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Doesyourcarhav:

What's the first name you think
of when you think of motorsport?

Ferrari? Porsche? Lotus?

Where does Ford come on your
list? In recent years Ford and Ford-
powered cars have taken part in
practically every major category, and
quite a few of the smaller ones too.

Monte Carlo Rally winners 1953
Maurice Gatsonides and Peter Worledge
and their Ford Zephyr.

e

Sometimes winning, sometimes
losing, but always learning.
Few companies have shown
such devotion to the sport, or had as
much success.

Come back twenty years with us
and see how much you can remember
of the triumphs and tragedies, men
and machines that are motor racing,
And along the way we'll try and
explain what makes us run . . .

Although Ford cars were racing
long before (a Zephyr won the
Monte Carlo Rally way back in’53),
we'll start this story in the '60s,
because that was a golden era,

Wherever you looked, Fords
and Ford-powered cars were
competing, just as they have been

ever since,

blood?

as Graham pointed out, he'd already
drunk the vic‘rorﬁrﬁilk!@ﬁ -

-
L]

racing

1965

~ And back we went to
Le Mans. This year the
battle was so fierce that the
entire Ford and Ferrari
works teams blew them-
selves up. Inthe end a
private Ferrari, the American-
entered 250LM driven by Rindt and
Gregory, won. But we were learning, ;
and that after all, is why we go racing. | “

inits
Caa)

Jim Clark Lotus Cortina.

1964
Remember 19647 By now the
all conquering Jaguars had been de-
throned by our rumbling Galaxies
and the amazing Lotus Cortina had
made its debut. Those were the days

1967

Another historic year for Ford.

when Grand Prix stars regularl Jim Clark (who else?) too_k the new
drove saloons as well. We}i ui‘rllyever Cosworth Ford Grand Prix engine to
forget the sight of Jim Clark two victory at its first attempt. The car was
wheeling his Cortina to victory in the alLotus and the race was the Dutch
British saloon car championship? Grand Prix. The engine went on to

It was also the year that the win three other GP's that year — the
Ford GT40 first went to Le Mans,

British, the American and the Mexican.
Back at Le Mans we witnessed
the last of the great Ford — Ferrari
battles. Three Fords were eliminated
» during the night in a single accident
in the Esses. But luckily the engineers
had found the reliability they
needed and the leading Ford Mark IV

And we learned that you didr't take
on Ferrari and win at your first
attempt!

There was some consolation
though. The Ford-powered Cobras
finally broke Ferraris hold on the GT
Category, beating the equally glorious

GTOs. There's nostalgia for you, o
Meam”hﬂe‘ S rallyyfront’ stay ab;zd of the second place
aCortina won the Safari with Peter 1968
Hughes at the wheel [t was the

“d Of hve[ or ns T40 Mk lls Le M s the Atlantic, Bruce becaus I had tarted
the Atl a quiet e his ca S e
d wWins in one of G ans 1966, Acros

1968

Scotsman did the unthinkable.

iy S i k tIndy. covered the greater distance. A year overshadowed 't?y the
: . #n; (o:rllellﬂ.t(l'?aia{)ﬂ&‘ﬁi?d ('aitei?laa Flgri GT40s also won the World death of Clark in an unexplained
g eresc;l LOt;JS. The rear engined Championship of Makes. And a accident at HOC[:(thEJn:_] i1
Eeoxrzlution had arrived in America.  Lotus Cortina driven by Bengt Graham Hill won the Wor

Soderstrom took the RAC Rally.
You may think of the Cortina as just
a family car. But it's had its fair share

Drivers’' Championship. It was his
second but the Ford engine's first.
At Le Mans the regulations had

1966

It’s third timg lucky at Le Mans.

: of exciternent. changed and the race was held in
Fo_rd GT4Q M”Ifogﬂggg 4553%;13 Back at the Brickyard, it was Autumn. But Ford won again, this time
7 litre englne;b% honthe Graham Hill's turn to blow off the witha GT40 entered by John Wyer
and KOIJ'I-’““S:r o flijnished first. locals, with Clark second and a and driven by Rodriguez and Bianchi.
Muf:ggi; ti?;? i Rt the young Jackie Stewart sixth. All in Meanwhile, a slightly humbler
sec g

Ford-powered cars. At the finish
Jimmy thought that he'd won the
race and mounted the rostrum, but

Ford had taken to the fray. The first
of the Escorts. It would soon be win-
ning virtually every rally in sight.

? Denny Hulme and Bruce
]?\z(zf.aren tried to stage a dead-heat.
But the organisers gave the race to

The Ford powered Daytona Cobrg, World ¢ hampion GT carl965.




Racing in the blood (continued)

1969

1969 was Jackie Stewart’s year.
He took the World Champienship in
a Matra powered by Ford. It was also
the first year in which Ford engined
cars won every race on the GP.
calendar. They did it again in1973.
And the GT40 won Le Mans
for the fourth and final time. On this
occasion it undoubtedly
owed its victory to
Jacky Ickx who
managed to keep the
by now ageing car
just ahead of a new
Porsche, beating it to
the line by a mere
30 vards.

Jackie Stewart. World
Champion 1969,1971,1973.

Jochen Rindt was champion.
But, as everyone remembers, the
spectacular Austrian was killed
in practice at Monza. Motor
Racing mourned.

Earlier in the vear, Ford entered
ateam of Escorts in the longest rally
ever staged. The World Cup from
London to Mexico. One of them was
driven by a young Hannu Mikkola,
who drove so fast in the early stages
that his co-driver threatened to get
out, convinced that the Escort would
never last the pace. It did though,

and won. To celebrate, we brought

out a special edition of the Escort
called the Mexico. Today a Mexico is
something of a collector’s piece, but
slightly cheaper than a GT40!

1971

One of racing’s most success-
ful partnerships was developing. \
Jackie Stewart and Ken Tyrrell. The
blue car, with its Cosworth Ford
engine, dominated the Grand Prix
season, giving Stewart his second
World Championship.

Meanwhile, in Europe, Ford
went saloon car racing with a ven-
geance. The feature of the season
was the epic struggle between our
German entered Capris and the 4
winged BMWs. From an engineer- o, = *
ing point of view, saloon car racing 5
is especially important to us since
the cars are that much closer to the
ones that we sell. Who would 12 years that a British driver won the
believe that a Ford Capricouldbe RAC Rally. Roger “Albert” Clark did
developed to the point that it could it in an Escort. The Escort would go on
lap Le Mans faster than the to win the RAC eight years running,
fabulous Ferrari Daytona. proving (as if proof were needed)

that it’s as tough as they come. As
o~ for “Albert) no one could

Danl FRB T, :
Mirror|&Y M.A’ﬁ

n celebrate RAC victory 1972,

The car? An Escort.
It was also the first year for

Hannu Mikkola Ford Escort.
World Cup Rally1970.

1972

Now it was Colin Cha man'
turn to throw his cap in thepair‘ H?s
new driver, Emerson Fittipaldi
crowned a meteoric rise from
Fotmul_a 3, by winning the World
Championship in a Lotus, As ever,
he had a Ford engine behind him,
Th.e season was marked by two
other historic events. It was the first
vear that the East African Safari was
won by a non-African driver.
Remember who? Hanny Mikkola,

catch ‘him. For the next 4 years he
and his Escfort remained the domi-
nant force in British rallying, cleaning

up the Brifish Rally Championship in
1972,°73

and '75,

1973

Jackie Stewart was back in
control. In this, his final season, he
| clocked up his 27th Grand Prix win
25 of those wins were powered by
Ford. The other two were at the
wheel of a BRM,

On the rally scene, that original
Flying Finn, Timo Makinen, was
driving Ford Escorts as they had
never been driven before.
(Apparently they handled rather

to pilot round his native forests!)
This year he was to score the first of
a hat-rick of victories in the RAC

1974

After several years of having been
outclassed by Ford powered cars,
Ferrari was back in contention, with
Niki Lauda and Clay Regazzoni
driving. But the Cosworth Ford

Fittipaldi driving a :

beating Clark’s and Fangio's records.

The Ford-powered Gulf Mirage. Le Mans winner 1975.

1975

The flat 12 Ferrari engine finally
gained the upper hand and a non-
Ford-powered car won the World
Championship for the first time since
1967. When it first appeared, the
Ford engine developed around
350 bhp. By now it was producing
closer to 450. And the pressure was
on for still more.

Back ate Mans, though, it
proved that it still had more than
enough, plus the reliability it takes to

better than the timber trucks he used run flat out for 24 hours. This time it

was mounted in the blue and orange
Gulf Mirages entered by John Wyer,
one of sports car racing’s most

rally, a feat no-one has equalled since. experienced team managers. (He

master-minded Aston Martin's win
back in 1959, then several Ford wins)

A sleeping giant was waking up. This year he did it again. The

drivers? Derek Bell and Jacky Ickx.
They covered 2,847.7 miles.

1976

A dramatic year in Grand Prix.

engine wasn't ready to liedown yet.  NikiLauda crashed at the Nurburgring

McLaren Ford
narrowly won the
championship.

-

and then staged an amazing come-
back. But James Hunt in a Ford-
powered Mclaren came from behind
to clinch the title in the famous wet
race at Mount Fuji, Japan.

Talking of James reminds us of
the grass roots of motor racing. Like
so many champions before him, his
career had started in Formula Ford,
where they use only slightly modified
Ford engines. Isn't it amazing that
basically the same engines that
powered Ford Cortinas are so effec-
tive in racing? It says a great deal for
the original design.

19717

Ferrari's year again, and the
pundits were predicting that the
Ford engine had finally had its day.
That didn’t stop a Ford-powered
Wolf driven by Jody Scheckter,
winning at Monaco though, and
chalking up our 100th Grand Prix
win. As history would relate, there
were many more to come though the
competition was getting tougher
all the time. We welcomed that
competition. After all, it's far
more satisfying when you
beat Ferrari, Alfa
Romeo and Renault
engined cars than it
is just racing
against yourself.
Rallying was getting
tougher too. To win
the 1977 Safari we
had to beat works
entries from Lancia,
Fiat, Peugeot and
Datsun.

100th GP win for Ford Cosworth i
Scheckter. Monaco 1977, St



Racing in the blood (continued)

1978

~  The genius who invented
the monocoque Grand Prix
car now started another
revolution. Colin Chapman
taught us all a lesson in aero-
dynamics with the beautiful
Lotus 79, and the words on
everyone’s lips were “ground
effect” Soon everyone was
building “wing cars. but for
1978 the two black Lotus of
Andretti and Peterson left
everyone behind, challenged
only by Bernie's outlawed “fan
car.” (Motor racing is still the
hot house for new engineering
ideas) “ground effect” gave
the Ford engines a new lease
of life and Andretti a clear cut
championship, but the year
ended tragically when Ronnie
Peterson, affectionately known
as “Superswede and one of
the fastest drivers ever seen,
was killed at Monza.

for Hire

e Mikkola, Escort winning the RAC.

Capri won the Spa 24 hours race,

a test of stamina and endurance.
And Capri driver, Gordon Spice
won his class in the British Saloon
Car Championship for the fourth
Vear running. He was to make it five
in 1980,

InFormula1 our engine was
still winning races. Alan Jones and
his Williams won 4 Grands Prix but
our old rivals Ferrari took the title.

e " — 1950

Gordon Spice Racing Capris, Five times class w

1979

oon CarC hampionship.

The Ford engine soon came
Meanwhile we had started back, powering Alan Jones and his
experimenting with a Rally Fiesta Williams to a popular win. By now
This was to be our last year of  This was purelyadevelopment ~ OUr V8 was developing close to 500
rallying with our old warhorse, the  exercise to see what would happen - . ;
Escort. But what a year it turned out when 160 horsepower was applied
to be. After years of continuous de- o front whegl drive transmissions
velopment the two litre engine was  The development car surprised 48
producing a reliable 240 bhp and the us all by coming second in its
car had five bar link rear suspension. class in the Monte Carlo Rally,
It took its eighth consecutive winin ~ The lessons we learned were
theRAC Rally, and after aseason  fed into the system. One car
long battle, defeated Fiat for the that benefited was the neyw
World Rally Championship, winning  front wheel drive Escort, later
the Portuguese Rally, the Acropolis  to become Car of the Year 198
and in New Zealand and Quebec. n saloon car racing a Ford

10orsepower and could still hold its
wn with twelve cylinder Ferraris
ind Alfas and turbo-charged
{enaults.

LeMans winner1980.
The Ford powered Rondeat.
It also beat the cream of the
world's sports cars in a French T\
Rondeau at e Mans. And a turbo-
charged Ford engine took
Indianapolis. Qur tenth win in the
last 15 years.

Follow that Fiesta.
Club racing at Silverstone.

little more exciting to drive than

The new C100 long distance racer for Le Mans1982. other makes, it’s partly because they

And beyond... fuel economy regulations. have racing in their blood.

By now you might be asking, If, as a result, the Ford cars you We'd like to pay tribute to all the
haven’t we done enough to prove can buy for the road are a little more  drjvers and technicians who have
our point? efficient, a little more reliable and a brought us so much success and

leave you with this message.

Not a bit of it. Because motor 5
If ever you needed proof that Thaias co

racing provides more than just pUb’ competition improves
licity. Today’s racing and rally cars the breed, here it is.

explore the outer limits of automotive Z:;ﬁiniﬁgﬁ"‘
technology. The competition inspires adrenalin.

our engineers and designers and y
supplies them with a wealth of know- p . 3
ledge they wouldn’t otherwise have.

That's why, even now, we are
developing another maobile test
bed, the C100 long distance
racer. It's a car that will have to
run under strict

AlandJones.
World Champion
1980.
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_The paddock in Imola

AVON'S QUIET
ARRIVAL

At Imola. for the first time since the
champianship season opened at
Long Beach in March. there was
some tyre opposition 1o Michelin,
The big white truck with “Avon”
written on its side looked unfami
har in the paddock. but most of the
personnel intheir light blue base
bill caps had been seen before in
racing.

Thew boss is Jean-Francois Mos
nier, born in Michelin’s home town
of Clermont-Ferrand. Now a natu-
ralised British subject. Mosnier 1s
Managing Director of International
Racing Tyre Services, the company
which handles sales of Goodyear,
Pirelli and Avon racing tyres from
impressive headquarters near Lon
don.

Mosnier is justifiably proud of the
enormous amount of effort which
has gome into setting up a comple:
Tely new racing tyre manufacturing
facility at the Avan factary west of
London in rural Wiltshire, “We ve
(e .a vear's wark or maore i only
fur months, he said in ltaly, “We
ested some tyres for imola ooly
WSt Thursday . England,  and
when we fouynd a minor problem .
e productan process we hoed
Eompietely new tyres made and
ey ta qo when the truck left for
it the following Tuesdday, "

Only ane team had decided 10 com
mit itself to Aven at Imola, “/ hearid
SO Francols explam ar 0 prosy
conference thal fie would e able o
SERN A0 mare than three [eams
with tyres thrs vear®. said Fittipaldi
TM Peter Warr. “So [ telephoned
henpmmediately and tosd hun that
v wanted o be one of the three.™

Michelin 1s expected to continue
supplying Formula 1 teams with ty-
reés this year, but for the remainder
ol Ihe season only the French com
pany's four contracted teams - Re-
nault, Ferrari, Alfa Romea and Tal-
bot - have guaranteed supplies of
free rubber (and some Brtish
teams will be assisted). Although a
price of 500 per set of tyres has
been mentioned by Avon, Warr
wants 10 ensure that his team is
able to co-operate with Avon in de-
veloping better and faster tyres.

Nevertheless, Mosnier was at
Pains to explain both to the Miche-
linpersonnel and to the press that
neither Avan nor IRTS intends to
get involved in the sart of tyre
“war which would result in unac-

10

centable cost.  We'ri i this bus:
DESS s o fong. term project,”™ he
sail. “we expect o be suppiving
rcig tyres lang after the
IR e S i

ajor
3 efropped oul

The weather on Sunday afternoon
was destined to make Avon's mo
dern racing debut a difficult one.
Rosberg. the only Fittipaldi driver
to qualify for the San Manno GP,
had found during the Sunday mor
nmng warm-up that the soft Avon
rdin tyres were not sufficiently du
rahle to be relied upon for a full 60
laps. s0 he toak the gamble of star
ting on shicks. His race ended after
14 difficult laps when s engine
farled

MICHELIN :
SIX TEAMS
ONLY ?

With Avon tyres appearing at Imola
an the Fittipaldis, and Pirelli on the
Candy-Tolemans, French giant M
chelin nolonger has the monopoly
on racing rubber that has existed
since Long Beach. Does this mean
another tyre war

Responding on behalf of Michelin's
competition department, engineer
Pierre Dupasquier told GPI in laly
that “the wleal arrangemient would
he for us'to look after five or six
reams only.

“We are already contracted to four
tearns ' Ferrar, Alfa Romeo, Talbot
and Renault. We expect to sign Wil-
liams very shartly following further
discussions during. the course of

the next few gays for the seme_-
ment of some minor details. As d
result, we will be represented on
every kind of chassis fitted w{!h all
the different engine cnqﬁgura-
tions. That's the basis we're 100~
king for, -and we expect 0 be
warking closely with the front run-
ning teams, We want to be with the
Guick cars and the consistent dri

vers:”

The absence of Brabham from Du-
pasquier's listisat first sight surpri-
sing. Itcould well be, however, that
Bernie Ecclestone’s organisation is
the “sixth team' tg which the
Frenchman alluded. Lotus is also
believed 10 have been in the run
ning for Michelin support, but the
current anxieties over the future of
the Norfolk team would appear to
have made this less likely

¢ our decisions
s of Ferrari and

admits  Dupasquier
are aur pnvileged Cusio
thers dnd must be treated as such
thanks: to them that we have
able to develop our racing ty
res fa their current level We have
ta consult them, "

“Ta sGime ext

In fact, neither Ferrari nor Renault
would want to exercise their veto
nghts: “Renault is well aware of
the benefits which would follow
froen any collaboration between
Michelins and Williams, " says Du-
pasquier. ‘It amounts to a suppie
itary source of valuable infor
wan. There s aiso rhe possibiity
fnowing a request from Enzo Fer
rart - that Michelin will be grving a

nelping hand to. Osella, " The two
Enzos are known 16 be close Ass0-
ciates

Looked at from a strictly sporting
point of view, the current arrange
ments (under which Michelin sup
plies |dgnl|::al tyres 1o those teams
requesting them) would appear to
be the best. No doubt smaller
teams like Ensign and Theodore
would agree

But Michelin's revised arrange-
ments are more logical, “The ap-
nearance of rvals obliges us o
mike appropaate preparations for
{hie future, " Dupasquier points out.
“We can't afford to rest on our 4y
rels and continue Supplying eves
rvone. That wauld mean risking the
possihiliy of anather tyre cam.
pany catohing us navping by ta-
King tyres for just one team. We

miist ga ahead with our develop
ment programine, and that enars
offering advantages o certamn
carefully-chosen teams. | would
Sav. fiowever, that we mtend to
treatall ourcontracted teams on an
equal basis, without favouring any
al them over the others, "

WHY LOTUS
STAYED AT HOME

The most important absentee from
this first ELiropean GP of the 1981
season was Essex Lotus. The deci-
sion of the Appeal Committee set
up by FISA in Paris an April 23 to
hear the arguments of rival cons-
tructars was final. the Essex-Lotus
188 did not meet the regulations
and would not be allowed to race

The following morning, Colin

Chapman flew himself home to
Norfalk in his private plane. The Lo
tus owner had already made a sta
tement to a press agency sugges
ting that he might withdraw from
racing altogether. There was cer
tainly no question of Lotus racing
at Imola, for quite apart from the
difficulties raised by the arrest in
Zurich and release of his sponsor,
Essex boss David Thieme, the old
Lotus 81 chassis were badly in
need of overhaul

While Thieme was making an as
sessment of his financial affairs in
Monace and preparing a defense
against 1he charges of financial
misdeeds which had been made
against him in Switzerland, Chap
man telexed FISA to annolince that
his cars wauld not be able to take
part in the Imala race. FISA imme
diately accepted the situation and
sent a reply excusing the team

from its contractual obligations

It Chapman had been senously
considering a permanent withdra-
wal from racing, the indications in
the week before Imola suggested
that his. mind was by no means
made Qne of the old Lotus Bls
had E N taken Donington Park
for atwo da
sell, and' spect
new bodywork shapes were invited
to leave the pits before th

tails.

y to abserve the latest
noves. Asked about Lotus
ns, Collins insisted that he knew
ng of the rumoured Lotus 87
hich 15 said to be a E
sion of the B1 with a
chassis. “‘Thera 15 only
TOWS What our racing plans

¢ said Colhins,
pman | know

with nee

ated ve
rbon fib

Elsewhere in the pits, @ much hap
pier young man was Brazilian Ro
berto Moreno, the "“world” For
mula Ford champion who was re
cently signed to a three year
contract with Lotus as a test driver
Hawving spent 19 hours in a train
fram England in the hope of seeing
his friend and mentar Nelson Pi
quet win the GP, Moreno was un
derstandably thrilled. Adding to his
excitement was the promise that
had been made to him that it will
nol be long before he, too, gets his
first chance. For this “driver of the
future™ expects fo test a Lotus For
mula 1 carverysaon

REBUILDING
THE RUIN

\YRegardiess of the vicissitudes
which may afflict it, “sport” re-
mains an integral part of the word
“motorsport.”’ It is pleasant to re-
port that at Imola, thanks to a fortu-
nate combination of circumstan-
= ] ces, the proof of this homily emer-
: '% ged with outstanding success. The

: ‘race performances of three drivers,
most notably of Nelson Piquet but not forgetting
Didier Pironi or Gilles Villeneuve, restored For-
mula 1 to its true status as a competition
between drivers, returning it to its former giory.
At the same time, Scuderia Ferrari must be salu-
ted for demonstrating the rude heaith of its tur-
bocharged V6 engine (still with only four races
behind it), and for reminding us that Formuia 1
continues to abound with exceptional engi-
neers.

The race, it must be said, came as a relief - thanks
largely to the three drivers mentioned above.
Their Imola prowess made it all the easier to set
aside the memaries of more recent unpleasant-
ness, dating back to two days beforhand.

For a while during practice, as so many of those
present where tempted to recall, there was a
strong flavour of Jarama and the crisis which
broke out at last year’s Spanish GP. In fact, just
as they had done at Jarama, the Brabham, McLa-
ren and Williams mechanics started up a soccer
match on the track in front of the pits.
Meanwhile, the Formula 1 dignitaries were deli-
berating in the air conditioned luxury of their
motorhomes.

It seemed once again that the Gordian knot was
tightening. The hard technical line adopted by
the scrutineers, while understandable, was han-
died maladroitiy; and it was followed by a strike,
more arguments and a delayed start to quali-
fying. At the heart of the problem are the subter-
fuges adopted by many of the constructors in
order to exploit the lack of precision in the cur-
rent rules. That argument has by no means been
settied yet.

It is doubly unfortunate that there are strong
points in favour of the arguments put forward by
both sides: for although not everyone is right,
certainly no one is wrong. When the truth has so
many different facets, it's not difficuit to pick
out the one that reflects one’s own case in the
best light. As yet, it’s difficuit to see how a suita-
ble compromise will be reached.

Happily, Pironi, Villeneuve and the winner of the
race, Nelson Piguet, did a iot of good for Formula
1 at Imola. In the 105 minutes of one race they
were able restore the exceptional image of For-
mula 1 which it shouid never have been allowed
to lose. It would be good to imagine that this is
the start of a genuine revival. .

Eric BHAT
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The paddock in Imola

WANTED!

The publishing group that
produces Grand Prix Inter-
national is looking for black
and white and colour pho-
tographs covering Enzo
Ferrari and all Ferrari cars.

plus any illustrations or
cut-away drawings. Please
write to Thierry Schimpff,
7 rue de Lille, 75007 Paris.
France if you have any sui-
table material.

JARAMA
REVISITED

Arriving at Imola shortly after ten
on Faday morning, there was that
weird feeling that things werent
quite night. Itwas too quiet for there
to be 30 cars trying to sort themsel-
ves out for the afternoon qualifying
session. Sure enough, a quick peek
at the track revealed that Formula 1
appeared to be split into two fac
tions again: FISA and FOCA sup-
porters. It was just like Jarama last
year, only this time it was the FISA
men who were out on the track,
while the FOCA men kicked their
heels in the pits.

Anyone with an ear to the ground
knew that there was going to be
trouble at Imola, and trouble there
was. Grand Prix racing’s latest de-
velopment, hydro-pneumatic sus-
pension, needed some sort of
contral or check. The local scruti-
neers tock a tough line, and decla-
red that only two teams had legal
cars; Renault and Toleman. The
others were illegal for the following
reasons:

1) - flexible skirts: Williams,
Brabham, Tyrrell, McLaren, ATS,
Ensign. Fittipaldi, Alfa Romeo, Ar
rows, Osella and Theodore

2) - flexible material between bo-
dywork and rear wheels: Williams,
MgcLaren, Brabham, ATS, Fittipaldi.
Alfa  Romeo. Ferrar, Arrows,
Osella, Thedore and March

3) - flexible material fitted to under-
side of nose fin end plates: Tyrrell,
Williams.

4} -variable height suspension
systems: Williams, Tyrrell,
Brabham, Osella, Fittipaldi. Arrows
and Ligier

The first three points were conside-
red to be unacceptable following a
precedent set in the FIA appeal tri-
bunal of April 23 when it was consi-
dering the Lotus B88. Cars affected
by point 4 would be judged when
their systems were operating with
the car at the lowest point.

Most teams had 1o put their cars
right before they went out on the
track. Even so, that strange quiet-
ness shonly after ten was because
only Renault, Ferrari, Alfa Romeo,
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Osella, March and Toleman were
running their cars, and shonly af-
terwards, March joined their fellow
FOCA supporters in the pits - on
strike untl things were soried out.

The session was soon over, but the
tatking went on behind the scenes.
While Gordan Murray and Jan
Lammers tuned into their personal
stereos and the Brabham mecha-
nics challenged a combined Wil-
liams and McLaren team to a game
of football on the track, Bernie Ec-
clestone pleaded with Jean-Marie
Balestre to “help us try. and find &
solution.” And find a solution he
did. The variable height suspen-
sion systems were given the ok, but
“flexible” skirts had to be replaced
with “rigid” wversions. In the
strange but true department, Ber-
nie Ecclestone and Max Mosley,
principals of FOCA, sang Balestre’s
praises: “d’s thanks to him that
we 've sorted this thing out.™

BORGUDD PléKS
UP THE RHYTHM

If you'd asked anyone who, aut of
the 30 drivers at imola, wasn't
going to qualify for the San Marino
Grand Prix, one of the first names
they would have mentioned would
have been Slim Borgudd's. It was
unfortunate that while Slim was so
Ipoking forward to his first Grand
Prix, all the so-called cognoscent
had already marked him down as a
non-qualifier. Thanks to a profes-

sional drumming career in his na-
tive Sweden, 34-year-old Tommy

Borgudd, nick-named Slim, had
met the world's most successlg\
pop group: ABBA. The band's
name was written all over the ATS
team’s truck and motorhome,
while Slim - being much less well
known - was written off by the
“expens’” almost before he'd step-
ped into the car.

In fact Slim hadn’t had things quite
that easy. He began racing in 1970
at the age of 23. The following year
he won 16 races in Formula Ford,
and in 1972 he was Sweden's 2-
litre sports car champion. The folio-
wing he was the national Formuia
Ford champion, but then he ran out
of money, and it wasn't until 1978
that he reappeared, this ime in For-
mula 3. In 1979 he finished third in
the European Formula 3 cham-

pianship, and Britain's Autosport
magazine rated him second to
Alain Prost. Last year he raced only
occasionally, including outings in
an F3 Ralt run by Roger Heavens
who, ironically, joined him in the
ATS tearn at Imola

it was basically thanks to his friend-
ship with ABBA that he was able to
make his Formula 1 debut
“They're sponsoring me,"” he ex-
plained, “but [ can tell you that it
was much more difficult asking
them, as friends, for money to go
moior racing than asking a big
urtknown company to sponsor
me."" Slim met the group when
drumming in Sweden’s recording
studios. He has worked with them
as well as other pop groups, but life
hasn't been all that glamorous: at
one point he had to sell his drums
to support lus motor racing

He amazed all the pundits by quali-
fying for his first Grand Prix \anwhat
could be termed a bitza car. His
main problem was keeping it on
the road in a straight line. And AB-
BA’s name was seen on the ATS

throughout the race as Slim ¢
the car to 13th position
ABBA be cheering him on at fu
races? “Yes, they may came

or two, individually of course
meone may come to M
said Slim. Meanwhile, he

forward to continuing a new c
which has certainly taken off v

MICHELE
ALBORETO :

FROM THE ITALIAN
SCHOOL

Michele Alboreto is a typical pro
duct of ltalian racing, and there
seem to be a lot of them in Granc
Prix racing these days. He began
racing in Formula Monza at the age
of 19, then moved on to two years
in Formula Italia. He made the ob-
vious step into Formula 3 in 1879,
with a March-Toyota entered by
Euroracing

Michele’s first F3 season wasn't
without its accidents, but at the end
of the season, he took over team
mate Piercarlo Ghinzani’s March
Alfa as the latter was assured of
winning the Italian championship
and went off to South America to
do the F2 Temporada. Michele
(pronounced “Mee-kay-lay”) won
the last two races of the cham
pionship so Euroracing offered him
a seat in their European team for

1980, alongside Teo Fabi's younger
brother Corrado. It was a very exci-
ting F3 season, with the two Euro
racing drivers consistently in
contention and challenged by Mar.
tini driver Thierry Boutsen, In the
end Alboreto won the champions
hip from Boutsen and Fabi, even
though the two Euroracing men
tangled together at Zolder,

While Fabi replaced his brother in
Mareh's 1981 Formula 2 team, later
to be joined by Boutsen, Alboreto
spent a long time looking for a
drive. He has personal sponsorship
from Candy but nothing else. Even:
tually the Minardi team agreed to
run him without sponsorship for a
few races, and it was when these
first four events were over and Al-
boreto still hadn't scored a paint in

the championship that the F1 drive
a Ceramiche Imola sponsored
Tyrrell came up. He
qualifyi

teammate Eddie Cheever and run
ning well before tangling with Gab-
biani during the race

Now this 26-year-old from Milan
has to establish just what he's
going to do with his career. His
drive with Tyrrell was a one-off. His
future in F2 is uncertain, so his
Jular drive when he wants i
be in Lancia’s World Champions
hip of Makes team in long distanc:

races. After such a promising
Grand Prix debut, that seems a
shame.

DEREK
WARWICK'S
F1 REWARD

A brief look through the record of
Derek Warwick's racing career
would reveal nothing of the strug
glewhich this 26 year old Hampshi-
reman has had to go through on his
way to the top. He started early in
kart racing, at the age of 12, and
five years later his hot rodding
brought him the resounding title of
‘World Super Stock Champion™
Moving on to Formula Ford, Derek
scored three victories in 1975 be
fore putting himself firmly into the
record book in 1976. That memaora-
ble season brought him no fewer
than 31 race victories, the Euro:
pean FF championship and the en
couragement of a Grovewood
Award. His first year in Formula 3
was less successful, for although
Derek took the British titles sponso
red by Vandervell and Toyota, the
vital BP championship was carried
off by his season-long rival and
friend Nelson Piquet

Throughout this time, ever since he
had left school, Derek was closely
nvolved in the family business at
Alresford. Warwick Trailers manu
factures a much sought-after range
of light trailers, and in recognition
of the support which his racing re
ceived from the business, Derek
had spent long hours of physical
work alongside his father Derry
and his uncle Stan. While the well-
developed biceps on Derek’s arms
may be a sign of strength, they also
bear witness to the efforts of a man
who has had to work far his racing
His first F2 season, as a privateerin

1 reflected this fact, for the
budget was more than the com
alone could afford to pay. Al
was some support
m BP and from Midlands adver
tising man Jack Kallay, the two Eu
1ship points wh ch
that year cost a consi
derable sum in bent suspensions
and blown-up engines.

But the BP ass! on bore fruit in
1980, when Derek was called up to
Brian Henton in the BP
man team. They
proved perfect team mates, as
i away with the Euro
arwick took two
y to the runner

When Warwick arrived at Im he

had only one test session in the

Candy-Toleman behind him, but he

ooked fitter
e

uPs
ATATS

There were lots of new faces to be
seen in the ATS team at Imola

fir rtra Gr

AND DOWN

Mexican-born -Jo Ramirez, the
longest-serving team manager that
ATS han 0 its five year history,

resigned during the previous
ek together with three of the Bri

sh mechanics, and ATS owner
Gunter Schmid had signed up Bri
tish sports car and F3 expert Roger
Heavens to help look after a new
ci which includes five Germans

It is difficult to forecast what the
future holds for ATS. The new
chassis designed by ex-Ligier eng
neer Herve Guilpin should be ready
for Zalder, but Jan Lammers was
understandable depressed not to
have qualified at Imola, especially
as the inexperienced Slim Borgudd
outgualified him in the second ATS
and went on to finish 13th in the
race. Unlike Lammers, Borgudd

Has been able 10 bring some SpoN-
sarship to ATS, whose motorhome
looked very smart with the logo of
the Swedish Abba singing group in
large letters.

Schmid may find himself faced
with having to make an unpleasant
decision very soon, for if Lotus re
turns to racing at Zolder and Sch
mid wants 1o run two drivers, that
will oblige the organisers to have
some pre-qualifying sessions And
pre-qualifying is something that all
the teams wish to avoid if possible

—
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and Prix International’s repe
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HE POWER
AND THE GLORY

Two consecutive wins have rocketed Nelson Piquet into
second place behind Carlos Reutemann in the world cham-
pionship. His brilliant Imola performance stilled some linge-
ring doubts from Buenos Aires, and with fourth place fltom
Hector Rebaque the Brabham team went home satisfied.
With the celebrating behind them, they’ll be getting down to
work on their next project, for there’s a BMW turbo in their
future - and a brand new car to be tested.

he GP of San Marino was run

under the most difficult of

weather conditions. The dri

vers had only the half hour

Sunday morning warm-up
session in which to get their cars set up
for the wet, and during the race itself
several showers of rain lubricated the
track surface at the very moment when
it looked as though it was about to dry
Throughout the 60 laps of the deman
ding Imola circuit, there was only a nar
row dry line

It was in these conditions that Nelson
Piquet drove the best race of his career
Ninth on the first lap after being de
layed at the start, he had taken his Par
malat Brabham past Jones, Watson
and Laffite as they headed for the pits
But Patrese and Reutemann had been
tougher opponents, for their cars were
running well and he had to find a way
past them on the wet part of the track.
Once ahead of Patrese, however, he
faced his most difficult rival, for he was
now in 2nd place and the only remai
ning obstacle was a healthy Ferrari tur
bocar driven by a determined French
man called Pironi.

For more than 20 laps, the Brabham
driver shadowed every move that the
Ferrari made. Piquet found hirnself al
most mesmerised by the sight of the
Ferrari’s two glowing KKK turbos. He
could not relax for an instant, for he had
to be ready to take advantage of any
mistake on Pironi’s part, yet at the back
of his mind was the knowledge that a
turbo engine can blow up violently at
any moment. That, at least, had been
his experience during tests with the
turbo-BMW version of the Brabham
during the winter...

Yet Piquet found a way past Pironi on
lap 47, and he raced on to take the flag
after almost two hours of racing. Stan
ding quietly among the cheering
Brabham mechanics on the finish line
was the car's designer Gardon Murray.

“l wasn't at ali worried about Nelson

by Mike DOODSON

being so close to the Ferrari,” said Mur
ray. “He has becaome a really good race
driver, as we saw last year. | think he's
now in the Lauda class
make mistakes, noteven in circurnstan
ces like today."’

he doesn't

Murray was happy for Nelson and
happy for his team. But there was a
personal reason for his satisfaction, al
most indeed an element of revenge. In
the next door Williams pit, throughout
the weekend, there had been a series of
unseemly comments about the
Brabham, its controversial flexi-skirts
and even past results. “Three of the last
six Brabham wins have been highly
contentious,” said team co-ordinator
Charlie Crichton-Stewart with an unty
pical lack of grace. (A reference to Lau
da’s “fan car” victory in Sweden 1978
Lauda’s Monza 1979 win after a protest
against Andretti; and Piquet's recent
Argentine walkover with the help of fle
xible skirts).

But there was nothing contentious
about this win, as Murray explained
“Here at linola, the officials forced us
inmy opinion incarrectly with regard to
the rules - to take off the flexible skirts
and put on rigid skirts. We weren't the
only team picked out, either: even Fer
rrt were told to make some changes to
their skirts!” It caused some good natu
red comments among the British
teams after the race when it was revea
led that Pironi had lost part of a skirt on
a kerb, for the new rules - in which
many observers feel that the Commen
datore had a guiding hand - forbid any
part of the badywork from touching the
track "at any moment

The Brabhams of Piquet and Rebaque
had arrived in Italy with a completely
new system of hydro-pneumatic sus
pension. It caused immediate serious
problems. “/t wasn’t warking at all on
the first day,” said Murray, “so we had
to make some of the parts overnight,
but the car was better this morning and
Nelson decided he liked it well enough
to race it like that."

Gordon
Murray: so
far, he is the
outstanding
designer of
the year.
despite the
occasional
protest.




Nelson’s winning car. This time there were no mistakes in the choise of tyres.

Murray refuses to give any more
details of the transformation (“Aope-
fully other tearns are going to ha
same problems that we did, so I'm
giving them any secrets!”), but at least
it proved the truth of his arguments
“I always said that we would be able to
keep our advantage by careful a
tment of the new skirts that we were
forced to use. It's our suspension which
gives us the edge over the othe S,
ot the skirts.”

Many F1 designers are irritated w
the constant changes which are sti
king place in the rules, whether they
come in the form of so-called “clarifica
tions” from Paris, or because individua
race organisers have made their own
interpretation of the “six centimétres”
folly. At Imola, the “hard line” adopted
by the technical scrutineers on the day

ifficult for the highly trai-
y to respect
ally the “six
on ground
punctiliously
as though a
1atch was allo-
of his goal-
provided of

ike Murr

£ pamd,

—

course that they were returned to the
“regulation” position immediately af
ter the whistle had blown Murray is not
alone in suggesting that the best way t
settle the problems and to restore the
designers’ respect for the rulebook
would be to allow moveable skirt
again. At a meeting of the designers on
the day before practice, even Ferrari's
Mauro Forghieri conceded that his cars
were Now cornering just as fast without
sliding skirts as they did last year with
the skirts. But Ferrari will not agree to
suggest the appropriate alteration in
the rules: it would require the initiative
to come from FISA, and that is as un
thinkable as it is logical...

In the Brabham garage before the race,
Nelson Piquet was sprawled on the
floor with his back to the wall. His face
was pale and there wasn’t anything he
wanted to say. Racing manager Alas-
tair Caldwell tappel him on the shoulder
and he rose to his feet. Time to go. On
with the gloves, on with the balaclava
and on with the helmet. His mechanics,
Charlie and Joe, leaned over the
cockpit to latch the seat belts and
tighten them. The engine, already war-
med up, broke into immediate life after
one burst on the air starter

In the middle of all this serious busi-
ness, however, there was to be a mo-
ment of humour. Brabham boss Bernie
Ecclestone vaulted the pit wall and
marched on to the grid with a myste-
rious yellow plastic bag under his arm
As Nelson drove to his place on the
third row of the grid after the warm-up
lap (actually he'd done two warm-up
laps, by driving through the pits), Ber-
nie prepared to make a little presenta-
tion.

Back at the Brabham factory, after Nel-

son had thrown away victory at Rio by
choosing the wrong tyres for the rain,
someone had invented the patent
Brabham Tyre Indicator. It was a small
box with an arrow that could be turned
to a big yellow sun or a big grey cloud
Turn the arrow to the cloud, and a little
grooved rain tyre appeared through an
orifice: turn the arrow to the sun, and a
slick would emerge. “This is only the
Mark 1 version,” joked Bernie: “we’re
still trying to make it reliable.”

Nelson received the gift with a nod and
a big wink from inside his red and white
Bell helmet. He looked at the sky and
saw the clouds. He looked at his
wheels: rain tyres. So far, so good

Two hours later, Piquet was rapidly di-
sappearing under a growing scrum of
Italians outside his motorhome. He had
won the race in a demonstration of
fighting spirit that had put the polemics
of the previous two days out of everyo-
ne’s mind. He had sprayed the champa-
gne, been clapped on the back by spon-
sors, and he had spoken to the world on
Italian TV. All he wanted now was a
shower and a quiet few seconds alone

Not long afterwards, he appeared in
the telex room with a big grin: the
mountain for once had come to Ma-
hommed... After a quick look at the
story on the telex machine, he was
ready for guestions.

“Oh, it was a terrible start. Villeneuve
stuck right in front of me and I could not
go nowhere. | couldn’t go to the right
because there were so many cars, |
couldn’t go to the left because that
would have put me on the grass. It see-
med ke everybody was overtaking
me. That's why i was so far behind on
the first lap.

“I knew | would have to fight hard to get
in front. The car was handling good,
but we had troubles getting it right all
through the last two days. There was
also something wrong with the engine,
maybe a fuel pump or something. This

s TEvNE

morning, when | saw the rain, | was
worried. | don't like the wet. But ! knew/
would have to work hard.

“Pironi? He was not as much trouble as

Hector Rebaque: three points in ftaly
were just reward for the second place
which slipped from his grasp in
Argentina.

Tambay, who was one lap behind us
He was fighting as though he was
trying to win the race too: he made it
impossible for me to pass. Then the
Ferrari was difficult. | was hoping Pironi
would make a mistake or perhaps blow
up, but he didn't. No mistakes at all

“Going up the hill he was getting too
slow, maybe his tyres started giving
him trouble. | had tried everywhere
else on the circuit to get past him, so [
thought “why not here?"” If | could find
some traction, | could get up close be-
hind him and go by in the wet, because
itwas the only place | had not tried yet. |

think he got a surprise when [ was oVer:
taking him!”

In his jeans and blue Parmalat jacket,
the winner of the first (and only?) San
Marino GP sauntered almost incognito
out of the press room. Within three
days, he would be back at the wheel of
a racing car, at Silverstone, where he
was due to test the BMW turbo-
engined BT50 Brabham for the first
time.
For the Brabham team, the satisfaction
that comes from a decisive win was
complemented by the fourth place of
Hector Rebaque in the second BT49. In
the Brabham garage, preparing to join
the mechanics on their long way home,
Gordon Murray was enjoying the Mexi-
can’s three points almost as much as
Nelson's nine, for the number 6
Brabham'’s manual brake adjuster had
broken, making things very uncomfor-
table for Rebaque

“I think there's a chance that he'll take
his racing just a bit more seriously now.
He tends to concentrate more on his
business at home in Mexico than on
racing. But | said to him last year that it
was important for him if he got a good
start to this season. | think Argentina
was the result he needed, even though
he retired when he was second, and
this race here has reinforced it. It keeps
the critics quiet, stops them repeating
all that stuff about “rich kids”. Don't
forget that Hector's got a lot of expe-
rience, more than 30 GPs already. He’s
a good driver.”

Like Piquet, Murray turns his thoughts
to the coming test with the new BMW-
engined car. “Oh yes, the day of the
turbo is coming,” he says. “Those Fer-
raris... they were impossible to pass on
the straight, and they both finished. If
that engine ever found its way into a
reasonable chassis...” But his voice
trails off. Gordon Murray isn’t about to
start making enemies again.




IKI LAUDA :

“I'LL COME

uddenly, the story was out, in the week before

Imola, spreading across Europe at racing car speed:

“Twice World Champiaon Niki Lauda makes a Come-

back to Formula 1,” screamed the headlines. Accor-

ding to the ltalian press, this “ritorno glamoroso™
would actually be taking place at Imola, at the wheel of one of
the new McLaren built Marlboro MP4s.

Of course, Niki Lauda was atlmola. And, of course, he came as
a pilot in the aviation meaning of the word, for he arrived
behind the controls of his Fokker F27, doing a charter for
Lauda-Air with 44 GP fans on board. Needless to say. of the
five retired world champions to be found in the pits (the others
were Phil Hill, Fittipaldi, Stewart and Scheckter), he was by far
the most sought after. “There must be something very wrong
with the sport of maotor racing,” John Watson muttered, “/f
sonieone who hasn't raced for almost two years can get such
fantastic publicity just because af a rumour that he's coming
back.”

As it happened, Mariboro-McLaren number one driver Wat-
son was waiting for a new bed to be delivered to his recently-
acquired London flat when the important part of the business
took place. Niki was in London on business and had planned to
take a day off: “/ called Bernie Ecclestone, wha's boss of my
old team,” he explains with a completely straight face, “but /
discovered that he was in New York. So what should | do? |
went down to a discatheque, Tramps. And guess who l happe-
nedto run into there, purely by accident? Paddy McNally!™

After a few drinks, Marlboro man McNally made a suggestion
“Why don't you come out to the Mclaren factory with me
tamorrow? We could eyeball our new carbon-fibre MP4car...”

Nikiagreed, and off they went together next day accompanied
by McLaren director Ron Dennis — who used to run Niki's
BMW M1 Procar. Niki was obviously impressed. “The MclLa-
ren people wanted me ta sit in it, just to get the feel of it."he
explains. “They told me | could have a test drive whenever |
liked, and for as long as | liked.”

But his answer was. “No”. Apparently he turned down an
interesting offer of as much as three million dollars for the rest
ofthe season. It was the same amount of money that had been
offered to him by Parmalat one year earlier for a come-back at
Long Beach.

That same evening, every Italian paper had the sensational
news on its front page. Parmalat’s Sante Ghedini— in tears at
Mentreal on the day that Lauda had retired in 19738 — imme-
diately telephoned Marlene Lauda in the middle of the night at
the Lauda home at Hof, near Salzburg. Equally stunned,
Marlene finally got through to Niki in France: “are you crazy?”
demanded the champion'’s delightful wife. He did his best to
calm her down. “Don't worry. Marlene... not yet, at least.”

Meanwhile in New York, where he was doing racing business,
Bernie Ecclestone was also surprised to hear the stories, He
placed an instant call to Lauda’s home, where Marlene again
answered the phone. "t /s really true?” asked Bernie, and
Marlene could not resist having a joke with him. “Of course it
is, Bernie,” she replied. “Niki 1s going to drive for MclLaren.
Don't you think it's great?”

By now extremely alarmed, the Brabham owner was making
callsto all his contacts in an attempt to get hold of Lauda. In the
process, he discovered that the Munich office of BMW Racing
Manager Dieter Stappert was having similar difficulties in
reaching Stappert, another Austrian. When at last Ecclestone
got Lauda on the phone, in Vienna, he demanded an assu-
rance. “Swear to me, right now, " he thundered, “that you're
N0t trying to take the BMW turbo away from us to give it to
Melaren...”

by Heinz Pruller

BACKIF...”

leadly se
Niki was unable to stifle a laugh. But Bernie was ¢

rious: after all, the Marlboro-sponsored MclLaren-BMW F1
project for 1980 had originally been planned around Niki
Lauda

So what is the rea/ truth behind the possahiliry] of a Lauda
come-back to racing in F1? In practical terms, it's out 91 the
question for 1981. It's theoretically possible for 1982 “Min;

mum six months, " says Lauda in his abrupt stye— but cou/d it
ever happen? “It might,"" he says: “I could make the decision
avernight, just like | did when | pulled out in Canada in
1879 “More precisely, he adds: “There are two things that
must take priority. First, Lauda-Air will have to be capable of
running as efficiently without me as it is right now, when I'm
_:,ro.mr? all the tume. | had 30,000 passengers last year. ['m
gomg to carry 50,000 in 1987. | have two Fokker F27 turboprop
nlanes operating at the moment and a third on the way. But
my first obligation is to the 30 emplaoyees of the company.

“Second. | must have 100 per cent enthusiasm for motor
racing. Or, betterstill, 110 percent. | can feel that!already have
50 per cent. But when | retired | had zero. None at all. Just let
thungs develop... my decision will be an emotional one,
nothing to do with money. If you like your job, then you're
daing it well, and if you're doing well then you're obviously
earming your money. And we all know how much money there
is involved in big-time racing...”

Basically, the appeal lies in the challenge. "/t would be interes-
ting for me to find out whether | could still compete with
peaple like Piquet, Villeneuve, Prost and Pironi. it's something
Iwould like to find out. There is a special question that {want to
answer for myself: is it possible for a retired driver to come
back at the age of 32 and build himself up to the same mental
state as. let's say, a 22 year old who can only see the attractive
things about motor racing and none of the others? Can he
come back and compete against youngsters who are totally
ambitious and ready to drive with a full heart, constantly on
the limitor over it? This is something | would like to know. "

Cars without skirts, of course, are more interesting for Niki.
“Now it's much more important again to play with the suspen-
sion. springs and dampers — that's the part of racing that /|
always enjoyed maost. " No wonder, therefore, that Niki spent a
lot of time in the pits at Imola studying the sophisticated
hydro-pneumatic suspension system fitted to the Brabhams,
and he had a long conversation with Nelson Piguet, once his
understudy in the team.

‘hen you have been a racing driver, you justcan't forget this
big part of your life. Sometimes it's maore, sametimes less, but
vou .?J'ways have this desire to get back into a car again Not
only is there the offer of the McLaren, but Ecclestone’s offer to
Lauda still stands of a Brabham drive "whenever and where-
ver he wants.” Nor should it be overlooked that Daniele Au-
dettg, the former Ferrari team manager, has told Lauda that he
would havg nodifficulty in persuasing Ragno, with whom he is
now associated, to double the budget of the Arrows team if
there was a chance of getting Niki into one of their cars,
Piquet winning, Patrese 2nd, plus a very quick
Imala: there where lots of things to !hink:quout for:n;%grgg :;
helped to commentate on the Imola race for Italian TV Shar
cleverand humorous: all the old qualities were there oﬁ Satu?-‘
gav, when he had taken a helicopter ride from circuit to airport
You are on ",’,9 Same flight as Jean-Marie Balestre,” 5?1"-‘i
Ecclestone, smiling, “so please don't fight for theswné seat
and for God's sake be nice to each ather.” :

Niki smiled back as he left “B i
. Butdidn’t you
this man was unacceptable. 3" RIS

: 3
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ECONOMY CAN
BE EXPENSIVE

t's almost three months since Pe-
ter Warr, manager of the Fittipaldi
team, announced at Kyalami that
R e
a i
revealed “in the near future.”
on and close questioning

signs began to appear that the Brazilian

owned team is having to take more se-
rious short cuts with its budget. The
undoubtedly talented Chico Serra was.
unable to qualify his car because it was
being repaired during the final offical

WY ;_‘;*av

& ol ied

 usual,”said Riccardo afterwards. “/t’s a

shame that my rear tyres went off so
badly because there was nothing |

could do when Piguet overtook me.

When he was held up behind Pironi, |

‘thought | could catch him

when he got by Pironi, | realised that
there was nothing | could do. Anyway,
'm happy. We've shown that, for the
moment, only the Brabham is more
competitive than the Arrows, and we're
now  slightly quicker than the
Williams."”

At the other end of the scale were Eddie
Cheever and Bruno Giacomelli. The
Alfa Romeo driver was obviously fu-
rious with Cheever, and was still swea-
ring revenge long after the race was
over as he went over the race again and
again. ‘It was Eddie’s fault. He over-
took me as we went up the hill, at the
same place where de Cesaris nearly
knocked me off the road a couple of
laps earlier. They make a good pair,
those two! I don't know why, but Chee-
ver's front wing hit the rear end of my

car,went out of contrel into the barrier

at 120 mph, | could have been badly

ﬁu’rg because | hit the Armco really
HE p

Eddie Cheveer’s version of the incident
was somewhat different. “We were still
ioo )zsrﬂ.;-v away from the corner, side
y side. We were approaching a right
hand corner, and before he turned
right, he maved left, into me. I just coul-
dn't believe it. It was a really stupid
thing to do, just to throw away a good
race like that.” ]
After Alboreto and Gabbiani had had
their coming together, there was a lot
less hysteria. The new Tyrrell driver |
had been happy enough to get onto the
grid, and wasn't about to blow up over
the incident with Gabbiani. “Someone
gil'thebackah:d&f:'ﬁecau Ithink it was
abbiani,” ained quietly. “He
Ioctadf his brakes mslidimmlm ack
of me, puncturing the left rear wheel, it

Gabbiani’s version was as follows: “/

got a bjt sideways, but |




THE FILM
OF THE
RACE

Gilles Villeneuve made full use of his
pole position. When the lights turned to
green he went straight into the lead,
while teammate Didier Pironi was only a
couple of lengths behind him. But Gilles
made the mistake of stopping for slicks,
leaving Didier in the lead. Meanwhile
Piquet had been climbing through the
field after a poor start. He picked off
those ahead of him one by one, and
slowly drew in the leading Ferrari after
two thirds distance. Pironi, his tyres
lacking grip, could do nothing about
Piquet, and the Brazilian overtook the

Frenchman to score his second Grand

Prix win at Imola.

4 - Piquet started badly, but he's caught up well. He

car and damages his front wing.
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as one more driver to pass before he leads:

2 - ...but during the first lap, Jones hits Reutemann’s 3 - The two Alfa Romeos and de Cesaris’s Mclaren

e 1k i

formed a battling trio during the early laps.

~ ]
- - —

B —

5 - A couple of laps later Piquet catches Patrese who

he'll eventually overtake on the 22end lap. Meanwhile,
it's raining again.

7 - Villeneuve and Pironi were naturally the local heros,
but those on the rostrum were Piquet, Patrese (not

takes fourth place from Reutemann on the 15th lap, at

q
Pironi. The Brazilian catches the Frenchman shortly
the same time as Villeneuve pits.

PRACTICE

1 was the Renaults that dominated the
first day of practice. Rene Arnoux setthe
fastest time. and Prost was third
quickest, even though he blew an engine.
Villeneuve's Ferrari was the meat in the Re-
nault sandwich with second fastest time.
This was surely an historic moment: three
turbo-engined cars setting the fastest three
times. Reutemann was the first of the non-
turbo powered drivers in fourth place in
front of Pirani. Both Renaults and both Fer-
raris were in the fastest five cars. Jones was
istest having used both spare and
car during practice. Patrese followed,
Piguet who had fuel feed and handling
blems, Keke Rosberg was an excellent
ninth guickest on Avon tyres, a typically
garitty performance from the Finn for whom
things weren't going entirely right. Both To-
lemans were in trouble with the heat on
22

their first official appearance, and they were
atthe back of the grid. 4

Next day it was Ferrari's turn to dominate,
Gilles Villeneuve set a superb time to take
pole position, and promptly returned to the
pits with a cloud of smoke billowing from
his car. Didier Pironi had broken a turbo so
he had to use the spare car, with which he
set fifth fastest time. The Renault drivers
were unable to maintain their previous
day's form. Arnoux's engine broke just
when it had done its mileage, while Prost
had a turbo break in his race car, and then
the same happened when he took over the
spare. But the times set the previous day
meant that they would start from the se.

-cond row of the grid. Apart from Villeneuve,

the man who really shone in this session
was Carlos Reuternann who drove a perfect
lap to put himself on the front row of the
grid. Jones had both engine and gearbox
trouble so he was back on the fourth row,

after half distance, spends ten laps behind him, and pictured) and Reutemann,

then takes the lead on the 47th lap.

having been bumped off the third row by
Nelson Piquet who shared it with Pironi,

The non-qualifiers were Stohr, Daiy, Lam-
mers, Serra, Warwick and Henton, although
the latter didn't take part in the second ses-
slon because of engine trouble in the mor-
ning.

RACE

fter two sunny days of practice came

Sunday’s rain, Although it rained

only occasionnally in the afternoon,
everyone started on wet tyres except Ros-
bqrg, Tambay and Surer who gambled on
dries, Both Ferraris made superb starts, Vil-
aneu_ve 99ing straight into the lead while
Pironi shot through from the third row to
second place behind his teammate. Neither
Renault got offthe line well, Prost knew that

his gearbox was faulty and withi
ithin four |
he had retired to the ;;tx‘f’!s. e

The two Ferraris led the first lap in front of
the two Williams, but Jones's front wing
was askew having damaged it against his
teammate’s car when trying to pass. He pit-
ted to have it changed on third lap. So the
order on the first lap was Villeneuve in front
of Pironi, then Reutemann, Jones, Patrese,
Arnoux, Watson, Laffite, Piquet (who'd had
a bad start), and Rebaque.

The two Ferraris began to pull away from
the rest at the rate of a second a lap, while
there were a number of incidents behind
them. Watson had his nosecone knacked off
when Arnoux cut across in front of him, the
MclLaren pitting on the fifth lap to have a
replacement fitted. Laffite and Arnoux ban-
ged wheels on the sixth lap which caused
the Talbot's retirement with a broken frant
suspension link, and Arnoux’s car never
handled the same thereafter.

It hadn'’t rained for some time and the track

appeared to be drying. Villeneuve had an
eight second lead over Reutemann when he
decided to stop for slicks on the 15th lap. But
two laps later, down came the rain again
and Gilles had to pit to change back to wet
tyres.

Pironi was left with a comfortable lead and
seemed to be untroubled, although he had
damaged a skirt somewhere. A few laps la-
ter, Piguet lay in second place. Slowly, he
began to catch the Ferrari. Pironi‘s rear tyres
were going off. Eight laps after half dis-
tance, Piquet was right behind Pironi, and
began to try and get past. But the Ferrari
driver countered every move by Piquet, and
although the Brabham was fasterin the car-
ners and under braking, the speed of the
Ferrari down the straights made overtaking
almost impossible. But on the 46th lap, the
Brabham finally passed the Ferrari, and Pi-
quet soon pulled away. But Pironi was in

more trouble and first of all Patrese over-
took him, then Reutemann (who complai-
ned of bad vibration throughout the race)
and then Rebaque.

Piquet continued to take the chequered flag
for the second time running, his greatest
ever win, in front of Patrese, Reutemann,
Rebaque, Pironi and de Cesaris. The latter
passed Villeneuve in the closing laps and
won his first World Championship point.
Villeneuve had had to change tyres twice,
but had fought back up to sixth place, only
to suffer gear selection trouble in the last
ten laps, and finally the clutch broke on the
penultimate lap.

thsnn and Tambay both provedto be very
quick on the track, the latter proving to be
Just as quick as the leaders, but both had

had to pit. Watson just pipped Tambay f
tenth place an their final lap. iy
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Imola statistics
= B
SAN MARINO GRAND PRIX PROVISIONAL WORLD o CONSTRUCTORS CUP
Date: May 3, 1981 THEIR FASTEST CHAMPIONSHIP o 3
ate : :
Circuit length : 3 132 miles RACE LAPS POSITIONS " e
Race : 60 laps, 187.92 m Position/Driver \)‘;\“ @ QG("PV‘ <%
Conditions: showery Jhafiaion’
Attendance : 90,000 spectators 1.Reutemann [ 6 |9 |6 |4
2. Piquet 4 9 19
3.Jones 9 6|3 8
Time Lap n 4.Patrese 4 6 0
5. Prost 4
Piquet 14883 8 iyl ; 1. Williams 4
Patrese 1'49741 10 Surer 3 2. Brabham :
Reutemann 14975 51 Rebaque 3 3. Arrows 1
Rebaque 14918 45 10. Cheever 4. Renault 6 pts ‘
Pironi 14917 10 Arnoux 2 5. Alfa Romeo, Ensign, Lotus 3 pis
De Cesaris 15026 34 Pironi B. Tyrrell, Ferrari 2 pi
Villeneuve 148706 46 focTamiy 10. Theodore, Talbot, Mc Laren 1 p!
Arnoux 150710 14 Dae (llesaris
Surer 150711 49
STARTING GRID Watson 1'48737 a7 k
Tambay 1'497'56 48
Jones 14975 34
Borgudd 15088 45
Jabouille 151749 33
r 151783 13
VILLENEUVE  REUTEMANN hsmpe s 1ol o]
el o G Wiliams FWO7/B Gabbiani 15098 15
ot o2 lonico Giacomelli 15123 10
ARNOUX EHOST Cheever 15053 9
Renault RE 20/B  Renault RE 20/8 Andretti 151711 13
20 izt of Rosberg 15386 14
BIROET PIRONI Laffite 15034 6
Brabham BT 49/C Ferrari 126 C Prost 1'57"'39 2
1135'73 1'35°86
WATSON JONES
Mc Laren MP4  Williams FW 07/B
136724 136728
PATRESE LAFFITE e RESULES s
Arrows A3 Talbot Ligier JS 17 TIMES IN UNOFFICIAL OFFICIAL PR 1.PIQUET Brabham BT 49/C 60 laps in 1h5123°97
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ROSBERG TAMBAY Prost 137338 Prost 1357774 Patrese 123325 8. ARNOUX Renault RE 20/8  on
Fittipaidi F8 Theodore TY 01 Villeneuve 137°962  Jones 1367298 Pironi 1507370 9. SURER Ensign N 180/B O
137745 173754 Arnoux 138°045  Patrese 1367717  Prost 1'507438 1st 2cnd 10. WATSON Mc Laren MP4  two laps behind
ALBORETO JABOUILLE Cheever 138"461  Piquet . 136'998  Glacomelli 1'50452 SessioniiNs seamos 11. TAMBAY Theodore TY 01  two laps behind
Tyrrel 010 Talbot Ligier JS17 Andpelt 1132°007  Giacomelll 137159 Piquet 1'50'675 12. JONES Williams FW 07/C  two laps behind
13777 138°14 ettt 1507238 « Routemamnill 2107556 Jonws 1'50'676 Aot 13, BORGUDD ATS DA three laps behind
CHEEVER GABBIANI 39 roni 1‘37 606 Reutemann 1'50"681 Villeneuve I 7 34" ; ; 1 et
Piguet 139448  Laffite 137783  Laffite 150779 Reutemann 135'844  1'35"229 Fastest lap: Villencuve 1'48°064. 104 328 mph
Tyreell 010 Osella FA 1/8 Rosberg 132°972  Watson 137°813  Rebaque 1'50"793 Arnoux 1357281 11357292
138726 1'38"30 Guerra 140055  Cheever 137"864 Arnoux 1517073 Prost 1'35"579 3'587089
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nsign N 180B Osella FA 1/B to 140620 Arnoux 38" By Pironi 1'367168 1'35" <t
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SALAZAR BORGUDD Surer 1407958  Jabouille 1387424  Watson 1517769 Jones 1'37°061  1'36"390 (o be cut out or copred
March 811 ATS D4 Giacomelli 141131 Tambay 1387491  Andretti 1'51"798 Patrese 113&7‘230 1_35"31 72 Ful
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Tambay 141363 Guerra 138928 Rosberg 1'59"745 Giacomelli 139372 1'36"776 A
Watson . 141672 - Surer 138'982 Guerra 153'013 Andretti 137°587 1'36"919
| g:'{:nam :-“2”956 2""""" 1139103 De Cesaris 1’53165 Rebame ! '33"822 13?@ iy
427417 alazar 1'39" e ah De Cesaris 1 019 37T
| Salazar 147608 Gabbiam 13947 e, 15356 S Yarase 137906 _ ENGLISH LANGUAGE
Patrese 142828 Daly 1'39°806  Jabouille 1‘23.,745 Tambay 139215  1'37"545 Subscription including postage & packing ¢ 15 (UK only)
l N v Borgudd 143937  Lammers 139'958  Alboreto !,55,,9’3 Alboreto 1397341 137771 USA/CANADA Subscriptions : LONG BEACH GRAND PRIX ASSO-
[jtios quatitie: Stohr 144'35  Borgudd 140286 506 Jabouille 1387140 138 702 CIATION - 100E Ocean, Suite - 908 Long Beach, California 90802,
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Warwick 3 “ug‘ﬂ ‘ i e to: GRAND PRIX PUBLICATIONS, at Grand Prix International, Group
Henton e | Aryilies 15961 1387827 2?&2”?5’;5%12;5?21 1?1:;?.% 4Lar|e. London W11, ENGLAND. Telex
Borgudd 1417196  1'39"079 . Tel. 01- 721/5454,




ap by lap - Giro per giro -Runde mRun*le _Tour par tour - Vuelta a vuelta -Ronde

4 5 8 7 8 8 10 17 4, 54 56 56 57 58 59 60
! 2 4 "“wmuuuzumzzzzuzsuuzaz::o:v:z:uuusaaialssw-1unau4snuulssonslz
|

27 GILLES | Y e
VILLENEUVE (cDN) 1 _ S S P P = -

Ferrari 126 [

2 CARLOS = = fr=om | pospemu
REUTEMANN rSrm 2

Williams FW 07/

16 RENE " . ) f—=l=
ARNOUX (F) 3 — =l i e = = Bl =
Renault RS 20 =

15 ALAIN =

PROST (F) 4
Renault RE 20/B
5 NELSON
PIQUET (BR) 5 f— \
Brabham BT 49¢ |
28 DIDIER i Al s o e
PIRONI (F) 6  flusd’
Ferran 126 Y ]
] !

7 JOHN F’?
WATSON (GB) 7 L i iBelied =
Mc Laren MP 4 g;«'l g e | e S P
Jonu1 AUS) B @ % . B R s -

ES = |- | = | i == ) e I ool e Bl e

Williams FVJ-ETH - W B I= .
29 RICCARDO
PATRESE () 9 L[]
Arrows A3 == of
LA 10
! —y = =2
Ligier JS 17 - ﬂ i -
GIACOMELLI () 11
Alfa Romeo 179 u o p—
ANDHE‘lz'zl’I (us? 12
Alfa Romeo 17! fe— o ----*
6 HECTOR
REBAQUE (MEX) 13
Brabham BT 43/ o
8 ANDREA
DE CESARIS (I) 14
Mc Laren M2 (
20 KEKE ©®
ROSBERG (SF) 15 [
Fittipalai F8C
33 PATRICK ‘ @ [ L
TAMBAY
Theodare TY((;) ds ‘ L -
4 MICHELE
ALBORETO (I) 17 i
Tyrrell 01 | ----d = 5 0 firsy
| { g s a2 g o
25 JEAN-PIERRE St: repirs Chan, eplaca
JABOUILLE (F) 18 | | ' ¥ ! .éi"""-’ mﬁd ,quga 19 5y o0
Ligier JS 17 . ) ‘l- Jabge"’s’ﬂn "9 Seven ia%ea"’“*
3 EDDIE
mcus‘a 19
Tyrrell 01
32 BEPE
GABIANI (1) 20
18/81
«AtH2S 5
Ensign N Ilsos) 1 =
31 ANGEL I3 : I
GUERRA (ARG _l;’k Al S conpcver:
OssﬂaFA\tﬂ.f o & boretg, G20Ninyay
17 EMILIO
SALAZAR (CHIL) 23 :
March 011/ 2/03 @

10 SLIM
R LT | R

ATS Do R I

ap - Girover giro -Runde 1m Runda . Tanirnar tour - Vuelta a vuelta -Ronde na ran



__Postcard from Imola

Gilles Villeneuve is well-organised when it comes
to Grands Prix: here he mounts a Vespa with his
daughter, but he also has his own maotorhome
and helicopter available

Oversteer, but not
surprisingly - there’s no load
on the back

v try making a hat like that

out of this magazine

It looked like a great Grand
Prix on n interesting circuit
with a superb crowd - on an
interesting - what a pity it
rained

_REPUBBLICA DI SAN MARIN

When it's mealtime in Italy,
everything grinds to a halt - including
the Alfa Romeo team

Girls and Grands Prix
are synonymous

Giacomo Agastini, the former world motor-
cycle champion races neither bikes nor cars
these days

Toleman truckie Bill Box found his
transporter much admired

- et

Didier is most
certainly
well-known in
Mtaly. It seems
that most of
his cousins
have started
restaurants on
the Adriatic
coast

Jc_?n Lammers and Evelyn: one of the
nicest couples on the Grand Prix scene

searching for
Inspiration?

Two famous

of Motor Sport,
much in
demand in fealy

The Formula
Fiat Abarth cars
fitted with

Migha win with
Stirling Moss
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ALARUMS
AND
EXCURSIONS

ain, during a race, frequently causes incidents
R because of the slippery surface. The Grand

Prix of San Marino, the second race ta be held
in the wet this year, was no exception. Salazar went
off twice, Andretti was pushed off onto the grass by
de Cesaris, Watson lost his nosecone on Arnoux’s
Renault, while slides were commonplace. Pironi had
tyre trouble which caused him to drop back (Photos:
SAM/Jacques Cochin - DPPI/Eric Vargiolu - A - P
Bernard Asset)
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FNAULL

ROGRESS

'PAT LAST

Alfa Romeo. Ferrari may have had a couple of
competitive cars, but none of the other big
constructors had any luck. Opposite, Prost has his
car checked as he leaves the pijts, but in spite of a
good practice, neither Renault shone in the race, as
was the case with Alfa Romeo.
{Photos: DPPI/Eric Vargiolu - A + P/Bernard Asset)

I t wasn't a very good weekend for Renault, nor
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OSELLA: GOOD AND BAD

||
both his cars,

driven by Gabbiani and Guerra, were to start the Grand Prix the next day.
tried to qualify in three Grand Prix so far this year, but only Gabbiani started at
Long Beach. Now they were both to start in Osella’s home country. Modifications madeto §
the two cars since South America had obviously borne fruit
But on Sunday evening, Enzo Osella was the unhappiest of men. He hadn't asked for much,
maybe one car at the finish, and with lots and lots of luck, a point in the championship.
But instead the Osella mechanics were loading two damaged cars into the Osella truck.
Guerra went off into the guardrail when he was hit by Salazar just after the start. The car
was destroyed and Guerra suffered a broken leg. Gabbiani tangled with Alboreto shortly
after half-distance, putting an end to the italian team'’s hopes.
(Photos: SAM/Jacques Cochin - DPPI/ Eric Vargiolu)

PEIAV

o n Saturday evening, Enzo Osella was the happiest of men, because
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FACE TO FACE

RICCARDO PATRESE

different.

You appear to be a happier man this
year, more relaxed. Why is that?

The main reason is that Riccardo Pa-
trese is finally driving for a team that
provides him with a competitive car. So
not surprisingly, that fact affects me,
my moods and morale. | feel a lot hap-
pier, | feel that I'm actually smiling
more.

But I'm just as pleased to have been
surprised like this. | was rather depres-
sed at the start of the season. During
the off-season, | tried to find a drive
with another team but failed and rather
unwillingly, had to resign for Arrows.
Frankly, | didn't expect things to have
changed. It was more than | could
hope for. For three years Arrows have
been trying - in vain - to build a compe-
titive car. And for various reasons
they've failed. But | knew that the
potential was there. And suddenly this
year we're competitive, When you're
expecting things to go badly, or just a
rather average performance, and then

by Eric BHAT

38

Riccardo Patrese has been a different man since the start o;lf
this year's Grand Prix season. He's more open, more rela);:a

and seemingly more happy with his life. That’s perhaps be-
cause he feels that a weight has been taken off his shc_;ulders%
Forgotten are his frequently fruitless drives in the middle o

the field, the fact that he was driving for a second-rate team,
and his controversial reputation. Riccardo has left all that
behind. After four years of waiting, henowhasa comge'ﬂtlve
car with which he can pick up top three positions. Butit’s not
really that Riccardo himself has changed, it's his life that is

everything goes really well, it's such a
surprise that of course ane tends to feel
great. I've been very happy with my
races so far this season. I've felt that
I've proved something, particularly to
those people who'd written me off.

You didn’t really want to stay with Ar-
rows, did you, you wanted a change?
But did you really have any other
opportunity but to stay with them?

/ talked with a lot of teams, but for one
reason or another, | never managed to
come to an agreement with any of
them. In fact it was the same with Ar-
rows, because the team had lost spon-
sorship and was having trouble finding
finance. | was told that they might not
be able to keep me in the team. For a
while it looked as though | might not
get a drive anywhere, let alone with a
number one team. Fortunately the Ra-
gno tile company offered me support
which at least guaranteed me finding a
drive. Finally we decided on Arrows

again, and it's turned out really
E‘Spec“”fy considering the alternat
at the time. A
Has the atmosphere within the te.
changed now that the car is comp;,
ive?
t;;t: it's completely different. Last
we Just didnt seem to be geu
anywhere. Everyone was working |
yet we couldn't do any better. We
powerless to improve the situatior
the end of the season we were all rat
low. When things aren’t going w:
everyane, including the engineers,
chanics and even drivers tends to /o
things go. Of course you simply can't
do well when peaple feel like that
We started this year with a new spon
sor, Ragno, and the atmosphere was
immediately different. Everyone wor
ked harder, not simply because the car
turned out to be competitive, which in
itself was encouraging, but because
Ragno almost brought pressure to bear
on the team. They pushed us and en-
couraged us to do better.
I mustadmit that Dave Wass has done a
very good job. Everything that he's
done to the Arrows A3 has been in the
right direction. He hasn't taken a wrong
turning, the car’s made nothing but
progress. We hadn‘t done a lot of tes-
ting prior to Long Beach, yet the car
was immediately quick which is a credit
to Dave.
It's strange, isn't it, that when Dave
Wass and Tony Southgate worked to-
gether at Arrows, their cars weren't
very competitive? Yet at the start of
this season, when they were working
for separate teams, their individual
cars worked well. Why do you think
this was?
It's hard to explain. | rated Tony highly,
! thought he was good. We worked well
together and | felt close to him, | knew
Just how good he was. But you're right,
both the Arrows and the Theodore
were competitive at the start of he sea-
son.
Our main problem last year was that
our skirts never worked properly. Well
that's not a problem this year, and
without skirts, it means that we have
other areas in which to spend money.
That's one of the reasons that we've
made progress. As people, there's one
particular difference between Tony and
{ one hundred per cent
and it's hard to change his mind. That's
not such a bad thing in some ways be-
cause you have to believe in what
You're doing in this life. Dave, on the
other hand, knows what he wants to
gféa%m he tends to be slightly more
amun;’mna’ed about things. He looks
o he_:r what other people are doing
able to admit that perhaps his
ideas aren't exactly right. He takes a




little of bit from other people’s cars and
can adapt that to his own ideas.

You and Tony Southgate were good
friends. Are you sorry he's gone?

Yes, but I'm still great friends with him.
| worked for three years with him, and
! tend to be slightly sentimental about
things like that. We worked well to-
getherand /was sad that he left.

Have you found that now you're a front
runner that you're popular again?

Yes, but then it's always like that
Everyone wanls to talk to you, congra-
tulate you and ask questions. That's
life. When you're a success, people
want to be associated with you, people
want to be associated with success, But
when you're down, no one wants to
know you.

Does the change in your life make any
difference to the way you drive? Do
you think you drive better when you're
more determined?

Maybe, but it's not a conscious feeling.
[ think that over the past few years, I've
always driven at my best. I've never felt
less determined because the car hasn't
been competitive. But when vou are
driving a competitive car, it seems to
draw you out that little bit extra, and
one drives that much better without
really realising it. It makes no diffe-
rence whether it's intentional or it just
happens, if you're feeling good, you
drive better even though you may not
realiseit. You can't putyourfingeron it,
anditisn't simply a matter of speed. It’s
easler 1o drive a competitive car. Last
vear, at Brands Hatch for instance, | had
to try incredibly hard just to qualify. It
was a lot easier getting pole position at
Long Beach. Those are two totally diffe-
rent situations, and the driver has very
little  influence on  the outcome,
everything depends on the organisa-
tion behind him,

Now that you're driving a competitive
car, you must be looking for your first
Grand Prix win?

Yes, absolutely. I've finished in every
Pposition between second and tenth, all
I need now is a first to complete the set.
V'm doing everything I can to win, but
I'm not driving for Williams, Brabham,
Renault or Ferrari. They have the fi-
nance to improve thejr cars and it's not
easy to remain as competitive. We have
a8 limited budget and we can’t spend
mare than that. | could have won at
Long Beach and | was really disappoin-
ted not to have done so, because | am
notsure thatthe opportunity is going to
present itself again in the near future,
I'm driving for Arrows, not Williams.
Their future is safe, mine isn't.

But if Arrows keep going the way they
have since the beginning of the sea-
son, then surely they must be conside-
red ?among the best cars, and the team
too

/think that we should be in a pasition to
wiri a Grand Prix this year. I'm always
up towards the front, | always start
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from the front rows of the grid. Somet/

mes it's better than others. | hope ig
% at it before the en
have another crac Grand Prix
of the season. | feel that my it
career hasn't been a lucky 0N, § d m
it's about time that luck turne hre:
way. | should already have won fn un-
Grands Prix. But because |'ve bee! First
lucky, | haven't won a single race} jcan
of all there was the South Afric: /
Grand Prix in 1978, then the Swemsf'
race the same year: { finished secf;,’?f}:‘
behind Lauda’s Brabham fan car w ,ff
was subsequently banned. So that
should have been my first or secan‘(f
win. And then there was this year &
Long Beach race. So it's time | struck
lucky. s
How did you feel when you retired at
Long Beach this year? Did you feel bet-
ter or worse than in South Africa in
1978 for example?
I was less disappointed, a lot less disap-
pointed. I was actually very happy after
! retired at Long Beach, because after
all the problems I'd been through
trying to get a drive, | realised that the
carwas very good. I'd set pole position
time for the first time in my Formula
One career, I'd led for 30 laps and I'd
proved to everyone thatlwas still com-
petitive, | was even more happy be-
cause | didn’t expect to be so competi-
tve.
! was still young when [ led in South
Africa in 1978. I'd anly been in Formula
1 for a short while and | still believed
that it was easy to win a Formula 1 race.
I hadn't any problems in Formula 1 at
that time. | still believed that life was
easy in Formulz 1 and | didn't realise
how difficult it was to win a Grand Prix.
That came Iater, and | went through a
difficult period, driving uncompetitive
cars. That's why I was happy at Long
Beach, why | derived some happiness
fram that race, in spite of retiring, |was
less disappointed than at K yalami three
vears earlier. At that time, | took things
at face value and didn’t appreciate the
underlying plus and minus points
which | do now.
Does this upturn in your career mean
that you've forgotten all the problems
you've had in Formula 1 your bad repu-
tation for instance?
All my Formula 1 problems stem from
the accident at Monza in 1978 My bad
reputation was born there. There was
an enormous campaign against me
and it just seemed that | must be the
guilty one who caused that accident, |
was simply the person to blame for all
subsequent incidents. | was the man
that other drivers blamed, and they all
ganged up on me and banned me from
taking part in the next race at Watkins
Glen. Since then most of them and va-
rious other drivers have apologised to
me because now they realise that /
wasn't to blame. Thejr attitucle inAme-
it was inexcusable, the whole affair
should never have happened. So jt's
hard to forget, it's too big to forget, And
there's still a court case (o take place
over that Monza accident, The story is-
n'toveryet, so/can't forget it.

But as time passes, surely it means less
to you?

l've always had a clear conscience
about the accident. It's never affected
my marale, | may be a hard driver in a
race, but that's not such a bad thing.
Most other drivers are the same. [t's not
that I'm the villain and the others are all
angels. Everyone is hard during races. |
may have been a little too hard at first,
but I think I've found the right level.

Now that you've found the right com-
Promise and you have enough expe-
rience, do you think that you're capa-
h!e?of Winning the World Champions-
ip
The most impartant factor in winning
the World Championship is the organi-
sation behind a driver. If you have the
best car run by the best teamn at the
right moment, then vou can become
World Champion. I've now done more
than 50 Grands Prix and | reckon that |
would recognise the right moment if

of those conditions,

You got on very well with your former
teammate Jochen Mass Iavst year. Do
You miss having him in the team?
f'aours_e, ves. I'm very disappointed
he's not in ourteam this year, orat least
n Granq’ Prix racing. As a person,
Jochen is the greatest guy l've met in
Formula 1, 4 hope he'll be back soon.

I would have liked him to stay in the
teamn bit it simply wasn't possible,

Eddie Cheever has said that it's impos-
sible to be really friendly with another
Grand Prix driver, but your friendship
with Jochen seems to contradict that
statement.

One can strike up a decent friendship
with people like Jochen. But what
Eddie was saying is true. It's hard to
make friends with people in Formula 1
because they're rivals. We known one
another, but none of us are very close.
When a driver leaves a cireuit, he goes
home. We don‘t mix a lot.

These days you're probably the leader
of the new wave of younger Italian dri-
vers. What do you think of the fact that
there are so many of your fellow-
countrymen in Formula 1?

We're in a good Position at the mo-
ment. A number of quick new ltalian
drivers have emerged in the last few
years. Two years ago, everyone was
talking about the “French team”, but
now there's an Italian team as well and
the contest between them is going to
be very interesting. | don‘t think that the
ltalians are going to be any worse off
than the French, we're both going to be
Just as good.

It must be important for You to prove
that you're the best of the htalians.

Everyone wants to be first, in whatever
Situation. But there are two Points that

/'d like to make. Thefirst s that /want to
be the best in the world, that's what
competition is all about. And if | can't
be the best in the world, then I certainly
want to be the best of the ltalians.
That's no big deal in itself, but the press
are always making comparisons and
saying who’s best and who's worst.
That's fine for the public, but not for the
drivers. Theoretically, it shouldn't be a
special worry for me to be in front of de
Angelis because he's Italian, but be-
cause of articles published the next
day, it becomes important.

What do you think of your new team-
mate, Siegfried Stohr?

As a person, | like him a lot. We get on
very well together. But you must rea-
lise that as a driver, he arrived in Grand
Prix racing having scarcely tested at all
during the winter. He hadn’t had time
to get used to the car before the first
race. Formula 1 is very hard work, it
takes time to get used to it. I'm very
sorry that Siegfried has twice failed to
qualify, because | think he's perfectly
capable of qualifying. Furfherma(e, he
seems to have a fine understanding as
to how the car works. Even so, he needs
maore experience. You can't simply ap-
ply the same rules learnt in Formula 2
and 3 to Formula 1. Sometimes you
have to forget all that and try some-
thing which could appear stupid at first
in order to improve the cars. If you're
too logical, you can miss the greatest

opportunity to improve the car. It's
hard to understand. even puzzling to
Start off with, but it comes with expe-
rience.

You always seem to spend a long time
talking to your team after practice. Is
that because you're interested in the
technical aspects of Formula 17

It's the best part of Formula 1. After all,
It's the most technical and sophistica-
ted class of motor racing. | think most
of the drivers appreciate that. It's much
easier if you concentrate hard on the
development of Formula 1 and the
behaviour of the car. If all that is in
your head when you're driving, then
you can be more analytical. You can
pinpoint what's going on Immediately
and quickly diagnose and work out a
remedy. That's also experience, it
cames progressively.

Do you fell that you're currently in the
most exciting stage of your career?
I really enjoyed the first part of the 1978
season, up to the German Grand Prix.
By the end, because of our problems
with Shadow, we had had to change
the car and wait until the start of the
next season to have a reasonably com-
petitive chassis. | feel now as | did in
1978, when | first drove in Formula 1.
I'm enjoying Grand Prix racing. I'm get-
ting on better with the other drivers and
Journalists. | feel much happier gene-
rally speaking.

O
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Derek Warwick is
Toleman's number
two driver. While
Brian Henton
already has Formula
1 experience, Imola
was Warwick’s first
taste of F1 racing

The Toleman team
brought its cars to
Imala for their first
Grand Prix. The
principals in the
team are Alex
Hawkridge, Brian
Henton and Rory
Byrne. above left),
Toleman managing
director, number
one driver and
designer
respectively. Also
making his F1 debut
was engine
designer Brian Hart
(above right).
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Since the departure of BRM from the F1 scene, every

British-based Grand Prix

team has relied on Ford-

Cosworth power. That situation changed at Imola,
where two exciting Candy-Toleman F1 turbocars were
presented by the reigning F2 championship team. With
a staff of just over 30, but an unlimited supply of talent
and enthusiasm, the newcomers brought a fresh note
to racing. And despite their failure to qualify for the San
Marino GP, there is no mistaking the ambitions of the
men from the Toleman Group.

here is a better than even

chance that anyone in the

United Kingdom who buys a

new car has just done busi

ness with the Toleman
Group of companies, It's most unlikely
of course that the customer, preoccu-
pied with the thrill of settling himself
behind the wheel of his expensive new
toy, will even know the name of Tole-
man. But each year around 800,000 Bri
tish motorists have a Toleman com
pany to thank for bringing their shiny
new car from its factory or port of entry
to the showroom of the dealer

In charge of the day-to-day business of
making sure that all those cars get to
their destinations and the waiting cus
tomers is a quietly-spoken Englishman
named Alex Hawkridge, joint Mana
ging Director of the Toleman Group at
its administrative headquarters in
Brentwood, Essex. Thick glasses and a
neatly trimmed beard tend to conceal
the real face of Hawkridge. But he is the
man with the awesome task of ensu
ring that the Toleman Group stays

by Mike DOODSON

game, it is immedia
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Just havi
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a 2 with South African dri
n 1978 that it became
ational force
le_e_ name hit the headlinesina big way
at Thruxton's Easter meeting two \;ears
ago. The team’s new Ralt chassis were
not ready to race, so Dougall was obli
ged to use his year-old Toleman March

ver Rad Dou
a serious in




far the Easter classic. The combination
of his neat driving and a reliable chas-
sis gave him a resounding victary.

Having been almost overlooked after
Years as an underfinanced privateer,
Brian Henton had just been co-opted
on to the Toleman team, and once the
Ralt chassis had been developed it was
Henton who.became the more succes-
sful driver. By the end of the year the
experienced man from Derby was
within an ace of stealing the European
title from Marc Surer. Had it not been
for a well-publicised incident at Enna,
Henton would have taken the cham-
pionship before the end of the year. He
again went off the road while leading
Surer at Donington in the deciding final
round, though the team admits that
this was not so much a driving mistake
by Henton as an engineering decision
to gamble on an untested new type of
brake pad material.

By the end of that exciting season, the
Tqieman F2 team built up by Haw-
kridge already included some outstan-
dingly talented people. One of the most
Important was Rory Byrne, an ambi-

more intercooling.

The Tolemans are powered by a turbocharged version
of Brian Hart’s successful 420R Formula 2 engine. The
four cylinder, single turbo unit gives 525 bhp. Hart
(opposite) is a former driver himself He raced in actor
Peter Sellers’s F3 team, and then moved on to the o
wooden F2 Protos. His own engine designs later

powered Mike Hailwood's Matchbox Surtees to

victory in the European F2 championship of 1972. Last

year Hart again won the F2 championship, his engines
powering Henton's Toleman to victory and Warwick’s

similar car to runner-up position. Although Rory Byrne

had provided space at the rear of the F1 Toleman for

different intercooling solutions, he has since

redesigned the back end of the car to accomodate

designing tt
cars driven by Rad ]
kridge offered Byrne the opportunity to
design and build his own F2 chassis for
a flat-out assault on the European
championship, Byrne seized it with
both hands. Seeing the Importance of
tyres, Hawkridge had reached an
agreement for Pirelli technicians to un.
dertake some winter testing with the
team’s Ralts. For 1980, the halign com-
pany gave the Toleman cars priority
with its metal radial racing tyres

The results were immediate, Using en-
gines supplied by ex-Cosworth engi-
neer Brian Hart, the two Pirelli-shod To-
lemans of Henton and his team mate
Derek Warwick, a former European For-
mula Ford champion, swept aside all
opposition from March and other ma-
kes to finish the season with a convin-
cing 1-2 in the series

Before the Formula 2 season was over,
therq Were reports that Toleman was
considering a move into Formula 1.
Hawkridge had been quick to spot the

ng th

potential in his team, and Byrne was
understandably keen to start work on a
suitable chassis. When the word was
finally given in November for work to
90 ahead, Byrne was ready with plans
that incorporated new materials not
only for the chassis but also for the
wheels and brakes,

It was the engine, however, which pre-
sented Hawkridge with the most diffi-
cult challenge, “Perhaps because of all
the trucks which we maintain, | was
well aware of the value of turbachar-
ging." he explains. */ therefore approa-
ched Brian Hart about the passibility of
making a turbocharged version of his
four-cylinder Formula 2 engine

“Right at the outser, Brian said that we
should spend at least a year testing be-
fore we even thought about rac[nq a
turbocharged engine. But that isn‘t rea-
listic: we need s -

[ cautious,
though ha_agrepd 10 start work on the
project Tl-_ns_rn itself was a compliment
to the abilities of the Toleman engi-

neers, for Hart has d
g eliberately avoided
the temptation i
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of i i -
nvolving his com

pany in F1 engine development for a
period of more than ten years.

It's difficult to envisage the sort of re-
search and funds which are necessary
to make a competitive racing turbo. It
took giant Renault 28 Grands Prix to
win a race with their 1.5-litre V6, and it
is evident that Ferrari has spent an un-
precedented sum of money to reach a
competitive level with his current 126C
V6 unit.

“We don't have a massive develop-
ment budget for our engine,” says
Hawkridge. “Up to now, Brian's put a
lot of his own money into it, and l've
invested a lot of my personal savings.
so obviously we've all got faith in it.
Fortunately, so far the decisions we've
made have proved to be the right ones
I think it must be unique in the history
of turbocharged engines that we've got
as far as this without blowing up a sin-
gle engine.

“Initially, we were developing a twin
turbo version of the Hart engine. We
expected to have power that was com-
Parable with a DFV, ie around 500 hor-

sepower, with similar torque. In fact,
the torque was better and we had the
horsepower we were Jooking for. But
because of the size of our car - which
has a wide fuel tank that needs a lot of
power to get it down the straights rea-
sonably quickly - we decided to go fora
single turbo layout in the search for
more power. It's already shown
between 550 and 580 horsepower on
the brake, and as installed in the car it's
giving about 525

“The main problem now is to get our
intercooling right. That's not easy, be-
cause we have found that the installa-
tion suffers from being maunted in one
compartment at the back of the car. For
that reason, we're already building a
new car which we hope to have ready
for Jarama. It will have different aero-
dynamies, with relocated intercoolers
using the airflow further forward in the
chassis.

“Fven before we came to Imola, we
didn’t expect to qualify, because we
knew we had the intercooling problem.
Nevertheless, we had commitmenis
not only to Candy, our main sponsor,

and to SAIMA, our secondary sponsor,
but also to FOCA and FISA. In fact, just
getting here has been a little victory for
us, because our boys have been
working 18 hours a day since Chris-
tmas, virtually without any time off, to
get the two cars built.”

Despite the inevitable disappoint-
ments, the Toleman mechanics under
their manager, Roger Silman, together
with Byrne, Hart and Hawkridge, were
glad to have made the effort. They re-
turned to their racing headquarters in
Oxfordshire with some valuable expe-
rience, and with the comforting
knowledge that not one of their engi-
nes had blown up.

“There's no doubt in my mind that if
we'd had “English” conditions of
weather here, we would have quali-
fied,"” says Hawkridge. “But that isn’t
the point. We have got to come to terms
with the problems, so the sooner we
can meet them the sooner we can face
up to them. It's a challenge, but we are
ready to face it.”

O
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TECHNICAL

RISING RATE
OF SUSPENSION
INTEREST

After Nelson Piquet's runaway Argentina Grand Prix
win, it was only to be expected that a number of teams
would arrive at Imola with a system of lowering the
car's bodywork, similar to that on the victorious
Brabham. Indeed, the Brabham men themselves took
their arrangement one step further, while new systems
appeared from Williams, ATS, Fittipaldi, Ligier, Arrows,
Tyrrell and Osella. Even though the suspension theory
was subsequently judged to be legal, not all th teams
used variable height suspension, because in some ca-
ses there was a great deal more work to be done before
it was working satisfactorily. But the fact that the flexi-
bie skirts were judged illegal did nothing to help desi-
gners and engineers to perfect various solutions.

Most of the other teams had taken
the simple step of copying the
Brabham system as used in Argen-
tina. This comprised four intercon-
nected pneumatic cylinders, but
these tend to create complications
because they affect one another as
well as working with one another.
This type of suspension was fitted
to the Tyrrell, Williams, Fittipaldi
and Arrows cars, at least when
they arrived at Imola.

Talbat/Ligier and Osella, however,
had cars with rather more original
systems. Osella’s was a very diffe-
rent system to the others. Engineer
Valentini had mounted four com-
pletely independent pneumatic cy-
linders to lower the Osella’s body-
waork. The cylinders worked neither
with one another, nor with the nor-
mal suspension. Even though the
System was judged to be legal, the
team dismantled it before practice
began. Talbot/Ligier weren't gi-
ving away much about the system
on the two JS17s. It was thought
that it operated by servo connected
to and reacting with the engine's
oil pressure.

Political observers within Grand
Prix racing expected the Italian
scrutineers to be very thorough.
This was as much for the sake of
those within Formula 1 as those on
the sidelines. It was generally felt
that everyone wanted to see some
stability in the rules, and we reckon
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by Giargio PIOLA

SRABHAMT'S
'DRO-PNEUMATIC
i SUSPENSION
SYSTEMIN
ARGENTINA

1-2 bleed nipples for
adding liguid to the
hydraulic shock
absorbers

3-4: T-junctions in
hoses linking the two
front and rear shock
absorbers

5-6: combined
spring/shock
absorber working
with hydro-pneumatic
cylinder

7: twin chamber
bottle with
compressed air and
liquid

8: compressed air
bottle whose pressure
is maintained by the
use of a small
compressor each time
the car comes into the
pits

This system had been
copied by most teams
by the time they got to
Imola. It aliows the car

to sink lower when
dy L ure

that the scrutineers did a good job.
If the same group of scrutineers did
all the races, there would be a lot
less political trouble.

The chief scrutineer was engineer
Cadringher who works with Aerita-
lia, and whose main job is to do
with the tri-nation Tornado fighter
project. On his recommendation,
scrutineers simply declared the fle-
xible skirts used in conjunction
with hydro-pneumatic suspension
to be unacceptable. The skirts on
the Brabham in Argentina appea-
red to be sucked under the side
pods by ground effect, the outer
surface rubbing slightly on the
ground. Because these skirts were
flexible, they could absorb any lo-
wering of the car.

But the scrutineers banned the
flexible skirts, saying that they had
to be rigid. This made things much
more difficult, because while a
hydro-pneumatic suspension sys-
tem was called on to lower the car
as close to the ground as possible,
the bodywork couldn’t actually
touch the ground ever, because if it
did, it would simply break up. This
happened to a number of teams
and that caused them to abandon
the use of the system. Only
Brabhan}, Fittipaldi, and
Talbot/Ligier cars were fitted with
hydro-pneumatic suspension for
the race.

erody press
Is greater than the air
i pressure in the
ydro-pneumatic
cylinder. This alfows
hydraulic fluid to flow

absorbers into the
bottie (7) which in turn
i operates a small
piston which locks the
System. When the car
slows, aerodynamic

the car again.

BRABHAM'S NEW
SYSTEM

The Brabham team
had built a newer and
more sophisticated
system for Imola. The
basic method of
___Operation was no
different, but instead

BACK VIEW

ear views clearly show the advantages of hydro-preumatic suspension

Oon :hg’l?f::s :hr. car is stationary in the pits, and on the right. n'ss at speed on the track.
The mechanics work on the car as usual, but when they 've finished. they jack the
carup to 12cms which means that rmmmmfwnmgmm

above the ground, and the rear wing is H0cms above the ground That's how the

car looks when it’s stationary: the suspension arms are at rather an m*j “‘9"

On the right though, the car is in racing trim: the suspension arms are in their
normal position and the rear wing is down to Semsfbow the ground Most
impaortant of all though, the flexible skirts are ked under the car. and that
means that the ground effect isy p/most as good as i was last year when cars

were fitted with skirts.
,_2-\\
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FERRARI IS BACK-IN STYLE

It took Ferrari only three weeks to make a come-back
from the disasters of Argentina. Aimost miraculously,
the red cars demonstrated not only a competitive turn
of speed, but also - to the great credit of engineer Mauro
Forghieri - surprisingly good reliability. For the 70,000
damp Italians at this first European GP of the season
(the only bit of ‘“San Marino’’ about it was the name), it
was an extra national GP which was led by “their" red
cars... until an unhappy chain of events dropped them
out of contention. But for every one of those 70,000
fans, it had been worth their while merely to spectate at
Imoia

by Rob de la SALLE

T

It catapulted away from the corner like
a slingshot. The red fibreglass of its
chisel nose contrasted tastefully with
the silver of its aluminium wings as a
couple of tyres brushed the grassy
verge. It left a cloud of yellow dust han-
ging in the air, soon to be whipped
away by the spring breeze. Crouching
close to the ground, it vanished behind
a veil of bluish-grey exhaust smoke
wiich cleared a milli-second later to
reveal that Gilles Villeneuve was
opposite-locking his way out of a vi-
cious oversteering slide. The Canadian
was already well on his way up the hill
that follows the difficult Tosa hairpin.

Gilles had been happy even before the
start of practice, ; i
somewhere,” he had sai

again. Last year
ked terrible through

tacular.

Three weeks before, Gi
team mate Didier Pironi ha
much less happy position. Th
alongside each ot
unofficial practice s

rage area allocated b

to the Scuderia, with

ces. Yet it would se:

it just the enthusiasm of the
local spectators, for whom this race
was mo f a bonus [talian GP than a
ine San Marino GP, that had
the performance of the red cars
e was one man for whom this mo-




aranelio. Forghieri was en(itlec:
ud. In spite of the ever-presen
thc;gs g:: and microphone, he was ob-
viously well aware that Villeneuve he:g
just done an amazing lap, for he cou :
not ignore the excrteg:i movemenls an
cheers of the crowd in the pits grands-
tand as the commentator greeted each
Ferrari lap with mounting excitement.
As always, the Ferrari pit started to fill
with journalists, but this weekend they
weren't just the Italians. It became ne-
cessary for guards to be called forward
to enable the mechanics in their yellow
shirts and black trousers to get on with
their wark.
The loudspeakers chanted the same
phrase over and over: “| nostri” our
bays, were on the verge of putting an
end to the dominance of Nelson Piquet
and the dreaded Williams cars, As far
as the crowd was concerned, it was
acceptable for the Alfas, Patrese or de
Cesaris to be pushing the Ferraris, but
that was all. Yes indeed, Forghieri and
engineer Tomaini were delighted. They
gaveall the right answers to the journa-
lists' questions, aware as always that
ultimately it's their work which gives
the Scuderia its success or otherwise.
They were at pains to point out that
turbocharged engines have yet to
reach a high standard of reliability, so
don’t expect too much, they warned.
Indeed, their happiness was literally
clouded by their engines’ sometimes
worrying blue smoke.

Their concern was underlined by the

failure of the engine in Villeneuve’s car.

He had to stand by, heipless, while

Arnoux snatched the Friday afternoon

“pole” time from him. Failures, either

of turbos or pistons, were to oblige Vil-

leneuve and Pironi to jump in and out

of their cars, from race chassis to T-car,

throughout the two days. None of this

manouevering was missed by those

dedicated fans in the stand opposite,
whistling and cheering depending on
who had just done what time. On Satur-
day afternoon, their whistles demons-
trated their feelings when Villeneuve
was to trail in with a long plume of
smaoke from his exhausts...

A small boy in the Ferrari pit was sho-
wing just as much interest in the pro-
ceedings as those fans. But Jacques
Villeneuve, Gilles’s son, was probably
not aware of the fact that the Ferrari
team had something special waiting to
guarantee an all-red front row on that
Saturday afternoon. To help Jacques's
father and “Didi"" (Enzo Ferrari's pet
name for Pironi) to beat the world's
best, the men from Maranello had a
trick up their sleeves. It involved increa-
sing the boost pressure of the turbo-
chargers way beyond their “safe” limit.
Nobody could say exactly how long a
super-boosted engine would last be-
fore it blew, but the subterfuge - they
thought - was worth the risk if it was to
put the Ferraris in front of the grid for
tomorrow’s race.

It worked out like that for Villeneuve,
but not for Pironi, who was forced in

from M

the last part of the session to take over
his team mate’s spare car. It didnt mat-
ter. For Villeneuve, with 15 minutes of
the session remaining, had pulled it
off: a Ferrari was on pole position on
home ground
A few minutes after 3 o'clock on Sun-
day afternoon, the Scuderia was to do
even better than that. Before either of
the Ferraris had even negotiated the
pits chicane to complete the first lap of
the race, the grandstands erupted with
a passion rarely seen outside a football
stadium. It was like the Maracana in
Rio, at the moment when Flamengo
scores to equalise with Fluminense, the
delirium of 70,000 enraptured fans. The
loudspeakers fanned the joyful cries
into a frenzy. They were all aware that
this Grand Prix was turning into a truly
memorable occasion.
The speaker just had time to shout “Gil
Villeneuve al commando™ when his
metallic tones were drowned by the
roar from the stands. Evidently Pironi
was in second place, but there wasn't a
hope of hearing the other places in the
hub-bub.
In the Ferrari pit, a full grown man brus-
hed back a tear. “It’s the first time for
three years,” he smiled as if to justify
his emotion. Two thunderclaps as-
saulted the ears as the Ferraris rushed
past: the turbocharged brigade was on
its way. A wave of people shifted to-
wards the Ferran pit. They found their
way inside, hanging about in the cor-
ners, the better to follow the Italian TV
broadcast on the wide screen colour
set installed above the door.

Seven or eight minutes later, the com-
mentator - who had got over the excite-
ment of the first lap - dropped his se-
cond bombshell of the day: “Patrese a
superato Reutemann, fantastic.” Pa-
trese had found a way round Reute-
mann'’s Williams... It was indeed fortu-
nate that the seats in the grandstand
had been firmly secured to the floor:
Villeneuve-Pironi-Patrese lying 1-2-3 in
the ltalian GP was enough to send Latin
heart beats well over the recommen-
ded rev limit. Whatever happened, a
win for a Ferrari or an Italian was now
surely a certainty, especially as Patrese
had pulled well clear of the Williams in
4th place.

The weather, of course, was far from
good. It had rained all morning, and
although the sky had tried to clear soon
after the start, it was now clouding over
again. The weather didn't matter,
though. These spectators would willin-
gly stand in the rain without a coat to
revel in a moment like this, for this was
ecezionale, and the louspeakers repea-
ted the word the better to underline the
excitement.

Ferrari was going to win! . The sh

when it came was all the greater g(;k
cause it took place as early as the 15th
lap, as the word rang around the
stands: “Villeneuve is changing tyres,
the track is drying out. He's planning rc';
make up time and re-take the lead, be-

cause the others will be stopping soon |

for slicks as well. Don't worry, he's
doing the right thing. &

Two laps later, Gilles's switch was re-
vealed as a ghastly error. The clouds
had darkened, the rain was falling and
Villeneuve was in the pits again for a
change back to wets. He had lost the
race. Forghieri stood quietly trembling
with rage. Tomaini, his face blank be-
hind his headset, bit his lips; Michelin
manager Pierre Dupasquier paced up
and down with a fixed expression in his
eyes.

“Mama mia, how could he do so-
mething so stupid ?** was the unasked
question in the stands... “couldn’t he
see that the clouds were coming back
and it was going to rain again?” Of
course not: his view was restricted by
his helmet: the only things a driver can
see properly are his front wheels and a
bit of leather-bound steering wheel.
Villeneuve could not have known what
was happening in the sky... certainly
not to the same extent as the crowds in
the stands.

Pironi, meanwhile - unknown to all -
was now leading the race with a piece
of fixed skirt coming away on the left
side of his Ferrari. And his tyres were
wearing at a rate that soon had him
alarmed. But all that the crowd could
see was that he was being hauled in by
Piguet, who had left Patrese standing in
third place.

The only thing left to do was to stand
there mesmerised, watching Pironi’s
desperate efforts to hold on to the lead
and - eventually - to accept the fact that
Piquet was going to pass the Ferrari
and carry off this semi-Italian GP.

Forghieri was in the same trance as the
spectators. He couldn’t believe that a
chain of events like this could possibly
deprive the Ferraris, his cars, of the vic-
tory they deserved. What made it even
warse was the fact that the engines, the
one part of the Ferraris which give his
engineers their most worrying mo-
ments, were staying together on both
cars - yet only one was to get in the
points.

In the final account, though, there was
the reassuring fact that, between them,
Villeneuve and Pironi had led no fewer
than 46 laps of the GP's 60. When you
add the pole position taken by Ville-
neuve, that's an encouragingly good
result for engineers who've had their
efforts completely thwarted so far this
year.

Now the men from Maranello can see 8
brighter future. The Ferraris are right
there with Piquet, Patrese and Reute-
mann. They're obviously powerful, and
they are beginning to be reliable. The
reasons are best known to Forghieri.
because nobody else can explain what
changes have brought about this fresh
state of affairs. No doubt this is the
reason why the normally stern For
ghieri, during the first moments ©
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customed smile on his lips...

Imola practice, was wearing an unaCD'

here are days like
that, when nothing
seems to go right,
when everything
seems to go
against you for no particular
reason, and you're comple-
tely powerless to do any-
thing about it.
What can you do, for ins-
tance about clouds and rain?
1 think the best think is to go
‘hame and sit in front of the
television, but you can't
really do that when you've
got to drive a Renault in a
Grand Prix. When | saw the
rain at Imola on Sunday
morning, my hopes took a
dive. Our cars are very diffi-
cult to drive in the wet. | felt
that all our work over the
past two days on a dry track
was going to be completely
wiped out. Any advantage
that we might have had from
‘@ good grid position was
nothing now. It had all been
diluted by the rain.

| may have felt frustrated
then, but there was worse to
come. Despite the rain, | still
felt that | had a chance. I set
fourth quickest time in the
3 -Sqn‘afay morning warm-up
'on the wet track. The rain be-
gan to ease off, it could be
dry after a few laps of the
race, and then we mightstill
be in with a chance.

No way: | retired almost be-
fore I'd started. When it was
time, | got into the car, strap-

ped myselfin, started the en-

gine, pushed in the clutch,

selected first and began to

de-clutch. And that's when |

knew that something was

wrong. | could feel it in the

gearbox. By then it was too

late to put it right, too late to

PROST

take over the spare instead,
in fact too late to do
‘anything. My warming up
laps were more a swansong:
take a look at the car now
‘because I'm not going to be
around for long.

Meanwhile | was conside-
ring the options. I might start
In second gear and just take
from there on. There

t/wasn’t very ootimis-
eérard Larrousse was
g for me on the grid.

I started the race in Secona
gear, and took off from the
grid like a snail. | delayed just
about everyone behind me
and was soon in last posi-
tion, cursing my luck. After
four laps at the back of the
field I called it a day. My San
Marino Grand Prix was over.
I think it was even more frus-
trating for me than it was,
say, for Didier Pironi. He may
have seen victory slipping
away from him, but at least
he'd had the satisfaction of
leading the race and trying

his hardest. Even if he'd reti-

red, he might have felt better
than | did. It was a most frus-

trating and disappointing

experience.

! never even had a chance to
race. [ was already down in
the dumps when the rest of

them ldwu fockeying for po-
sition m the tirst corner. It

was infuriating. You spe

three days Iivigg fora ;,;;,’5
Prix. You're whole life revo)-
ves around that race. For two
days you spend all yourtime

sorting out the car and get-
ting onto the grid, and then
when practice i5 over, your
mind is immediately fixed
on the race ahead, nothing
else matters. You're working
out where you can save
time, how you can Improve
the car. Meanwhile, the race
is getting closer and closer.

One’s programme revolves
around working up to that
climax, the race. And then

quite suddenly, just as your
mental state is at its peak for
the start, the balloon bursts:

nothing, you're not going 1o

start the race at all.

! wasn't really angry, mere

frustrated. ! tried to look at it

philosophically as one of
those things that happens in

life, or at least, in racing. Of

course, it should never hap-

pen at all, but it does, not

Just, to me but to most racing

drivers at some stage or

another in their careers.

! also noticed that | was a lot
calmer as person in this si-
tuation than | might have
been a few years ago. The
same sort of thing happened
to me when /| was in Super
Renault and Fermula Three,
and | would go crazy. | re-
member that in the final
round of the Super Renault
championship. it was all
down to Jean-Louis Bous-
quet and | as to who was
going to win the champions-
hip. All | needed was two or
three points and | was the
champion. But as we did our
warming up laps, | realised
that the engine was off-
song. This could be costing
me the championship before
the race had even begun. But
fortunately | took my two
points and won the series. If|
hadn’t, | wouldn't be where I
am today. .

The Imola experience ma

have been just as frustmﬂhy’t
but at least it didn't have
such  serious potential
consequences. That's be-
cause [ knew then that in a
couple of weeks, | would pe
in Belgium going through
those two days of
tion and woi
race. Hopefully, all the

Paration will be rewarded

many more com, g
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OK, AYJAY?

il the political non-
sense which broke
out again at Imola
is getting beyond
a joke. | was very
pleased that the race itself
was so closely fought, be-
cause that diverted attention
from some of the squalid Iit-
tle arguments which had de-
layed practice on Friday.

But if Farmula 1 doesn't pull
itself together soon, we're
gaing to lose sponsors and
we're going to the specta-
tors. The people in the
grandstands at Imola on Fri-
day, for example, came to
SEe motor racing, not to
watch the cars stuck in the
pits \while race officials ar-
gued with team managers.

I'm a driver, not an engineer
or a politician, and | prefer to
concentrate on the job that
I'm paid to do. At the same
time, jt seems logical to me
that the racing rules should
be something that, say, my
wife could understand if she
was given a ruler. Beverly is
a keen spectator who would
appreciate a rulebook that
was simplified into straight-
forward terms of (say) mini-
mum height, length, width
and weight. Then the desi-
gners could get on with their

Job in peace.
lngwas', we've got constant

rows over ground clearance
and skirts. It isnt even
consistent frorm one country
to another. The root of the
problem is a crazy rule which
forces the designers to incor-
porate devices on their car
which make it “legal” in the
pits but “illegal” on the track
when it's running at racing
speed.

This rule, allegedly made in
the |nterest of improving
motorsport, has actually
made jt worse. It's signifi-
cant that some of the desi-
gners whaose tearmns wanted
to ban skirts are now talking
about trying to find a way of
reintroducing them. As Pa-
trick Head, our own chief en-
gineer, explains things to
me, it doesn'’t take a particu-
larly brilliant race official to
check the ground clearance
when the permitted gap is
0.000 inch.

From the driver's point of
view, the situation Is just as
unsatisfactory. If anything,
the cars are more dangerous
than they were before, cer-
tainly when they spin, be-
cause their momentum and
the reduced ground effect
sends them much further up
the road before they stop.
The handling is less predic-
table, too: one moment
you've got downforce, then

suddently you hit a bump
and the car wants to fly off
the track.

There are some observers
who say that it's the job of
the driver to overcome the
natural hazards of his pro-
fession. I can't disagree with
that, but I find it impossible
to regard the behaviour of
the current cars as “natural”’.
When you can't even see a
hazard — and | assure you
that losing half your down-
force over a bump is a major
hazard — the driver’s oppor-
tunity to assess the situation
has been taken away from
him. It's like asking him to
race at night without fights
on a road that he's never
seen before.

If you think that’s frustrating,
however, put yourself in the
position of a racing car desi-
gner! At the moment, Patrick
Head doesn’t even know
what sort of new car to de-
sign. He can work 12 hours a
day at his drawing board
only to discover at the next
GP that the part he's just de-
signed has been made ille-
gal or has been banned by a
local serutineer,

Meanwhile, in complete ac-
cordance with the rules,
some mechanic in (say) the
Ferrari pit has been told to
increase the boost control so
that his driver can have an

extra hundred horsepower
for one “hot™ lap. That's
what happened at [mola
with Villeneuve’s pole posi
tion lap, which was setwitha
tweaked-up engine that was
already smoking when Gil-
les crossed the line to record
a time seven-tenths of a
second faster than anyane
else’s

| hate to think how much that
lap cost. Even Ferrari engl
nes don't come cheap, and
Judging by the flames that |
saw coming from the back of
it as Gilles limped the car
back into the pit lane, that
particular turbo-motor was-
n't going very much further
without an expensive ré-
build

There are not many teams i1
Formula 1 which can afford
to sacrifice engines like that
in fact ! think that some of the
smaller organisations would
have been glad to be able H.)
afford an extra set of tyres
let alone a “throwaway ™ €7
gine.

Our sport has some st’””“‘{
problems. I'm cenfident UMJ
there are:men with the ‘ijg
lity and the common S€NS°
to sort them out. | hope It '
those men, and not (hose
who have failed us recent!y
who will be allowed to PY

| Cockpits

Nelson Piquet (BR)
Brabham-Ford BT 49/ 12;
Hector Rebague (MEX)
Brabham-Ford BT 49/11:

spare.

The Brabham team had further
madified their hydro-pneumatic
suspension system. This had
been promised after Argentina
and it was Gordon Murray's
sixth variation. Instead of
working with the shock absor-
bers, the new system worked on
seperately sprung suspension
arms, which didn’t affect the

PARMALAT :;chlryll:‘l;f%imc?gf éhe bcombmed
c a :

BRABHAM ding to Murray, tshul; ;;o‘;‘;ﬁ;

Brabham-Ford BT 49/9:  the mechanics’ job

When the flexible skirt ban blew
up on Friday, it caused the team
some setting-up problems, to
such an extent that on Saturday,
Piquet even tried a normally
suspended car. However, both
Brabhams used the hydro-
pneumatic suspension for the
race.

Nelson Piguet may not have all
the cards up his sleeve as he had
in Argentina, but he drove a su-
perb race, while Hector Reba-
quealso did well to claim fourth
place.

PR

SAUDIA LEYLAND
WILLIAMS

Williams-Ford FW 07/ 11:
Alan Jones (AUS)
Williams-Ford FW 07/ 12:
Carlos Reutemann (RA)
Williams-Ford FW 07/ 14:
spare.

Frank Williams remained loyal
to the FOCA cause during Fri-
day's problems, even though he
IS in opposition to hydro-
pneumatic suspension. Howe-
ver, the team was working on a
similar system, and when the
contentious suspension was
judged to be legal, the team's
version was fitted to Jones's car.
However, the Australian driver

wasn't particularly pleased with
the results that it gave, and for
the rest of the weekend, both
FW07s were fitted with normal
suspension

Carlos Reutemann was compe-
titive throughout the weekend,
and many regarded him as fa-
vourite for the race, but he was
help up by vibration during the
race. Alan Jones had a difficult
weekend. The gearbox gave
trouble during the final quali-
tying session, and when he jum-
ped into the spare, that car’s en-
gine blew up. Alan started well
during the race but knocked his
frant wing askew when trying to
overtake Reutemann. He chan-
ged tyres three times during the
race, and finished in the lower
half of the field.

RAGNO BETA
ARROWS
Arrows-Ford A3/5:
Riccardo Patrese (1)
Arrows-Ford A3/6:
| Siegfried Stohr (1)
Arrows-Ford A3/2:

things right aci?i//

spare.

\rrows arrived in Italy with
pneumatic  suspensian
ns similar to Brabham's,

wasn't 8 great SUCCEss.
Patrese nor Stohr could

tell whether it was warking or
not, and it didn't appear very re-
liable.

When the flexible rubbing strips
were banned on Friday, the Ar-
rows team showed was it
thought of the ban by running
both cars with flexible skirts,
saying that it was impossible to
modify them. But rigid metal
skirts were waiting to be fitted to
the cars in the pits, and ten mi-
nutes later they were an the
cars.

The flexible rubbing strip ban
hit Arrows particularly hard be-

cause it was very complicated to
set up the car properly. Metal
skirts were badly damaged
when they ran along the ground
and that caused the team ta re-
vert to normal suspension.
Riccardo Patrese’s car was
slightly madified and used a de-
velopment Cosworth engine,
designed ta slightly modify the
car's aerodyanamics because
the oil, water and petrol pUMPpS
were repositioned. For this rea-
son, the water radiatar was
mounted an the left, and oil ra-
diator was mounted on the
right. -

Stohr's car had been lightened
by 22 pounds, bringing it into
line with Patrese’s. However,
Siegfried went off the road on
Saturday and slightly damaged
the front of his car. He was late
out in the afternoon qualifying
session because of this, and that
certainly contributed to his non-
qualifying,

Patrese set nminth fastest time
and turned out to be a lot more

competitive in the race, finis.
hing in a fine d place. Vic-
tory must soan be his,
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FERRARI SEFAC

Ferrari 126 C/052:

Gilles Villeneuve (CDN)
Ferrari 126 C/051:

Didier Pironi (F)

Ferrari 126 C/050:

spare.

Once back in their homeland,
the Ferraris appeared to have
regained lost form, and were a
lot more competitive than in the
previous Grands Prix this year

| Gilles Villeneuve had a modified
chassis at Imola. The front end
was built according to new sa-
fety rules which will come into
effect in 1982. Furthermore, a
considerable weight saving had
been made by using titanium
instead of a casting for the sus-
pension mounting points. All
three cars had new rear suspen-
sion.

Both the drivers’ race cars were
in a longer wheelbase form
thanks to a spacer between en-
gine and gearbox which made
the wheelbase 15 cms longer.
This altered the weight distribu-
tion and also the function of the

rear wing, The spare car was
still in shorter wheelbase confi-
guration. Gilles Villeneuve tried
both versions and prefered the
shorter car. Pirani wasn't able to
compare the cars but toak Gil-
les's advice and started the race
in a shorter car,

The Ferraris were very quick in
practice and Gilles put his Fer
rari on pole quite easily,
although Pironi had considera-
ble engine problems. By cutting
the turbo boost, the engines
proved to be more reliable du-
ring the race. Pironi did well to

finish in the points, while Ville
neuve looked to be heading for
a top six position until the gear
box and clutch dropped him to
seventh place at the end.

RENAULT ELF
Renault RE 278B:

Rene Arnoux (F)
Renault RE 22B:

Alain Prost (F)
Renault RE 21/268:
spare.

It was a weekend of ups and
downs for the Renault team.
Practice gave rise to hopes for
the race, but the promise was
unfulfilled. The Imola outing
was expected to be the last race
for the RE 20s which should be
replaced by RE 30s as from the
Belgian Grand Prix. Apart from
a brake boost system, the Re-
‘naults were unaltered.

René Arnoux set fastest time
during the first qualifying ses-
sion, while Alain Prost was de-
layed by a faulty engine. The
next day, Arnoux was soon in
the pits with a damaged engine
‘and was bumped back to the se-
nd row. Alain Prost was in
turbo trouble after the boost
med up slightly, this

ng nat only his race car
so the spare.

Ty,

m el

3iov

But Sunday's rain immediately
reduced the Renault drivers’
chances. Prost’s race was brief:
he realised during the warm-up
laps that the transmission was
about to break, and he only did a
few laps. Arnoux was hit by Laf-
fite early on which damaged a
wheel, and then his gearbox be-
gan to tighten up, so he finished
a distant eighth,

)

in charge of
Imola be-
back in En-

MARLBORO
MCLAREN

MecLaren-Ford MP4/1:
John Watson (GB)
McLaren-Ford MP4/2:
Watson's spare
MclLaren-Ford M29/5:
Andrea de Cesaris (l)
MclLaren-Ford M29/2:
De Cesaris's spare.

The Marlboro McLaren team
had two of the promising MP4s
at Imola. But the second model
proved to be 24 pounds lighter
than the first. Half of this was
due to a different construction
using fewer carbon fibre and ke-
viar layers. But even so, the MP4
is still four times stiffer than the
old M29. The other half of this
welghl saving came from detall
tidying. John Watson used the
New car as a spare, because
there aren't enough spare parts
for it to be used as a race car. A
third MP4 chassis has already
arrived in England from Salt
Lake City where the chassis are

‘ T uoupo ompaned
i il T

e nd

made, and is being readied for
de Cesaris to use at Monaca.
John Watson continued deve-
lopment of the MP4 during prac-
tice,using a set-up similar tothat
used last year, which probably
means that it was too soft in
1980. John said that every prac-
tice session brings an improve-
ment to the car, and that he'll be
even more competitive at Zol-
der. But in the race, he lost his
nosecone on Arnoux’s Renault,
and then had two tyre changes,
but still drove a good race. An-
drea de Cesaris was as determi-
ned as ever, and finished in a
fine sixth place, despite his un-
competitive M29 and the diffi-
cult conditions.

With one engine, and a little
sponsorship from the ISM
Group of Switzerland for Imola,
the team were scarcely in an ad-
vantageous position.

But with the rain, Surer was
more hopeful and took the gam-
ble to start on slicks. It didn't pay
off. The rain restarted and ins-
tead of possibly picking up 2
point or two as he'd hoped, Su-
rer finished ninth.

—

CING :
RhAeodare-Ford TY/017:
Pa"ick Tambay (F) |

re a number of minor
Trféiefi;?ions on the Theodore
o |mola. The side pods and ra
asawrs were mounted differen-
ﬂ{; and there was a new engine
over. A second Theodore, pro-
f,abw fitted with hydro-pneuma
tic suspension, should be ready
for the Belgian Grand Prix :
had a number of pro-
Zlae%l:ia‘{iurmg practice. On Fri-
day, the gearbox packed up af-
1eronlvlhrealaps.Allhgstartal
the final qualifying session, the
car's fuel system deprived it of
fuel just a few hundred yards
after the pits. Fortunately, the
marshals managed to recover
the car after 25 minutes, which
saved the day, but the delay
pushed Tambay to a fine grid

position. He s he race on
slicks, finally came into hange
to wets, and then found himself
right in among the leaders and
proved to be quite competitive
with Pironi, Patrese and Piquet
even though he was two laps
behind

MARCH

March-Ford 811/01:
Derek Daly (IRL)
March-Ford 811/03:
Eliseo Salazar (RCH)

Both March chassis had been
stiffened considerably, particu-
larly at the front, and the sus-
pension mounting points had
also been reinforced. Eliseo Sa-
lazar did well to qualify but poor

'U\_.I.BOT GITANES
Ligier-Matra JS 17/02:
chques Laffite (F)
Ligier-Matra JS 17/03:
Jean-Pierre Jabouille (F)
Ligier-Matra Js 17/01:
Spare.

:'?Due of a number of modifica-
i ns, the ng[arfTalhotl Gitanes
m;':n Was still in considerable

€ The source of South
h"emna S engine problems, the
dz,had been changed. New

;" Pods, withaut fins in front

1wt € rear wheels were fitted,

4 variable height suspen-
% SYstem was also fitted:

dro-pneumatic,  so-
i different,” explained
“f0Uge. But none of these

Daly-failed to make it on to the
grid. Only after the final session
was it discovered that one rear
spring had partially collapsed
After hitting Guerra early on,
Salazar drove well with a dama-
ged front wing, only to retire
with a broken engine.

There should be a new March in
Belgium, designed by Robin
Herd, Alan Mertens and Gordon
Coppuck.

ATS WHEELS
ATS-Ford D4/06:

mmers (NL

pite his lack of e
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round  the
when in a straight line. He
finished his first Grand Prix in

jumped
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hydro
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ALFA ROMEO
AUTODELTA

Alfa Romeo 179C/02:
Mario Andretti (USA)
Alfa Romeo 179C/03:
Bruno Giacomelli (1)

Alfa Romeo 179C/01:
spare.

The Alfa Romeo team tried a
hydro-pneumatic  suspension
system when testing before the
San Marino Grand Prix, but the
cars were fitted with normal
suspension for the Grand Prix
itself.

The team had worked on the ae-
rodynamics in search of lost
competitivity. New flaps on the
side pods channelled air under
the car, while on Friday and Sa-
turday, Mario Andretti tested a
new nose with angled front fins
and it was with this nosecone
that he set his fastest practice
time

Bruno Giacomelli broke two en-
gines on the Friday, but had no
problem on the Saturday. He
collided with Cheever during
the race, while Andretti retired
with a broken gearbox. Not a
fruitful weekend for Alfa Ro-
meo.

modifications changed the
team's luck.

Jacques Laffite’s problems cen-
tered around overheating wmI'e
Jean-Pierre Jabouille couldn’t
woark out why his engine was
down on power! hecnuldp tget
over 11,000 revs. According o
Jean-Frangois Robin o'r Matra,
the V12 engines aren’t giving
the same power in the cars as
they are on the brake.

Jabouille himself appeared to
be in good health physically, but
his race turned into a prolanges

test session fo try and get the
engine to run properly and’al':u
to improve the stability of the
car. Laffite made a gaad sktart
but a brush with Arnoux broke a
front suspension link and he re-

tired.
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TEAM TYRRELL
Tyrrell-Ford 010/3-6:
Eddie Cheever (USA)
Tyrrell-Ford 010/2:
Michele Alboreto (1)

The Tyrrells, like a numbr of
other cars, arrived in Italy fitted
with a hydro-pneumatic sus-
pension system which was
soon dismantled because it
wouldn't work properly. Chee-
ver complained that it frighte-
ned him when it didn’t work.

Michele Alboreto did well to
qualify in front of his more expe-
i in his first

Grand Prix. However, it must be
said that Eddie had brake pro-
blems on Saturday in his race
car when the front wheels kept
locking up. He tock over the
enare but found that to be a lot
less competitive which upset
him as he reckoned he could
have qualified in the first ten
Two damaged cars were delive-
red back to the Tyrrell pit after
the race: Cheever had a huge
accident with Giacomelli, while
Alboreto tangled with Gabbiani.
Not a good weekend for the Tyr-
rells, sponsored by a local tile
company for this race.

FITTIPALDI
Fittipaldi-Ford F8C/3:
Keke Rosbera (SF)
Fim'paldi-FordFBCM:
Chico Serra (BR) '
Keke Rosberg's car was fitted
with a hydro-pneumatic sus-
pension system which proved
to be satisfactory, while both his
and Chico Serra's were fitted
with new rear suspension,
which broke on Serra's car on
the Saturday. The Fittipaldi
team gave the new Avon tyres
their race debut and used the
new English tyres throughout
the weekend.

While Rosberg had problems
with his car's handling, both dri-
vers were delayed because of

insufficient ground clearance
the exit and entrance to the
lane. Rosberg suggested ti
this was due to the smaller o
meter Avon tyres,

Sadly, Serra failed to qualif
but the tanned Finn was well up
an the grid, only to retire on the
15th lap with a damaged e/
gine.

DENIM OSELLA
Osella-Ford Al/03:

| Beppe Gabbiani (1)

Osella-Ford Al/ 04:
Miguel-Angel Guerra (RA)

The Osellas had undergone
considerable development
since their return from South
America. For a start, they were
over 30 Ibs lighter, and were fit-
ted with new side pods, anti-roll
bars and differentials. There
were a number of other detailed
modifications, plus slightly alte-
red front and rear wings.

On the Wednesday before the
Grand Prix, Beppe Gabbiani tes-
‘ted a hydro-pneumatic suspen-

ted system at Monza. This was
designed by engineer Valentini
and is further described in our
technical feature. However,
Enzo Osella decided against
using the system, partially be-
cause he feared for its reliability,
but also for its legality.

Both Gabbian: and Guerra ma-
naged to get onto the grid, al-
though they were using diffe-
rent set-ups: Gabbiani's car was
softly sprung, while Guerra’s
was on hard springs. Unfartu-
nately, after qualifyina well, the
Osella team had a bad race. On
the first lap Guerra went off into
tne Armco and fractured his left
leg., while Gabbiani's car was
damaged in an incident with Al-

CANDY TOLEMAN
Toleman-Hart TG 181/2;
Brian Henton (GB)
Toleman-Hart TG 181/1:
Derek Warwick (GB)
This was the race where the To-
leman cars were to make their
debut, although few people in
}ihf; tawua': t;xp:c.t;,dm&n 1o qua-
Ve r 4 b
in Er‘:gl'sm‘.l.. a:nd h"d“"mﬁﬁ
factors of tyres and
chassis had to be. nderstood.
The Toleman

| be rather compli

ted on two pods which extend
backwards from the cockpit, un-
like other Grand Prix cars. These
pods, plus varipus accessories
and the heat exchangers appear
1o make the rear end aerodyna:
mically untidy.
fha Tolemans’ main problem at
mola was the heat, and the lack
of heat exchanging. The heat
caused a small fire in Warwick's
car on the Friday, but it was the
insufficient heat exchangind
which never allowed the ena'f':
o give full power. A cracke
ug stopped Henton from prac
lising on Saturday afternoo™
but both cars were well off the
e anyway.
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FdR ‘95YOU CAN SEE ANY
OF I.ASST YEAR’'S GRAND PRIX.

limited numbers and these can be
obtained on request.

Ifyou'rea Grand Prixenthusiast it's
an offer you can't afford to miss.

Just 10 days after the winner
crosses the line, all the facts, figures,
personalities, whys, whereforesand
hows could be on their way to you.

Grand Prix International is the only P s, e et o, S
Magazine devoted exclusively to Grand ﬁgggc;ggﬁ;ﬁﬁgﬁﬁ;ﬂgmwmumz . |
Prlx raC1ng- 3 : s Full Name

Grand Prix by Grand Prix, it builds A dnees UL = !

| wish te take out 4 subscription for the 1981 season and enclose a cheque
money order for 344 25 made payable toThe Long Beach Grand Prix
Association.

Creditcardsaccepted Type

Up intoa unique and complete record of |
the sport. |
As a special introductory deal, |
|
|

through the Long Beach Grand Prix.
Ssociation, a year’s subscription will

No.
| wish to order the following back numbers (82795 each) from 1980 and

— — — — — —

. enclose a cheque/money order for $......(including postz nd ng
COstyou only $44.25 (includingpostage it Gn ain e
- P razil [] Beigium [ England L] Iy L]
and DaCklng).ThIS Way you can be EVED Saulh:\‘n:‘d[_l Mu'g\acouﬁmmnv AZsmaLi Canada USAEastU

Spain [J Fe10]
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Your copy after every racein 1981. .
Back issues are also available in L
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deliver all they promise.

f With Celestion
Laser bred high fidelity speakers
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£1YOU CAN SEE A
OF LAST YEAR'S GRAND PRIX.

Just 10 days after the winner Grand Prix International is the only
crosses the line, all the facts, figures, magazine devoted exclusively to Grand
personalities, whys, wherefores and Prixracing.
hows could be on their way to you. Grand Prix by Grand Prix, it builds

upintoa unique and complete record of
[ %m the sport.

A year's subscription will cost you
only£15 (including postage and
packing).

Buthurry, this offer isonly open for
a limited period.

We are also able to offer a limited
number of back issues at £1 each
(including postage and packing),
covering every Grand Prix from last year.
If you're a Grand Prix enthusiast, it'san
offer you can't afford to miss.




ce is a way of life, the swin
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g Is to Rothmans King Size,
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King Size really satisfies,

THE GREATEST NAME IN CIGARETTES




