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Back for more
Rallycross World magazine has been 
through a few phases and formats in its 
previous 12 years and 104 issues. After 
a short break, it’s back with a new look 
and fresh agenda.

We will write about the things that 
interest us, and as we love rallycross 
as much as you do, we’re sure you’ll be 
interested too. We also love good old-
fashioned printed magazines and while 
the download version is likely to be the 
most widely read, we will also offer a 
printed magazine (see the last page or 
RallycrossWorld.com for details).

We are fortunate to be able call on the 
services of some great photographers 
to illustrate our texts and will deliver 
Rallycross World as a magazine that 
looks great and is informative and 
entertaining.

Special thanks this issue to Andreas 
Eriksson and OMSE for the chance 
to drive a Supercar Lite and to Kevin 
Hansen for the laps in his JRX car.

39
At the end of an informative afternoon with the begetters of 
rallycross, the ever young Roy Edwards gave Tim Whittington a 
lift to the station, in the middle of sleepy Tonbridge, in his Escort 
classic rally car!

21 Mr Ridge and Mr Banks went to Happy Street. Seriously, this magazine would not have happened without 
the time and efforts of Hal Ridge and the wonderful images from Tom Banks. They met Andreas Bakkerud 
in Happy Street, we take a look further into the woods at Holjes starting on page 21.
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TouringCar: the secret star factory
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After an introductory year in 2007 as the Rallycross 
Cup, TouringCar became a full FIA European Rallycross 
Championship category in 2008, eventually replacing the Group 
N front-wheel-drive class. The introduction of TouringCar 
was an obvious move, a logical addition to the four-wheel 
drive Supercars and front-wheel drive Super1600s, and a good 
opportunity to try and prise drivers from the hugely successful 
Scandinavian rear-drive supernational classes and get them 
into European competition.

Since its inauguration the TouringCar category has steadily 
grown, although not yet challenging Super1600 in numbers. 
The category provides some of the best action in the sport, 
and when the cars are driven on the edge they are among the 
most spectacular you will see. And yet among young drivers on 

the way up the greasy pole of a motor sport career, Super1600 
still appears to be the default choice. Or is it? On current form 
TouringCar also stacks up as a great training ground, perhaps 
even a better one than Super1600. Drivers who have climbed 
through TouringCar to Supercar advocate their chosen route 
of progress, but perhaps the most informed perspective comes 
from a racer who stepped ‘down’ from Supercar to TouringCar 
and now races in both categories – but is convinced that driving 
the TouringCar makes him a better Supercar racer.

Belgian driver/team owner Koen Pauwels stepped down 
from Supercar to compete in TouringCar in 2011. Pauwels has 
become quicker with every event, and is adamant that time in 
the rear-drive car has served him well with his ability to drive 

a Supercar; earlier this year the former Belgian champion 
took victory at Essay, in a round of the highly competitive 
French championship; “For several years I raced in Supercar, 
which I enjoyed. I was usually B or C final in the European 
championship, and could win national races. When the field 
was strong I was always in the middle, and the cars I had were 
always really good but I couldn’t necessarily drive them on the 
limit as you must to be at the front. After a few years I got tired 
of fighting for C, or sometimes B finals. We decided to make a 
big change and swapped the Supercar for a TouringCar.”

Pauwels part-exchanged his Ford Focus Supercar for the 
MkVII Fiesta built and run during 2010 by Knut Ove Borseth, 
and found the transition to be an eye opener.

“The biggest step backwards was the lack of power. In my first 
outing I was a bit disappointed about the acceleration but then 
I had to face the truth; that it was me who wasn’t driving the 
car on the limit. I was learning a lot and trying to get more 
and more out of the car driving much closer to the limit with 
every event. In TouringCar you have to carry the speed with 
you through the corner, whereas with the Supercar you brake 
before each corner heavily and can accelerate hard out of the 
corner with full boost. In TouringCar you don’t have the boost 
or the big acceleration so you need to brake as little as possible 
and always be in the right gear to be in the power band. Once 
I knew this and tried it the lap times were there immediately. 
From my two years so far in TouringCar I drive much better 
on the limit without going over the limit and taking big risks. 
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The speed I can produce in Supercar and TouringCar now is 
much higher as I can use the car 100%. I have learned a lot in 
TouringCar about setting a car up, because you feel every small 
suspension change.”

Former owner of Pauwels’ Fiesta, Knut Ove Borseth came 
from a Norwegian supernational background and won the 
TouringCar title in 2009 at his first attempt. He has since 
done selected events in Supercar before committing to a full 
Supercar season in RallycrossRX 2013; “The TouringCar is very 
difficult to drive in a technical way. The rear-wheel drive cars 
are hard to do well in different conditions, but the important 
thing is to keep the rear wheels straight behind the front 
wheels, not to get too sideways. If you can manage that you 

will have success. You have to think a lot, and not go flat out all 
the time. There are a lot of similarities between Supercar and 
TouringCar, you learn to drive technically. TouringCar is the 
best place to learn if you want to become a technical driver for 
Supercar. In TouringCar you cannot drive wide or you will spin 
around. I think that experience is very important to drive well 
in the Supercar category as well. It’s all about experience. It’s 
important to learn the circuits like this, because when you get 
into a Supercar the speed is really high and the time to make 
decisions is really short.”

2010 TouringCar champion Derek Tohill is also full of the 
benefits of racing in the rear-drive category; “It’s a no-brainer. 
Almost everybody drives front-wheel drive cars on the road, 

probably their first rallycross car is front-wheel drive, like 
mine was. Rear-wheel drive is another skill set. If you don’t do 
it you’re missing a skill. Look at the drifters like Foust, it’s all 
about car control. It’s only going to be good for you. To have 
that experience is invaluable. If you learn in a rear-wheel drive 
car and one day your Supercar isn’t set up correctly you have a 
much better chance of driving round those problems. If I was 
looking to come into the sport now rear-wheel drive has to be 
the way to go,” says Tohill who was a front-drive man to his core 
until he first drove a rear-wheel drive racecar.

The use of TouringCar as a stepping stone into rallycross’ 
top flight, or as an outright alternative also makes sense from 
an economical point of view, as Pauwels explains; “The cost of 

maintaining a TouringCar over a full season is only 30% of that 
of a Supercar, and the car itself is a lot less expensive to buy. The 
use of tyres is a lot less, for a good Supercar event we would use 
eight tyres, I can do two TouringCar events on just four.”

And it isn’t just the consumable costs that are saved, the 
mechanical side of the running costs is vastly reduced too. “The 
dog rings in the gearbox and drivetrain last a full season in 
TouringCar, in Supercar they have to be rebuilt after every race. 
Driveshafts and diffs are the same, and in Supercar you need at 
least two engine rebuilds a year and a turbo after every event. I 
can do a full season on one engine in TouringCar.”

While Pauwels’ estimates on the longevity of parts in his 
TouringCar might sound optimistic, there is no reason to 
doubt the Belgian, who runs some of the most reliable cars in 
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the whole European championship. “I have experience of both 
classes and I am sure of the total costs for maintaining each. 
The biggest cost in TouringCar is the transport around Europe.”

Pauwels is unique in leaving Supercar to race in TouringCar 
and then return, most have made the transition once, from 
TouringCar to Supercar. Anton Marklund contested just one-
and-a-half seasons in TouringCar before stepping up for 2013, 
after taking the rear-drive title in 2012. The young Swede is 
more than holding his own in the sport’s top level. Only bad 
luck has kept him out of the finals in the first six rounds of 
RallycrossRX this season;

“It’s actually pretty hard to drive a TouringCar because you 
need to keep the engine in high revs all the time and you don’t 

have the high horsepower to compensate for mistakes like 
you do with a Supercar. TouringCars are pretty light and have 
big brakes and good grip so you can really push the cars, you 
have to be fast but also ‘street smart’ to always get the car to 
the finish line and that’s what I did to take the championship. I 
didn’t score the most wins but I always made sure I took the car 
to the finish line.”

Marklund only ever raced rear-drive cars to learn before his 
graduation to Supercar, and learned more about rallycross and 
driving in general than specific skills that carried over;

“The similarity is oversteer, and that’s pretty much it! There 
are not that many other similarities. The main thing I learned 
was about consistency, trying to always be in the top ten, not 
being p1 and then next week p21, that’s something I really 

took through with me to Supercar. I have already raced at 
every track, with the exceptions of Montalegre and Loheac in 
TouringCar. Knowing how everything works around the circuit 
makes me more relaxed and I can just completely concentrate 
on the driving. TouringCar was a great experience for me and 
the team, we learned so much from it.”

With lower costs than in Supercar, the opportunity to contest 
a full Euro season and be in the mix of making the final is far 
greater for aspiring racers. At the same time, TouringCar is a  
good toe in the water for those that want to progress beyond 
national-level events. Borseth used the category for just that 
purpose, and is full of praise for its role in the championship 
structure. “I say to the national drivers ‘come out and feel the 

life in Europe’. They are two different worlds; national and 
international events. If you want to go somewhere with your 
sport, start planning to drive in RallycrossRX. That will give you 
a lot of possibilities. The structure and system around is more 
professional. That is the future, and TouringCar is perfect for 
that, it’s fast, fun and not so expensive.” 

Pauwels agrees, the Belgian holding both the driving 
experience and competition of the class in high regard; “If you 
want to be in the world’s most exciting sport, to learn the tracks 
and be part of the new RallycrossRX championship but haven’t 
got the experience or the money to do Supercar then TouringCar 
is perfect. If I had the choice to do five races in Supercar or a full 
season in TouringCar, I would choose TouringCar every time.”
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If you go down to the woods today…
Every English child knows the song The Teddy Bears’ Picnic and 
its key line, ‘If you go down to the woods today you’re sure of a 
big surprise’. The forestry freak show in the song is the annual 
picnic for every bear that ever was. Warnings of woodland 
weirdness in rallycross almost exclusively relate to Holjes.

It doesn’t really matter how much you try to explain what it’s 
like at Holjes, you have to see it with your own eyes to believe 
what goes on and just how mellow the atmosphere is. After a 
couple of wet events, Holjes was dry in 2013 – or at least the 
weather was dry. And that made this a classic year to get out 
into woods and soak up some of the fun.

There are a few tracks that every true rallycross fan must 
visit: Lydden just because it’s the birthplace, Loheac offers such 
a fully rounded experience that you can’t miss it. And Holjes 
because it’s a great race and for the fact that if you never go 
down to the woods you won’t believe just what kind of surprises 
you might be missing.
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One-make or controlled formula proliferate in many forms 
of motor sport, but have not been a major part of rallycross. 
The pros and cons of one-makes are often debated, but there is 
relatively little doubt that one thing they can and do generally 
offer is a relatively easy way to enter into motor sport. Based 
on a modified production car, they usually offer a kit of parts to 
make the conversion (usually with a turnkey option). The one-
make series that is based on a purpose built racecar is almost 
always an off-the-shelf purchase.

There are exceptions, but rallycross has almost always been 
a place where the driver built his own car and prepared it 
between events. That is, arguably, a model that does not suit 
everyone. In the 21st century it is a model that appears to be 
out of step with the requirements of many career racers and 
weekend warriors.

The cost of entering, particularly where a bespoke racecar 
is used, can be greater. Or may appear greater. But those 
traditional competitors who say they can build their racecar 
more cheaply than the one-make option are unlikely to factor in 
their time. It should be obvious that as soon as you step outside 
the amateur do-it-yourself model and use professional services 
either to buy a ready-to-go racecar or to prepare a car, the cost 
of the time involved has to be considered part of the deal.

We have written in the past that the specialised nature of 
rallycross cars can be a restricting factor in drivers entering 
rallycross. When WRC drivers look to try their hand at 
rallycross they cannot simply call up a manufacturer and buy or 
rent a car. If you want a Supercar right now you can buy used or 
commission a new car, take the latter route and in most cases 
you are looking at a minimum build-time of 20-weeks; more if 
you want something different from the rest of the pack. When 
a pro-racer can take his dollar and enter any one of a plethora 
of high-profile circuit-based series immediately, that level of 
specialisation in the cars becomes a limiting factor.

That is not to say that the car should be dumbed down, 
or that Supercars should be replaced by some kind of bland, 
homogenised one-make. Supercar is what it is and all of its 
intricacies combine to give that unique experience that is, right 
now, pulling top class drivers from all over the motor sport 
map.

Somewhere in the bigger picture, however, there would 
appear to be a place for easy-access categories, and space 
probably exists both at a very low cost for absolute beginners 
and at a higher level where career racers can easily move into 
rallycross.

Ultimately it is the market that decides what succeeds, but 
over the last year or so two different controlled formulae ideas 
have emerged in rallycross. Getting to drive rallycross cars is a 
rare privilege for anyone outside of the group who own them or 
race them regularly, but Rallycross World managed to arrange 
for writer and racer Hal Ridge to sample both a JRX car and a 
Supercar Lite.

Two of a kind



When Ford pulled the plug on its full works World Rally 
Championship programme towards the end of 2012, one of the 
direct benefactors was Swedish rallycross outfit OlsbergsMSE, 
who signed a three year technical partnership with the 
automotive giants.

Getting the opportunity to drive a car built by one of the 
biggest car builders in rallycross was huge enough, never 
mind the fact that cars born from their workshops now have 
manufacturer influence. As a rallycross fan, and competitor in 
a self-built and mostly self-funded car, the opportunity to drive 
cars like that do not come up often: in fact, for the majority, that 
opportunity will never arise.

Just before round four of RallycrossRX in Finland back in 
June, I flew to Strangnas, Sweden with BTCC star and former 
rallycross Supercar driver Andrew Jordan, who was travelling 
to test OMSE’s latest Fiesta Supercar. I went with Jordan in my 
role as journalist and photographer, and also with an invitation 
to drive OMSE’s latest creation, the Supercar Lite.

Styled on a Ford Fiesta, naturally, the Supercar lite has been 
designed to act as a feeder category below the Supercar class 
in the American-based Global Rallycross Championship. With 
the main testing and development done in Europe, the cars 
that race in the GRC have been put together in OMSE’s US 
base at Huntington Beach, California. In Sweden I drove the 
development car which has completed over 1000km of running. 

Son of OMSE boss Andreas, Kevin Eriksson has undertaken 
a lot of the development running of the new machine, and was 
on hand at Strangnas. Following some work in the week leading 
up to the test, Eriksson junior took the Lite out for a shakedown 
run, with me sitting alongside. I always feel it strange sitting in 
the passenger seat of a rallycross car, often the seating position 
isn’t great because it’s an after-thought but in the Lite it was 
fine, with plenty of room. After two steady laps he returned 
to the paddock requesting a slight change in the flat shift 
settings from the Mountune engine boffins. After just a few 
minutes plugged into the laptop the settings were changed and 
it was time for Kevin to show me what the car could do. My 
first reaction to the Lite was how fast it was, weighing 1100kg 
(including driver) and with 320bhp from it’s 2.4 litre Duratec, 
this was to be expected, but having been in a variety of different 
rallycross cars, it still felt particularly quick. 

Eriksson’s driving style has become apparent in his 
RallycrossRX Super1600 outings this year, and to sit 
alongside him was a treat in itself, the young Swede has bags 
of commitment but at the same time is very smooth with it. 
The phrase ‘at one with the car’ is probably over-used, but 
watching Eriksson at the helm of this spaceframed Fiesta was 
a joy, his facial expression relaxed throughout. Strangnas is a 
classic Nordic rallycross venue, full of cambered corners and 
blind crests. Eriksson pushed the Fiesta hard, sideways around 

every corner, he let the car slide, knowing that the four driven 
wheels would find traction just before the car headed into the 
sand trap or wall. At no point did I feel scared or alarmed, but 
on a number of occasions I did think we were probably heading 
into the wall, but Eriksson knew exactly where the car was at all 
times, his very gentle and smooth steering inputs, usually one-
handed, inspired confidence. I tried to take in as much as I could, 
watching Erkisson’s hands and feet, especially trying to make 
mental note of how he approached the rather large jump. After 
a handful of laps we returned to the truck, and sat in the car for 
a moment while he gave me what he considered to be necessary 
advice. I have previously compared him to Kimi Raikkonen in 
his demeanour, and this exchange was no different. Knowing I 
had previously raced in Super1600, Eriksson’s advice was, with 
a grin, to “Just drive the car”, and a quick lesson in what the 
switches and buttons on the centre console did.

And so it was my turn. The driving position was almost 
perfect, amazing considering I just jumped into Eriksson’s 
seat, although I did have to adjust the belts before setting off 
(unfortunately I am less of a racing snake than is Eriksson.) 

The car was parked nose first to the truck, so the sequential 
gear lever required a push forward to select reverse gear before 
I could turn around. Initially pleased that I hadn’t stalled the 
car while pulling away, another little ‘wow’ moment followed. 
Foremost a rallycross fanatic at heart, being directed out of the 
little paddock area by Andreas Eriksson was a strange feeling. 

Once moving forward, on Eriksson senior’s advice, I used the 
clutch to change from first gear to second with a pull backwards 
on the sequential box lever, but thereafter left the clutch alone 
on up shifts and used the flat-shift. I headed out for a couple 
of laps, just to find my way. If the car had felt powerful as a 
passenger, somehow it felt more so from the driver’s seat. 
On instruction to keep the ‘engine revving like a Super1600’, 
I revved the car to about 7500rpm before shifting. That may 
sound easy, but all the time I was painfully aware that these cars 
come with a US $200,000 dollar price tag, that it wasn’t mine, 
that I was one of the first journalists to be allowed to drive it, 
and that in agreeing to let me drive, Eriksson Snr. had casually 
said ‘if you bend it, you mend it’. Measured respect was the 
order of the day and I was not about to start bouncing the thing 
off the rev-limiter.

The starting grid at Strangnas is of broken asphalt, which 
joins the main circuit halfway down the main straight, on loose. 
The first corner is a 90-degree right-hander on asphalt before 
the surface returns to loose just after the apex. A short straight 
on the loose follows, and into a long slight right that tightens 
into a hairpin right, just after a surface change back to asphalt. 
The hairpin is far tighter than it first appears before soon going 
into a slight left, over a blind crest where you need to let the 
car run wide to turn into the next left hand 100-degree hairpin. 
The next turn comes at you fast, a right-hander than drops away 
quickly on the inside, through a big compression and quick 
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climb up to the jump. The surface changes at the top of the 
jump, the landing is back onto loose, where you then have to 
quickly get the car slowed down for the final 180-degree right-
hander before heading back along the loose straight across the 
finish line adjacent to the starting area. 

After a couple of laps of feeling my way around the circuit 
and the car, I started to push a little harder. I found the first 
corner a challenge, quite fast yet tight and with the change 
to loose after the apex, the car runs out quite wide into the 
deeper sandy gravel once you are mostly though the corner. 
Beyond the deeper sand, trees menacingly line the track. Once 
trying a bit harder, coming out of the second turn I got on 
the power hard, and was reminded that a rear-engined, four-
wheel-drive car is a very different beast to the front-wheel drive 
Super1600 I’m most used to; the Fiesta stepped out sideways. 
I have learned in the Super1600 that many situations can be 
saved by burying the throttle and pointing the wheels in the 
direction you want to go. This was little different, although in 
the Lite, with more throttle the slide got bigger. The car felt well 
balanced, and inspired confidence to stay on the power until it 
had straightened up. The steering on the Lite was very positive, 
the car turned-in well, but I wasn’t, understandably I hope, that 
comfortable with carrying anywhere near the corner speed that 
Eriksson had been in his first few laps of the day.

The jump was a very new experience for me. I have hit kerbs 
hard in my own car before and ended up on two wheels, but 
flying through the air over a jump was altogether new. Kevin 
had told me to stay flat on the approach to the jump, and take a 
small lift in the air. My first proper attempt was thwarted by not 
carrying enough speed out of the previous corner and through 
the dip, so the car didn’t leave the ground with any conviction. 
Second try – I’m still not 100% sure what I did wrong, but in 
my flying inexperience the car left the ground well and landed 
on the nose. 

As ever, from inside the car this seemed to happen in slow 
motion and I even had time to register the sinking feeling 
in my stomach, not just from landing clumsily, but from the 
prospect of crashing someone else’s car. Next time around, 
and I couldn’t decide whether to cut my losses and accept that 
I’m not a Scandinavian rally driver, or to give it another good 
go. I chose the latter, and this time got it right, carrying good 
speed up the ramp the car flew straight and quite far. Words 
on this page cannot explain how pleased I was. The Lite lands 
with an incredible gracefulness. I expected it to be far harsher, 
more violent. But it could just have easily been landing on a 
bed of feathers instead of Sweden’s finest rock. Coming out 
of the final corner, the car steps out sideways on the loose 
before heading off down the main straight, which undulates a 
fair amount. The more speed carried the more the car moves 
around, but the suspension rides the bumps well. The car just 
wanted to go faster and faster on the straight, it was a good 
feeling to be quickly pulling the sequential lever back towards 
me with my right foot hard on the throttle, heading towards 
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the first corner. The gear change was easy with the sequential 
gearbox, and felt seamless. By my final lap I was into fifth gear 
before getting on the brakes for the first corner. All four brake 
calipers on the Lite come from the rear of a Supercar, and 
boy do they work. Every lap I went deeper and deeper on the 
brakes, but even by the end I was still braking way too early, 
partially a good thing as I was very aware or running too wide 
on the exit of the first corner. When the Lite did step out on 
the loose after the apex it was easy to control on the throttle, 
it came naturally to be pulling gears while sideways with one 
hand, a sure sign of a well balanced car. The steering felt very 
positive and gave good feedback. One thing I did struggle with 
was the tight left-hander on the asphalt, after the blind crest. 
You have to keep the engine revving, and getting sideways on 
the tar without enough speed kills the revs off a little so it bogs 
slightly, you have to wait for the engine to come back on cam 
or change down. Eriksson’s more experienced approach broke 
the traction of the tyres earlier and was flowing; keeping the 
revs high he avoided putting himself in my sticky predicament.

The build of the car is engineering beauty, as can be seen 
from the photographs. The tube work for both the main 
spaceframe and the mounting for ancillaries and bodywork 
are the end result of many hundreds of man hours. The thing 
that impressed me most of all was the fact that when in the car 
on the circuit, it didn’t feel like a spaceframed machine at all. I 
have been in a number of spaceframed rallycross cars, most of 
which feel nothing like their steel bodied cousins, usually panel 
gaps aren’t great, or rather they are great, often huge. The doors 
don’t fit perfectly, if at all. And they rattle … a lot. The Lite felt 
very solid, and sealed. Over the loose sections in any rallycross 
car you get an incredible amount of noise from the stones and 
rocks belting the underside of the vehicle, and the Lite was no 
different of course, but it wasn’t nearly as noisy as I expected 
from a four-wheel drive spaceframed racecar.

I have been in rallycross Supercars previously as a passenger, 
and they are mind bogglingly fast. The Lite has less acceleration, 
due to not being turbocharged and having almost half the 
power, but once it is moving it did feel similarly fast. Kevin 
Eriksson set a lap time that day two-seconds slower than the 
top Supercar time on the same day. In a more recent test the 
young Swede was just a second slower than a Supercar, lapping 
on the same circuit. In that later test OMSE tried out Yokohama 
tyres, providing less grip than the Cooper used when I drove 
the car, but allowing it to break traction more easily on sealed 
surfaces. The resulting wheel spin helping to keep the revs up 
and making it more progressive to drive.

At the end of my run in the Lite, Andreas Eriksson waved 
me back into the paddock area, where I parked next to the 
Supercar that Jordan was testing that day, the same car that 
Tanner Foust would take to victory in RallycrossRX Finland 
just five days later. I was on sensory overload. Trying to drive a 
competition car far superior to any I have previously driven, on 
a classically Nordic rallycross circuit had been unreal. 
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Many of the national rallycross championships around Europe 
sport ‘junior’ categories. It is perhaps typical of rallycross, 
and not at all unusual in motor sport generally, that there is 
no cohesive overview as to what constitutes a junior driver or 
suitable car for young drivers in rallycross. The end result of this 
is that, until the kids are 16, there is virtually no opportunity to 
get out and race above national level – in some countries they 
cannot race at all until 16. In some ways that is, perhaps, no bad 
thing. But for those seeking International competition at this 
early stage of their career – primarily we are talking about those 
looking for a career – there is now JRX. 

After making its public debut mid-year, JRX appeared 
a handful of times alongside events in the 2012 European 
championship. It’s fair to say that the JRX concept had a rocky 
start, the first event for the category in Norway last season 
never actually took place, the teams unable to complete the 

build of the cars in the paddock after vital components were lost 
in transit. JRX made it to Sweden for the next round, and over 
the remaining events of the year a total of six cars took part. 
Reliability of the new cars was an issue during those events, but 
over the winter Mtechnologies worked through the car, ironing 
out the problems, and putting hundreds of test kilometres on 
the car and components to develop reliability in the €45,000 
JRX racer.

The last pieces of the puzzle for JRX were delivered in March, 
when the FIA World Motor Sport Council approved a proposal 
for JRX to run as an International Series, and new FIA European 
Rallycross Championship promoter IMG offered  slots on the 
RallycrossRX schedule to form a six-round championship.

JRX is designed for 14 to 17-year-old drivers to race at 
International events. It is, in effect, a one-make or ‘controlled’ 
formula consisting of identical cars built on spaceframe chassis 
and powered by a 140bhp, 600cc Rotax engine. Transmission 

comes from a Sadev sequential gearbox that drives both front 
and rear wheels. The whole package tips the scales at 600kg. 

From a driving point of view it is beneficial to start at a young 
age. Being exposed to international standard competition as a 
‘child’ also allows young racers to learn the circuits they will 
race on later in their careers if they decide to progress though 
the rallycross ranks. They are also put in a position to learn from 
those around them; after all, what better place to learn how to 
conduct yourself to media, fans and officials than when you are 
shoulder to shoulder with European and World Champions at 
almost every turn in the RallycrossRX paddock.

At the Finnish RallycrossRX round, American Supercar star 
Tanner Foust spent time chatting to Magda Andersson – one of 
the handful of regular competitors in 2013 – about the sport and 
her future; “I think JRX is a great concept, and it’s a necessary 
thing if the sport is going to grow because it needs new stars. 
Magda recognises her situation as a rare female competing at 

the top of her class in motor sport. A feeder series like JRX is 
an awesome place for her to find her skills before moving on to 
find her niche,” he said.

During the RallycrossRX media launch and test day for the 
FIA European Rallycross Championship back in February at 
Lydden Hill, I was invited to drive the re-developed JRX car.

Before driving I went for a couple of laps as a passenger with 
Kevin Hansen. As the car had only just had the finishing touches 
put to it following a full winter rebuild, Hansen took it steady, 
but the laps were enough to give me an idea of what to expect. 
Back in the paddock, one of the Mtechnologies engineers that 
head the JRX development programme, (together with Hansen 
Motorsport) showed me the basic controls and which switches 
and buttons to press. This represented a memory test as the 
controls are all labelled in French and, I’m ashamed to say, my 
grasp of French is poor – specially at speed.
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As I started to get into the car, two potential problems struck 
me. This was to be the first left-hand drive competition car I 
had ever driven, coupled with the fact that the JRX cars are 
smaller than a full-sized, production-based racecar. However, 
the driving position was very good ... this was astounding, 
Kevin Hansen is probably two thirds of my height and yet 
without adjusting the seating position I fitted perfectly.

One of the more unusual technical details of the downsized 
JRX car is that the engine is connected to the gearbox by a 
rubber drivebelt. I had been told that getting the car moving 
from its parking place would be difficult and that it would 
need a lot of throttle. Very aware of that, I was conscious of 
stalling with the team looking on, but it was far easier than 
expected, and I headed out onto the circuit. The two-stroke 
Rotax engined machines have a very distinctive sound and 
smell, both of which are exaggerated inside the car. They sound 
like a motorbike or similar powerful two-stroke machine, like a 
chainsaw for instance. Because they are two-stroke they tend to 
smoke a little more than other RX cars, and although thinking 
this questionable at first, it is totally normal.

Throughout the time I have competed in rallycross I have 
always wanted to race a car with a sequential gearbox. At the 
same time I have wondered if using such a thing would come 
naturally or not. As I drove down the main straight for the first 
time, I realised how simple it really is. With my left (clutch) 
foot sitting on the footrest, it really is as simple as pulling to 
go up a gear and pushing to go down. Driving a left-hand drive 
car wasn’t a problem at all. I think this is partially down to the 
sequential gearbox, not having to worry about selecting the 
right gear with a normal H-pattern box you would find in your 
road car, but also in part due to the thousands of hours of on-
board footage I have watched over the years. With the engine 
solid mounted to the tubular chassis, the vibration is more than 
noticeable, the sensation very far removed from that you would 
experience in normal car, generally full of rubber mounts and 
sound deadening.



What else?
As we said at the beginning, there is no coherent structure 
or strategy either to the entry point or the progressive path 
through rallycross and its various categories. Given the huge 
variety of countries, cultures and economies within which 
rallycross takes place at a national level, it is unlikely that 
there will ever be a one size fits all solution so it is perhaps 
not surprising that we do not have a clear line of progress: 
look at the bumpy road FIA is currently negotiating to try and 
bring order to the structure of single seater circuit arcing and 
to define a path from karting to F1 and you should be able to 
understand the difficulties. So, what else exists in  rallycross 
along the one-make or control model?

The French Rallycross Championship has a long and happy 
relationship with one-make series, the latest incarnation of 
which is the Twingo Trophy introduced for the 2013 season. 
Based on an R1-spec Renault Twingo it offers close racing in 
cars that are easy and relatively cheap to build or buy. A €10,000 
kit added to a Twingo base car getting you on the track in a car 
that could easily be converted to a rally car, should the need 
or desire arise. The Twingo trophy replaces a Dacia Logan-
based one-make series in France where previously there have 
been one-makes for the Citroen C2, Saxo, Peugeot 205, Talbot 
Samba, Renault 4 and Fiat 127.

Britain had a manufacturer-backed one-make series with the 
Vauxhall Nova at the end of the 1980s and early ’90s and the 
national championship currently includes two independently 
promoted one-makes based on the Suzuki Swift, a 1600cc 
car used by adults and a 1300cc version for Juniors. For those 
seeking something faster, more edgy and rear-wheel drive, 
Britain also offers the RX150 series; a controlled-spec open-
wheel buggy powered by a 150bhp, 1000cc motorcycle engine. 
Fast and fun.

Ford made a not entirely successful to introduce a junior 
training vehicle for rallying a decade ago. A spaceframe machine 
was created with power and drive provided by transplanting the 
front end of a 1300cc Fiesta to the rear of the open vehicle. The 
cars live on at various driving schools and experience days with 
a handful being raced in the Dutch rallycross championship by 
drivers between 14 and 25-years old.

Perhaps the most successful example of something that at 
least resembles a control formula is Crosskart. It is strong in 
the Nordic countries and has been the training ground for a 
handful of current stars, Crosskarts come in 85, 125, 250 and 
650cc sizes and can be raced by drivers from nine-years old.
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I headed into the first loose corner at Lydden, Chesson’s 
Drift, for the first time and drove around at a steady pace. The 
car felt well planted, but I resisted pushing for the rest of the 
lap, wanting to become acquainted with the car before taking 
any liberties. Into the second lap and I pushed a little harder, 
beginning to explore the potential of the little racecar. The 
steering isn’t power assisted, but this isn’t a hindrance at all. 
Being slightly heavy, the wheel gives great feedback. Pushing 
harder into Chesson’s in the second lap, the spaceframe chassis 
turns-in well, and is very easy to control once the car starts 
sliding on the loose. On the second lap the car felt slightly 
more nervous on the loose, and in the last of my five tours of 
the Lydden circuit the rear of the car stepped out more. This 
wasn’t a problem to control, the four-wheel drive transmission 
performing its duties to keep the car heading in the correct 
direction.

Although lively on the loose, the car is far less dramatic on 
the tarmac, with only 600cc and 140bhp it doesn’t have the 
power to break traction in the corners, but this encourages you 

to push hard and carry a lot of corner speed.  Having driven 
faster and more powerful rallycross cars, the JRX doesn’t set the 
world alight with acceleration or straight line speed. But, that’s 
not what the car is about and it doesn’t require extra power. The 
concept is to provide a category that gives single make racing 
to junior competitors, and if you were just starting out in your 
driving career the car has more than enough power, especially 
when everyone else on the track has exactly the same level of 
performance.

Supercar frontrunner Timmy Hansen has also driven a 
JRX machine, and is full of praise for where it slots into the 
development ladder; “JRX is all about being smooth and 
carrying corner speed. They are a small car that is heavy to steer 
and has stiff suspension, you feel so attached to the circuit and 
the ground. For a car driver it feels like a kart, and for a kart 
driver it feels like a car so it’s the perfect step in between.”

Being honest I was surprised how good the JRX car was, and 
more so how easy it was to drive. If only I was 15 again…

Top to bottom: Renault Twingo Trophy, 
Swift Sport, RST, Crosskart.



Frant railway station is not in Frant.
It is 1.5 miles down the road in Bells Yew Green.
Down the road, or rather down the hill.
On July 23 England is basking in the glory of a new born king. 

This tiny corner of England that straddles the Kent and Sussex 
border is also basking in a sultry 27c on the sort of day that may 
yield to the looming threat of a thunder storm at any moment.

Frant railway station does not have taxis or buses.
The tranquillity of my walk up the hill to Frant is disturbed by 

the sound of a fast approaching car. Induction noise and rapid 
gear changes are enough know that this is no ordinary car. I 
step on to the verge as it nears and smile as a white Mk1 Escort 
rally car, red stripe down its flanks barks and snarls up the hill. 
If there was any doubt, the KR21 number plate confirms that 
this is Roy Edwards, host for the day, making his entrance in 
style – and haste.

Roy Edwards, 82 going on 18, together with long-time friend 
Martin Wright, has convened this afternoon’s get together at 
the Abergavenny Arms.

The impetus for the day was the passing of Doug Jennings, 
among their close friends and none of the officials who worked 
behind the scenes to make events happen, an outbreak of 
misinformation regarding the origins of rallycross and the 
desire of Jennings’ family to know more about his role.

We are closing fast on 50 years since the first rallycross event 
and given that not everyone involved was in the first flush of 
youth, getting a representative group of significant players 
together is not an easy task. Still, Edwards and Wright have 
gathered 25, among them drivers John Taylor, Win Percy, Jeff 
Williamson, John Smith and Stan Clark. The man who we can 
thank for it all is also present, Robert Reed the producer on 
ABC TV’s World of Sport programme who had the idea of 
combining mixed surfaces in a short lap and running groups 
of cars in a series of quick races. His basic formula has not 
changed much.

The originals
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down to Teddington and, because he hadn’t seen the hillclimb, 
I explained what had happened and asked him if we could do 
something like it.

“Bud went away and came back later with the idea of Lydden 
which was being extended, so the Hairy Hill section was in 
hardcore. Bill Chesson, was tremendous and did a great job 
with the track. I wanted four cameras which was not usual in 
those days so I told my boss I’d try and get some sponsorship 
and wrote to WD & HO Wills [a tobacco company] who 
contributed £200, so the event was organised for two-hundred-
quid. It went very well and I was in the OB unit for the last race 
and the phone rang and it was John Bromley, the boss of ABC, 
and he said ‘Fantastic, can you do another one in a couple of 
weeks’ and I just said ‘Yes, okay’ and went out to see Bud and 
Dick who went off to the paddock to see the drivers and within 
a few minutes we’d got another event.”

That event was run on March 11 1967, following which there 
were further events, including the first International Rallycross 
in November. Scheduled to take place immediately after the 

RAC Rally, this should have been quite a big affair but when 
the rally was cancelled at short notice because of an outbreak 
of foot and mouth disease many of the overseas competitors 
and teams opted to leave Britain early instead of sitting around 
for a week to wait for the rallycross. The International event 
took place, but was contested largely by British teams and was 
won by Andrew Cowan in an Imp, Roy Edwards placing second 
ahead of Paddy Hopkirk.

Reed also confirms that it was racer, writer and raconteur 
John Sprinzel who came up with the name ‘rallycross’. “John 
Sprinzel was doing some commentary for us, he and Barrie Gill 
[then a journalist] were also involved with some of the planning 
before the first event. It was John who came up with rallycross, 
the event had bits of autocross and bits of rallying, so John said 
we should call it rallycross.

“I sometimes wish I could have patented or copyright the 
idea, but at the time I was told it was not possible. And I was 
employed by ABC Television so they would probably have 
claimed it. Nowadays it would be a TV format and you could 

Wright comes from the organisational side of motor sport 
and was assistant Clerk of the Course for the earliest events, the 
man he assisted was Bud Smith, the organisational visionary 
who turned Reed’s ideas into reality. The two were backed up 
by 750MC Tunbridge Wells Centre colleagues Dick Mullis and 
Doug Jennings. Smith and Mullis also sadly no longer with us.

Wright recalls events with clarity and is also well placed to 
detail the breakdown between the organising group and the 
exodus to Kentish Border Car Club after 750MC requested that 
funds paid to the Tunbridge Wells Centre by ABC TV were 
transferred to headquarters.

“We decided to join forces with Kentish Border but it was 
a very small club so we also involved Tunbridge Well Motor 
Club, which is where Norman Redhead became involved, 
and that became the organising team that continued to run 
rallycross at Lydden and also did the first event at Croft. We 
did March, July, August and November ’67 at Lydden, Croft in 
December and again in February and March ’68. The team was 
still together in 1969 when the RAC contacted us. They’d heard 

from an organiser at Hersbruck in Bavaria who wanted to put 
on the first rallycross in Europe and asked us to take a group of 
drivers to the event on August 2-3 , we took Rod Chapman, Roy 
Edwards, Alan Kemp, John Taylor, John Boulden and one or 
two others with Dick and myself in support.”

Reed takes up the story and rewinds to his original inspiration. 
“We covered a hillclimb in Yorkshire on World of Sport one 
Saturday afternoon, it was snowing and it was slippery and the 
cars could just about get up the hill. To get back to the paddock 
they had to come back down a sort of farm track and they were 
skidding all over the place and at the end of the day I said, ‘You 
know, that’s better than the actual hillclimb, if we can have 
something like that; a bit of asphalt and a bit of unmade road it 
would like a mini rally’.

“A few weeks later the phone rang and Bud Smith introduced 
himself. He explained that he ran sporting car trials with 
750MC and asked if we’d like to televise them. I said ‘No, but 
come down and have a beer, I’ve got another idea’. Bud came 
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protect it…” says Reed who has in the past made his own efforts 
to correct published inaccuracies over the history of rallycross.

“When Murray Walker wrote his book Unless I’m Very Much 
Mistaken, he got rallycross all wrong. I wrote to him and told 
him he was very much mistaken and he did write a very nice 
letter back to apologise, so if you ever buy the book you need a 
copy of that letter too!”

Many of those present have brought memorabilia and among 
Redhead’s trove is an amazing hand-drawn competitors signing-
on board for  the second round of the 1967-1968 championship, 
the first rallycross championship. Wright has a small stainless 
steel dish, engraved World of Sport International Rallycross 
1967, a gift from ABC to those on the organising team. 

The last time there was a gathering anything like this was 
2007, the 40th anniversary of the first event. Edwards was host 

on that occasion too, entertaining guests at Lydden. On that day 
he’d asked Reed to present an award, but turned the tables on 
the creator of rallycross and gave him a commemorative award. 
This time Reed returns the compliment, passing on one of the 
iconic steering wheel awards that were regularly used in early 
rallycross events, this one engraved 1969 Guards Rallycross, 
identifying it as having been originated for a Croft event. 

“You surprised me before so now I’ve got you an award to 
say thanks for everything you have done and are going to go 
on doing,” Reed said, before putting your writer on the spot. 
“We have Tim now who has done a fantastic job and I think the 
future of keeping this kind of thing going is for him, so I have 
a Castrol Rallycross, 1970-1971 award which I would like him 
to have.”

Originally from a Castrol-backed Cadwell Park event, it’s a 
fabulous piece of rallycross history that I am proud to own.
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Reed had no idea that his TV programme would develop its 
own life and become a fully fledged motor sport discipline. He 
occasionally catches sight of it on television and has enjoyed the 
chances to catch up with old mates that 2007’s 40th anniversary 
and this meeting have provided. Like others in the room he is 
looking forward to the 50th anniversary, but is also keen not to 
leave it until then to meet again.

There are, of course, also plenty of stories to be told. Talk 
of Bud Smith and the early trips abroad prompts John Taylor 
to recall a scary ride home. “In those days there was a long 
downhill road towards Liege. I was towing my Volvo rallycross 
car with a Volvo estate and Bud was riding in the passenger seat. 
The trailer got a bit of a wobble and I’d always been told that you 
had to accelerate out of that kind of situation. We were doing 
about 50mph so I accelerated. The trailer kept wobbling and I 

kept accelerating. We must have been doing about 90mph by 
the time I had the accident under control. Soon after it seemed 
a good time to stop for a cup of tea, Bud got out of the car and 
told me he would never, ride with me again!”

Before going onto a brilliant career on the circuits, Win Percy 
climbed from autocross through rallycross. He was perhaps the 
first to pass this way and make it big. It was not unusual for 
cars to be double driven in the early days, nor was it specially 
rare for women to race and several drivers raced alongside their 
wives. “I only shared my car with Rosemary [his wife] once, and 
it cost me a horse,” says Percy. “She was very quick and I didn’t 
think it was going to work, us both racing, so I tried to explain 
that on the way home. Rosemary thought about it for a while 
and then said she’d stop, but she wanted a horse. I bought her 
a horse!”

Top left: John Taylor and Win Percy enjoy a shared joke. Bottom right: Jeff Williams, Stan Clark and Taylor reminisce about the 
old days. Reliving old memories from scrapbooks and memorabilia was a large part of the day.
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A road runs through it

Roads. We use them all the time, new ones often make life 
easier, but sometimes they mess everything up.

Lousada was an adventure in 1991. The European Rallycross 
Championship had been to the Iberian peninsula before, a 
series of events close to the Costa del Mar in Spain providing 
fun and not a little mischief, but being regrettably short lived. 
Two years after the third and last of those Spanish outings the 
championship went further west, as far west as it could go in 
Europe.

Then the airport at Porto was small and the trip to Lousada 
involved judicious use of maps – there was not yet sat nav – 
and a surprisingly long time driving through some spectacular 
countryside.

How far away was Lousada?
A couple of hours in the plane, and fifty years of time travel.
The route may not have been the most direct; making the 

journey from airport to track with Avon’s commercial manager 
Roger Everson was rarely straightforward – on another event 
our trip from Hamburg airport to Buxtehude involved a detour 
to locate a model railway shop of great repute! Driving through 
an agricultural landscape, this is wine and fruit country, it was 
obvious that the area had slipped trough the net of progress in 
the 20th century. The land was worked by hand and more than 
once a queue of traffic proved to be the result of vehicles being 
unable to pass a donkey and cart.
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A longer delay was caused by road repairs. Uniquely, or 
perhaps not, the method of remedy involved a small truck 
loaded with sand and carrying a burner full of hot tar moving 
slowly up the road. Behind the truck two workmen followed on 
foot, the first filling each hole in the road with sand, the second 
pouring tar over the sand to seal it and finish the ‘repair’.

That slow and winding road, replete with holes and surprise 
obstacles, made for a slow but interesting ride to Lousada, then 
a small town but one that was obviously beginning to grow.

A town centre is not the most usual place to find a racetrack, 
but in Lousada you could walk along a parade of shops 
and, crossing a side street to the next run of commercial 
establishments, take the option to turn left and immediately 
enter the Eurocircuito Lousada.

One feature of development in the town meant that 
above those shops backing directly onto the track there was 

an unfinished apartment block which, come Sunday, was 
appropriated by race fans and turned into an impromptu 
grandstand.

A vocal and enthusiastic crowd, a curiously urban atmosphere 
and a track that always provided plenty of action meant that 
Lousada buzzed on race day.

By the time of the European championship’s last visit to 
Lousada, for the 2008 season opener, a new road had brought the 
town to within easy reach of Porto; a thrash up a characterless 
motorway delivering you to the track in little more than half-an-
hour. The town had grown and was still growing, the ubiquitous 
mega-shed supermarket land marking your arrival at its edge.

But growth and better communications was not all good for 
the racetrack. The benevolent Jaime Moura who had led the way 
for the organising CAL to host international events, had died. 
The club continued but appeared to lack the entrepreneurial 

flare to meet the new challenges it faced. Not least of those was 
the fact that the land on which the track and paddock stood 
was in multiple ownership.

In Portugal last autumn there was the opportunity to take a 
short detour and make a quick stop at Lousada and see what 
was happening at the track.

The pan-European economic crisis has bitten hard in 
Portugal. Walking up that parade of shops there are empty 
premises. But there are new developments too, and where the 
gap in shops and businesses previously opened for the entry 
to the racetrack, there is now a smart new four-lane road 
complete with planted central reservation and a sign boasting 
the hundreds-of-thousands of Euros input by the EU. Thanks 
for that, EU.

This road leads around the back of the town where you 
can find a few smart new houses situated on a hillside with, 

no doubt, an impressive view over the countryside. And, well, 
little else.

There is also a nightclub – in what used to be part of the 
circuit’s buildings on the start straight. The track itself appears 
in need of some TLC.

What that new road also does is sharply cut through what 
used to be the access between racetrack and paddock, those 
two essential bedfellows now separated by a dual-carriageway. 
This being the laid-back end of Europe, there are gaps and 
gateways to allow racecars to cross from paddock to track and 
back again. That may allow national events to continue – the 
CAL.pt calendar lists 14 fixtures this year – but seems barely 
compatible with higher levels races. 

New roads have made The Eurocircuito Lousada more 
accessible and, perhaps, also brought about its terminal decline. 
Sometimes they mess everything up.

47

Left: From the paddock you need to cross the road to the race track. The paddock today and full of race teams the last time the 
FIA championship was in town in 2008. The spectator areas need a little TLC. Lousada was always popular with drivers and 
fans, the building overlooking the track formed an impromptu grandstand in 1991’s first visit but was for residents only by 2008.



306, but with Peugeot not homologating the car until the start 
of 1994, Gollop was forced to build a Peugeot 309 as a stopgap. 
The interim car brought little success and Gollop’s G-Tech 
team started building their new car during the ’93 season. With 
the works British Touring Car team consuming the majority 
of Peugeot’s budget, Gollop’s 306 was a combination of blue 
sky ideas without the full budget to execute them all to the full 
extent of his engineering nous. With parts carried over from 
the 309, and indeed the Metro, the 306 featured a composite 
flat floor, with fully independent double wishbone suspension 
at each corner. Cliff Humphreys built the engine that was 
attached to all four wheels though a Quaife gearbox, upholding 
Gollop’s long-standing relationship with the transmission 
manufacture.

“We had to build the 309 for the first year of Group A 
regulations. It was only ever the plan to use the car for one 

year to learn about wishbone suspension. The 306 wasn’t 
homologated until 1994. We started building the 306 before 
the end of 1993,” says Gollop.

Gollop debuted his new steed on March 30 1994 at Lydden 
Hill, for the first round of the British Rallycross Championship, 
and duly won. The car’s European debut followed the next 
month, in Austria. Unfortunately for the former European 
champion, the 306 was unable to produce the pace required to 
win in 1994, although Gollop did visit the podium in Britain, 
Belgium and Norway to finish the season fourth overall. Two 
podiums at Lousada (Portugal) and Mondello in Ireland would 
be the highlights for the Englishman in 1995, followed by 
another two podiums in 1996 at the traditional August Benelux 
double header of Maasmechelen and Valkenswaard. By ’96, 
Gollop was also focusing on the full British Championship, and 
although victory was evading the little French car in Europe, 

Andy Scott took a break from his European Championship 
schedule to race in the third round of the British Rallycross 
Championship at Knockhill back in April. His original intention 
had been to use the event as a shakedown for the second of the 
new Albatec Racing Peugeot 208s. Component supply delayed 
the completion of that car, so instead of missing the event 
altogether Scott “wheeled the old girl out.”

The old girl that Scott was referring to is his Peugeot 306 
Supercar. Informed that said 306 will be 20 years young this 
coming winter, one could be forgiven for thinking it had seen 
better days. There are very few things that leave the Scotch 
Corner base of Tony Bardy Motorsport that have seen better 
days, however.

Bardy has looked after the 306 since 2006, when London-
based Irishman Ollie O’Donovan brought the car over from 
Ireland where it had been prepared by Ali Burrows Motorsport 

for a couple of years. Having run the car until the end of the 
season, the next thing Bardy did was give the it a bare metal 
rebuild and, in the process, a new lease of life. As with any 
Bardy car, if you could not flip it over and eat your lunch off the 
underside, it wouldn’t be allowed to leave the workshop.

I digress; this feature isn’t about Bardy’s unquestionable 
ability to prepare a car, but about the history of one of the  
most successful cars in rallycross, and probably the oldest still 
in regular use. 

The last Englishman to win the European Championship, 
Will Gollop, did so back in 1992 at the wheel of his legendary 
BiTurbo Metro 6R4. With the end of the Group B era coming 
at the close of the ’92 season, Gollop, as with all his rivals, had 
to move onto pastures new and develop something fresh to suit 
the latest Group A-based rules. The desired new build was the 
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Is this the best rallycross car ever?
Left: Croft 1994, Gollop bounces the new car over the kerbs. Top left: British action at Brands Hatch 1996 and (top right) at 
Lydden Hill. Above left: Tackling the European championship event at Mondello Park in ’96. 
Above right: In its 20th season, the 306 is still winning, current owner Andy Scott bagged a British championship win at Knockhill, 
Scotland, earlier in 2013.



out on the title on dropped scores in the very last race of the 
year. Holfeld sold the car at the end of the millennium year 
to another driver from the Emerald Isle who was converting 
to rallycross from rallying; John McCluskey. While in 
McCluskey’s possession the 306 was always fast and near the 
front, but luck never seemed to fall the way of the rallycross 
newcomer in his first three years of owning the car. Now being 
prepared by Irish preparation company Murray Motorsport, 
unfortunately McCluskey’s ownership of the car will in part 
be best remembered for a huge crash in at the first corner at 
Blyton in 2003. The following year was better for the Irishman, 
taking a series of podiums including victory at his home round 
at Mondello Park. During Mcluskey’s time with the car, he 
took it to the Punchestown Rally Masters where five time 
Irish tarmac rally champion Austin McHale had a run in the 
car. “It’s a phenomenal piece of equipment, really something 

else,” he said at the time. “I’d say it was twice as fast as my 
Corolla WRC.” With McCluskey moving to newer machinery 
for 2005, another Irishman George Tracey also did his own 
bit of modernising, moving from a Metro 6R4 to the 306. A 
full British championship campaign was the order of the year, 
culminating in victory in the final round at Croft.

On the back of last round victory in 2005, Tracey had full 
intention of campaigning for the title in 2006. The first rounds 
went reasonably well for Tracey, and the team re-prepped 
the car and headed to South Wales for round four of the 
championship at Pembrey, South Wales. 

Ollie O’Donovan takes up the story; “George Tracey 
had invited me to watch. I arrived late, and went straight to 
the hotel. After a few hours in the bar, by four o’clock in the 
morning I had bought the car.”

British soil was far more lucrative. British Champion in 1996 
was followed that winter by victory in the Lydden Rallycross 
Championship 96/97. 

“The development process wasn’t straightforward with the 
Peugeot. We used the T16 engine initially and had a lot of 
problems with it before switching to the Mi16 engine which 
was much more successful”

“I’m really proud of the fact that we built that car and it’s still 
so good now. I think a lot of its success has been down to the 
suspension. The chassis was good, but of course with double 
wishbone suspension there are a lot of places to put everything 
and we worked very hard at that. The steering wasn’t great to 
start with but we worked hard at it, and it got better and better.”

“My highlight would have to be the A final in Finland ’94, 
racing against Schanche in his Escort. They were pretty 
wonderful times.”

With the ever escalating costs of the European championship, 
Gollop focused on the British championship for 1997, which 
was now branded the BRDA (British Rallycross Drivers 
Association) Championship. As with ’96, Gollop claimed 
victory again, before calling an end to his driving in the sport 
(he would later return in a Ford Focus). “We had done the 
European championship for ten years, money was always a 
problem, It was always hard finding the budget,” says Gollop.

The 306 would again win the British title in 1998, but with 
Gollop deciding to take a step back from driving, it was Irish 
driver Helmut Holfeld, who excelled in his debut season with 
the car under the watchful eye of Gollop’s G-Tech concern.

Although he wouldn’t win the title again, Holfeld always ran 
at the front of the Supercar class with the car in the time he 
raced it, winning two rounds of the British title in 2000, losing 
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Left: Helmut Holfeld battles with Barry 
Squibb’s Escort at Lydden in ’98. Holfeld 
continued the 306’s success after buying 
the car from Gollop. 
Above left: Wishbone suspension gave 
the 306 great handling and has helped 
keep it competitive. Left: The 306 was 
one of the pre-’99 cars that exploited 
the open rules and used a composite flat 
floor. Above: Every driver who has sat 
here as owner has won events in the 306.



the title in a thrilling battle with Gollop’s young gun Andrew 
Jordan, driving the Focus that the G-Tech boss had vacated 
having now retired properly.

“My highlights of owning the car would be winning 
my first heat race at Knockhill, and of course winning the 
championship,” says the Irishman.

Bardy himself would take the wheel for the end of season 
Superprix held at Croft, but having been fast in the heats 
would retire from the finals with mechanical problems. With 
these solved, O’Donovan took the car to the ‘London Masters’ 
event in December, run at the Excel Arena in the heart of east 
London.

“I was British Champion going into the London Masters, 
and Per Eklund had come over for it. I had a good event and 
qualified on the front row of the final with Per. Before the final 
he came up to me, shook my hand and said “I’ll have your wheel 

in the first corner.” We both made good starts and shot towards 
the first corner, and sure enough, true to his word he hit me in 
the rear wheel and broke the suspension.”

2008 brought success for O’Donovan again, this time 
winning the Supercar category and just missing out on 
victory in the overall British Championship. “That was my 
biggest disappointment in my time of owning the 306. At the 
penultimate round, Pembrey in 2008 I had two punctures in 
the final when the race was stopped. I was still running but the 
CoC wouldn’t let me change the wheels to take the restart. All 
I needed to do was finish the race and get points to win the 
championship. Then we went to Mondello for the last round 
and still needed just a few points and the engine seized. They 
were wonderful times in the 306 though. Up to racing it I was 
flat out rallying, it changed my attention to rallycross. I would 
love to own that car again,” says O’Donovan.

“I went to bed, and at 0845 George was banging on the door 
saying ‘Come on, you have to go and race’ I was saying yeah, 
yeah, and he replied, ‘come on, you bought my car,’ so I had no 
choice.”

“I didn’t have my licence but fortunately I remember the 
number off by heart. I had to borrow an old pair of overalls 
from Pat Doran. I also borrowed some of his race boots, I could 
have got both feet in one of those boots. Dermot Carnegie lent 
me a helmet and I shared gloves with a Stock Hatch driver.”

“I missed practice because I was sorting out the paperwork 
for racing, so my first time in the car was driving it from the 
paddock to the start for the first heat. I found out I was on 
pole position for the race thought ‘Shit, I haven’t even had a 
chance to walk the track!’ I didn’t know where the circuit went, 
I had never seen it before. I could see the first corner went left, 
and thought that I would just tuck in behind the other guys 

and follow. But, I got a really good start, and found myself 
leading into the first corner. I took a little lift on the throttle, 
for less than a second to see where the circuit went next, and 
the whole pack came past me, I will never forget that. Coming 
from my rallying background where I was used to world rally 
cars, the sheer acceleration of a Supercar was amazing. My first 
experience was mind blowing.”

In his first event, with as good as no rallycross experience, 
O’Donovan impressed in the Supercar category. In a year of 
learning the Irishman would visit the podium on a number of 
occasions including a win in Ireland at Mondello Park.

The winter of 2006 and we are now back to Bardy’s bare 
metal rebuild, which paid dividends. 2007 started with victory 
at Lydden Hill for O’Donovan, going on to claim several more 
throughout the year. In its new ‘Nissan Yellow’ that became 
a trait of fresh builds from Scotch Corner, O’Donovan won 
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Top left: Holfeld carried the coveted ‘GB1’ plate on the 306, 
here challenged hard by Dermot Carnegie at Anglesey, Wales, 
in 1999. Below left: John McCluskey bought the 306 from 
Holfeld. Here he goes after Gollop’s new Focus at Blyton in 
2003. This pic: McCluskey’s last year in the 306 was 2004, here 
at Kirkistown, Northern Ireland.



there was ever a masters type race with the likes of Kenneth 
Hansen and Jean-Luc Pailler driving their old cars from that era 
of course I would offer the 306 to Will. 

“That’s one of the reasons I like it, I totally enjoy the history 
of the car. How good it is, is a testament to how Will built it 
in the first place. I will use it again in 2014 and try to win in it 
some more. It was the first Supercar I drove, and I won my very 
first heat in it at Lydden. I have a real soft spot in my heart for 
it, and I will certainly be keeping it. In Loheac, everyone loved 
it. It has so many fans because of its history. 

“It is old, and there are some occasions when you can tell, 
but it is still very competitive. It is similar to my new Peugeot 
208 power wise, but the biggest difference is the handling. The 
suspension is the same as when Will built it. The faster circuits 
suit the car, like Knockhill, where there’s no real slow corners. 
She loves fast corners, they suit her. On the gravel at Knockhill 
I noticed bumps that you probably wouldn’t in the 208.”

It’s incredible that despite various modifications over the 
years, the 306 is fundamentally still the same beast that Gollop 
and his team created 20 years ago, yet at Knockhill it had the 
beating of the likes of Julian Godfrey and Pat Doran. Godfrey’s 
car is naturally at the forefront of technical progress in 
rallycross, likewise Doran’s Citroen DS3 is the sister-car to son 
Liam’s that won the final round of the European Championship 
in 2012.

The event wins achieved by the six owners of the car are too 
numerous to list, and continue to accumulate. Over the years 
it has claimed four British titles, a Supercar class title and a 
Lydden championship. 

It’s highly unlikely that the rallycross world will ever see a 
car racing at such a high level for so long again, never mind 
still be in a position to win events, and should Scott continue 
to use the car as he plans, it may well continue to be victorious 
for some time.

During the 2009 season the 306 would again change hands, 
to its current owner. At the time Andy Scott was racing in the 
RX150 category of the British Championship, created and run 
by O’Donovan. For Lydden Hill in August, Scott would take 
ownership of the Peugeot 306, finishing third in emphatic style 
on his first ever Supercar drive.

Finishing the year with the car as it was, Bardy again gave the 
car a thorough going over ready for Scott’s full tilt at the British 
title in 2010. Now painted in Scott preference of scarlet, two 
wins would be the highlight of Scott’s season, both at his home 
track of Knockhill, for the British Championship round and the 
end of season Rallycross Superprix that had moved north from 
Croft. For 2011 Scott had European Championship ambitions, 
and with the 306 ineligible as it had long since been out of 
homologation, he bought a Ford Focus with the intention of 
using the 306 for the British Championship. Scott swapped 
between the 306 and Focus throughout the year in the British 

series, before lending it to a man who had raced against it when 
it was owned by Gollop and O’Donovan – Per Eklund – for the 
rejuvenated MSA Rallycross Grand Prix. Eklund’s run was as 
exciting as any other occasion in a Supercar, but it didn’t end 
with a fairytale result. Remaining in Bardy’s workshop during 
2012 Scott used the car in the British championship only once, 
too busy with events in Europe and America. The car did make 
an appearance at Loheac in France, where Scott was racing his 
Ford Focus, and giving demo runs for the fans in the 306.

“It shows the quality of the car that Andy just got in and went 
round and round,” says Bardy. “He was only supposed to do a 
couple of laps for the fans each time, but he was enjoying it so 
much he kept going. He did so many laps he almost ran it out 
of fuel but the car gave no problems at all.”

Scott too enjoyed the French event, but had offered the car to 
an alternative driver; “I invited Will to drive the car at Loheac 
last year, but because it was late notice he couldn’t make it. If 
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George Tracey took on the 306 in 2005, 
above at Mondello Park and top left, 
wearing new colours, at Anglesey. Like 
McCluskey, Tracey updated to race 
in Europe and sold the car to Ollie 
O’Donovan. Far left, O’Donovan at Croft 
in 2006 and (left) at Mondello Park in 
2007 when he won the British title after 
an epic battle with Andrew Jordan. Top 
right: Andy Scott bought the 306 in 2009 
and continues to be successful in  it.
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For most competitors in the MSA British Rallycross 
Championship, the fifth round of the series held at 
Maasmechelen, Belgium in July was quite a trek. For Jon Bjarni 
Hrolfsson however it was just another complicated journey 
to even rendezvous with his rallycross car prior to the event, 
never mind get to Maasmechelen.

Early Friday morning, Hrolfsson and his team set off from 
their homes in Iceland to catch a flight to London Gatwick, 
where their van awaited them having been left there after the 
previous round at Mallory Park. They then travelled to near 
Heathrow to collect their Subaru Impreza Supercar and trailer, 
before heading for the channel tunnel and the doorway to 
mainland Europe. After racing had concluded and the car was 
re-prepped for the next round at Lydden Hill, the team then 
mirrored the procedure, eventually getting home the Monday 
evening after the event.

“We are crazy, but we really enjoy it,” says Hrolfsson. “I love 
racing in the British championship, it’s so worth the effort. The 
racing is really exciting and the competition is great.

“We came to race in this championship to challenge myself. 
Back home we have only one rallycross track, that’s about 800 
meters long, so it’s quite small. These British tracks are all really 
good, and different, on top of that the Belgian track is really 
different again.”

Hrolfsson moved to rallycross last season after several 
years competing in Icelandic stage rallies, and has certainly 
caught the rallycross bug. “I was tired of rallying, I had won 
the championship four times and I wanted to try something 
else, with more power. I wanted more, that’s why I moved to 
rallycross last year, and then I bought this car.”

In his first season in the sport Hrolfsson came away with the 
‘open class’ title in his native Iceland. The Icelandic Rallycross 
Championship runs between May and October, on the 
Kapelluhraum Circuit, near Hafnafjorour, south of Reykjavik. 
The track holds five events per year for four classes, Open 
(Supercar), Limited 4WD, 2000 (2WD) and Junior, and the 
events get between 20 and 30 entries, with the most popular 
category the Limited 4WD, which caters for naturally aspirated 
four-wheel drive cars – mostly old Mitsubishis and Subarus. 
Entry fees to enter an event in Iceland are around ISK9300  
(Icelandic Krona), which converts to about £50.

Despite success in the Icelandic Championship, it wasn’t 
long before Hrolfsson was again seeking pastures new. “The 
events at home are good, but there are only really four or five 
good cars in the top class. We came to watch the first round of 
the championship last year at Lydden Hill, and I decided I had 
to do it. This car I have now I bought in January from the Czech 
Republic. We took it home to Iceland to do some work to it, 
then went straight to round one. The first time I drove the car 
properly was in practice at Lydden.”

Long distance challenge for Britain’s Icelandic   Supercar racer
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The season opener was run in terrible conditions, not brilliant 
for a driver trying to learn a new car with more power than he 
had previously been used to, against more competitive cars on a 
far faster circuit. Hrolfsson spent the weekend settling in.

By round two at Mallory Park he was getting to grips with 
his new steed, and managed to avoid the carnage in the final to 
claim third place, impressive in only his second event.

Mallory brought more logistical problems too. After Lydden 
the team had taken the Subaru to Mid-Wales, where it was 
stored with Mick Jones, and well known rally driver. Hrolfsson 
had got to know Jones in 2009, when Mick’s son Stuart, was 
progressing through the ranks hoping for a career in rallying. 
They had travelled to Iceland to do a pre-season test event in 
his new Mitsubishi Evo 10. Hrolfsson had at the time been 
competing in an Evo 9, and the pair enjoyed a close battle until 
it was cut short with mechanical problems for Hrolfsson.

Flying into Gatwick for the second event of the season, 
Hrolfsson and his the team travelled to Wales to collect the 
car and then to Mallory, planning to take it back there before 
they returned home. However, the rallycross paddock being the 
friendly environment that it is, Hrolfsson got chatting to Julian 
Godfrey, and the pair arranged for some work to be carried out 
to the Subaru at Godfrey’s workshop in Sussex before round 
three at Knockhill, so the plan changed and the team headed 
south instead of west following the event. “Julian worked on the 
car’s launch control and some other things. He is a good guy,” 
says Hrolfsson.

Having entered the first rounds uncertain of how things 
would shape up, Hrolfsson makes no secret of how much he 
is enjoying the experience. “I love racing in Britain so much. 
We started the season not knowing what to expect. We didn’t 

know how competitive we would be or anything. There are 
three really good cars in the championship that I can’t beat, we 
are on a budget, but we are doing well in the points and for that 
reason we will have to finish the season now, we don’t really 
have a choice!”

Despite claiming not to be able to beat the top cars in the 
series, when the championship revisited Mallory Park in June 
for round four, Hrolfsson beat Pat Doran fair and square in a 
heat race, and he certainly wasn’t badly holding up the former 
champion by any means, never mind current champion 
Godfrey who finished the encounter behind Doran. 

Hrolfsson is aware of what is required to win events in the 
British series, but that isn’t his motivation for coming. “We just 
enjoy this so much. My car cost maybe €25,000, the top cars in 
this category cost so much more than that. We are doing this 
on a budget. We have some really good sponsors, who mainly 

help with transport, that’s huge. When the car came at the start 
of the year a company called Samskip brought it in a cargo ship. 
It took four days from Iceland to Immingham. They will take it 
back too, unless the car gets sold so I can buy a better one! We 
fly to all the races with a new Icelandic company WOW Air, 
that’s why we always come to Gatwick.”

On a budget and running a small operation in the paddock, 
Hrolfsson usually travels with three mechanics to events, all 
justifying the time away by not having to spend any time on the 
project while at home. “I own a garage in Iceland, but the car is 
not there, obviously. It’s strange because it’s not like we can ever 
work on the car in the evenings or anything. We all own our 
own businesses so the time away is okay. We just hope nothing 
major goes wrong on the car at any point, just small repairs and 
maintenance, if it stays like that we will be fine. This is the most 
fun I have ever had!”

Jon B Hrolfsson has been clocking up the miles travelling from 
Iceland to race in the British Rallycross Championship. Above 

left, podium at Mallory Park was earned on merit. Far right: 
Hrolfsson was successful in Icelandic rallies.



We hope you have enjoyed Rallycross World magazine. 
We love good old-fashioned printed magazines,and 

Rallycross World is also available as a print product. We have 
taken care over the details of typography and paper choice 
to create something beautiful, an item that feels good when 
you hold it in your hand, that looks great and is informative 
and entertaining. The download version is likely to be the 
most widely read, but we think you will also enjoy the print 
experience; the tactile pleasure of an actual product that you 
can read offline and that never needs to be recharged.

We can deliver a printed magazine anywhere in the world, 
see RallycrossWorld.com for more details.
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