - Club President

For your Calendars
Date
29/30 Aug 2020
26/27 Sept 2020
2-4 Oct 2020
6-8 Nov 2020
14/15 Nov 2020
21/22 Nov 2020

Organiser & Event
QRDA State Race Meeting
ICC Hillclimb
HRCC State Race Meeting
Aust Hillclimb Championship
Motorkhana: Motorsport Australia Championship
CORD State Race Meeting
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Venue
Morgan Park
Mt Cotton
Morgan Park
Mt Cotton
Willowbank Raceway
Morgan Park

From the Commentary Box…
This month was one of new beginnings as I finally got my feet properly under the desk, taking over the mantle officially
as our newest addition to the QMROA Management Committee and as our Honorary Club Secretary. It is at this point
that I would like to personally thank and publicly acknowledge the efforts of our previous Honorary Secretary, Warren
Jackson for all of his efforts and contributions to our club in this capacity over the past few years. Few people actually
realise just how much effort is actually involved, and how labour intensive it can be keeping a club with as many
members as ours up and running, financially viable, and compliant with all of the relevant legislative requirements every
year until you have actually taken up the job and given it a crack. Even though our AGM was all the way back in May,
there are still things that we are changing as part of the handover process. If you think COVID-19 has thrown you a
doozy this year, just try changing a signatory over on a not-for-profit club bank account! Tomorrow will be my fifth (and
hopefully final) visit to my local Commonwealth Bank branch with some more documentation just to be allowed to put
my name on a club cheque! Heavens to Betsy! At least everybody can be comfortable that the levels of accountability
and responsibility protocols are very robust across our little organisation.
Thanks again Warren - your efforts have been most appreciated, and I am very lucky and most thankful that you have
made it a very smooth transition for myself and the 2020 committee by keeping the club’s records, official documents,
and systems in great shape.
On the note of new beginnings, after a rather depressing start to the motorsport calendar this year, it was so great the
other week to finally really shake the dust from our boots properly and go racing - in my case not as an official, but as a
coach for my 14-year-old second cousin-in-law Chad, who was driving our road-registered family Suzuki Swift in the
Ipswich & West Moreton Auto Club Sprints on the weekend. It was an awesome opportunity for us to have some family
bonding time and really cement the solid relationship that we have been building since he came into our care in April
this year. Bringing the family chariot home in one piece without any damage or mechanical dramas was a bonus – (lest
the cost of immanent divorce to me if we didn’t…)
With that said, one of the fantastic things that I love about our great sport is the door that it opens for our juniors to
gain an extra two years of pivotal experience behind the wheel before we unleash them as menaces to society with “L”
plates on.
Let’s face it – if you’re getting overtaken at a ridiculous speed when you’re already doing 10 over the limit, chances are
it’s probably a teenager with a red “P” plate firmly tacked on to a 10-year-old smoke-blowing clunker, busting their
chops to get to the Friday night party on time.
From the stereotypes above, these days in the interests of self-preservation, most of us open-licenced sensible people
try to treat any car with a red “P” plate on it with the kind of scourge and social distancing that would make Coronavirus
jealous, however “P” platers raised around a race track since 14 will have three and a half years’ worth of experience
behind the wheel by the time they stick that red “P” plate on - two years more than their school mates will have. Two
crucial extra years where we are giving them the opportunity to explore the limits of their vehicles and their skills, in a
safe and controlled environment.
What better way could there be to learn the consequences of overzealous braking and cornering inputs on gravel or a
wet road than allowing them to do it in relative safety? How else can they experience what an uncontrollable heartstopping rear end slide feels like in a lightweight front wheel drive car until they do it? Or for that matter, how else can
they learn firsthand in a safe environment, the feelings of ultimate shock and utter helplessness in any car when you
rocket into a wet corner with far too much youthful exuberance and establish (often far too late) that despite all of the
modern-day automated vehicle safety, stability and control systems fitted to today’s cars, no technology in this world
can mitigate fistfuls of understeer if you’re driving like an absolute yobbo.
How else will they learn the skills required when they make a mistake by pressing on faster than they really should be
for the conditions because they’re running late, or suddenly find themselves having to force a one or two tonne mass
to change direction at 80km/h on an unfriendly road surface due to a typical teenage moment of inattention or
distraction because a great song comes on, or the dreaded mobile phone goes off.
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I don’t know about you, but if I had a choice between my kid exploring his limits of invincibility, I’d rather he be doing it
as a 14-year-old on a track under my supervision rather than as a 17-year-old licenced individual on a public road, with
a car full of mates, a boot full of booze and two heads with no brain cells between them. If they are going to do it, they
will do it anyway. Let us at least equip them with the basic skills that they need to give themselves a fighting chance of
survival.
As I begin my transition towards the twilight years of my 30’s and into my 40’s, the more I am beginning to realise that
the older I get, the faster I was. When I think back to how I used to drive as a young teenager, I recoil in horror now
when I think of things that I used to do in the days of my youth – stroking my own ego about what a fantastic wheelman
I was with so little experience, in a clapped-out 30-year-old car with no modern driving aids or even an airbag to cushion
me from the blows of my potential inadequacy behind the wheel. There is no way that I would even do half the of
daring, courageous (and stupid) things now that I did behind the wheel on the road as a teenager. But the reality is that
our kids will always do that. From the moment we depart the womb, it is bred into us to always be testing the boundaries
of the world we live in.
For this reason, for as long as we have cars that remain non-automated, the desire for kids to test their boundaries
behind the wheel will always be present - often with diabolical consequences. Given that these kids are our own sons
and daughters, or we are sharing the road with them in the future, we owe it to them and ourselves to give them the
best possible chance to save a life through teaching them good driving habits now. Stricter laws and licencing limits are
a great place to start, but what better way can we teach our kids to drive than giving them as many years of practice
possible to learn good car control as well as providing them with an insight to the consequences of driving outside their
limits in an environment where it is highly unlikely that they will kill themselves, or your kids or mine if they make a bad
decision or a stupid mistake.
Given that speed limits have not increased in the last 20 years, vehicles are fitted with more modern tech than ever
before to help us overcome bad habits and silly mistakes (and cushion us from the blows when we still screw it up
anyway), the time has come to step up and take proactive action to get better driving standards on the road. It’s time
to fix the nut behind the wheel, and it starts here, in the dirt, on a little track at Willowbank.
Catch you trackside!
Corey Dyer – Secretary
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Out and About

Corey Dyer flying with club colours attached.

Nigel Faull – Clerk of Course - Porsche Car Club of Queensland – Sprint Meeting
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Images and an incredibly sad looking Kevin Verdalago’s 911 after some side slapping adventure!

Charlie Tickell – Hidden Valley Supercars, and with a choice of hats, and check those legs.
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Anatomy of a Racecar
– Porsche 917

917

Origins
In an effort to reduce the speeds generated at Le Mans and other fast circuits of the day by the unlimited
capacity Group 6 prototypes (such as the seven-litre Ford GT40 Mk. IV and four-litre V12 Ferrari) the
Commission Sportive Internationale (then the independent competition arm of the FIA) announced that the
International Championship of Makes would be run for three-litre Group 6 prototypes for four years from
1968 through 1971. This capacity reduction would also serve to entice manufacturers who were already
building three-litre Formula One engines into endurance racing.
Aware that few manufacturers were ready to take up the challenge immediately, the CSI also allowed the
participation of five-litre Group 4 sports cars, of which a minimum of 50 units had to be manufactured. This
targeted existing cars like the aging Ford GT40 Mk. I and the newer Lola T70 coupe.
In April 1968, facing few entrants in races, the CSI announced that the minimum production figure to
compete in the sport category of the International Championship of Makes (later the World Sportscar
Championship) was reduced from 50 to 25, starting in 1969 through the planned end of the rules in 1971.
With Ferrari absent in 1968, mainly Porsche 908s and Ford P68s were entered there, with the Ford being a
total failure. As a result, old 2.2-litre Porsche 907s often won that category, with John Wyer's 4.7-litre Ford
GT40 Mk. I taking wins at faster tracks.
Starting in July 1968, Porsche made a surprising and expensive effort to take advantage of this rule. As they
were rebuilding race cars with new chassis every race or two anyway, selling the used cars to customers, they
decided to conceive, design and build 25 versions of a whole new car with 4.5-litre for the sport category
with one underlying goal: to win its first overall victory in the 24 Hours of Le Mans on May 14, 1970. In only
ten months the Porsche 917 was developed, based on the Porsche 908.
When Porsche was first visited by the CSI inspectors only three cars were completed, while 18 were being
assembled and seven additional sets of parts were present. Porsche argued that if they assembled the cars,
they would then have to take them apart again to prepare the cars for racing. The inspectors refused the
homologation and asked to see 25 assembled and working cars.
On March 12, 1969, a 917 was displayed at the Geneva Motor Show, painted white with a green nose and a
black No. 917. Brief literature on the car detailed a cash price of DM 140,000, approximately £16,000 at
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period exchange rates, or the price of about ten Porsche 911s. This price did not cover the costs of
development.
On April 20 Porsche's head of motorsports Ferdinand Piëch displayed 25 917s parked in front of the Porsche
factory to the CSI inspectors. Piëch even offered the opportunity to drive any of the cars, which was declined.
Construction
The car was designed by chief engineer Hans Mezger under the leadership of Ferdinand Piëch and Helmuth
Bott. The car was built around an exceptionally light spaceframe chassis (42 kg) which was permanently
pressurised with gas to detect cracks in the welded structure. Power came from a new 4.5-litre air-cooled
engine designed by Mezger, which was a combination of 2 of Porsche's 2.25 litre flat-6 engines used in
previous racing cars. The 'Type 912' engine featured a 180° flat-12-cylinder layout, twin overhead camshafts
driven from centrally mounted gears and twin spark plugs fed from two distributors. The large horizontally
mounted cooling fan was also driven from centrally mounted gears. The longitudinally mounted gearbox was
designed to take a set of four or five gears.
To keep the car compact, despite the large engine, the driving position was so far forward that the feet of
the driver were beyond the front wheel axle. The car had remarkable technology. It was Porsche's first 12cylinder engine and used many components made of titanium, magnesium and exotic alloys that had been
developed for lightweight "Bergspider" hill climb racers. Other methods of weight reduction were rather
simple, such as making the gear shift knob out of birch wood, some methods were not simple, such as using
the tubular frame itself as oil piping to the front oil cooler.
There are at least eleven variants of the 917. The original version had a removable long tail/medium tail with
active rear wing flaps but had considerable handling problems at high speed because of significant rear lift.
The handling problems were investigated at a joint test at the Österreichring by the factory engineers and
their new race team partners John Wyer Engineering. After exhaustive experimentation by both groups, a
shorter, more upswept tail was found to give the car more aerodynamic stability at speed. The changes were
quickly adopted into the 917K for Kurzheck, or "short-tail".
In 1971, a variant of the 917K appeared with a less upswept tail and vertical fins and featured the concave
rear deck that had proved so effective on the 1970 version of the 917L. The fins kept the clean downforceinducing air on the top of the tail and allowed the angle of the deck to be reduced, reducing the drag in direct
proportion. The result was a more attractive looking car that maintained down force for less drag and higher
top speed.
By this time, the original 4.5-litre engine, which had produced around 520 bhp in 1969, had been enlarged
from 4.9-litres (600 bhp) to 5-litres and produced a maximum of 630 bhp. The 917K models were generally
used for the shorter road courses such as Sebring, Brands Hatch, Monza and Spa-Francorchamps.
The big prize for Porsche, however, was Le Mans. For the French circuit's long, high speed straights, the
factory developed special long tail bodywork that was designed for minimum drag and thus highest maximum
speed. On the car's debut in 1969, the 917L proved to be nearly uncontrollable as there was so little down
force. In fact, they generated aerodynamic lift at the highest speeds. For 1970, an improved version was
raced by the factory and for 1971, after incredibly significant development in the wind tunnel, the definitive
917L was raced by both factory and JW.

In 1971 Jo Siffert raced an open-top 917PA Spyder (normally aspirated) in the 1971 CanAm series. There is
also the "Pink Pig" aerodynamic research version (917/20), and the turbocharged 917/10 and 917/30 CanAm
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Spyders. Porsche 917s also raced in the European Interseries in various configurations. In the 1973 Can-Am
series, the turbocharged version Porsche 917/30 developed 1,100 bhp (820 kW).
Racing history
1969-1971 World Sportscar Championship
1969
In testing, it soon appeared that the Porsche 917 did not work well on the racetrack. Porsche factory driver
Brian Redman recalled that "it was incredibly unstable, using all the road at speed." Many thought that the
4.5-litre engine was too much for the frame. The suspension and the stability of the frame were suspected,
but modifications did not improve the problem. It was finally determined that the "long tail" body was
generating significant lift on the straights, as the 917 was 30 km/h faster than anything previously built for
Le Mans. As with former underpowered Porsches, the 917 aerodynamics had been optimized for low drag to
do well on the fast straights of Le Mans, Spa, Monza and elsewhere. The significance of downforce for racing
was not yet fully realized although Can-Am and F1 cars were using wings by that time.
Before its competition debut on 11 May 1969 in the 1000km Spa, the weather conditions prevented further
improvements in tests. Jo Siffert/Redman managed to clock an unofficial lap time of 3:41.9 which would have
beaten the pole of 3:42.5 set by a Lola, but they chose to use the 908LH long tail with which they won the
race and set the fastest lap at 3:37.1. Gerhard Mitter/Udo Schütz started the race from 8th, but their already
ailing engine failed after one lap.
Three weeks later for the 1000km Nürburgring, all works drivers preferred the 908 over the 917 which was,
despite some modifications, not suited for the twisty track. As it was necessary to promote the car to sell the
surplus ones, Porsche asked BMW for the services of their factory drivers Hubert Hahne and Dieter Quester.
They practised, but Munich declined permission to have them race, so Englishman David Piper and Australian
Frank Gardner were hired on short terms. They drove the 917 to an eighth-place finish behind a Ford and an
Alfa, while the factory's armada of six 908/02 Spyders scored a 1-2-3-4-5 win after the only serious
competition, a sole Ferrari 312P, failed.
At the 1969 24 Hours of Le Mans, the 917s were quickest in practice. Soon after the start the poor handling
of the 917 and the inexperience of one of the drivers resulted in drama: British gentleman-driver John Woolfe
crashed his Porsche 917 at Maison Blanche on lap 1, dying as a result. Woolfe was the first privateer to race
a 917. The works #14 917 led early, but succumbed to an oil leak, while the #12 dropped out of the lead and
the race in the 21st hour with a broken gearbox, despite leading by nearly 50 miles. At the end, Hans
Herrmann's 908 remained as the only Porsche that could challenge for the win, but Jacky Ickx's more
powerful Ford won once again, by a mere 120 metres.
In June 1969, Enzo Ferrari sold half of his stock to FIAT, and used some of that money to build 25 cars powered
by a 5-litre V12 in order to compete with the Porsche 917: the Ferrari 512 would be introduced for the 1970
season.
At that time, the 917 already had several races under its belt, yet no success. The first win came in the last
race of the championship season, the 1000km Zeltweg. Jo Siffert and Kurt Ahrens succeeded in the privately
entered Porsche 917 of German Freiherr von Wendt. At that time, the factory had started to focus on
development, leaving the time-consuming trips to races to customer teams.
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1970
Disappointed by the poor results of the 917 in 1969, and facing new competition, Porsche concluded an
agreement with John Wyer and his JWA Gulf Team, which became the official Porsche team, and the official
development partner. During tests at the Österreichring at Zeltweg, works drivers Redman and Ahrens tested
the car, and the car still performed like it did before. The Österreichring was the circuit where the car had
won its only race at that time, Wyer's chief engineer John Horsman noticed that the bodywork had a pattern
of dead gnats dashed against it, revealing the airflow. The tail was clean—the lack of dead gnats indicated
that the air was not flowing over the tail. A modification to the tail was cobbled-up on the spot in the pits
with aluminium sheets taped together. This new short tail gave the 917 much needed downforce. The plastic
engine intake cover had already been removed. Redman and Ahrens were doing only one lap at a time
before, they each did 10 laps and were satisfied with the improved performance. The new version was called
917K (Kurzheck, or "short tail").
In addition to the heavier and more powerful 917, the lightweight and compact Porsche 908/3 were
developed for the slow and twisty tracks of the Nürburgring and the Sicilian mountain roads used in the Targa
Florio, providing wins while the factory-backed 917 remained in the garages, as these cars were not suitable
for these tracks. The 908/3 was built to the FIA's 3-litre Group 6 Prototype regulations whereas the 917 was
now officially a Group 5 Sports Car following another FIA review of its racing classes, applicable from 1970.
Wyer was surprised to discover that another team was carefully preparing for the 1970 24 Hours of Le Mans
with close support from Porsche. As in 1969, the Porsche Salzburg team was a de facto works team under
control of members of the Porsche family. The Martini Racing team also gained support from Porsche AG;
obviously, Porsche made efforts to win the race by supporting more than one team.
Also, a new low drag version of the 917 was developed for Le Mans with support from the external consultant
Robert Choulet. The 917LH (Langheck) featured a spectacular new long tail body which had exceptionally low
drag, yet more rear downforce than the 1969 long tail. A 4.9-litre engine, introduced at 1000km Monza, was
available but these proved to be unreliable for longer distance races.
The 917 did not compete at all the races of the season, however. Porsche's previous competition model, the
908, was redesigned with an all-new chassis and designated 908/03 so it would be used at the Targa Florio
and Nürburgring 1000 km events - two twisty, narrow and slow tracks that the 917 was not competitive at.
Vic Elford drove a 917 during practice for the 1970 Targa Florio and it proved to be so physically demanding
and difficult to drive around the circuit that he had to be lifted out of the car, although he set the 5th fastest
time. The 908/03 was highly effective at these two races. Porsche's dedication was such that they were
building cars for each type of track- the 908/03 for the slow, twisty tracks, the 917K for the medium and highspeed tracks, and the 917L for the fast straights of Le Mans.
The favourite team to win, Gulf-backed John Wyer Automotive, lined up three 917Ks, two with the 4.9-litre
engine and one with the 4.5-litre unit.
Two 917 LH were entered in Le Mans, one in white and red trim by Porsche Salzburg. Driven by Vic Elford
and Kurt Ahrens, the pole sitter's 4.9-litre engine dropped an inlet valve after 225 laps. Both drivers had also
been entered on the team's other car, a red and white 917 K with the 4.5-litre engine, qualified by Hans
Herrmann and Richard Attwood in rather low 15th spot, but they did not drive after their own car failed.
The other LH was entered by Martini Racing, qualified by Willy Kauhsen and Gérard Larrousse on 12th
position. The spectacular livery of this car was elaborate whirls and swoops of light green on a dark blue
background. The car with the 4.5L engine gained the nickname of the Hippie Car or the Psychedelic Porsche
from the team and media.
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Early in the race, most of the works Ferrari 512 entrants eliminated each other in a shunt. The two Porsche
factory teams, Gulf-Wyer and Porsche Salzburg, continued to battle each other, but all Wyer cars were out
after 12 hours. At the end it was the red and white number 23 917K of Porsche Salzburg, with the standard
4.5-litre engine, carefully driven by Stuttgart's own Hans Herrmann and Englishman Richard Attwood through
the pouring rain, that finally scored the first overall win at Le Mans, in a wet race that saw only 7 ranked
finishers. Martini's 917LH came in 2nd. Both cars were later paraded across Stuttgart. In addition to Porsche's
triumphant 1, 2 victory, a Porsche 908 came in third overall, a Porsche 914-6 came in sixth overall (plus it
won the GT class), and a Porsche 911S was seventh. (Two Ferrari 512s took fourth and fifth place overall.)
Towards the end of the 1970 season, Ferrari entered some races with a new version of the 512, the 512M
(Modification). The 512M had a new bodywork built on a similar aerodynamic doctrine as the Porsche 917K.
At the end of 1970, the 512M was as fast as the 917s. but still lacked in reliability.
During the 1970 season the FIA announced that Group 5 Sports Cars would be limited to a 3-litre engine
capacity maximum for the newly renamed World Championship of Makes in 1972, so the big 917s and 512s
would have to retire from the championship at the end 1971. Surprisingly, Ferrari decided to give up any
official effort with the 512 to prepare for the 1972 season. A new prototype, the 312 PB, was presented and
entered by the factory in several races. But many 512s were still raced by private teams, most of them
converted to M specification.
By the end of 1970, Porsche had stamped their authority on endurance racing by convincingly dominating
the championship that year. Of the 10 races in the championship (plus some other non-championship
events), the works teams (John Wyer Automotive and Porsche Salzburg) had won every race that year except
Sebring (which was won by Ferrari). They did this with the two models of cars - the 917K and the 908/03;
with the 917K winning 7 of 8 events it was entered in; and the 908/03 winning at the Targa Florio and the
Nürburgring (the 917K was not entered by the works teams at these 2 events). Still having some of their 25
cars remaining unsold, Ferrari offered them to customers at a bargain price – a move that had hardly been
imaginable less than two years previously. For Porsche, the original production series of 25 917s could not
satisfy demand. Over 50 chassis were built in total. An underdog for 20 years, Porsche had turned itself into
the new leader of sports car racing with the 917.
1971
The domination of Gulf-Wyer and Martini Porsches in 1971 was overwhelming. The only potential challenger
to the 917 appeared early in the season: Roger Penske had bought a used 512S chassis that was dismantled
and rebuilt beyond M specification. The car was specially tuned for long races, receiving many unique
features, among which were a larger rear wing and an aviation-inspired quick refuelling system. The engine
was tuned by Can-Am V8 specialist Traco and able to deliver more than 600 hp (450 kW). Penske's initiative
was not backed by Ferrari works. This 512M, painted in a blue and yellow livery, was sponsored by Sunoco
and the Philadelphia Ferrari dealer Kirk F. White. Driven by Penske's lead driver Mark Donohue, it made the
pole position for the 24 Hours of Daytona and finished third despite an accident that required almost an hour
in the pits. For the 12 Hours of Sebring, the "Sunoco" made pole position, but finished the race in the sixth
position after contacting Pedro Rodríguez's 917. Despite being fastest on track on a few occasions, the 512M
was not a serious contender.
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The 1971 917LH.

The presence of the 512M "Sunoco", as well as the Alfa Romeo T33/3 which won Brands Hatch, the Targa
Florio and Watkins Glen, forced Porsche to pursue their efforts in research and development. Tails of the
917K and the 908/3 were modified with vertical fins, and the 917 LH aerodynamics received further
improvements. New chassis made of magnesium were developed, even though this material could burn
vigorously in the instance of a fire.
A heavily modified car, the 917/20, was built as a testbed for future Can-Am parts and aerodynamic "lowdrag" concepts. The 917/20 which had won the test race at Le Mans was painted in pink for the 24 hours
race, with names of cuts of meat written in German across it in a similar fashion to a butcher's carcass
diagram, earning it the nickname "Der Trüffeljäger von Zuffenhausen" (The Trufflehunter of Zuffenhausen),
(named after pigs that are often utilized for locating truffles for harvest) or just plain "The Pink Pig". This
experimental car surprisingly qualified 7th for its only race - the 1971 Le Mans 24 Hours, but during the night
Reinhold Joest crashed the car after its brakes failed. This was because the 917/20 was harder on the brakes
than the K but ran to the same brake change schedule.
And at Le Mans, once again it was not the new machinery that won. The white #22 Martini-entered 917K
(chassis number 053) of Helmut Marko and Gijs van Lennep, equipped with a magnesium frame, set an
overall distance record that stood until 2010 when the Audi R15 TDI of Romain Dumas, Mike Rockenfeller
and Timo Bernhard set a distance record of 5,335.313 km (3,315.210 mi), an average speed of 220.2 km/h
(137.6 mph). This Porsche still holds the fastest lap at the Le Mans racing circuit to this day (3:13.6) but of
course, there have been several fundamental changes to the circuit since 1971. Pedro Rodriquez had also set
a qualifying lap record of 3:13.9, setting him at pole position in his #18 John Wyer Gulf LH car that
unfortunately did not finish the race. All in all, 4 separate Le Mans track records were broken that year:
Fastest qualifying lap, fastest in-race lap, highest top speed, and longest distance covered. All were set by
917s. None of the long tail 917s finished.
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1972–1973 Can-Am

Porsche 917/30 CAN-AM
As the new rules for the 3-litre prototypes were not favourable to their existing low-weight, low-power
Porsche 908, Porsche decided against developing a new high power engine that could keep up with the F1based engine designs of the competition — at least in naturally aspirated form. In 1976 they would return to
sport-prototype racing with the turbocharged Porsche 936 race cars after the engines were tested in Porsche
911 versions.
After their successes with the 917 mainly in Europe, Porsche instead decided to focus on the North American
markets and the Can-Am Challenge. For that series, larger and more powerful engines were needed.
Although a 16-cylinder engine with about 750 hp (560 kW) was tested, a turbocharged 12-cylinder engine
with comparable power output was ultimately used. The 917 chassis also had to be lengthened to accept the
longer 16-cylinder engine, and drivers complained that this longer chassis did not handle as well.
The turbocharged 850 hp (630 kW) 917/10K entered by Penske Racing won the 1972 series with George
Follmer, after a testing accident sidelined primary driver Mark Donohue. This broke the five-year stranglehold
McLaren had on the series. The further evolution of the 917, the 917/30 with revised aerodynamics, a longer
wheelbase and an even stronger 5.4-litre engine with around 1,100 horsepower (820 kW) in race trim, won
the 1973 edition winning all races but two when Charlie Kemp won the Mosport race and George Follmer
won Road Atlanta and Mark Donohue won the rest. Most of the opposition was made of private 917/10K as
McLaren, unable to compete against the 917 turbos, had already left the series to concentrate on Formula 1
and the Indy 500.
The 917's domination, the oil crisis, and fiery tragedies like Roger Williamson's in Zandvoort pushed the SCCA
to introduce a 3 miles per U.S. gallon maximum fuel consumption rule for 1974. Due to this change, the
Penske 917/30 competed in only one race in 1974, and some customers retrofitted their 917/10K with
naturally aspirated engines.
The 917/30 was the most powerful sports car racer ever built and raced. The 5.374-litre 12-cylinder (90.0 x
70.4 mm) twin-turbocharged engine could produce around 1,100 bhp (820 kW) at 7,800 rpm in race trim.
The 917/30 dominated the Can-Am series during the 1973 season. The 917 was also the only championship
winning car in Can Am not to be powered by Chevrolet.
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1981
In 1981, it appeared that new Le Mans regulations would allow a 917 to race again. The Kremer Racing team
entered a homebuilt updated 917, the 917 K-81. The car raced at Le Mans, qualifying in the top 10 but retired
after seven hours after a collision with a back marker led to a loss of oil and withdrawal.
The final chapter though was to be at Brands Hatch where the car ran in the 6 hours at the end of the season.
The car was competitive and ran at or near the front, including a spell in the lead until a suspension failure
led to retirement.
Variants
There were several versions of Porsche 917 made over the years; at least eleven different versions have
existed.
1969 917:
917
This was the original Porsche 917 made by Porsche from 1968 to 1969 to comply with the CSI rules about
entering a car in the World Sportscar Championship. This car was first run at Le Mans and had considerable
handling problems due to aerodynamic lift. The original specification of the car included a detachable longtail (Langheck), that was designed using experience from the previous 907 long-tail coupes for minimum
aerodynamic drag (with suspension controlled moving flaps). A short-tail version was run at the 1969
Nürburgring 1000 km, which had no moving flaps and a full-width rear spoiler. None of the early specification
917s are known to have survived with this bodywork – all being converted at a later stage to the vastly
improved 1970-spec Kurzheck or Langheck specifications. One 917L is known to have been destroyed (917L005 – J. Woolfe) at Le Mans and one or two others simply location unknown although many suspect some
were scrapped by the factory as being 'tired chassis' with new replacements being built when needed by
customers.
1969 917PA (Porsche-Audi):
Porsche 917-PA
This car was an open topped and short-tailed version of the original 917 and was made to be raced in the
Can-Am championship. It was raced by Swiss Jo Siffert without much success. The 917PA's gently upswept
tail was one of the catalysts that led to the later aerodynamic breakthrough with the aerodynamics of the
917 coupes.
917K (1970)
The 917K was an evolution of the original 1969 car. After the first 917s were run in 1969, it was clear the
car's aerodynamics made it nearly undriveable at higher speeds. After the 1969 championship season had
finished, John Wyer requested a 3-day test session at the Austrian Österreichring (Zeltweg) course. The
Porsche technical team turned out ready to do some serious panel work on the coupe and to make a
comparison, brought along the Can-Am 917PA Spyder. The drivers present instantly preferred the PA and
together, the JW and Porsche engineers produced the idea of a more upswept tail (as on the 917PA). The JW
team had had similar high-speed handling problems with the early Ford GT40 models. With gaffer tape and
aluminium sheet, a completely new short tail was evolved at the racetrack. This was quickly converted into
a 'production' design back at Porsche and the 917K (Kurzheck) made its public debut at the 1970 season
opening Daytona 24 Hours. Such was the improvement in the stability of the car at high speed, the 917K
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became the standard configuration for all races except Le Mans. This car was raced at every event by the two
factory-supported teams (John Wyer Automotive and Porsche Salzburg) in the 1970 season except the Targa
Florio and the Nürburgring 1000 km. The smaller, nimbler and generally better suited 908/03s were used for
those races. The 917K won 7 out of 10 races; all the races it competed in. Later, in the 1970 season, the 4.5
litre flat-12 was bored out to 4.9 litres, then 5 litres.
1970 917L (Langheck, German for "long tail"):
This longtail, low drag version of the 1969 917L was purpose-built for the 1970 Le Mans 24 Hours. Le Mans
in 1970 was almost entirely made up of long straights and this version was designed to maximise the speed
capability resulting from the increased power developed by the flat-12 engine over the previous Porsche
types. The 1970 917L was significantly developed from the initial 1969 car. Nevertheless, factory driver Vic
Elford had found the car's ultimate speed an advantage enough over its still questionable handling in the
braking and cornering sections of Le Mans. It was 25 mph faster down the straights than the 917K and the
Ferrari 512S’s. Two were raced in the 1970 Le Mans race, one was entered by Porsche Salzburg (SER#917L
042) (White/Red Shell livery) and another was entered by Martini International, (SER#917L 043) painted in
psychedelic colours. The Porsche Salzburg 917L was qualified in pole position by Vic Elford, but this car retired
with engine failure after 18 hours and the Martini 917L finished 2nd, 5 laps behind the winning Salzburg 917K
of Hans Herrmann and Richard Attwood. Le Mans was the only race in which the 917Ls competed in that
year. Of the two, only the Martini car (917L-043) is known to exist outside the factory collection: it is on
display at the Simeone museum in Philadelphia. There was a major longtail crash during testing in 1970 at
the VW test track near Wolfsburg, involving Kurt Ahrens in chassis 917L-006/040. A total of six 917L models
were built and used between the 1970 and 1971 season.
917 16 Cylinder (1971)
To increase power and keep up with other more powerful cars in the Can-Am championship, a 6.6-litre, 750PS
(551kW, 739 bhp) flat-16 engine prototype was developed. It was 80 kg heavier than the existing 12-cylinder
engine and had a 270mm longer wheelbase. It was never raced.
917K (1971)
The 917K was further developed for the 1971 season, and the car had vertical fins and 2 airboxes on the tail
section for better aerodynamics and cooling. The fins retained the airflow over the rear part of the bodywork,
allowing the deck height to be reduced for a given level of downforce. As a result, the 'finned' 1971 917Ks
were faster than the 1970 versions. This version proved as successful as the preceding 1970 version. TA
version of this model won Le Mans in 1971; but it had a specially built (lighter) magnesium tube-frame chassis
(whereas all the other 917Ks had an aluminium tube-frame chassis).
917LH
The 1971 model was a further development of the 1970 917L and was also made specifically to compete in
only one race: the 1971 Le Mans 24 Hours. The car was also more stable than its 1970 predecessor because
of new bodywork and revised suspension set ups and partially enclosed rear wheels covers. The front section
was also redesigned. The three LHs were run at Le Mans in 1971: two were run by John Wyer's team
(SER#917L-043 and 917L-045) (Both Gulf livery) and one was run by the Martini International team,
(SER#917L-042) (Silver Martini Racing livery). Although Jackie Oliver qualified one of the Wyer 917LHs on
pole position, none of the three cars finished the race. This was the last race in which the 917LHs were run
in. Only three 917Ls survive and each is on display in a museum: 917L-042 is on display at the Porsche
museum in Stuttgart, 917L-043 is on display at the Simeone Foundation Automotive Museum in Philadelphia,
Pennsylvania, and 917L-045 displayed at the Le Mans museum. 045 was repainted like 042 and they are now
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both painted in identical 1971 Martini colours. Chassis 043 (044), which is now in the Simeone Foundation
Automotive Museum, was restored to its 1970 Martini 'hippie' colours prior to its sale in the 1998 Christie's
Pebble Beach auction.
1971 917 Interserie Spyder:
Of the three Porsche 917 Interserie built for use in the German Interserie championship, two were converted
over from two Porsche 917PAs and one was rebuilt from a 917K that was crashed by motorcycle ace Mike
Hailwood during Le Mans in 1970. These cars were phenomenally successful in that series of racing, winning
the 1971 championship.
Porsche 917/10
This development of the 917PA was run in the North American Can-Am championship and was driven by Jo
Siffert. It was moderately successful; Siffert was shut out of the top 3 points positions for that season.
Porsche 917/20 "Pink Pig"
This variant was a one-off experimental research and development (R&D) car. It was made as an intermediate
car to combine the low drag of the LH and the stability of the K and was also a testbed for future Can-Am
parts and aerodynamic low-drag concepts. It was only raced once, at Le Mans in 1971 where it was entered
by the Martini International team and driven by Germans Reinhold Joest and Willi Kauhsen. This variant was
known as "Pink Pig" for its broad proportions and pink livery with meat cuts running over the bodywork.
Although it qualified seventh, it retired from the race after a heavy accident while Joest was driving. The car
still exists and after being restored, it is on display at the Porsche Museum in Stuttgart.

Porsche 917/20 "Pink Pig", in Stuttgart-Zuffenhausen Museum
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917/10 (1972)
This car was Porsche's first full-hearted attempt at Can-Am in 1972; new WSC regulations only allowing
prototypes with engines up to 3 litres rendered the 917's obsolete for that series. This car ran the 5-liter Flat12 and was modified to accommodate additional compression; two turbochargers were added to give the
car tremendous horsepower. George Follmer won the Can-Am championship that year. Twelve of these cars
still exist.
Porsche 917/30
This variant, the final official iteration of the 917, is perhaps the most powerful sports racing car to have ever
existed. The car had all new bodywork, and the twin turbocharged engine was bored out to 5.4 litres giving
it 1100–1580 horsepower, depending on the state of tune. These cars dominated Can-Am racing so easily
that the series lost popularity in the United States. A total of six chassis were built.
Other uses
On 9 August 1975, Porsche and Penske would give the Can-Am car its final sends off in style, when they took
their 917/30 to Talladega to break the FIA speed record on a closed circuit. With Mark Donohue driving, the
average speed reached was 221.160 mph (355.923 km/h). As well as being the last official outing for the 917,
it was the last major accomplishment for Donohue before his fatal accident in practice for the Austrian Grand
Prix a week later. The record would stand until 1980.
Several 917 coupés as well as 917/10s (powered by turbos or NA engines) were run in Europe's Interserie
until the mid-1970s. Many 917 leftover parts, especially chassis, suspension and brake components, would
be used to build the Porsche 936 in 1976. Despite the car's impracticality, at least three 917s were road
registered.
The Porsche 917K Chassis no. 30, registered for road use
Count Gregorio Rossi de Montelera of the Martini company bought chassis 030 from Porsche. He raced it
once under the Martini Racing Team Flag at the Zeltweg 1000 km World Championship race on 27 June 1971.
After the race, it was returned to the factory, where it was modified with basic road equipment (exterior
mirrors, turn signals, exhaust system and comfort modifications) and painted silver. None of the European
authorities would certify the car for road use and Rossi obtained the Alabama plate 61-27737 to circumvent
the problems.
The second, for Joachim Grossmann, was painted white and given the German registration CW-K 917. The
Danish car magazine Bilen in a 1977 article details how Grossmann bought the frame and other components
in 1975 for 20,000 DM, rebuilt it and then modified it (examples: turn signals, hand brake, Safety glass
windows and some modifications to the exhaust system) to satisfy German safety inspectors leading to the
registration.
Claudio Roddaro was able to register another original 917 that was modified for the road, in Monaco in 2016.
Chassis number 037 was accepted based upon the precedent of Count Rossi's road registered example.
Several high-end replicas that use the flat-6 from the 911 have been also be made. One is built in Australia
by Kraftwerkz, another in the US by Race-Car Replicas. In addition, a grass roots "replica," the Laser 917,
which is essentially a rebodied VW Beetle, was featured in the film Herbie Goes to Monte Carlo.
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*Source Material – Motorsport Magazine UK & Wikipedia

Love/Hate – Six Questions with……….
Paul Overell
Who was you first motor racing love?
I guess it would have been either Stirling Moss or Jack Brabham – they were the big names when I was a kid.
First event as an official/marshal
My first event was the “Olympic Grand Prix” at Albert Park in 1956 – we stood behind some haybales and the cars
roared past only a few feet away – I was hooked from that moment.
I remember going to “club events” at Lakeside and some of the early six- and twelve-hour events at S.P.I.R. – but not
sure of the year/s.
Favourite Series?
Two stand out –
The pre-F5000 Tasman Series – when the Grand Prix Teams used to send their cars and drivers out for some preseason testing. Jochen Rindt’s race in the rain at Warwick Farm was simply unforgettable.
The second was the original CanAm Sports Car Series for unlimited Sports Cars – essentially no rules – resulting in
innovation and radical ideas, some of which worked and some which did not.
TCR’s Yes or No?
Yes – I believe the public will associate with TCR, as they are the cars we see daily – unlike the Supercircus.
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Sport you hate the most.
Not a great fan of table tennis or fencing.
Favourite Football Code and which team?
A story here –
When I was born, my Father registered me to become a member of the Melbourne Cricket Club (and thus, the
Melbourne Demons AFL Team). The waiting list was quite long for mere mortals, I got my notice when I was sixteen. In
the meantime, at the age of six, Father introduced to the legendary Bobby Skilton who convinced a six year old child
that South Melbourne was the only Football Club to support in their life – I am a member of their successor team –
Sydney Swans.
Thanks, you for your time Paul.

Matters concerning Training.
Return to Race Motorsport Australia
As the first meeting of the year is almost upon us, I would like to take some time what we as officials will need to
address COVID-19 concerns, if you are attending each person will be required to:
•
•

COVID-19 Contact Tracing App
Please also bring and use the following:
o

Pen / pencil (to avoid multiple users etc.)

o

Facemask if you wish to use one.

o

Water bottle/ container and cup / mug– to avoid multiple users etc.

o

Gloves etc – or to either avoid hand-over of flags or to sanitise the flags before hand-over.

Also – please remember to do the following:
o

Hand-held Radio –best if only one person uses each radio for the entire weekend.

o

Maintain safe distancing at flag posts and as much as possible in vehicle/s, Race Control, Starters
Tower etc.

Take note that social distancing is now ingrained, and this will be crucial how to set up a marshal post, please be aware
of where your sight lines, where you place your equipment, and escape routes. In addition, each post will have hand
Sanitiser, cleaning spray, and new club provided eskies. If you wish to bring your own esky that is OK.
Optional will be such as the wearing of masks and you will all have cleaning solution supplied to every post, support
areas, marshalling, and Race Control with the very appropriate name of Far Cough. It should be used constantly, and
frequently, so there is no excuse not to be cleaning at least twice during the day such as railings, and seats enclosed in
Marshal Huts.
Finally, just to recap and to remind everyone:
•

Please follow basic hygiene requirements for hand washing with soap and water or use of hand gel with a minimum
alcohol content of 60%. Hand gel should be carried by everyone

•

Maintain social distancing wherever possible

• Use appropriate PPE where indicated
• If at any time protective heavy-duty gloves or clothing are contaminated, they should be placed and sealed in a
plastic bag and washed according to manufacturer’s instructions.
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Crashtag
Crashtag (an FIA Initiative) which will lead to better and more accurate reporting of motorsport accidents that is being
trialled at selected events in Australia under the auspices of AIMSS to help iron out bugs and possible usability issues
before the platform is rolled out globally by the FIA.
The underlying aim of the system is to provide opportunities for anybody to provide data relating to an accident with
the aim of presenting a more comprehensive and complete picture of the situation than is presently available via
current reporting.
If you attended the Australian Grand Prix this year, you should have received invite to test, and the onus is a desktop
event which are put forward to identify several key issues to solve issues within Crashtag test portal . QMROA will be
advising members if they are interested in participating.
If you are interested, please provide the following information:
1.
2.
3.
4.

Name
Email
Phone Type - Android or iPhone (please note, Crashtag only supports iPhone 6S and up).
Your usual role at a motorsport event

The e-mail address is: adunbabin@aimss.com.au

Training Courses
Motorsport Australia Training Courses for the rest of 2020, and the intention is to recommence Face-to-Face training
courses.
Upcoming courses are:
•
•
•

Scrutiny
Silver Module
Critical Incidents

5/6 September
19/20 September
Date TBA

Finally, once the position is clear on COVID-19, the intention is conducting a Seniors training night with Justin Wade
from the Improved Production Racing Association.
2021 Motorsport Expo
A Venue has been booked at Beenleigh Showground on 17 February 2021, following the format from past years. The
Motorsport Australia Queensland State Officiating Panel have put together a Working Group and Motorsport Australia
will jointly coordinate invitations to participants/clubs. As further information becomes available, we will advise all
members accordingly. In addition, the club will be calling for expressions of interest to staff the stand on the day.

QMROA News – Winter Edition 2020

Dumpster Dive – This month - Mercedes Benz – Scheisenboxen und MutterLiebhaber
Mercedes Benz who have gone all ‘Achtung Panzer’ have refined the Ford/Holden customer service model, and amped
up to 11. MB have gorgeous aspirational models, but of late I have felt there have hollowed out their soul in pursuit of
profit. Where in the past S and E class models with big sixes and V8’s were cars of dreams, but with global manufacturing
we have seen C class, A class, B class, with sub classes such as CLA, GLA, ML, GL series all making a confusing mish-mash
of models and packages that are confusing, and drifted away what MB is. That is a well-engineered German vehicle with
great driving and performance dynamics. What have now is a myriad of cars mostly price pointed to get you behind the
wheel, with poorly engineered, status aspiration cars, that have hollowed out the brand, and suffer extremely poor
reliability. Then there is the customer service, which is Dickensian in its application and in pursuit of one motive, profit.

In C class vehicles, the power steering fails, in G and M class the infotainment system regularly fails. In the CLA class, if
you order the Command Online System (which covers infotainment, sat nav, and full system monitoring), it comes with
an outdated Microsoft licence which can be updated, however MB decided to discontinue this feature in March 2020,
but were still selling vehicles with these features up to a year ago. In short, MB dealers knew about this, but continued
to offer this option. This could be case where MB has had a monumental bun fight with Microsoft, but (as I have intimate
knowledge how Microsoft operate through work), unless an item of software is so old, there are software patches, and
usually a sunset provision covering seven years after a licence has expired or a complete upload of a revised licence
(which happens in most cases). For example, your PC running Windows 10, has service packs, and updates for Windows
Office 365. It happens all the time, but if you remain on Windows 10, there are still updates to be had that keep your
desktop stable.
The car and a very pissed off owner in question is a two-year-old CLA Class car that cost almost $80,000. So, I would
suggest there is no universe where these software support situations are comparable. The amount of shithousery with
the MB dealer in Townsville and MB themselves has set new levels in corporate bastardry. Cars are supposed to last …
just spit-balling it … 15 years? This is a two-year-old prestige German car, and it just doesn’t seem very future-proof at
this early stage, gestation-wise. This functionality cost extra. It was paid for, and now, not being able to be used two
years in, is completely unacceptable.
The owner specifically wanted COMAND Online integration. But he says he no longer gets online radio, online help
access, online apps, points of interest and nav updates, YouTube and Netflix, or weather app updates.
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Regardless of whether you think this stuff is trivial or non-core to the business of driving - as a consumer, if you pay for
… I don’t know … Rubber Dogshit Plus, and the company promises to supply Rubber Dogshit Plus, and one day you wake
up and discover you’ve been downgraded (without consultation) to Rubber Dogshit Minus, you would have every right
to feel unfairly treated.
Or maybe not.
“The situation is comparable to the discontinuance of an operating system, such as Windows XP or Windows 8 due to
lack of support by Microsoft, as you may have heard about from the press.” - Mercedes-Benz Australia.
Bad analogy. Windows XP launched on 24 August 2001, and the final service pack was deployed 21 April 2008. Microsoft
even offered extended support until 8 April 2014. So, that’s a total XP operating system support envelope of 12 years
and eight months, on computers that cost a couple of grand.
CUSTOMER PRIORITIES MATTER
“...we informed the dealer many times that the “Command Online” features were more important to us than the colour
of the car and if it didn’t have it, we were not interested in making the purchase. At no time did they ever tell us that 2
years after buying the car it would be casually removed. Mind you, in my C-200 I had to pay an additional $2500 to have
it added so I was serious about it being important.” - Repeat Mercedes-Benz customer and C 200 owner Chris Thurley.
CONSUMER LAW LIABILITY?
In its response, Mercedes takes the position that this is in fact not a defect. Mercedes Benz Australia do not consider
that the allegations you have raised would amount to a defect, fault or failure of the vehicle which would give rise to
liability under the consumer guarantees.” - Mercedes-Benz Australia.
And, doubling right down on this:
“Even if the allegations were considered a fault or failure, which Mercedes Benz Australia vehemently deny, it would at
most be considered a minor failure which we consider could be easily and quickly remedied by providing you with a
substitute, remote device to browse the web (such as an iPad).” - Mercedes-Benz Australia.
So - let us get this straight: Big, bad Benz is calling Mr Thurley’s claims (quote) “allegations” even though it’s admitting
the features no longer work and even giving the reason why. #Microsoft.
He did pay for it. They told him it would work. Now it does not. And that’s not a failure or a fault, or a breach of consumer
law. And if it is, here is your mis-spelled iPad. Now, do go away. There’s a good chap.
If I were a Mercedes-Benz owner with this redacted feature, I would not want to be brushed off with an iPad. I’d want
the car to live up to the reputation promised over - let’s call it - the past 50 years of collective Mercedes-Benz advertising.
You know: ‘Best or nothing.’ ‘Engineered like no other car.’ That kind of thing. In other words, the exact opposite of
‘may cease to work without warning, at any time - and that’s fair enough’.
PS: It’s not that hard to figure out how to spell ‘iPad’. Just saying.
UNDERLYING VALUE & DAMAGES
Mercedes-Benz goes on to explain that the feature is worthless anyway:
“...your direct remedy against Mercedes Benz Australia … is generally limited to damages for the reduced value in the
vehicle arising from the reduced internet functionality as outlined in s272. In our opinion, the reduced value of the
vehicle in light of the reduced internet functionality is minimal if anything at all.” - Mercedes-Benz Australia.
Once again, I kind of struggle with this. If you sell something for $2500 but claim its value by omission is zero, is there
not a word for this? Is that word not ‘scam’? Certainly, the up-front price appears to misrepresent the long-term value
of this feature. What else do you call it when you get sold something intrinsically worthless for $2500?
WHY THIS CONDUCT MATTERS
The reason I’m telling you Mr Thurley’s story is not ‘Merc hatchet job’. It’s just not. When you buy a car, it’s a big spend
- for you. It doesn’t matter if you are spending $20k or $120k. It is a big spend for you. And you jump into bed not only
with the car, but also the manufacturer. The two are inseparable.
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If that car develops a problem, then the underlying morality of the carmaker - meaning: its focus on doing the right
thing by you - really does matter. A lot. And this kind of behaviour we see here is why I choose not to recommend
Mercedes-Benz.
This is despite having fallen in love with every AMG car I have ever driven. CLS 63, E 63, C 63, SLK 55. They are awesome
to drive. And current Mercedes products are stunning - there’s no doubt there. But when you scratch the surface - this
is what you’re up against. And to me, that’s just unacceptable. Unacceptably risky.
Daimler made 2.7 billion Euros in 2019. It employs 300,000 people. The company has the resources to fix this problem.
Not fixing it is a decision the company has taken. I would suggest this tells you a lot about the company’s commitment
to customer support.
CUE THE TWILIGHT ZONE THEME SONG
There is a ‘Twilight Zone’ twist to this story.
“Notwithstanding the above, on a purely commercial basis and without any admission of liability whatsoever, Mercedes
Benz Australia is willing to make the following offer to you:”
Mercedes-Benz Townsville agrees to repurchase the vehicle for total sum of $76,153.14 inc GST in full and final
settlement of the claim the details of which are to be determined between Mercedes-Benz Townsville and yourself.
The parties enter a deed of settlement with mutual release confirming the above.
- Mercedes-Benz Australia
THE VEILED THREAT
And, of course, where would we be without a veiled threat of legal costs, right at the end, to grease the wheels of
decision-making?
“Please note that any claim brought against MB Australia in relation to the above will be rigorously defended and we
reserve our right to produce these correspondences on a question of costs.” - Mercedes-Benz Australia.
There’s a bit to unpack here, but I’d suggest on the threat of costs … if you pull a knife in a street fight - which I
recommend you never get in one - but if you do, you really have to be prepared to go 100 per cent Kill Bill. I am talking
the full sashimi chef meal deal.
This is not that. It’s just an empty threat. Because even if you lose in consumer court, the plaintiff and the respondent
typically bear their own legal costs. To cop the other team’s costs, you must be an egregious, vexatious party - like Land
Rover was in the battle against the Princess of Poshtovia (also known as Sally Morphy). The massive landmark case
resulted in a refund of $283,191.33 to the Princess.
Your conduct needs to be borderline unconscionable to have the other team’s costs imposed upon you. So that’s an
empty threat.
More importantly though … if Mercedes really thinks there’s no liability, or its liability can be adequately absolved by
sliding a mis-spelled iPad across the desk … why offer a buyback for $76k?
Because that’s like falling on your sword without first defending yourself. It’s going to cost them $30k - because the
dealer will take the shitbox C 200 back, tart it up, and re-sell if for about $50k. And there’s gunna be some costs in that.
They’ll be $30k out of pocket on the round trip.
WHY THE BUY-BACK OFFER?
So why does the whole ‘without prejudice’ bullshit and make the costs threat and explain it’s not a fault and they are
not liable, and generally behave like malignant corporate mongrels? There must be a reason…
…and I think it might be the sound of lawyers stampeding to the local courthouse to file the class action papers. Because
he who files first generally gets to run it.
See, 30,000 people a year buy Mercedes-Benzes here in Shitsville. And between 2015 and 2019 (inclusive) that’s about
150,000 customers. And if just 10 per cent of them opted for COMAND Online ‘whatever’, and it no longer works, there
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is 15,000 potential plaintiffs. Kind of a lot of egg to be wiping off your face in the weekly conference call back to Stuttgart.
Just saying.
And, in my view, that is probably what that bullshit about the deed of release is about. Deeds like that basically achieve
two things: Firstly, it says you agree not to sue them over this ever again. You absolve them of any additional liability in
respect of this unfortunate event.
Secondly, it is a gag order. That’s term number six in the deed - strict confidentiality. No statements whatsoever as to
the (quote) “terms or substance of this deed to the media or otherwise”. Or otherwise. Meaning: no talking to anyone.
Anyone. Otherwise: Lawsuit.
That’s the only aspect of this proposal that I can see, which is worth the roughly $30,000 out-of-pocket expense of
buying the car back without a fight. One settlement: Certainly, better than 15,000 in a class action, surely?
CONCLUSION
I sincerely hope this report does two things: A) It serves to highlight why I don’t in good faith recommend MercedesBenz to potential customers like you, despite being gorgeous cars that are generally awesome to drive, and B) It shows
you how some carmakers conduct themselves when that conduct is deprived of the oxygen of publicity.
I think you’ll agree - if you download and read Mercedes-Benz’s correspondence (link in the description) - that the
Mercedes-Benz reflected in its letter to Mr Thurley is very different to the Mercedes-Benz that jumps off the screen at
you on the website or in an advertising campaign.
Finally, to carmakers everywhere I would say: Stop trying to be so fricken clever with peripheral technology. Apple and
Google are better at this than you. They always will be. You will be better at them at making cars. So, I would suggest
that an iPad or Android tablet would be substantially better than every carmaker integration of those features, which I
have ever used. A nice place to clip it in the cockpit would be delightful.
That is where the real integration needs to take place, because $2500 for a system with a two-year lifespan, which
worked worse than an iPad (when it worked) is flat-out unacceptable.
And if you own a three-pronged suppository with COMAND Online, let me know your experience with those redacted
features, and how the company treated you. Of course, if you have already signed the company’s grubby gag order,
don’t breach your confidentiality duty. Thanks for watching.
*Source Material – AutoExpert – John Cadogan
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