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Super.

Because it has

all the best features. Plus one.

The Pentax ME Super is a complete,
top-level Auto/Manual SLR, with an
additional feature — a unique elec-
tronic manual control — that makes it
a complete, versatile camera. A true,
dual control system... superfast, super
simple, super accurate.

Electro-touch pushbuttons give
you fingertip control of the shutter
speed for easy, professional style
creative manual control. Without
ever having to take your eye away
from the viewfinder.

Then, of course, it has the super-
fast1/2000 sec. top shutter speed. And
the all-metal Seiko MFC-E2 shutter.
GPD metering cells for precise,
accurate exposure. A super bright
viewfinder with brilliant LED shut-
ter speed indication. The ME Super

Exclusive electronic speed control.

Feather light pressure on electro-touch
pushbuttons adjusts shutter, in either direction,
for rapid, precise manual speed selection.

Follow the changing LED in the viewfinder
until it reaches the speed you want.

cated electronicflash,a rapid-fire Auto
Winder and one of the most complete
lines of lenses and accessories anywhere.
Allin the smallest, lightest Auto/
Manual, with the well-known easy-
hand]jng Pentax quality. Pentax
uper - the only cameraintheworld

is part of a complete profes- w1th this unique combi-
sional system including dedi- p E N TAx nation of super features.
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ARE YOU WELL BRED FROM AN
IMPRESSIVE STABLE? DO YOU LEAP INTO LIFE
FIRST THING IN THE MORNING?

COAST OVER PROBLEMS WITHOUTA
MURMUR? TAKE A LARGE BOOT SIZE?

HAVE A SILKEN FEEL AND A PLEASING
EXTERIOR?

ENJOY THE CHALLENGE OF A LONG AND
WINDING ROAD?ARE YOU ROUGHONTHE
OPPOSITION AND SMOOTH ON YOUR FRIENDS?

DOES YOUR MECHANISM RESPONDTO
THE FAINTEST TOUCH OF A FEMININE HAND?

ARE YOU SOBER,UPRIGHT,RESTRAINED
AND HONEST?

AND COULD YOU WIN AN EXECUTIVE OF
THEYEAR AWARD FORTWO YEARS RUNNING?

VOTED BY ‘WHAT CAR?’ BEST EXECUTIVE SALOON FORTWO YEARS RUNNING.

PEUGEOT.SOS

TAKE PRIDE IN PRECISION

OW TO MIDDLE
WARNING: THII;JI‘IA?};BOUT TIHED GER.HM.Govt. Health Dep e
HEALTH RISKS BEFORR SMOKING
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The paddock in Monaco_

VENGEANCE, A
DISH THAT SOME
LIKE HOT

Si] R
L -
This year the racing director at
the Monaco Grand Prix was not
Amédée Pavesi as usual. The
decision was made by the Fédé-
ration Francaise de Sport Auto
mobile and its president Jean
Marie Balestre. In view of what
happened in Casablanca at the
FISA Congress (President Jean
Marie Balestre) and specifically
the attitude at the congress of
the representatives of the
Monaco Automobile Club
(namely Maitre Michel Boeri)
The Club proceeded immedia-
tely to replace Amédée Pavesi
with Michel Ferry and to make
public the telexes exchanged
with FFSA on the subject. Rea-
ding between the lines it
appears that FFSA's decision
was pure vengeance dictated by

the wish to harry the Manegas

ques The problem
explode at the time of the upco
ming Monte Carlo Rally, for the
FFSA apprears ready to deny the
Rally any use of French roads

IT'S FINAL:
ZANDVOORT
TAKES THE PLACE
OF JARAMA

On Thursday evening May 20th
Constructors’ représentative
Bernie Ecclestone, and Zand
voort's executive director Jim
Vermaulen, signed a six-y
agreement for financial co
operation, guaranteeing the
Dutch Grand Prix at least
until 1987. 21,000 grandstand
seats will be made available
twice as many as in the past, for
which tickets at a 20 % reduc
tion can be obtaned through the
Nederlandse Crediet Bank net
work

The rebirth might help Jan Lam:
mers obtain national backing to
continue racing his Theodore in
Formula 1

might

RENAULT FOR
SCHECKTER AND
BORGI

Surprise, Surprise | On Saturday
afternoon, after practice, 2 200
horsepower ‘custom-compe-
tition" Renault 5 turbo made 2
show run on the Monaco track.
At the wheel, former world
Cha‘mmon Jody Scheckter and
beside him, Bjorn Borg. The idea
€ame from our friend Eric Bhat
Renault's press attaché. ‘

Borg was ecstatic ‘1 did not
know one could drive that fast

driver
Being @ very friv
| could only be stunned

average
myself
by Jody's performance
Neadlass 10 Say Jody
overboard and his style
have competed with
Ragnottis during the last Tour de
Corse

want
could

lean

NO MORE
NUMBER 27 IN
FORMULA 1?

After the tragic events at Zolder,
The Canadians, recalling tradi-
tions in ice hockey and soccer,
conceived the idea of asking
FISA to withdraw the number
27 from future Grands Prix in
memoriam Gilles Villeneuve. The
proposal may not come to frui-
tion, partly because the number
was Gilles’ only since 1981,
having belonged to Alan Jones
before that. Nevertheless the
mation comies from the heart of
the Quebec public: a petition
recently circulated across the
country had gathered two mil-
lion signatures recently by the

opening of the
Prin Monaco Grand

fiil < o <, ¢ Ficora
it ik )

JACQUES\

VILLENEUVE g r -

TO GILLES?

A pleasant YOUNG Man 1y t

younger than hig |vrv,nl,:”:nm‘

Jacques  Villeneuyg . iy

unhappy debut last wv""""' "

treal and Las Vegas ,I".';mM’m
4

Ao ¢

rather uncompetitive Arrows
spare. All of Canada is now
taking up arms to make him his
brother’s heir. Several Canadian
backers have been approached
to that end. Gaston Parent, Gi-
les” manager and lifelong friend,
would prefer delaying Jacques'
debut in order to keep his
options open and avoid a deci
sion made under excessive
psychological pressure. He
could be given a drive in the
summer, sometime after the
Canadian Grand Prix, or even
postpone his debut until next
year. Several teams have been
considered, one of them at leagt
having been contacted i
Monaco.

THE FRUIT OF
PASSION

IRPA - the International Racind
Press Association, so far Sv&
cessful in resisting a takeovér
bid by FISA, made its traditiond!
Lemon and Orange Awards
last Friday's yearly Marlbor®
sponsored luncheon. The Leme"
Awards went to Jarama: ihe
Williams team and Alan Jones:
whereas Silverstone, ‘h:
Renault team and Jacques LBB
fite were given the Ora”g"
Awards. Laffite came in persﬂd
10 collect his prize and 0K
with the assembled journalSts
"l have already been awa' ‘:e
the Orange in 1976 and e
done my best since to be dljna
greeable in order to receive :ﬂV
Lemon and thus complet® oti
collection. |'ve had no luck Vnﬂ
so from tomorrow on, I'M gov‘“"
to make up a little list of Jmi’.;c
lists with whom Ill Practsy
being ornery. So next tng
shan’t miss |

FEUDING
BROTHERS

Won by Giacomelli in 1976,
Pironi in 1977, De Angelis in
1978, Prost in 1979 and Baldi
in 1980, this year's Fomula 3
race was awaited with great

expectation. Philippe Alliot's
and Alain Ferté’'s Martinis had
the two best test runs, coming
before Argentine Oscar Lar-
rauri's Euroracing, and Brazilian
Roberto Moreno’s Ralt.

Phillipe Alliot, who had held the
leading position last year before
going off the track, dashed
ahead, closely shadowed by
Alain Ferté. The distance bet-
ween the two Martinis and their
competitors was growing grea-
ter and greater and there see-
med to be no doubt as to the
issue of the race.

However, in the 23rd lap (one
from the end) Alain Ferté, seeing
an imaginary ‘opening’, got his
teammate off the track, rene-
wing the unglorious feat perpe-
trated 4 years ago at the same
spot by Elio de Angelis against
Patrick Gaillard's Chevron.
Unlike Gaillard, Alliot managed
to finish the race second behind
Alain Ferté who had lost his
front hood in the skirmish.

The Martini team had come

close to disaster and Ferté, with
his objectionable behaviour, tar-
nished his second consecutive
victory in Monaco.

Anyone interested in joining the
Williams supporters club please
send S.A.E. for membership appli-
cation form to:

R.F. JEAPES

36 GRANGEWAYS

HOUGHTON REGIS
DUNSTABLE

BEDS.

SHORT SKIRTS
ARE IN!

Messrs. G. Cadringher (FISA)
and J. Barrabino (ACM) techni-
cal commissioners at the
Monaco Grand Prix, have ruled
that the JS19 Talbot-Ligier fai-
led to conform to the articles
3.8 and 13.7 of the technical
regulations governing Formula 1.
The stumbling block was the
side panels “‘which must be at
least 20 cms high, with a length
at least 60 % of the base bet-
ween front and rear wheels.”" As
a consequence, the skirts
affixed to the panels cannot
ipso facto, extend beyond the
rear wheels. In fact, the text can
be read in several ways. While it
specifies that the skirts must be
affixed to the side panels, it fails
to specify a maximum length.
Thursday, the Talbot-Ligier team
had to cut the skirts of the JS19
plumb with the rear wheels: Guy
Ligier was bitter that all the
team’s work in the wind tunnels
had come to nought. As for Jac-
ques Laffite, he declared that
the aeradynamics loss was
around 30 %

( owe

'RULES,OK?

A great deal is made of rules in Formula One lately;
it has been a little like living in the Russia of the
czars, with an ukase a week coming down fromon
high. Thatis why we are a little taken aback to find
the Dutch Grand Prix, which we were not so very
long ago assured would not take place, back on the
calendar.
Those of us whose memories go back to the inani-
ties of the FISA-FOCA war well remember the firm-
ess FISA showed at that time about which races
could and could not be included in the calendar.
There would be, thundered the President, no last-
minute quickies admitted; after all, teams had to
make their plans well in advance, the circuit
owners had to be able to publicize their races and
improve their tracks, television needed time for its
advance schedules. But now that is all gone by the
board. FOCA instigates, FISA accepts.
What are we to make of all this? Well, plainly one
thing: that having lost several races already this
year, Argentina, Imola and Spain, the sponsors
could not afford to do without the kind of coverage
they pay for. But, a more serious question then ari-
ses. Sandwiched between four important World
Cup matches and the Wimbledon final, not to
speak of a growing international crisis that may
well continue into the summer, is the public going
to tune in, or will it see this Dutch Grand Prix as a
transparent dodge to fill in a season plagued by
contention?
Our friends in Holland say that the timing could not
be worse, that it is the first day of the Dutch sum-
mer holiday with its consequent exodus towards
warmer climes, and they also want to know — par-
ticularly those who are creditors — what the finan-
cial arrangements are. We ourselves see it as: first,
an infringement of the rules and second as yet ano-
ther instance of the growing takeover of the sport
by television. No doubt there are those who argue
that what is good for television is good for Formula
One and there is no doubt that television coverage
has been a boon to the sport, but the spectre of a
sport that exists for television is one that fills us
with a certain foreboding, for there are real people
out there who go to races and make their plans and
like to have the sport taken with due seriousness
by all concerned.

G.P.L
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DISBELIEF...
ND A MOTHER

WHO CARES

son never gave up hoping that hersonwouy

and on Sunday her faith j

n him was finally vindicated,

by Mike Doodson
—

N the ante-room of the AC
Monaco’s offices where they had pro-
mised to bring Riccardo Patrese 1o
talk to the press, there was the usual
pandemonium. Radio men with
microphones, newspaper reporters on
deadline, photographers they all wanted
to talk to the hero of the afternoon, get
close to him, clinch an “exclusive. "
The hero, when he arrived, still hardly
believed that he had really won the
Monaco GP. Sure enough, he'd followeq
the leading Renault of Alain Prost for 71
laps, ever since the yellow turbocar had
out-acceleratad him and stolen 3rq place
on the second lap. He'd followed Prost
past the helpless Renaulrofﬂené Arnoyx
when it had spun to an ignominious {and
permanent) halt onlap 16. And he'y pic

L

ked his way throy
wreck of Progt'g
lap 74, after Pro:
lubricated by a Ji
gearbox qj|
Williams,

“I'saw my Mechanics chee
the pits when | went past ¢}
Prost accident,
Wo laps 1o 80, a
quite Comfortap),

gh the Pleces left by the

Renault a the T
Sthad spun on a surface
Ght rain and 5 Coating
from Derek Daly's crunct

abac on

of
ed

ring me from
€M after the
he said. -4 was onfy
nc',f ! was /ed(ffng Pironj
Y. Lhad ng need g

hard. | think thad already done fuirr:-i'rl:;ﬁ
of the face, sg | was not ready 1o take any
f."sks 0n the wey Surface : i

He has had his
detractors and hard
beginnings, but
Monaco showed
him capable of
discipline and firm
purpose.

4

After a fewraces in | "
relative obscurity,
Patrese took full -
advantage of the 5
fwo BT49- L
¥
Cosworths he had | ===
for Monaco. T

¥
e

“




anyone pu
and de Cesan
tried to find a
“That almost
much bad luck i

ed me. | have had so
FI, being let down
when | was leé at Kyalami (1978)
and at Long Beach (1981); it seemed
that it was ail happening again."’

For once, though, luck was on the side of
Patrese and working against Pironiand de
Cesaris. Pironi crossed the finishing line
to start his final lap gesticulating to the
race officials. The track, his signals said
was far too slippery for racing. But Pironi
also knew that his Ferrari’s engine, splut-
tering already for several laps. was In
trouble. It coughed its last in the tunnel
under the Loews Hotel, and in the gloom
Riccardo didn't recognise it

In fact he had also passed de Cesaris,
whose Alfa had run out of fuel near
Casino Square. So when the Brabham
driver passed the stricken Ferrari, he was
also re-taking the lead of the race. The
man who was waiting with the cheque-
red flag was, fortunately, on the ball, and
gave it to Riccardo.

“Honestly, though, | had no idea that |
h_ad won. Not even when | stopped to
puck—up Didier, who was thumbing a lift
like a student waiting before the auto-
strada.”’

For Riccardo Patrese, confirmation that
_he had indeed won probably came when
into the interview room came a trim lady
with greying hair. Emotion welling in her
eyes, his mother embraced him with a
fierce pride. No mother hugs her son like
that when she’s not absolutely sure tha
he’s deserved it...

AS_T-MINUTE changes of
racing fortune on this scale are
rare lpdeed. AtMonaco, where
the first three or four finishers
are often separated b I

Irat:erthan seconds, itis unknown\;oriﬁ:\

lead to chan i i

e ge four times in the last four

Indeed, in the annals of the s

" 2 port, th

time that anything like this h .

: : appened i -
inthe Belgian GP of 1967. Ashosarieg  °0ked promising arW?&We“?f, certainly .
€ last lap of the daunti Concentratj elson pj &
21N SPa bocar,Ricoargep. 1 TEbNam BMW o
24 raCEEarandaTkCar

Francorchamps circuit, Jim Clark s L}Oh:;
49 was leading the sister car of LlrlJ 1a' !
Hill, with Bruce McLaren 3rd in his ow l)
McLaren. But the man who mcen\;ed t!f]‘l‘l.
chequers was Dan Gurney, whose s:”
built Eagle V12 had started thatlapin : [;
place ni\i three drivers in front of him ha

f fuel..
T:Jg‘t;td(;rslandame that only the people

whnwuremererememberlhal|woteams
the fuel requirements at
the Belgian GP of 1967 so badly.
Everyoné else remembers that Dan Gur-
ney won the race, incidentally the only
world championship event to have been
won by an Eagle

|n the same way, Monaco ‘82 belongs to
Riccardo Patrese, regardless of those
four changes of lead in the last four laps

miscalculated

OR Signora Patrese, this event
was very much a family affair,
She was well aware of the
o:porwm[v which her son has
this year with the Permal
at-
Brabham team, and she was in Monaca
expec_tmg him to win. Nevertheless, this
wasn t all business, as those whor had
ls;:en her energetic dancing in Jimmy's
e exclyswe Monégasque discothe ;
will testify. e
Riccardo’s mum i
¢ S also a woman of
definite tastes. When Riccardo wasor‘zery
‘t;gci naiv:hMemedes last year, he chosre
| e colour. Yoy o, ;
z!;%(;ave black,* she said‘?u“‘gf Lﬁ”fa
K€ a coffin,” He ayent,, 4
entu
:;1 g:ev (her choice), . and w:zvaﬁgreed
k se ectlhecoiouroftheimarior ik
ny interference, g
But if s
gnora Patre i
about her son's chanzzswas et
Most certainly was not R onaco, he

beenago reur A
0d cire orme, eca
d tf . he i)

T

all to himself for practice. And if a figure
scrawled on designer Gordon Murray's
clip board is to be taken seriously, the
BT49, at 537,1 kilos, was unquestio-
nably the lightest car to practise at
Monaco, at least before the addition of its
vital brake cooling water.

On Saturday, Riccardo held pole position
almost until the end of the one-hour offi-
cial session. Then René Arnoux, who had
vowed te start the Monaco GP from pole
position, snatched the number one posi-
tion away from him.

For Renault, alas, the race turned sour... _
and this time it was Riccardo Patrese who
benefited. There were some (French)
journalists who made a big noise in the
press room afterwards that Riccardo had
been pushed by a couple of marshals
after his spin. Normally “illegal,” this
manouevre was justified on this occa-
sion, we were told, by the necessity to

move the Brabham away from a poten-
tially dangerous position on the track.
Had he needed an advocate to argue the
case, strangely there would have beenno
one from the Brabham team to do so.
Before the end of the race, Gordon Mur-
ray and Bernie Ecclestone had, as usual,
departed for Nice where their executive
jet plane was waiting to take them back
home to England.

That, it would seem, demonstrates how
strongly they felt about the first Brabham
victory at Monaco since Denny Hulme in
1967. Happily, there is a grey-haired
mother for whom the memory of "82 will
remain considerably more precious.
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XTRA,EXTRA

OFF THE RAILS

he Renault team started the

1882 season at Kyalami with a

decisive win which, as Gérard
Latrousse admits, they had expected in
view of the altitude at Kyalami. Even
so, there were some heart-stopping
incidents with tyres, one of whic_h
would have cost Régie its victory if
Alain Prost hadn’t remained extraordi-
narily cool.
In the races since Kyalami, it has been
mechanical worries that have prevent-
ed the yellow cars from better race per-
formances. Prost benefited after Brazil
from the disqualifications of Piquet and
Rosberg, which was certainly fortunate
for him because his engine had a high-

speed misfire which it had still not lost
a fortnight later at Long Beach‘ ‘
Indeed, the mechanical disasters conti-
nued - most notably when both cars

blew up at Imola, where they were

expected to benefit from the absence
of the leading British teams. After fur-
ther set-backs at Zolder, where yet
again the Renaults dominated qua-
lifying but failed lamentably in the race,
a look at the championship table reveal-
ed that although Prost narrowly led the
drivers’ rankings, he and Arnoux had
scored points only three times in ten
starts.

But the Régie doesn’t stand still. For
Monaco they had prepared a very im-
pressive electronically-controlled fuel
injection system. “/t makes the car
much more driveable’’, said Arnoux,

convinced (correctly) that i

good enough to give him polewou!d be
‘compared with last year, it Sitign,
nite improvement ", 5 8 day,

Renault's critics (and th,

complain that the team jse;i:rer? few| !
its approach to the sport, This C8lin
is entirely justified when one Iathluu’a
the complexity of the ¢ga; O0ks g
demands an utterly logical e 'Wh.ic
approach if it is to match the rc;,e"‘)_fic
of the simpler Coswcrth-enginez labilyy
But one trade-off of this g Fivals,
procedure, at least in the vigyy ::"Hed
writer, is the almost total lack of st
tacle in the track performances Sfpea.
Renaults. These days even the no b
“boom’’ of the engines on the ovannon
has been eliminated. On thejr :r-run
quick practice laps the Renault dr?\fer.
corner as if on rails: it is only rara| ll?rs
one sees a Renault sideways exnv i
extremis. #orEll
Sadly for Renault, we saw both car,
over the limit at Monaco. While th:
engineers have done a remarkable job:
with the revised engines -- which luék-
ed and sounded capable of an easy vic-
tory on a circuit where turbo-power
was once a joke_ == this time they were
let do_wn by their drivers.

The circumstances are understandable,
as that other well-drilled division of
Renault Sport, the PR department, was
able to explain. Arnoux had a handling
problem when he crashed while leading
on lap 15. And Prost, also while lead-
ing, with a mere two and a half laps to
go was badly caught out by the
unexpected slipperiness of the circuit.
The Renaults are now entering a critical
period of the season. Their engineers
and drivers must concentrate not en
pole positions (at which they are
already adept) but on finishing Grands
Prix. This is the third season for which
Larrousse has set the world champion:
ship as his target, and only he and the
accounts department know how muc
It's cost to get this far. .
In the words of a contemporary publ
cation, for Renault it’s ' This Year... &
Never!' o

AVON:
TOBEINF1...
ORNOTTO BE?

T £600 a set of four tyres,
Avon Tyres Ltd did not
expect to get rich quick by
supplying the four F1 cars
racing on its products at
the beginning of the 1982 season. But
when two of those cars (Gunther
Schmid’s two ATS entries) were "‘rewar-
ded’’ with a Michelin contract after they
had broken the FOCA boycott of the San
Marino GP, it seemed entirely logical for
Avon to withdraw from F1.
The retirement, they said, would enable
them to concentrate on supplying their
more appreciative customers in F3, F2
and Group C racing.
Thus it was that Avon's two last custo-
mersin F1 arrived at Monaco without any
up-to-date rubber, and {(more important)
no alternative source of supply. Ensign
had a set of left-over qualifiers for the first
practice session on Thursday: Theodore
had nothing, and their car spent several
hours jacked up on stands in its pit with
its four wheels appropriately naked.
But what was this? Next door, in the
March pit, no fewer than three cars were
wearing Avon tyres where once there
had been Pirellis, March team leader
Jochen Mass even managed to be one of
three drivers (from among eight postu-
lants) who passed the notorious hurdle of
pre-qualification.
""We tried the Avon in aback-to-back test
with the Pirellis at Croix-en-Ternois,”’
explained Mass: ‘‘they were around 1.7
seconds a lap faster... we were sure they
would be faster here.'” Attempting to
explain the '‘off/fon’’ situation, Jean-
Frangois Mosnier of IRTS (the company
which sells and services Avon racing
tyres) said that March boss John Macdo-
nald had purchased '‘the entire existing
stock of Avon F1 tyres from IRTS"".
That explanation did not seem entirely
logical to everyone. *"Avon couldn‘t do a
proper development programme,”’ said
Ensign owner Morris Nunn, “‘simply
because they couldn't afford to throw
away obsolete tyres. We didn’t get any-
thing new until we'd bought all the old
stock.” Needless to say, it was soon
being suggested that March's major
sponsor, Rothmans cigarettes, had paid
Avon to develop tyres exclusively for
Mass, Boesel and de Villota.
By Saturday afternoon, it was clear that
someone at March had badly miscalcula-

scorer at Monaco, was out of the race.
For only the second time this year, a
March had been out-qualified by an
Arrows (Surer’s) — on the same Pirelli
radials which March had rejected.
Theodore Racing, meanwhile, had per-
suaded Goodyear to supply tyres for the
remainder of the year, even though Jan
Lammers failed to gualify after his one
day of official practice, Using secand
hand rubber brought from England over-
night, Ensign driver Roberto Guerrero set
17th fastest time in the untimed morning
session, but was slowest in the timed
afternoon session.

“'Ygs, it's true that we told Avon we
didn’t want to use their tyres earlier this
year,"' confessed Nunn. “When we
agreed to race on Avon, it was during the
FISA/FOCA conflict when we believed
that all the FOCA teams would be using
Avon. We have a good car and a very pro-
mising driver: we want to haye a chance
to show what we can do on rubber that's
as good as the big teams are using."’
Although there was talk at Monaco of
Michelin perhaps coming to Ensign's aid,
no decision was made. In the past, the
tyre companies have helped teams in cir-
cumstances like this. But after ignoring
constant criticism — often from owners
who haven't considered the investment
which the companies putinto motorsport

-~ — itseems that at last the rubber-men are

standing firm, despite the concession to
Theodore.
Meanwhile, it was rumoured that a
March representative had been spotted
making a rendez-vous with a senior
Michelin representative...

Mike DOODSON

ted. Jochen Mass, five times a points-
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Pretending that the Monaco Grand Prix is
unique has become in the last forty years
a banal cliché. Unique it is, nevertheless:
not merely its urban setting, its financial
context and its privileged situation on the
French Riviera, but also because only 20
cars, as against 26 in every other race on
the championship calendar, can com-
pete. There were 31 drivers present but
as only 26 can practice at one time.
recourse was had to the rather unsatis-
factory solution of prequalification. 23
drivers from teams who had carried
points.in 1981 were excused prequalifi-
cation. The other 8, Jarier and Paletti for
Osella, Mass, Boesel and de Villota for
March, Warwick and Fabi for Teleman
and Serra for Fittipaldi had to fight it out
for 60 minutes on Thursday morning at
8a.m. To add insult to injury, the organi-
zers had the track cleaned by a municipal
watering-truck: the result was avery wet
track for the first half of practice. Some of
the drivers even went out on wets. In
those circumstances, the closing minu-
tes were decisive and Jarier, Mass (in
spite of engine trouble which forced him

to use the spare), and Warwick qualified
for practice. The five others, led by Fabi,
who was beaten out by Warwick by a
mere 55/1000th of a second, had no
choice but to become spectators. Among
them was de Villota who struck a guard
rail after only seven laps, due to the
track’'s slipperiness...

TWO ALFA
ROMEOS LEAD

HreepracliceonThurs-
ht their share of hopes
and disappointments: hopes for the\ﬁ:{a
Romeos 182s which were fastest, )
De Cesaris ahead of GIEICﬂn'IVBIII. t.)an_
disappointment for Watson, with a bro

The 90 minuteso
day morning broug

ken engine, Henton stopped on the track
and forced to run his spare and Piquet,
the victim of an ignition problem in his
BMW turbo engine. Nelson had to take
over the spare car, which promptly broke
down. Prost likewise had ignition pro-
blems and had to switch cars, but all that
was as nothing compared to the misfor-
tune thatcame downupon the two splen-
did Talbot-Ligier JS19s: scrutineers
Cadringher and Barrabino made them cut
their skirts plumb with their rear wheels,
thus jeopardizing all the research done in
their lengthy aerodynamic tests.

ARNOUX'S
FANTASTIC ATTACK

Firsttimed practice took place in conside-
rable heat, 35 degrees centigrade being
registered on the track by technicians
from the tyre manufacturing companies
fﬁdre( only seven laps, Arnoux was timed
In mid-run at a fantastic 1°24"'543, a
time which left all onlookers smnnéd
Cunslam_ly attacking, his car, often side:
ways, flvlng from one side of the track to
the other, his wheels right off the asphalt
mefiamastlc French driver showed him"
15::- :,vgleu:ﬁ::ly c;nfhof the best and that
of the "M &

turpo engine had already bzr;icnotgyi?:a
lrun‘_lncrgased flexibility and raducer;
mitted Rene to drive

rv:hlch hassofar been

T o i [
gg?:uelsa. ?levey bafor(:risnmﬂ\tga:::rast%cfl
racing, had i
Renault turbo engaged “irmes:vclrzzﬁz?)aa

withthe kind of flj
the exclusive right

tics!

True to his earl i
Ay morning ambitj,
g‘zsl?:sé:amg IN Second, \Er ereals‘;!?';? ¢
el aAto fight Persistent gear poy a(:Oh
- Andrea beat Patrese's Brabhle)lr‘rjx-

Cosworth by only 1/1,000 4
second: though they are com

there isno love lost betweg

Riccardo accused his rival of delibr;::te"‘;
ely

blocking, and Andrea, useq si
guage to tell Riccardo to go 14 N lan.

Patrigy,

Rosberg came in 4th in a Wi[liam;":Kﬂka

whose balance left something to be
red, followed by team-mate Daly dagj.
As in the morning, Prost’s engin(}
down and he had to use the spare g
ted with its older engine. He cq
ahead of a most spectacular Laud,
complained about his McLaren
understeering in the tight corp
defect for which he Compensateq ',
going into them sideways. The Lotug /
proved inferior on the tight curyes M 2
sell having the additional mishap of be?n-
hitin his right eye by a small stone, Whri:
Pironi was plagued with apparently ins‘:
luble problems. The Talbot-Ligier JS19-
placed 16th and 17th, Cheever aheag o
Laffite. Cheever broke a suspension rog-
ker arm during qualifiying and tried
unsuccessfully to mount his second set
of tyres on a prehistoric JS17.

Baldi, Mass, Salazar, Warwick and Gy
rero, the latter running thiriftily on Zoider
Avons, were the provisional non.
qualifiers, while poor Lammer's Thep-

broy

till fit

me i
a, Whp
Mpygrg
ers,

dore had to remain stuck in its stand al
day due to problems involving pneuma
tics and politics, of which more is said
elsewhere.

PATRESE’S “FURIA”

Less sunny than Thursday, Saturda»{Pffs"
vided us with some sizable SUrprse®

During the morning’s un-timed 90 miny-
tes practice, Patrese’s Brabham set the
fastest time, 1'23""775, ahead of two
other Cosworth engined cars, Mansell's
Lotus and Albareto’s Tyrrell with its new
wing. Patrese thus confirmed his Thurs
day declaration that he was much more
competitive than his times indicated and
that de Cesaris had most likely had some-
thing to do with that. Andrea himself had
set the 4th fastest time before falling

prey to serious electrical difficulties.
Arncux had ignition problems, while Gia-
comelli and Piquet both broke down on
the circuit, with Nelson continuing in his
spare. Warwick, using Fabi's car, went
violently off the track, while meanwhile
Prostwas out with the number 4 chassis,
which had arrived from Paul Ricard on Fri-
day and which he wanted to use as his
race car, as the unreliability of the number
8 chassis still worried him. Jan Lam-
mers, his Theodore finally equipped with
Goodyear tyres, was back on the track,
while Guerrero finished using up Ensign’s
limited supply of Avon tyres.

ARNOUX, HAS THE
LAST WORD

Final qualifiying promised some heated
moments, what with Patrese wanting to
make his point at all costs and the Alfa
Romeos determined to convert their
hopes into reality. Riccardo, at the wheel
of the qualifying car equipped with car-
bon fibre brakes, immediately took pole
position. His time was an extraordinary
123791, and he finished up his rubber
on his racing car.

Giacomelli also made it below the 1724’
mark finishing with an impressive
1"23939. Amoux, busy changing his
firstset oftyres, hadnot yet improved his
Thursday time and therefore lay third,
while de Cesaris, still beset with the mor-
ning’s insoluble electrical problems, was
unable to fight back with the 1828 spare
car.

It looked as though the matter would end
there, despite gratifying attempts made
by Prost and Pironi with their cars finally
up to par. But then came the surprise
from the duc Gerard Larousse-René
Amoux. The RE30B/7 had spent long
minutes in the pits, ready and waiting for
his rivals to come in for their fresh sets.

Having thus avoided the heavy traffic,
some ten minutes from the end of prac-
tice, Larousse sent his driver into the
battle. Catching ontothe manceuvre, the
hundreds of on-lookers in the pits had
gathered by the official timers’ little

screens. They had not Ing to wait for an
anwer: 1'23''281.

Drained by this brief but extraordinarily
violent effort, Arnoux was radiant: he
had averaged 88.96 mph, leaving the
Patrese-Giacomelli duo behind as though
they were a bad dream.

De Cesaris, for the reasons mentioned
above, and Lauda and Piquet were unable
to improve their times. The Talbot-
Ligiers, most delicate to handle, came in
16th and 18th, well behind the specta-
cular Winkelhock’s ATS. Baldi and Lam-
mers, who had missed one day’s prac-
tice, together with Mass, Jarier and Guer-
rere, who had hardly any tyres left, were
the six who failed to qualify.

Didier Braillon







HIS year’s Monaco GP had
one unexpected debutant.
His name was Keke Rosberg,
who had tried three times to
qualify in the past (Theodore
"78, Fittipaldi ‘80 and '81) without ever
managing to get on to the grid.
““It's a race which you can win from the
back, **said Rosberg: “onno account can
you afford to take any risks at the start.

For René Arnoux, brimful of confidence
and optimism, that piece of advice was
not necessary. The Renault driver, utili-
sing all the extra flexibility conferred by
the latest electronic-controlled fuel injec-
tion of his Renault, made a clean start to
lead Bruno Giacomelli — and a suitably
cautious field — through Ste Devote.
Riccardo Patrese, 3rd on the first lap,
then lost his place to Alain Prost in his
favourite Renault ‘development’ car,
specially sent from Paul Ricard when it
proved impossible to get the handling of
his race car sorted out. When
Giacomelli’s promising Alfa ran into gear-
box trouble after only three laps, Prost
moved up to make it a convincing 1-2 for
the Renaults: on a circuit where they had
not been expected to do so well.

The first chink in the Renault armour
appeared on lap 15, when Arnoux —
whose car was understeering with a torn
skirt — made a bad mistake at the swim-
ming pool and spun to a halt. He could not
restart (engine stalled) and Prost assu-
med the lead.

A good battle was already brewing bet-
ween Patrese, Pironi and de Cesaris for
3rd place behind the Renaults, and this
took on fresh significance when Arnoux
spun. Behind them, Alboreto was
momentarily holding Rosberg’s new Wil-
liams at bay.

At the very end of the field, Henton was
struggling round after a stop to change a
tyre. Marc Surer, justin front of him, was
struggling with a fuel feed problem in his
Arrows, which wasn't far behind the mis-
firing Brabham of Nelson Piquet, already
suffering from the over-boost trouble
which was to force his retirement with a
broken gearbox.

Shortly before half distance, as he sought
to open an advantage over de Cesaris and
closg the gap on Patrese, Pironi had a
coming together with de Angelis as the
Lotus driver (an exhaust breakage
making his engine sound very sick) was
being lapped, Pironi did not lose his 3rd
place in the incident, but it cost him the
nose cone of his Ferrari, which flew off,
Pironi drove outstandingly well after that
to make up in driving skill what his Ferrari
lacked in front downforce.

Rosberg continually pressed de Cesaris
for 4th place behind Pironi, once or twice
shoyving him the nose of the Williams but
having the door closed on him with some
firmness. After one clash with the Alfa,
and a spectacular leap over the kerb
when leaving Rascasse, Rosberg retired
with suspension damage.

In the other Williams, Derek Daly moved
into 5th place on lap 30 when Michele
Alboreto stopped with suspension
damage, but the Irishman had spun wildly
at Tabac, losing half a front wing and all
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. Arnoux, Giacomelli, : Fafrase an
:’ros:‘r;ida by side, thee Pironi, De Cesa-
risand Rosberg: the order 200 yards from
the start, (Photo: B. Asset).

P SISEA N,

3. Arnoux lost it on lap 15 coming
through the first corner around thes
wimming pool. He stalled and lost a
Grand Prix he should have won. (Photo:
B. Assat).

2. The field gets through g; D,
without problems, but the Mcy,,
Watson and Lauda, the Ligiers f"ga of
ver and Laffite and the ATS of Wi
hock and Salazar are way bacy h:_';
/i re Photo: B con el !

4. That put Prost in the lead with
Patrese, Pironi, De Cesaris, Alb

and

9, But an oil leak on lap 28 forced the
American to retire. His teammate Laf-
fite, exhausted in battling dreadful roa-
dholding, retired a few minutes later.
(Photo: L. Froissart).

Al

11. Prost was solidly

in the lead, but
ingly when they

Rosberg looking for points (Photo:
Loubat/Vandystadt).

6. Piquet, with both turbo and gearbo*
problems, “held off Cheever an
Angelis as best he could. .. for 13th plac®
{Photo: L. Froissart).

g = “d
8. Cheeverin the new JS195t2 ye‘;:h e
of De Angelis’ Lotus for 13 8PS s of
major roadholding problems be¢

the shorter skirts. (Photo: B. Assotl

got into traffic. (Photo: B. Asset).

= __E_rl—Y__'—’-.."_‘“-—dP-

13. Rosberg was out but Daly was still in
action for Williams, cutting back Albo-
reto’s lead. He got the place when the
Tyrrell's suspension broke. (Photo: B.
Asset).

15. Pironidrove one of his bestraces des-
Ppite a Jack of grip after losing his nose
cone in a brush with De Angelis, holding
Off De Cesaris. (Photo: B. Asset).

10. Manfred Winkelhock was running

g::'r’r ;ﬂer an excellent 13th place in qua-

ATS broke on lap 32, leaving him dejec-
ted. (Photo: J.P, Longuet). = i

when the transmission on his

12. De Cesaris and Rosberg fought fier-
cely for 4th place. Keke, thinking he had
found a way trough, was to hit the Alfa
and the kerb, breaking the front suspen-
sion. (Photo: B. Asset).

14, Mansell changed tyres on his Lotus
on lap 47 and then maintained a regular
pace, passing teammate De Angelis on
the chaotic last lap. (Photo: B. Asset).

16. Prostcrashed, Pironi, De Cesaris and
Daly stopped on the last lap, and Pat:e{a
miraculously won a race despite a spin
and stall on the penultimate lap. De

Angelis, who was5th, alsowentonto the
royal rostrum for some unknown rea-
son. (Photo: B. Asset).

of the rear aerofoil in an accident which
removed part of the gearbox casting. Itis
believed that oil from the box may have
contributed to the dramatic increase in

the slipperiness of the track, which since

lap 60 had been lightly sprinkled with rain

on the section between Casino Square

and the chicane.

The first sign that the circuit was beco-

ming dangerously greasy came with just

over two laps to go, when Prost — by

then holding a seven second advantage

over Patrese — repeated his team-mate

Arnoux’s mistake and spun wildly just

after the 130 mph seafront chicane. The

Renault hit the barrier several times, scat-

tering wheels and debris, and it was only

prompt flag marshalling which saved

Patrese from hitting the wreckage. Prost

climbed out with a shaking, and hospital

reports later in the day said that his worst

injury was a badly bruised beel.

Now in the lead, Patrese drove past his

delighted mechanics to start the penulti-

mate lap with an advantage of several

hundred metres over Pironi and de Cesa-

ris. Braking for the Old Station hairpin

(Loews), however, he spun backwards

down the hill and over a kerb. Marshals

were still waiting to push start him when

the Ferrari and the Alfa slipped past to

take 1st and 2nd places. For Patrese, it

seemed, any hopes of victory were gone,

because Pironi was driving on tip-toe at

what seemed half speed, gesticulating

urgently to race officials as he gingerly

splashed across the line to start the last

lap.

But 76 laps of Monaco may be too long

for the thirsty Italian cars to contemplate:

near Casino, de Cesaris ran out of fuel

after a great demenstration of coolness

under pressure, while Pironi came to a

halt in the tunnel under the Loews Hotel.

Patrese went past Pironi without realising

that he was now in the lead again. At the

start-finish line be had to be persuaded

that he had won, and he still looked dazed

when he was presented with his trophies
by Prince Rainier.

Probably the least outstanding showing
of the weekend came from the Marlboro
McLaren team. After some modest qua-
lifying times, both John Watson and Niki
Lauda found themselves having to work
hard for mid-field positions in the race.

Watson, after having succeeded in pas-
sing Daly for 8th place, stopped with
electrical troubles. A long stop eventually
revealed a dud battery: he did not rejoin.

Lauda, on the other hand, had a poor
engine. It refused to rev freely, and al-
though the Austrian was able to stay in
the race for a little longer than Watson, he
too fell out of 8th place, with an engine
that had lost most of its oil and threate-
ned to blow up.

For the record, if Patrese had not been
able to re-start after his spin, the race vic-
tory would almost certainly have gone to
Lotus driver Nigel Mansell, who had lost a
lot of time early in the race after a stop for
afresh tyre. Mansell’s JPS-Lotus was the
first car still running after Patrese’s Brab-
ham, and it would have been nec:

for it to have completed a whole extra lap
to finish the required 76.

by Mike Doodson
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Niki Lauda and
John Watson both
drive the Mc Laren
MPA. It was a real
long shot to bring

the Austrian two-
time champion
back into Formula
1. Ron Dennis took
the risk, quite sure
the resuits would

be good.

Ron Dennis, 34 and
Brabham'’s former
chief mechanic,
has been a co-dir
ector of Team Mc
Laren for a year
now. It’s a logical
Jjob for this
thoroughly
pragmatic and
ambitious man.

RON DENNIS,
RACING
GAMBLER

AL

At 34, McLaren International’s joint Managing Director Ron
Dennis is the youngest man in the Grand Prix hierarchy. He
started as a mechanic and now shares control of the fastest-
rising team in the sport, with more to come later this year in a

new collaboration with Porsche.

by Mike Doodson

ponsorship is Ron Dennis’ spe
cial area of responsability, so
perhaps it was inevitable that
any discussion with him tends
to be punctuated with an ad
man's weasel words. «Executive deci
sions» and «learning curves» are all
part of his vocabulary: he «maximises
opportunities» himself, leaving his
associates to «monitor the logistics.»
That sort of talk goes down rather well
behind the closed screens in the back
of the paddock motorhomes where
large sums of money are extracted
from the well-dressed agency men with
the gold Rolexes and silk shirts. Ron,
his four co-directors at MclLaren Inter-

national, and of course his two drivers,
don’t wear Rolex. Instead, he's done a
deal with the Swiss watch company
Ebel, whose gorgeous gold time-pieces
glitter on the MclLaren wrists. No doubt
this «association with excellence» will
have rewarding commercial results for
Rolex's (temporarily) less well known
rival
Behind the image, Ron Dennis is a prac
tical man, loyal and honest, passiona
tely interested in the well-being of his
employees. He throws a party for them
every Christmas, with the very best in
food, wine and entertainment. The
draughty old McLaren Racing factory at
Colnbrook, under the glide path of the
—_—
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jets alighting at Heathrow, saw an ama-
zing night. Niki was there, and Wattie:
so were the sponsors, and so was the
lad who sweeps the floor every mor-
ning and afterncon.

For once, Ron let his hair down. Dres-
sed in a tail coat and white tie, he allo-
wed himself to be taken by the drink
But everybody there knew that it was
once-a-year occurence, and on Monday
morning | don’t doubt that he still arri-
ved in his office before most of the
staff.

Those who've been involved in racing
for more than ten years will remember
Ron Dennis with a spanner in his hand.
He was still at school when he took a
holiday job at Brabhams, sweeping the
floor and getting promoted to a job in
charge of the fuel churns when the
team went racing at Goodwood. He
says he can’t remember dates, but it
must have been around 1965 because
all the drivers -- he recalls -- wore
string-backed gloves, and Dan Gurney
was the driver in the Brabham-Climax
He soon took a permanent job with
Thomson & Taylor, the Weybridge
company which before the war had
built and maintained many of the cars
which raced at the nearby Brooklands
circuit. And when « T & T » became part
of the Chipstead Group (the business
run by race-fan Jonathan Sieff, heir to
the Marks & Spencer supermarket for-
tune), Ron got an «internal transfer» to
the Cooper Car Co, another of Sieff's
acquisitions.

A fourth gamble looms in the not so dis-
tant future. In Stuttgart Porsche is pre-
paring a turbocharged V6 engine for
McLaren. If some of MclLaren's FOCA
partners get their way, the Porsche
engine will never be allowed to run, but
like all other decisions the team's policy
will not be settled until the last possible
moment.

« The engine should run on the dyno in
the second week of November,» Ron
explains. «Prior to that there will be
dummy engines available to us, and a
lot of test-rig work will have been done
by Porsche. As a result, we don't ant/-
cipate the sort of problems which some
of the other teams have had with their
turbo engines.

« We hope to put an engine in a car by
mid-December. We're not going to
build a mobile test bed, though. There
is total commitment to the new car,
which is designed to use all the proper-
ties of the Porsche engine and to acco-
modate all the systems needed to run
it. As with all our projects, there will be
100 per cent commitment... so if it
doesn’t work, then we're really in the
rhubarb. »

On the evidence, though, all the angles
have been covered. Three big gambles
have already paid off for Ron Dennis
and now he has not only his own expe:
rience on which to draw, but also that
of all his fellow directors in the amalga-
mated company.

«/ like to think I've had my share of ups
and downs, » he grins. «/ hope that I'm
not headed for a down after all this time
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. and [ don't think /| am.» His dcgnf\a-
dence, it must be noted, is shared by
lot of interested SpONSOrS. .

After several months as a < glufer;;,ithé

iti found himself 100
ambitious youngster dt's Cooper-
king after JOChE‘PQSR?maI:ﬁ s
Maserati. It was N

Nl only 19, yet he must have D

Ztolgdoatv his job because when Fl?r;v?;

t to Brabham for 1968, he too
W tayed for four
mechanic with hrrn,'ﬁon stayed il
years, rising to ?Mef Mechanic a

of his time there.
Let?: difficult to think of any other
mechanics who've gone on to own
their own Grand Prix racing teams, but
Ron doesn’t think that's relevant.
« When someone reminds me that | was
once a mechanic, it irritates me. I never
intented to stay a mechanic for ever, it
was just one of several ways available
to me to get into what | wanted to do. »
By the end of 1971, he'd decided to
make what he regarded as the most
important step of his life, the first Qf
three big gambles which he's taken in
his career. In partnership with his friend
Neil Trundle, also a Brabham mechanic,
he went off and formed Rondel Racing
to race a couple of Formula 2 cars
which were loaned to them by Ron Tau-
ranac.
«Nobody, not even our brothers and
sisters, thought that it could be done.
At that time, motor racing was thought
to be the sport of the wealthy. The idea
of a couple of mechanics going out and
forming their own racing team was,
well, unacceptable. »
Ambitious as it was, Rondel Racing
was quite a success until the Yom Kip-
pur War at the end of 1973 frightened
off the sponsors. Drivers like Graham
Hill, Henri Pescarolo, Tim Schenken,
Bob Wollek and others won races for
the team, and even in the second year -
-when no fewer than five of Rondel’s
own-built F2s were maintained and

raced under a giant canopy in the pad- -

dock -- the team was financially viable
Perhaps Ron’s most important achieve:
ment is that he's still friends with the
two London businessmen whose
money paid for him to learn 50

expensive lessons as a team ownerme

He still finds it difficult
Up some tools, ag
@ panic on,

manage to resjs.
aceident that |

it to resist picking
pecially when there's
«Strangely enough, |
rbecayse of a bad rc;ad
had_fn 1972, when /

Ron Dennis is no
silent partner. He
pulls his own
weight in technical
decisions with his
two drivers. His
parner Teddy
Mayer’s role is now
mare purely
administrative.

Lauda, Dennis,
Watson: thanks to
the new Porscha
engine, Ron should
make some waves
next year. The
same is true of
Niki: the Italian
press has him
driving a Ferrari.
And John? So far,

smart preparation that they attracted
good sponsorship and keen drivers
(never the latter without the former,
though).

Unlike many other teams, Dennis’
«Projects» were run on strictly
business-like terms. There was thick
carpet on his office floor, rubber plants
in the corner and a slick accounting
system which probably allocated every
cup of fresh-perked coffee to one job
number or another. Every mechanic
had his own American Express card
inside his Samsonite. Wags dubbed
them «Team Briefcase.» And it all
made a powerful impression on a desi-
gner called John Barnard...

«One of the most amusing aspects of
what has happened, » grins Dennis, «is
that, to this day, John Barnard consi-
ders that | pulled the most amazing
confidence trick of my life by persua-
ding him that | could find the money for
an F1 project as fast as he could spend
1it.»

It was certainly an ambitious plan. The
F2 and F3 teams were running profi-
tably, and there was also a major asso-
ciation with BMW for the race-
preparation of M1 Pro-Car chassis. The
accountant told him that there would
probably be a surplus of around
$ 150,000 to get an F1 car underway.
In return for a shareholding in the com-
pany, Barnard agreed to leave the Cha-
parral Indy-car project (where he was
getting precious little credit) and stake
his future on Ron Dennis.

«One of the philosephies which | find
works well is not to make a decision
until you have to. It was as a result of
that deduction that | realized that | had
to build the car first and find the money
later, » says Ron. «/ knew already that
the levels of finance needed for For-
mula 1 are so great that it is impossible
to obtain those figures simply on the
basis of selling an Idea. »

With Barnard examining some very
expensive methods of constructing the
car (his first-ever F1), the necessity of
finding a sponsor grew urgent rather
quickly. As everyone now knows, the
finance eventually came from Marl-
boro, via an alliance with MclLaren
which must have seemed as logical to
Ron Dennis as it must have been distas-
teful to the management of MclLaren
Racing. In effect, Dennis and Barnard,
together with Ron's long-time asso-
ciate Creighton Brown, amalgamated
their racing business with the F1 inte-
rests of Teddy Mayer and Tyler Alexan-
der. We described it at the time as a
«shotgun wedding, with John
Barnard’s car as the unborn child and
Marlboro wielding the weapon. »

As Dennis says, Marlboro had too
much invested in MclLaren to let the
name sink without trace. «/ had a good
relationship with Marlboro, and | had
the reputation of delivering success
consistently. We went in with clearcut
areas of responsibility -- and it worked.
A lot of people look for friction, and if
they look hard enough they'll find it.
But basically it’s constructive criticism:

the partnership is a good one... and it
also works. »

The joint Managing Directors are Den-
nis and Teddy Mayer. As a lawyer,
Mavyer gets the political job of represen-
ting the team inside FOCA, while Den-
nis looks after finding the sponsors and
signing the drivers. The team’s three
other Directors are Mayer's old partner,
American Tyler Alexander (who looks
after the logistics of the team’s cons-
tant travels when he's not helping with
the engineering), and Dennis’ two for-
mer partners, Barnard and Brown.
Barnard has total responsibility for
Design, including a rigorous quality
control procedure which contributes to
the re-established reliability for which
the name McLaren was once famous.
Creighton Brown, a keen amateur racer
whose name is an international byword
in pig farming, looks after relations with
sponsors at the circuits.

The third gamble in Dennis’ career was
surely the signing of Niki Lauda. After a

fruitful association with the Austrian in
Pro-Car days, Ron had telephoned Salz-
burg weekly, usually to persuade Niki
to reconsider his retirement. That he
was successful is recent history, but
less well known is the fact that a clause
was written into their contract giving
McLaren International the right to fire
their superstar after three races. «As
everyone is aware, » says Ron, « Niki is
one of the highest paid drivers in F1.
We needed some way of, shall we say,
reducing the losses if it hadn’t all wor-
ked out. We all had some doubts, inclu-
ding Niki -- but we would never have
signed the contract if we hadn’t had
faith in him. »

|
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PIERRE DUPA

ichelin is in the news. The
French company has
equipped the winners of:
four of the it five
Grands Prix this season, it
is closely involved in current projects
aimed at reducing performances --and
surprisingly is equipping the little ATS
team as well as its Big Four. GP| asked
its racing director Pierre Dupasquier
about the problems of Grand Prix com-
petition.
We started with a question about the
FISA Casablanca decisions:
“It's obvious that we are not in For-
mula One to roll tyres around the pad-
dock but to fit them to cars, so we feel
very strongly involved in the overall
evolution of the cars, Our efforts aim at
enabling a car, thanks to its tyres, to
have a consistent performance on the
track. So we oppose any arbitrary deci-
sion that would endanger this concept.
Furthermore, the stability of the regula-
tions is of enormous importance. The
world of Formula One is an industrial
world, and the cost of research and
investment is exceptionally high. So
one must know, when starting a new
area of experiments, whatever it may
be, until what date it will be possible to
benefit from the results.
“’Consequently, Michelin’s position is
extremely reserved towards a short-
term modification of the rules. It is not
necessarily very easy to reduce a car's
performance by a limitation of its tyres.
Reducing the width would mean the car
going faster on the straight and braking
sooner, without increased safety: dri-
vers always brake on the limit and the
only change would be that this would
be a different limit.
“On the other hand, it is true that in
corners, given that there would also be
a

@

forar in
mic downforce, speeds could be redu-
ced. But there would be a much greater
effect if a driver lost control. One or
two spins would no longer be enough
to bring the car to a complete halt, as it
is today. But to be positive, if the
authorities impose restrictions, it will
be our duty as a company to try to
solve the new parameters of the pro-
blem. Our belief is that anything is pos-
sible, but | wonder if questions of "‘eco-
nomy"” are really valid in Formula One.
It's not necessary to bastardize the top
level of motor sport while we have the
financial means to do otherwise".
What problems do a reduction of tyre
width pose to a manufacturer?
“None, it's only a question of time.
Once the rules are known, there have
to be a series of tests to redefine the
product. Narrow tyres mean less rubber
on the road and thus, with equal down-

force, a completely different com-
pound. But there is absolutely no doubt
that our accumulated experience will
be extremely valuable. There is no rea-
son to say that reducing tyre width will
force us to start again from zero.”*
Where does the TRX tyre stand in For-
mula One, and how does it differ from
an ordinary radial?
““The principal characteristic of the
TRX is the way in which the tyre is pla-
ced in relation to the rim, and the shape
of the rim, which is different to the tra-
ditional shape. The link between the
rim and the tyre is different, allowing a
large transversal component of move-
ment while still having the vertical com-
ponent which provides comfort, as well
as good flexibility. It is also relatively
easy to drive. The tyre actually works
in conditions which are specific to the
TRX. Once we started using this tech-
nology in Formula One, the drivers una-
ly appreci the p.
of the rear tyres, which confirms the
good mix of ‘longitudinal’ and ‘trans-
versal’ movement. On the front, howe-
ver, which is most important during the
entry to the corner, the TRX has not yet
brought decisive progress. Currently,
all the cars we equip have TRX at the
rear and 13 inch radials on the front.”
What is the driver’s role in the choice
and life of a tyre, and can one say that
Niki Lauda proved at Long Beach to be
a notch above his rivals in this field?
“When a car is not competitive, only
patient work, largely on factors that are
outside measurable physical data, can
develop its performance. And this work
by technicians is based on and directed
by the information given by the driver.
His role is thus of overwhelming impor-
tance because if he says stupid things.
development goes in the wrong direc-
tion. When a driver comes into the pits
and complains of lack of grip, it is vital
to know if it is a problem linked to tyres
or to aerodynamic downforce. It's very
delicate to balance a car aerodynamr
cally and mechanically, to decide an
front or rear adjustments.
“As for Lauda’s win at Long Beach, it
was completely logical and | don't see
how we could not have taken first
place. Only racing incidents stopped
the other cars we equipped, and the
fact that Lauda was the only survivor at
the flag should not ebscure that during
each practice session and in the race,
the lap times showed we had an enor-
mous advantage over our Compeitors.
““We supplied twe, more or less equiva-
lent, choices for the Grand Prix. We
cannot be held responsible for Prost's
problems of lack of grip for mechanical
reasons, Watson's stop with his tyres
destroyed because of a broken skirt, or

Cheever’s stop with his rear tyres com-
pletely worn at mid-race because of a
totally unbalariced car. At the finish,
Lauda’s tyres were in perfect shape:
the most worn spot on the rears had
3.6 mm of rubber left from the 4.6 mm
of a new tyre.

“It’s clear that working with Niki s
very positive: he has raced more than
5,000 kilometers (3,100 miles) in the
lead in Grands Prix and has unmatched
driving experience. And those thou-
sands of kilormeters were not raced stu-
pidly. This enormous background has
allowed him to develop a sort of mental
detachment towards pure driving. In
contrast, the potential of a younger dri-
ver is totally devoted to staying on the
island. Because of that, he can’t simul-
taneously reflect on what is happening
concerning the tyres.”

This year, Michelin only equipped the
top teams, Renault, Alfa Romeo,
Talbot-Ligier and McLaren. Why did
you agree to supply ATS from Zolder
onwards ?

“It's very simple. For his own reasons.
Gunther Schmid decided to race his
ATS cars at Imola despite FOCA's boy-
cott order. Once there, he went to
explain to the big teams that if he
stayed with them and took part in the
race, it was absolutely clear that he
could no longer count on Aven.”"
Which has been brought back into
racing by Bernie Ecclestone.

“These big teams, egqually for their own
reasons, were particularly keen to save
the Grand Prix and insisted that ATS
take part, and they sought a solution to
the tyre problem. This solztion could be

tract with them. In fact, we don 't really
have the capacity to do it, for quantita-

we had tyres left over from Imola and
these ‘remnants’ proved far from foo-
lish at Zolder.

“It's going to be more difficult in
tuture, but we will obviously do what is
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MONACO GLAMOUR
AT ITS BRILLIANT BEST

The view is traditional, but ahl how well it sets the scene for the [8
Monaco Grand Prix, now on its fortieth reincarnation and still &4

all sold out.
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THE RED IS ON!

This is where Pironi loses the Monaco GP, just a few hundred
yards from the finish. Coming through here at full speed, his
turbo axpeis all the fires of hell,




Fourth on the grid, Alain Prost led the race for
58 laps. He was eight kilometers from victory
when oil and water failed to mix and sent him
skidding into the guard rails. His Renault hit
first one rail and then the other, while a wheel
flew extravagently through the air. The
result was retirement and yet another missed
opportunity for the world championship lea-
der. (Photo: B. Asset).
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THE AMBITIONS

OF ANOTHER
ENZO

As it reaches its third complete Formula 1 season, the third
Italian team competing for the world Championship seems to
be well on its way. Jarier's racing performance at Zolder did
not go unnoticed. Neither did the points he harvested at
Imola or his times at Long Beach. Are pleasant surprises in
store from this brave small team ? The ambitions of Enzo di
Volpiano, the name is a respectful homage to the other Enzo
of Maranello, are well founded and the second half of the sea-
son should show gradual improvement in the Osella team and

a definitive launch in 1983.

here have been many chan-
ges and innovations in the
past few months. First,

Giorgio PIOLA

is the case with other teams; we
simply had too much work to do in too
short a time.

There is more than
one Enzo in Grand
Prix racing...

o
i sn r‘tt tx.‘re‘ve S0. If any team with-
- 1. WON't be becayse of turbos, [f

problems with pistons and we don’t

a team jg good want to

tionshjp with jts Zzgn‘zzs 2 good refa- haven't go;::f;&g:&’?:Jn’:;?g’!g:yef;:::
killed off by gh extra 2 1S It won't be  eleven Cosworth engines, seven tradi
a turbo engjng, And jf % needed for  tional conventional ones, three with an
POOr, havin T Uts tesuits were 89 pore and one exp;rimentsl. We

fapmen( of the rest of the car q
cially the Suspensions, which B
50 hard ihey barel 2 IJ.C HEhaY,
What canib 4 y exist.
safer and givzne. to make Formula 1,
image ? 2 mere spoitiig
“The tragic accident
underﬁhe'd some of rhea‘:wf::d:;rigzz
;f:ftsf in_the sport. First of all, we
eliminate qualifying tyres, which
make no sense economically nor in
regard to safety. Then something must
be done about weight. At Zolder, one
of the sturdiest cars, built to the hig-
hest standards, was literally shattered.
Unless a more stringent regulation is
made in regard to weight, and the mini-
mum weight is raised, | fear we'll have
many more such accidents in the
future. A few teams are capable of build-
ing cars both extremely light and safe;
they require very precise and costly
research. Most other teams, however,
do not have the same financial free-
dom. They will try to achieve the same
result by improvisation. Thirdly, we
must try to reduce speed on curves by
decreasing ground effect. | am against
a flat underside to the chassis, because

have manufactured new longer connec-
ting rods and we are planning to use
one of those engines soon in a race. We
have an independent engine departe-
ment, which frees us to make a number
of _changes at home, without having to
ship the engines back to England. "

\é\fahgt is your programme for 1982-

“There will be a new car for Jarier,
while Paletti will use the chassis that
Jean-Pierre has been using until now.
Riccardo’s car will thus revert to being
the development car for *‘testing”’ pur-
poses. That project alone costs some-
thing in the vicinity of 300 million lira.
It seems that the initial budget of 300
billion lira envisioned for this season
will not suffice. Next year, to have a
one-car competition team and another
team for research, we will need about
400 billion lira. Then we must not for-
get the sportscar programme. We
might make a 2000cc C group car with
ground effect. That will depend on the
regulations of course, but we cannot
give up on this department, since that
is our bread and butter. We also have
the test track, which should be comple-
ted by the end of June...”’

Many projects, much ambition. For-
mula 1 turning more and more to busi-
ness, Enzo Osella might be one of the
last real sportsmen, straight out of the
old school. O
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Eddie Cheever was
at Paul Ricard
testing just before
Monaco. Jean-
Pierre Jabouille is
putting in the good

words.
-
{ LI_le_E_R)
-

The Talbot-Ligier
teamn went in at the
deep end in
Monaco,

3 mnitroducing their
S oW JS19. it was a
S bitter début marked
by a scrutineering

y

decision which

_/‘ o8 made life even
harder,
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JABOUILLE

THE FORCE
BEHIND LIGIER
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It was just 20 months ago, during the Canadian GP, that Jean-
Pierre Jabouille had to be cut from the twisted wreckage of
his Renault following a horrifying crash that left him lucky to
ever have the use of his legs again.

Six months later, he was back in the driving seat behind the
wheel of the Talbot-Ligier, but his injured leg was still too
badly damaged to allow him to continue racing competiti-

vely.
So,vhe stopped being a driver, and took over the management
GP team and to-day, one year down the

of the Talbot-Ligier 3 )
road, it's Jabouille who controls their destiny and that of his

new JS19 on which that fate rests.

P By Jeff Hutchinson

own special kind of bars around his natu-

me to watch Jean-Pierre !
i ral habitat. He is a doer not a watcher.

: the
ifyou take race these days, he s

_}aboul_”\? - GOT:;ngad lion. Even his long "'Of course | want o race again. In July |
the epitome B blond hair will get back into the driving seat of the
shaggy m2@ e he paces around the Ligier and go testing. If everything is OK

and | am quick enough, | will race again in

looks the part é
Talbot-Ligier pit saying little and wearing
a glassy eye stare that does not register
hg unfamiliar‘:ty of his surroundings ‘as
. en from outside the confines of 8

1983, " he says.

But for now, he is confined to a manage-
ment role and it's a task he performs
extraordinarily well.

now sé F1 cockpit.

crash helmet ani:vgfﬂb';”:’:‘: top-line dri- It’s not hard 1o understand the look on

it is not easy © 2 realising your dreams Jean-Pierre’s face as he watches his

ver an the verge o o it bound the brother-in-law, Jacques Laffite, roll the
to bec cated its new Ligier JS19 down the pit lane for its

only
one day,  cident that has cr

next by an @
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first miles of testing, for it’s his car,
his concept and it ought to be him doing
the test driving, but it’s 100 soon after his
latest operation for that.
We are in the Talbot offices, in the center
of Paris, where Jean-Pierre has come for
his latest physiotherapy session, and also
to take some time off to explain the thin-
king behind his new car and how he, 2
racing driver, is now making the kind of
decisions that men with a lot higher quali-
fications make for the other teams.
He Is niot finished with being a racing dri-
ver, “but right now this is the closest |
can get fo it without actually doing it,
although | still feel this is just a temporary
Jjob for me, " he says.
For those who remember Jabouille's
days in F2 and F3, there was little sur-
prise in his sudden change of roles. Way
back in 1969, he redesigned the rear
suspension of what was to become the
highly successful F3 Alpine and then later
in his career, much of the success of the
F2 EIf was thanks to Jean-
Pierre's design modifications.
“I have always been interested in the
mathematics of racing. If something
works well or even if it doesn't, I jike to
know exactly why. | cannot just accept
things without understanding them as
well, ” he says.
For that reason, his opinions as a test dri-
ver have always been highly respected
and when he was unable to continue the
rest of the 1981 season with Talbot-
Ligier as a driver, he was an obvious
choice for the job he has now and which,
despite the French love of titles, he des-
cribes as “a kind of boss of everything to
do with the racing side. " Not to be confu-
sed with the “'Patron”, Guy Ligier, Jean-
Pierre Jabouille makes “the decisions
that many French people do not like to
take the responsibility for in case they are
wrong, " and has little interest in any of

the day-to-day administrative problems
like finances and hotel book-
ings stc; unless, that is, they affect his
racing programme.

He aiso has a strong disiike for the politics
in Grand Prix racing these days, streng-
thened, no doubt, by the decision taken
by the technical stewards at Monaco
which forced the team to remove all the
skirt matenial back of the rear wheels.
This, claims Ligier, makes the entire con-
cept of their new car obsolete before it
has even taken part in its first race.

“If | leave Grand Prix racing it’s going to
be because of the politics,”  says
Jabouille, with the implication that such a
time might not be too far away,

Right now, he tries 10 ignore politics, and
his eyes suddenly come alive as he
moves on to discuss the thinking that
went into the first Talbot-Ligier 10 come
out of the Ligier factory since Jabouille
and the new management structure took
over after the departure of Gerard
Ducarouge from the team in 1981

“'What | did was different f,

rom all the
orha{ teams, | skeiched ouy the aerody-
namic shape of the car ang then desi-

running right to the back

4 of thy 1
nO!hﬂ:l? underneath o dist sbcar wmf:
i urb the ajr
A similar idea wi i

@ as tried b

™man with the Lotyg 81
tually abandoneqd

Y Colin Chap.
but was eveg_
when Chapman

found the car too difficult to balance, a
problem which Jabouille has also found
during early testing, but one which he
is sure can be overcome if worked on
for long enough.
He also laid down the principles of the
monocoque and suspension design,
based on his many years as a driver
with a mechanical mind. “With cars
having almost no suspension move-
ment at present, | have concentrated
on improving the relation between the
suspension itself and the shock absor-
bers. That is, to utilise the shock absor-
bers much more in an effort to stabilise
the chassis movement, which must
remain as near parallel and equi-distant
from the track surface as possible to
make maximum use of the aerodyna-
mics. If the car pitches just an inch or
two over the bumps in the track, the
resultant change in the car's handling
can be incredible. "’
Of course, the current regulations are
responsible for this situation, but ItS
one with which designers have 1o work
whether they like it or not.
The actual job of producing the JS19
has been a remarkable one, for it was
not until the end of January, the same
week as the GP of South Africa, tha!
the team knew which engine they
would be using and that the final desid”
could be met.
“We created the basic shape and (€5
ted it in the wind tunnel at St-Cyr "
November, but after that we d"gbw
three complete cars, one for a U lo
Matra engine, one for a Ford Coswe’
and then finally oneforthe Mati2 ©
engine. The latter design not Start
until January, by which time Weé "/
already started the basic work a-ﬂed
fosworth powered chassis, "’ expiait
abouille. .
“From a purely competitive and 4¢59”
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solutions.

Changing the skirts and the shock
absorber settings for the umpteenth
time that day did not help much, and by
the time the sun set, putting an end to
their first day at Ricard, there was little
progress. The following day, another
full day with Jacques at the wheal, saw
some progress made.

Testing is tiring and often frustrating
work, but both drivers’ complete faith
in Jabouille and his car was quite
remarkable. ““We will get there in the
end. It will be a good car,”’ said Chee-
ver, who was even more delighted with
the car when he got to drive it in prac-
tice at Monaco. “It felt mucfn better. It
was still leaping around a bit over the

point of view, | would have been happy
to have run the Cosworth, while I think
we would have needed a full year to get
competitive with a turbo engine. Provi-
ded the rules remain the same, that is
certainly the way to go in the future. As
it is, we have the V12 Matra, which
although it might not be as powerful as
our opposition, is not all that bad. | had
10 look for @ much lighter car than the
JS17 and a big improvement in the
derodynamics if we were to remain
Sompetitive against the other chassis. "
u:::; |a:a start with the new car
Seasg:s vh meant a _Iate arrival in the
it schéqt Ie car only Just failing to meet
Eastgav: ed début in Zolder, whlcr_l at

Ve the team a chance to get in a

:!auv:{ mios testing and get a second car bumps, it was diabolical rryrng_r;,a dn:ﬁ

heint for Y'onaco, which is far from flat out through the runnei.vgbﬁ a”;;a 3

’aceg 30 ideal track for a car's first  people can do every lap wrrl; i

follgy “But with Detroit and Montreal  blem and it still has a la.;:g u;n); g
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more S [Unning the ofg JS17 for one  the JS17 around here, we g
 13C8 While e tosted the new car  even have qualified had we

furt, : ;
- those cars for this race,

futyrg Was no better, so we put our : I have been well
on g, 2 et “ think | coul
Douijg, ' "W car right away, " said "}Eﬁeﬁgmmaa had the problerr on
batnsg id Eddie on Friday.

Thursday, " 58 ke at the rear just as !

1ts fj >
Ricarg "cs'-l Public appearence at the Paul i
suspension viick lap. The bumps under

Mnnacc; Uit on the Tuesday before

200 ' the car gt han  wasonmyq way are Very
Ch(?a: ‘under ::Isls hta\‘(r‘relg.ss \}Vith braking at the "”ﬂ"”,’f,:é’mﬁve out of
of lhe?r doing the driving the first day ~ bad. [ was SO qu“; 1000 more [evs
Stil g, 0-day test, it was clear that it the chicané w"(us»']f o DB B

Sach o: ded g groqy deal more work,  than/had Prefmier team painted @ pic-
a 5tirn;'n“ las Although the Lig doom and possible

ting only a couple of laps nd
g h ture of glfosvr;hiirawaﬁ from the event

party line. Guy Ligier added the emo-
tion. The appeal courts will add the
final word. Whatever the outcome,
Jabouille will continue to werk around
each problem as it arrives in his own
quiet way. His choice of tyres certainly
saw Cheever in the points in Zolder and
a similar choice in last year's Austrian
GP certainly won the race for Jacques.
“Perhaps one day it will be another
decision of mine that will lose us the
race,’” adds Jean-Pierre. “‘That's life,
but what's important is that | am not
afrald to make them and the team
stands behind me.”"

Jean-Pierre Jabouille is indeed a very
unique person in the very assorted
world of Grand Prix racing. He will be
even more unique if he returns to Grand
Prix at the wheel of a Talbot-Ligier and
continues to run the team from the
cockpit instead of the pit lane. One
thing is that for sure he would prafeli:it]

that way.
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hen you
look at
the diffr-
culties
we had
with my car during the two
days of practice for the
Monaco GP. | think it was
being realistic for me not to
expect miracles from the
race. It was only the third
time we've run the BMW
turbo, so just to have got it
into the race was quite an
achievement. In spite of a lot
of problerns at least | mana-
ged to avoid being lapped
until half distance.
The people in the Parmalat-
Brabham team keep telling
me that there is no substitute
for race miles when you're
developing something as
ambitious and new as a tur-
bocharged car. It was that
thought which made me fee/
a bit better when Alain Prost
lapped me while | struggled
to hold eleventh place. After
all, it's taken Renault five
years to get their car perfor-
ming the way 1t did ar
Monaco. |
After Zolder two weeks ago,
we had decided to divide the
efforts of our team into two.
Riccardo Patrese would race
the Cosworth engined BT49
at Monaco, while | would
drive the BMW turbocar.
After going off the road with
brake trouble both in South
Africa and at Long Beach,
having my points taken away
from me in Brazil, and not
going to Imola, I'm beginning

to think that maybe I'm not
exactly the favourite to win
the world championship
again this year.

So it was in the hope of lear-
ning something which would
help us to add to the two
points that | got with the
BMW at Zoider that we went
testing at Croix-en-Ternais, a
funny little circuit in northern
France, to get ready for
Monaco. BMW had & diffe-
rent version of the engine for
me to try, using a smaller
turbo for better pick-up from
low speeds

We did 147 laps, trouble-
free, with the revised engine
Everyone was pleased: our
engineers, the BMW people,
and of course me. | really
believed that maybe | would
have & chance to win the
race in my adopted home
town. BMW confidently sent
some exact replicas of the
«Croix» engine to Monaco,
and there was one of them in
my race car when official
practice began

Well, it turned out to be
maybe a little bit less identi-

cal than we had hoped. In the
first practice my engine Just
wasn 't right. The BMW peo
ple did everything they could
to fix it, but the problem
seems to have been in the
turbocharger unit itself. Pos-
sibly the «productiony units
weren 't exactly the same as
the one on the development
engine.

We also discovered that the
bumps were affecting us
more badly at Manaco than
at -any other circuit we've
visited with the turbo.

In the T-car, | made a little
driving error which sent me
into the guardrail. It wasn't a
big bump, but it was enough
to bend a steering arm, so /
had to rely on the race car to
get my grid position. But we
had a minor explosion inside
the carbon fibre intake «log»
between the turbo and the
intakes. In the timed session
I managed to do a grand
total of four timed laps... and
one of them was good
enough to get me on to the
grid.

The engine still wasn ' righ
when the race sra”ﬂdg
knew immediately that | pg,
to concentrate on finishin,
and you may have seen i,
TV how careful | wag o
move over when | was being
lapped by faster cars, n{;
problem was that the enging
wouldn't stop acceleragipe,
when | lifted off the fhfof.(fg
to brake or change gear.

I den't have to tell you how
worrying that was at a circujt
like Monaco, although | iy
manage to get myself into a
rhythm with the throttle and
b_rakes to improve the Situa-
tion.

Eventually, though, it was
the gearbox which gave up
under the strain. | came into
the pits to retire and had the
opportunity of watching my
team-mate Riccardo Patrese
take over the lead when
Prost made the mistake
which put him out of the
race.

Unfortunately | was chan-
ging out of my overalls into
my street clothes when Ric-
cardo was having all his exci-
tements in the /ast couple of
laps. | suppose | should be
glad that | didn't see him
win, because it might frus-
trate me. But | still think that
our best chance for the
future is with the turbo. Next
year we could be very glad
that we decided to give it a
full test at Monaco.

Nelson Prguet

| vhose

' ALFA-ROMEO

182/1: Bruno Giacomelli

{1l
'182 4: Andrea de Cesaris

il
{ 1828/3: T-car

The three cars as seen in Zolder
anly the spare being a B type;

7 Cmm—

narow body, different sidepod
profiles, ider suspens r;mQ,
delled exhaust. Anothe; WBEB is
to be completed for detroit. The
shock absorbing plate be'.wser;
the engine and gearbox is of a
new design to overcome the pro
blems: at the Belgian Grand Prix

BRABHAM

BR50/03.
Bra) 03: Nelson Piquet

BT49p/1 7
Patrese ()
SLEO 02: T-car, Piguet
9D/16: T-car, Patrese
The team hed,
) ged its bet t-
ween Patrese’s BT49 Cosivgii]
and Piquet's BT50-BMW Both T

carshavec. fi
ér‘lrf(b have Carbon fibre brakes with
!ing calipers, testeq Previously

Riccardo

ATS

HGS1/03: Manfred
Winkelhock (G)

HGS1/04.: Eliseo Salazar

| (Chi)

HGS1/01: T-car

The 03 and 04 chassis both had
"ew and very clean bodywork
'ney were designed by a young
engineer, Donald Hallyday,
] Experience n motor
g is virtually nil and who joi-
ECHAT_S only three months ago
M{- oil and water radiators are
T‘H‘Erentm fitinto the new body
;’Je::;f lhe inside design of the
2 has been modified. The

'8 mounted differently,

|

there are revised skirts and the
overall weight is slightly reduced

P e LR L Trcy

ENSIGN
. N181/1: Roberto Guerrero

™ (Col)

One caronly, used at Zolder, with
a new rear suspension, complete
with different rocker arms, hubs
and half-shafts. The body is now
painted dark blue and white. With

ALBILA

on the Croix en Ternois circuit.
The BMW engine had a diffrent
type of turbo compressor, better
suited to the tortuous Menaco
track, which was also tested at
Croix en Ternois. A new car, spe
cifically designed around the
llE!MW engine, is under construc-
ion

Avon retiring from the competi-
tion. Thursday and Saturday saw
Ensign using the same sets of
tyres used at Zolder. No solution
has yet appeared for the upco-
ming Grand Prix




SEFAC FERRARI
126 59: Didier Pironi
(F)

126C/056: T-car

ed Ferrari had only the

pits’ up,
fibre pa

TALBOT LIGIER
Js19 sques Laffite

F) :
jS19/01: Eddie Cheever

concept

d angled

ted on

test track and at
before coming to
pension is

was tested on a
r at Clermont
he car a second

The big problems
for tt 9's at Monaco waerg
with tk g ns: the scrytj.

d Talbot-Ligier to cyy

which ran right 1o

f the bodywork, leve|
of the rear whee;
ruining the aerodynamic. 1
on a pension upright carp ng
movement to the spring-damp
unit broke on Cheever's
Thursday

0TUS .
£‘. §: Elio de Angelis (1)
Nigel Mansell (GB)
1/8: T-car de Angelis
91/9; T-car Mansell
9 had a new monocoque,
gidinorderto adapt better to
naco track. Very hard
ings were used on Thursday
oider springs were mounted
on Saturday. The engine
ers had been removed to

?RCH
‘ RMOE JOChen Mass

ensure better aspiration
intakes and to improy
over the wing, Further

by the air

n removed. Mansell's ¢
exhaust systems
shaped like megaphones, :
ween the 4/1 junction and the
outlet.

The spare is always a “light car
Mass used it for the second half
of prequalifying on Thursday. and
the March team dismantled it a_t
the end of the session. There has
been no madification since Zol
der, either on the works cars D;
on De Villota's LBT. The Spaniarc
crashed on the sevemhlapdunng

prequalifying

MP4R1. g5,
|GB.)BW 05: John Watson
Aug) o ik Lauda

MP481-03 T-car

::ADP4EC;';&”QE' except that the
il 01 chassis has become
awfiear.;;;elonmeml car, assigned to
= 1 distinct from the racing
It will soon be

1 300N be used to test new
Larb‘nn fibre brakes and will have
a completely different body,
gerhaps something like the
albot-Ligier JS19. |y will be

developed for the fast circuits; .

FA1C/4: Jean-Pierre Jarier
(F)
FA1C/3: Riccardo Paletti
)
FA1C/2: T-car
The FA1C/4 is a new chassis,
more rigid, and three kilos heavier.
|t was meant to receive the new
rear suspension designed by
Hervé Guilpin, but time ran out,
This very simple, rear suspension
is inspired by the Williams, and is
in complete contrast to the com-
adjustments needed on the
current type of rear suspens n
Chassis FA1C/4 has new moun

ting points for the track rods and
the universal joints are nearer the
suspension arms to overcome a
lack of stiffness which showed up
in harder steering through fast
COMers

The FA1C/1 has become the
development car: it will be tested
on the track now being built by
Osella near its plant: a narrow
track, 1700m long, with two or
three different track combinations
available, it should be finished
within three weeks.




THEODORE
TYO02/1: Jan Lammers
(NL)

soudin s
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tional routes. Welcome to our world.

747and Tii-Star service on intermna




making sure nota single drop of petrol is
wasted in faulty combustion.

Its a typical example of how BMW are
using electronics to give their cars a level
of precisi 5 beyond even their powers

hanical engineering,

No merely mechanical braking system

mple, can let you safely steer and
brake at the same time.
tly what you can do if you
specify our ABS computer controlled

0L FUEL CO SHURBAN CYCLE 16 [MPG. 54
FOR A BROCHURE ON THE RANGE AND DETAILS OF SPECIFICATIONS WRITE TO, BMW INFORMATION SERVICE, P 0. BOK 46, HOI

|

|

SINg,
tronic fuel ¢ onsumption

"~ Electronics
with the Service C ch a
adjusts the erVICe intervals to the
way you drive.

And depending on how You drive, this

BANCY AN, SenpH
WE 01837 465, (LITERATURE nequs;

you
nd better informed driver
2ry car should
as advanced

| THE ULTIMATE DRIVING MACHINE

OR TAX.FREE SALES. 56 PARK LANE, LONDON W1, RING 01

ity flows more
while its special formu-
g wear and corrosion.
Niki and John put exactly the
the to work as in

s dIs
the ones they drive after UN'PART
= _—1
==

they ge th

Now what'’s the question?







On the Grand Prix Formula One cir-
cuit, there is one motor oil that is
dominant in dependable engine pro-
tection. Valvoline” Racing Motor Oil.
More Formula One teams use v
Valvoline than any other motor oil, 1 AWDLNE

Because Valvoline protects Grand Prix Moo ot

engines from the tremendous heat and
friction of racing.

And, for everyday stop-and-go
driving, Valvoline® Motor Oil protects
your engiue the same way it protects

the most expensive racing engines in
the world,

Valvoline Motor Oil ;...

SILK
CuT

THE MILD CUGARETTE

Enjoy the gentle pleasure of Silk Cut.
The international choice in mild cigarettes.
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