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T'he Yokohama AVS range offers a new
experience in high performance
driving. Tyres that inspire driver

confidence with superb high speed

Yokohama AVS - The Streetwise Choice

YOKOHAMA HPT LTD, 4a Hicks Road, Markyate,

. stability, crisp steering response
and excellent cornering power.
Designed to perform on the

street and developed to perfection.
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YOKOHAMA

DEALER NETWORK

AVON
Bath
Brsiol

BEDFORDSMIRE
Biggles Wade
Dunstiable
Firtwich

DERBYSHIRE
Madenhean
Slough
Redding

BUCKINGHAMSHIRE

Aylesbiury
Hq_u:h_lngh,‘m
Hwgh Wycombe
CAMBRIDGESHIRE
Cambndge
Huntingdon
Peterborough
Peterborough
CHESHIRE
wmunglcm

Nr Chesier
Stockport
Macclesheld
CLEVELAND
Middiesborough
CO DURHAM
Pelories
LORNWALL
LBUNCeaton
CUMBHIA
Barrow

Wark ington
ODERBYSHIRE
Dertyy

DEVON
Plymouth
DORSET
VErwoog
ESSEX

South Benflge!

H}!Hhﬂ-l"l"l
Colchesler

GREATER MANCHESTER

Manchesler

HAMPSHIRE
winchester
Southampton

HERTFORDSMHIRE
Barnet

Letchworth
Stevenage

Wattord

Hil¢hin

Welwyn Garden Cary
Hemel Hampstead

HUMBERSIDE
Hull

ISLE OF MAN
Uregn Millg

KENT

Berley Heath
Uarttord
Sevenoaks
Tunbridge Welis
LANCASHIRE
Wigan
LEICESTERSHIRE
Bsloch

Leicesier

LONDON
Edmonton
Now Croas
Catlord
Colndale
Eltham

M W
Streatham

WEST MIDLANDS
E:.r'“mqhm-
Wolverhampton

MIDDLESEX
Uabnrioge
Srentiorg
Pinnes
Enfield
Hamow
Northo!t
NORFOLK
Thettorg
Kings Lynn
Morwec b

NORTHAMPTONSHIRE

"'Jf_'-ﬂhllmpl O
OXFORDSHIRE

Y armion

SCOTLAND
Lol BTN
Murrayshire
LOochetDee
Edinburgh
Aberdesn
dndge ol Don
Wiskhaw

STAFFORDSHIRE
(. annock

T#ihord

l;‘*:l;:‘
Hile s worth
Bury 5t Edmonds

SUNREY
Hatlpmere

LN @0 g

West Croydon
surbiton
Mewdigale
tpsom

EAST SUSSEX
Heathlield
Marosheld
WEST SUSSEX
r"l"{.'-rll'nng
Bognor Hegis
WALES
MNitwlown
Caerleon
WARWICKSHIRE
Leaminglon Spa
Rughby
WILTSHIRE
satabury
swindon
WORCESTERSMIRE
Hedaineh

Sit urpon
Worcestes

YORK SHIRE
UOnc asles
Leeds

Che Mol

- Bathwick Tyres
- Manor Tyres

- Stapletons

Caroisseur
Town Tyres

Slapietons
Feltham Trrﬂ.
Elite Tyres

- Stapietons

C G Tyres

- Adams & Page

Amaigamated Tyres

Jim Jefrey Tyres

- Demon Tweeks

Unect Tyres
EARS

CAS Twres

Swift Motorspor

ureenaways Tyres

Duddon Tyres

- Gtes Tyres

inngt Ring Tyres
ﬁu[_‘i.l-l"" Chscoum Tyras
Twelras

Jet Tyres
tlite Autos & Design
Williarma Tyres

Aiftomoli!

Micheidever Tyres
20uth Coast Wheels

Stapletons
Stapletony
Slapietons

- Slapgletons

Supertyres
Supertyres

- Discount Tyres

- Savoy Tyres

Chan Tyres

Darttord Tyres

Dartford Tyres

Formula One Accessones
Litthesolin Tyres

Pemberton Tyres

Jeft Fowkes Wheels

- raham Goode

H-.T.}imltﬂ Iinternabhonal
London Tyre Warghouse

- London Tyre Warehouse
- Northway Tyres

Gravs Tyres
rays Motor Faclors
!'._:-D:Iﬂ.'!. ':Fllq_: ot ?l.-r._p],

- BMTH

Chase Tyres

Cowley Road

- Molorwise

Torrys Tyres
lulﬂ"ll.:'- T-.'rrq,
Bewleyn Tyres
Northolt Tyres

Foreat Meath
Lings Lynn Tyres
SCA Race & Rally

- Scolts Tyres

DL Charlett Tyres

: :l T TI"FFf.

] T'r'l't".-
Express Tyres
Auto Image
Kenway Tyres
Renway Tyres
Cooper Bros

Lhase Tyres
Chase Tyres

Williams Tyres
Halegworth Motor Company
Bury Tyre Services

Haslemere Tyres

Gulidiord Tyre Lompany
London Auto Accessory CTR
Surbiton Tyres

Newdigate Tyres

Albany Tyre & Battery CTR

Gearge Polly Molor POt
Littieyohn Tyres

Lmcount Tyres Supplies
Ciscoumt Tyres Boanos

MP Foulkes
Panthir T y1e Service

|..!. -]'-'Ilr~P

W Tyred

Bathwick Tyres

The Tyre Supplier

ETB
ETB
ETR

0225 &ge
0272

0783 1
0582 &y
052% 1y

0628
0753 %
0734 84

0296 415
U288 o
0454 255

- Lambndge Performance Tyres 0223 411
- slapletons
- Apex Tyres

D480 &
0733 5753
0733 st

W M

Dm i A
061480 1
0625 41

A2 8y
C91-588 T3
0588 7722

1229 8
46 B

0337 45Ky
Urag 22411
0202 81317

1268 79227
HA027 X557
Jo0h 57515

06 1-832 1387

7962 A5’
1703 637474

A1 -448 J1
0443 68503
0438 31330
D423 20468
a6 621 bbé
707 3711
W42 240838

482 TO626
W4 T8

1232 525668
0320 THa%8
T4 352271

E37 30018

942 222413

£33 g3

i8035
"1 A0 MY
a1 AT 1937
081855 S637

|‘J4 .:‘_.: ! i i
Fp-'Hiir. ¥ '*!'E'ﬁ
0284 TH2998

0428 S5 N
D4 500680
R 1 A0 A
081-297 408

0306 TT08
0122 126411

Ll % .-I:;
B

DR2% T4 pld




Catch us if you can

— dream start for Williams

SPOR

OI®

INCORPORATING SPEED AND THE BROOKLANDS GAZETTE

Standard House, Bonhill Street, London EC2A 4DA
Telephone: 071 628 4741 Fax: 071 638 8497 Telex: 888602 MONEWS G

Volume LXVIII May 1992 Number 5
© Teesdale Publishing Company Limited

Founder Editor: William Boddy

After a long break, the European
F3000 Championship emerges from
its winter hibernation.

Front cover: Williams' glorious start
to the F1 season continues:

three races have brought the

team three 1-2 finishes.

CONTENTS

[IE] DIARY

The month at a glance.

ARRONT NONSENSE
An aerial view of rush-hour London.

DELIRIUM TREMENS

When is a superlicence not

a superlicence’

MEXICAN GRAND PRIX
Nigel Mansell makes it
two out of two . . .

PI{] COTTON ON

Sportscar racing lives. Just.

BRAZILIAN GRAND PRIX

and three out of three

INTERVIEW
French rally ace Francois
Delecour opens his heart.

RALLY REVIEW
Carlos Sainz puts Toyota back
in a winning mood on the Safari.

EI¥] TRACK TEST
The Rover 216 GTi forms the

basis for one of the most

LETTER TO READERS
Does the absence of Prost and

Piquet devalue a top six finiSh

n F1? competitive one-make series.

Editor: Simon Arron

Next issue out May 22nd

7] HAPPY BIRTHDAY

Sebring at 40: drivers’ recollections

of the circuit are mixed.

ROAD TEST
The latest evolution of the
Lancia Delta, the HF integrale.

NEW CARS
Peugeot's |06 XSi; Ford's new XR3i.

BODDY LANGUAGE
Deceit as an art form.

Y] PAST AND PRESENT
Tyres through the ages.

VETERAN TO CLASSIC

468

REVIEWS

Books, videos and posters.

ET7] READERS' LETTERS

ETX] CLASSIFIEDS

MoTor SPorT SUBSCRIPTIONS: SURFACE MAIL: Home £21.00; Overseas £25.00 AIR MAIL: Eire and Europe £26.00: Australasia £46.00; Elsewhere (except USA)
£43.00 Annual rates include postage. Subject to increases of postal rates and cover price. Net amounts payable in sterling on London. If payment is made in
a currency other than sterling please add £2.50 to sterling rate prior to conversion. USA: (Airfreight) per annum $42.00. All enquiries to: MoTor SPORT, Box

188, Berkeley Hts, New Jersey 07922, USA. Telephone (908) 665-781 1. Fax: (908) 665-7814



MOTOR SPORT

The month in MOTOR SPORT

Mar 16: The Lola T92/50 F3000 car proves
quick in testing. DAMS confirms a two-car
order on the strength of Jean-Marc Gounon's
lap times at Le Mans, the first time the chassis
has run in the dry.

Mar 18: Mark Kent, one of America's leading
saloon car racers, loses his life in a testing
accident at Sebring.

Mar 18: Guy Edwards, motor racing's most
successful sponsor finder, joins Team Lotus as
marketing director.

Mar 18: Nissan unveils its new 3.5-litre V12,
destined for its sports car programmes in Japan
and America. There are apparently no plans -
as yet —to use it in F1.

Mar 18: Vauxhall announces that this year's
Formula Vauxhall Lotus champion will win an

F3 engine deal for 1993

Mar 18: Cancellation of the York National Rally
offers further evidence that this particular
branch of the sport is in something of a slump
at present. The organisers cite a shortage of
entries.

Mar 19: ltalian Giuseppe Bugatti signs to con-
test the European F3000 Championship with
Vortex Motorsport, as team-mate to Phil
Andrews. The two will drive Reynard-Mugens.

Mar 20: The fledgling Andrea Moda team's
troubled F| baptism continues. Two new S92 |
tubs arrive in Mexico, but there is insufficient
time to build them up before the meeting gets
under way. For the second race running,
pre-qualifying is axed.

Mar 20: Ayrton Senna crashes heavily during
the first timed qualifying session for the Mexi-
can GP. The world champion is trapped in his
McLaren for several minutes, but subsequent
diagnosis reveals that he has escaped with
severe bruising. Only 27th fastest as a result,
he returns to the cockpit the following day and
qualifies a gutsy sixth.

Mar 20: The BMW E36 coupé gets its first
public airing in BTCC trim at Silverstone.

Mar 21: Motor racing's rumour-mill goes
prematurely into overdrive. Pundits contem-
plate Alain Prost's options . . . for 1993. Will he
replace Mansell at Williams? Or might he rejoin
Mclaren, with Senna leaving Ron Dennis in
favour of Renault power?

Mar21: Oulton Park hosts its first race meeting
of the year. The Cheshire circuit now features
a tight right-left chicane at Knickerbrook,
designed to slow cars down in the wake of the
fatal accidents which befell Andrew Colson and
Paul Warwick last summer.

Alessandro Nannini: welcome back!

Mar 21: Alessandro Nannini returns to motor
racing in the opening round of the Italian
Touring Car Championship at Monza. The
former F | star qualifies his AlfaRomeo 155 GTA
on the front row, but is inadvertently forced off
the road when team-mate Nicola Larini spins
in front of him! Nannini recovers to finish sixth,
recording fastest lap. In the second heat, the
following day, his chances are ruined by a jump
start.

Mar 22: Williams's domination of F| continues
in Mexico, Nigel Mansell leading team-mate
Riccardo Patrese home in a second conse-
cutive 1-2 for the Didcot team. Michael
Schumacher is third, the first podium finish of
his short F| career.

Mar 22: Marcel Albers (Ralt RT36) wins the
opening round of the British F3 Championship
at Donington Park. Kelvin Burt gives Fortec a
successful start in the formula by finishing
second. On the same day, Italy's F3 series kicks
off at Misano. Max Angelelli wins in his Dallara-

Opel.

Mar 22: It's a good day for the McRae family.
Colin takes his Subaru to outright victory on
the Vauxhall Sport Rally. Brother Alister. fin-
ishes fourth overall in his Sierra Cosworth, and
takes Group N honours.

Mar 22: Penske scores a |-2 in the first Indycar
race of the year at Surfer's Paradise, Emerson
Fittipaldi leading home team-mate Rick Mears.

Mar 22: Andy Wallace and Juan-Manuel Fangio
Il win the Sebring |2 Hours, third round of the
IMSA GTP series, for Toyota. In the final race
of his career, 38 year-old Derek Daly shares
the second-placed Nissan with Arie Luyendyk
and the Brabham brothers, Geoff and Gary.

Mar 24: Lola’s presence in the European
F3000 Championship increases as Apomatox
confirms an order for two cars,

Mar 25: Laurent Aello sets the pace in the
latest round of European F3000 testing at
Nogaro, hotly pursued by David Coulthard.

Mar 25: Brands Hatch hosts an official test
session for British F2 Championship conten-
ders. Mark Albon laps fastest in his East Essex
Racing Reynard.

Mar 26: The future of sportscar racing is
further debated behind closed doors at a
Heathrow hotel. Several recommendations
are made. These include the gradual phasing in
of a new grand touring class alongside existing
Group C machinery. A final decision on
whether or not there will be a World Cham-
pionship this year is deferred for four days.
Whatever happens, the Le Mans 24 Hours is
declared to be safe, and Max Mosley opens the
way for Jaguar to enter if it s@ wishes.

Mar 26: Further European F3000 deals fall into
place. Coloni FI refugee Pedro Chaves signs
for G] Motorsport, while British F3 graduate
Steve Robertson's place at Superpower Engi-
neering is confirmed.

Mar 27: An intriguing rumour links Nelson
Piquet with the possible purchase of Brabham.
The team denies it.

Mar 27: Nissan presents its BTCC line-up.
Kieth (sic) O'dor and Andy Middlehurst are

nominated to pilot a brace of Primera 2.0e
GTs.

Mar 27: Three photographers following the
Safari Rally are beaten up and robbed between
Nairobi and Mombasa.

Mar 28: Martin Donnelly makes a successful
return to competition, taking Vauxhall's guest
car to second place in the Vauxhall Nova
Rallycross Challenge encounter at Nutts
Corner.

Mar 28: Mazda shakes down its TWR-built
MXR-01 Group C challenger at Silverstone.
David Brabham christens the Jaguar XJR-14
lookalike, which is powered by the MVI0
engine developed in conjunction with John

Judd.

Mar 28: Nelson Piquet impresses observers by
lapping Indianapolis at over 223 mph at the
wheel of his Menard Racing Lola-Buick.

Mar 29: Anthony Reid maintains his unbeaten
record in the Japanese F3 Championship,
taking his Ralt to victory at Tsukuba.




Mar 29: Bill Elliott secures his fourth straight
NASCAR victory in the Transouth 500 at
Darlington.

Mar 29: Jerry Larsson/Robert Jakobsson (Por-
sche 91 1) win the Charringtons RAC Historic
Rally. Roger Clark (Lotus Cortina) is best of the
home entrants, in third place.

Mar 29: Mia Bardolet gives the Ford Escort RS
Cosworth its second rally success in two starts,
on the Rally Race Mijas in southern Spain.

Mar 29: Patrick Snijers wins the Circuit des
Ardennes. Of greater interest to the rallying
fraternity is Bruno Thiry's fifth place. The
Belgian confirms that he'll enter his Vauxhall
Calibra on the Tour of Corsica (May 2-7), thus
giving the car its world championship debut.

Mar 30: More sportscar discussions, more
procrastination. Word leaks out that the SWC
will go ahead. FISA refuses to admit anything.

McCarthy: Andrea Moda nominee.

Mar 30: Andrea Moda Formula faxes its Bra-
zilian GP line-up to FISA. Messrs Caffi and
Bertaggia are replaced by Roberto Moreno and
Perry McCarthy, whose presence increases
the number of Britons in Fl to four.

Apr I: Carlos Sainz gives Toyota its first World
Rally Championship success of the year on the
Safari Rally, beating Juha Kankkunen’'s Lancia
Delta into second place. The result leaves the

THE MONTH IN MOTOR SPORT

MATTERS OF MOMENT

here is no doubt that British rallying is

currently in the throes of a depression.
The cancellation, earlier in the year, of the De
Lacy International, York National and Pana-
round Stages was proof enough that the
recession has knocked rallying for six. The loss
of an event of the Welsh Rally's status — thanks
to a shortage of entries that is becoming a
familiar tale all over Europe — means that now
is the time for the sport to take positive steps
to safeguard its future.

You don't need a PhD in Economics to
appreciate that increased Forestry Commis-
sion charges lead to higher entry fees. That
puts off potential competitors, with the result
that the cost of running the event has to be
spread over fewer and fewer drivers . . . and
so the cost of competing escalates further.

True, the rallying world must face up to the
present economic climate like everybody else.
There are things that can be done, however,

two drivers tied in the lead of the drivers
championship.

Apr |: After a couple of days’ lethargy, FISA at
last confirms the news that the Sportscar
World Championship will go ahead as planned,
commencing on April 26 at Monza.

Apr 2: Perry McCarthy's FI ambitions are put
on hold. Having arrived in Brazil and been
subjected to standard FISA procedures — a
weight check and cockpit exit test — he is
dismayed to learn that his superlicence has
been revoked, following a bureaucratic proce-
dural error by the governing body.

Apr 2: FISA and FOCA get together to discuss
changes to Fl's Concorde Agreement. The
subject of qualifying tyres — and whether or not
they should be reintroduced — rears its head
again.

Apr 2: Sportscar racing stumbles into a fresh
crisis. Concern over Le Mans' fuel regulations -
which will prove punitive to potential entrants
such as Jaguar and Porsche — leads the ACO to
threaten that it will withdraw the event from

the SWC calendar.

Apr 3: The presence of Andrea Moda Formula
in Brazil necessitates pre-qualifying for the first
time this year. Roberto Moreno manages only
one timed lap in the Andrea Moda 5291, but
hints that the car has potential.

BRM: back on the track.

Terminate to accumulate

to improve the situation.

At present, there are too many events and
there is no central co-ordination of the rally
calendar. As a consequence, rallies may take
place within 100 miles or so of each other on
the same weekend. Two events which might
otherwise have attracted healthy fields thus
find themselves competing to attract the same
pool of drivers. In Ireland, the RIAC has the
situation under control. Such clashes of inter-
est simply do not occur.

It is ironic, at a time when Colin McRae is
giving British rallying such a boost on the
international stage, that the sport should be in
such turmoil at grass roots level.

The demise of hardy annuals may be diffi-
cult for local motor clubs to stomach, but an
urgent programme of rationalisation is
required if British rallying is to tackle the
future with confidence.

SA

Apr 3: The BRM P351 Group C car runs for the
first time at British Aerospace's private test
facility near Preston. Newly signed test driver
Eugene O'Brien joins Harri Toivonen and
Wayne Taylor at the wheel.

Apr 3: The German Touring Car Cham-
pionship race scheduled for Donington Park on
June 6/7 is cancelled.

Apr 4: Highly-rated Italian Andrea Montermin
signs for crack Italian F3000 team |l Barone
Rampante.

Apr 4: A| Foyt breaks a shoulder when he
crashes during qualifying for the Valvoline 200,
second round of this year's Indycar series.

Apr 4: Colin McRae (Subaru Legacy) scores a
crushing victory on the Pirelli International
Rally, the second round of the Mobil |/Top
Gear British Rally Championship. Brother
Alister, third overall, wins Group N.

Apr 5: For the first time this year, Nigel
Mansell is headed during a Grand Prix. Ric-
cardo Patrese holds the upper hand in the
Brazilian GP until the scheduled tyre stops,
after which Mansell emerges in front to take his
third consecutive GP victory. It is the 24th of
his career, and brings his score level with
Fangio's. Patrese finishes second to give Wil-
liams yet another |-2.

Apr 5: The British Touring Car Championship
kicks off at Silverstone. John Cleland wins for
Vauxhall, despite pressure from the Toyotas of
Andy Rouse and Will Hoy. Rouse finishes
second, while reigning champion Hoy drops to
fourth, behind Jeff Allam's Cavalier, after a
half-spin. The Nissan Primera shows promise,
Kieth O'dor qualifying fifth and finishing sixth.
Tim Sugden takes the pretty new BMW Coupe

to fifth place.
May 1992 '
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MOTOR SPORT

DIARY

Apr 5: Gil de Ferran wins the second round of
the British F3 series, at Silverstone.

Apr 5: Bobby Rahal wins the Valvoline 200 at
Phoenix to take a one-point series lead in the
Indycar series. Eddie Cheever scores his best
resuit in this discipline to date, finishing second.

Apr 5: Russell Spence maintains his 100 per
cent record in the Toyota Atlantic series,
winning at Phoenix.

Apr 5: Franck Lagorce (Dallara-Opel) wins the
opening round of the French F3 Championship
at Ledenon.

Russell Spence: winning start in the States.

Apr 5: The German national racing season
kicks off . . . in Belgium. Kurt Thiim (Mercedes
|90E) wins both heats of the GTCC opener,
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with Steve Soper picking up one fourth place
and one retirement. The F3 heats are snapped
up by Ralt-Opel team-mates Marco Werner
and Michael Krumm.

Apr 5: Mexican Adrian Fernandez wins the
opening round of the Indy Lights series at
Phoenix.

Apr 5: Bill Elliott's run of NASCAR success
comes to an end at Bristol. Alan Kulwicki wins.

Apr 5: Bernard Béguin wins the Rallye Grasse-
Alpin, pipping the similar Ford Sierra Cosworth
4x4 of works driver Francois Delecour.

Apr 5: Martin Schanche wins the opening
round of the European Rallycross Cham-
pionship at Lydden Hill.

Apr 6: Determination unbowed, Perry
McCarthy announces that he is doing every-
thing he can to obtain an F| superlicence in
time for the Spanish GP on May 3.

Benetton’s new challenger — the B192.

Apr 7: Martin Brundle shakes down the new
Benetton B192 at Silverstone.,

Apr 8: British F2 teams descend upon Oulton
Park. Frenchman Yvan Muller is quickest in
testing, but only 0.1s covers the first four.

Apr 8: A meeting between the ACO and FISA
in Paris fails to agree on the thorny topic of fuel
allocation for the Le Mans 24 Hours. Con-
cerned about a potentially thin entry, given that
Jaguar and the Porsche teams will be dissuaded
by crippling fuel consumption regulations, the
ACO proposes a class for 'European National
Championship’ cars, such as those which
appear in the primarily Teutonic Interserie,
Peugeot’'s 905 Spyder Cup and Britain's new
ProSport 3000 initiative.

Apr 8: Nelson Piquet tries his own team’s Ralt
RT24 F3000 chassis at Spain's new Albacete
circuit . . . and damages it. The former world
champion runs over a kerb and obliterates the
bottom of the tub. Olivier Beretta, the car’s
nominated driver, is thus unable to test.

Apr | 1: Contrary to an announcement made in
March, which insisted that the Welsh Rally
would go ahead, the organisers of the interna-
tional event confirm that a dearth of entries has
enforced the event's cancellation.

Apr | I: Following in the wheeltracks of pre-
vious Granite City Rally winners |Jimmy McRae
and Colin McRae, Alister of that ilk completes
the family hat-trick.
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Alister McRae: keeping it in the family.

Apr12: Reynard maintains its winning habit in
the Japanese F3000 series. Fuji pole-sitter Ross
Cheever is knocked off at the first corner, but
Paulo Carcasci comes through to save the day
for the Bicester manufacturer. Lola's new
T92/50 makes its race debut, and fills the

remaining top six positions.

Apr 12: The new Galmer Indycar chassis takes
its first win at Long Beach. Danny Sullivan
collects the spoils. .. but only after tipping

THE MONTH IN MOTOR SPORT

team-mate Al Unser |nr up an escape road
whilst they were running |-2. Russell Spence
leads the supporting Toyota Atlantic race, but
retires with clutch trouble. Mark Dismore -
fully recovered from injuries he received at
Indianapolis last year — takes the win.

Apr 12: Despite having to wear a special body
support to protect muscles and ligaments he
damaged in the previous weekend's NASCAR
race at Bristol, Davey Allison wins the First
Union 400 at North Wilkesboro.

Apr 12: Scott Lakin wins the opening round of
the British Formula Vauxhall Lotus series at
Donington Park.

Apr 12: Didier Auricl wins the Costa Smerelda
Rally.

Apr 12: Roberto Colciago wins the second
round of the Italian F3 series at Enna.

Apr 13: Rumours abound that a consortium of
Belgian businessman is setting up a new FI
team.

Apr 13: Four days before the series starts at
Oulton Park, Brands Hatch Leisure announces
that the British F2 Championship is to be
sponsored by Halfords.

Apr 13: Eric Bernard signs to drive for Peugeot
at Le Mans.

OBITUARIES

Bob Brain

the Falken Tyres Modified
Production series, though he
had frequently proved his
mastery of more powerful

LN

A road accident in late March
robbed British motorsport of
one of its foremost engineers.
Bob Brain's preparation skills
had earned him respect
throughout the sport,
particularly in rallying.

Bob Brain Developments,
the company he founded with
brother John in the late "70s,
had recently turned its hand to
the field of historic rallying,
Paul Howcroft winning the FIA

machinery in a career which
commenced in the |960s.
MOTOR SPORT offers its
deepest sympathies to his
family, friends and many
acquaintances within the sport,

@® Just as we closed for press,
we learned of the deaths of
Geoff Sykes, one of the father
figures of Australian
motorsport, and arch-
enthusiast Count Rudi van der
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Eric Bernard: seeking refuge in Group C.
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Apr 15: The recently revived Racing for Britain
announces that it will be supporting Kelvin Burt
and Warren Hughes in the British F3 Cham-
pionship.

Kelvin Burt: Racing for Britain's choice.

WORLD CLASS
MOTORSPOR
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European Historic Straten, whose Team VDS was 7 JUNE B Cor u:ﬁng ' meetings by bookmg in
Championship in a BBD Elan. familiar to European racegoers 13 JUNE V‘;:iﬁ%‘:i RANDPRIX  4cic0p £11.00 advance on 0327 857273
To his family and many before he switched his 10 JULY %QUAUF"‘“ ) :

w2100 £1190 | At most meetings

friends throughout the sport, attention to the United States.

we extend our sincere
condolences.

Terry Stone

Full appreciations of both men
will appear in June’s MOTOR
SPORT.

® There will be a memorial

v5000 E1590\ grandstand seats/admission
e300 | Of 155 and unaer FREE.

o | Write or phone for

service for the late Ken Wells FESTIVAL £4.00 i": complete fixture card.
We were sorry to learn that at Salvation Army Hall, Jersey £6.50 00
800 E209 | On the A43 between Brackley and

Sheffield club racer Terry
Stone recently succumbed to
head injuries sustained in an
accident at his garage.

Terry, 52, was a well-known
saloon competitor. Most
recently, his Toyota Corolla
GT had been a front-runner in

— — o —

Gardens, Wickford, Essex at
15.00 on Friday, May |. Friends
of the late author are
welcome, and are asked to
contact his brother, Norman,
to confirm their attendance.
Norman Wells can be reached

on 0268-764298.

Best sporting venue 1991

Corporate Hospitality Association award

Silverstone

2,

fowcester.

Silverstone Circuits Ltd, Northamptonshire
NN12 8TN.

The organisers/promoters reserve the right to
amend?cancel programmes without notice
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DELIRIUM TREMENS

MOTOR SPORT

Give and take

FISA gave Perry McCarthy a superlicence in Brazil — and then it took it away ...

entiment is a rare enough commodity in
S real life; in the insular environs of For-

mula One it is as rare as an accurate
election opinion poll.

That was an unpalatable fact of life which
Perry McCarthy was obliged to consider when
he tried to make his F| debut in Brazil.

The rules of the game (Appendix L Article
3.6 of the International Sporting Code) say, on
the subject of the superlicences that every F|
driver must possess before he or she can drive
a car in company with their rivals:

‘A driver’s name can only be placed on
the Super-A licence list on the sole
decision of the Formula One Commission
and on condition that:

I) He must be the holder of an A licence,
and

2) — either: he must have effectively parti-
cipated in a season of the FIA Interna-
tional Championship for F3000.

- or: he must be the current champion of
the principal National F3 Championship of
one of the following countries: Great
Britain, France, West Germany, Italy,
Japan, South America.

~ or: he has started in at least 5 events
counting for the FI World Championship
for Drivers the previous year.

‘Exceptionally, the F| superlicence may
also be issued to other drivers whose record
of results is judged sufficient by the Formula
One Commission.” (Our italics).

‘The driver’s name will remain on the
list for two years; if at the end of this
period he no longer fulfils the above cri-
teria, his case may be reviewed by the FI
Commission.’

It is the penultimate paragraph that is impor-
tant in McCarthy's case. Under no circum-
stances does he comply with the requirements
of the others. He would dearly love to have
completed a season of F3000, to back up his
two years with Madgwick Motorsport in the
British F3 Championship in 1986 and 1987.
During those halcyon seasons he at one stage
or another beat all of the other ‘ratpack’
hotshoes who have since gone on to better
things: Johnny Herbert, Martin Donnelly, Ber-
trand Gachot, Damon Hill, Thomas Dan-
ielsson, Gary Brabham, Mark Blundell. . .The
graduation to F3000 was stymied for a very
simple reason: lack of finance.

We have heard many times how Nigel
Mansell lived on the breadline during the early
stages of his career. Compared to what
McCarthy has sacrificed, the Williams driver
lived in luxury. That's not to decry Mansell, but
an indication of the relentless determination
that McCarthy has brought to his racing. Since
his last F3 season he has parlayed the house he
and Karen bought in Billericay into a ticket for
continued, albeit spasmodic, racing. At no time
has he ever given up in his quest, and though
his house is shortly to be repossessed, he has
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At Spa in 1989 McCarthy impressed with Roger
Cowman’s Lola, taking seventh place.

still pressed forward. In an age where young
drivers tend to give it their best shot for a
couple of years before fading away if success
initially proves elusive, that sort of commit-
ment is outstanding.

When it is allied, as it is in his case, to an
obvious talent for the job of driving racing cars
fast, it made it doubly hard to accept the
situation in Brazil wherein, having received his
superlicence, it was then taken away. What
went wrong?

The Saturday before the Brazilian GP, and
the day after he received the invitation to join
Roberto Moreno in the Andrea Moda Formula
team, McCarthy approached Bernie Eccles-
tone to discuss his chances. Bernie was blunt:
he didn't rate them too highly. After further
conversation, he advised McCarthy to
approach the RAC MSA with his blessing, and
the following Monday (March 30), Peter Todd
(Race & Speed Executive of the MSA's Sporting
Services Department) approached FISA on his
behalf. He received a favourable response.
FISA’s Roland Bruynseraede faxed the follow-
Ing message to Pierre de Coninck, Secretary
General of FISA later that day: ‘After having
received all the information about driver
McCarthy and having contacted the RAC MSA.
who confirmed to me that Mr McCarthy had
been issued with international “A" licence
number 19293, | have no objection to his being
furnished with a Super Licence'.

On March 3| the RAC MSA received from
lan Brown, the man responsible for security
and safety at FISA, the following fax: ‘Further
to your request dated |3-03-92, we confirm
that Perry McCarthy is eligible to apply for the
Super Licence “A".’

That same day Andrea Sassetti received
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confirmation from Gerald Richard of FISA that
Andrea Moda Formula's nominations of Rob-
erto Moreno and “Perry McCarthy as
respective replacements for Alex Caffi and
Enrico Bertaggia had been accepted.

McCarthy duly travelled to Brazil and went
through the mandatory driver weigh in. He
was then handed his superlicence on the
morning of Thursday, April 2. FISA subsequen-
tly said it was merely an agreement to supply
one, but that is not the case. It was the licence.
That much was confirmed in front of witnesses
by FISA's press representative, Francesco
Longanesi. At four thirty that afternoon Bruyn-
seraede then warned McCarthy that there
might be a problem with the licence, and at six
returned to the Moda pit to take it back. It had
been rescinded. By then, McCarthy had also
gone through the mandatory cockpit exit test
as further indication that FISA had fully
accepted his application. It was suggested that
a senior representative from a rival organi-
sation had approached FISA earlier to query
the licence, and that that was the first time that
anyone at FISA realised it had been granted
without recourse - a legal requirement — to the
FI Commission. Perhaps that was the case.
Perhaps somebody else within FISA simply
noticed the oversight. Nobody would admit
anything either way. Whatever, McCarthy was
thus no longer eligible to participate. He had
travelled 5000 miles, borrowing the money for
his air fare and putting behind him for the
moment his continuing financial crises at home,
and now he was out. Just like that.

FISA later issued a release that attempted to
cover its bureaucratic error: ‘Only the Formula
One Commission can issue a superlicence
(Appendix ‘L, Art. 3.6 of the International
Sporting Code). Neither the Formula One
Commission nor any of its members had any
knowledge of the purported issue of a super-



licence for Mr McCarthy.

"It follows that Mr McCarthy did not possess
a superlicence and could not take part in the
1992 Brazilian Grand Prix.’

This was pure fabrication. McCarthy had
held the superlicence in his hand. Moreover,
Ecclestone is a member of the FI Commission
and he knew that an application was going to
be made.

“| wasn't just surprised, but shattered to see
Perry here,” said Bernie on the Friday. "He
called me and | told him that in my opinion |
didn't think that he would get a licence. We
talked, and | suggested that he should approach
the RAC MSA and tell them he had my
approval to do so. But | knew he wouldn't have
time to get a superlicence for Brazil because of
the need to go through the FI Commission. He
should have been told that. The boy did
nothing wrong; FISA screwed up.”

“| received a superlicence and | paid the fee.
It was accepted,” said a bitterly disappointed
McCarthy. “The faxes confirmed we would get
one, and we did. | had it in my hand and | signed
it.

FISA's smokescreen hadn't abated by Friday
April 3, the day McCarthy should have been
driving the Andrea Moda Judd, when de Coni-
nck faxed Les Needham at the RAC MSA with
the following message. ‘Further to the fax sent
by the FISA on 31st March mentioning that
Perry McCarthy was eligible to apply for the
superlicence, according to Appendix L - Art
3.6 of the Sporting Code, the process was
followed; therefore, this application has been
submitted to the FI Commission.

'From the information | have received from
the FISA Delegate, it appears that this applica-
tion has been refused by the FI Commission
members who are currently present at the
Brazilian Grand Prix.

As soon as | get more information concern-
ing this matter, | will keep you informed.’

This is not true; the FI Commission mem-
bers discussed subjects such as changes to the
Concorde Agreement and enhancement of
qualifying during a meeting in Interlagos on
Thursday April 2, but the matter of McCarthy's
superlicence was never raised. Somebody,
somewhere, would seem to be making an
attempt to cover their tracks after their origi-
nal mistake.

50 where does the situation now stand?
McCarthy instantly began lobbying members
of the FI Commission hard, trying to get his
application accepted officially in time for the
spanish GP meeting on May |. For a driver on
the breadline, yet also tantalisingly on the verge
of the biggest break in his career, it was a
disturbing time, notwithstanding the fact that
ne will at least test the Andrea Moda Judd.
When the likes of Michael Bartels, Fabrizio
Barbazza, Giovanna Amati and Paul Belmondo
have applied for and received superlicences in
recent months, without ever demonstrating
any outstanding ability in F3000, McCarthy's
frustration was understandable. Financial dis-
asters or not, he has managed to keep his
Career afloat since the days whep specialist
design concern Hawtal Whiting provided him
with a decent budget in F3.

Nobody wanted the unloved Ralt RT22 in
1988, but in his F3000 outings McCarthy
embraced its shortcomings and qualified it in all

his three outings, something luminaries such as
Eric Bernard, Russell Spence, Andy Wallace
and Cor Euser failed to achieve. A year later he
tested at length for the Footwork, Leyton
House and CDM F3000 teams and was always
quick, but as usual the better heeled got to
race the cars. With Roger Cowman’s Lola he
was a dramatic seventh at Spa, having at one
stage been second fastest in wet qualifying until
the team’s lack of equipment hampered his
tyre change and lost him vital running time. His
performance in qualifying |Ith moved Lotus
team manager Peter Collins to comment In
Interlagos: “That was the race at which he
convinced me he had something. | watched
him at Eau Rouge, and he was doing something
special in that car.” In the warm-up at Le Mans,
he was third quickest, behind only Eric Bernard
and Erik Comas and ahead of Jean Alesi even
though, as usual, the car was run on a shoes-
tring.

For 1990 he made himself an opportunity
which took him to America, where he won on
his IMSA Camel Lights debut for Spice at Mid
Ohio. He had never seen the track before, nor
the car. In the dry at the equally unfamiliar
Watkins Glen he was | .4s faster than any other
normally aspirated car, when elevated to the
700bhp GTP Spice. It was dry in qualifying and
the Glen is a turbo circuit that suited the
Jaguars, yet in the wet race he devoured the
opposition, scything past regulars such as Geoff
Brabham in the Nissan and Davy Jones in the
Jag to forge through into the lead until the track
dried again. Not the work of a man without a
high degree of talent, one would think. He
took pole position at Sears Point and led until
the engine failed, and fought for second place
with Fangio in one of Dan Gurney's |oyota
Eagles at Portland. In San Antonio he led again
until the engine broke. Such achievements won
him Rookie of the Year honours, and he
repeated the form again in 1991, even putting
up with the ultimate frustration: occasionally
qualifying the car only to have a wealthy but

Consternation: in Brazil the news in the Andrea
Moda Formula pit on Thursday was not good.

THE McCARTHY AFFAIR

slow pay-driver race it.

The Brazilian debacle highlighted the cur-
rent parlous state not only of the rules
governing superlicences, but also a worrying
lack of detailed knowledge on behalf of many
FI Commission members. Ecclestone has
pledged that the rules will be revised signifi-
cantly for 1993. However, that penultimate
paragraph clause is vital in the cases of drivers
such as McCarthy. Invariably it seems to be the
British who struggle most to find racing
budgets, and FISA needs to remain aware that
the ‘sleepers’ should retain the chance to
graduate to the highest level should they be
good enough. In F| there are only two sorts of
people: racers and onanists. Motor racing at
the highest level — any level — should be about
racers. As this column was written it seemed
certain that McCarthy would get his licence
after all and the chance — which is all he seeks -
to pursue his career. And rightly so.

It seems, however, that without the Bra-
zilian affair bringing the whole thing to very
public attention, he almost certainly would
have been refused. We are told by insiders at
FISA that his plight evoked sufficient sentiment
that the majority of the FI Commission mem-
bers were moved to vote in favour of his
application. All well and good, and hurrah for a
decent human value, but it would have been far
more comforting to know that they had all
looked very carefully at what resuits he could
claim — maybe some of them had even seen
him in action, Heaven forbid, and could make
value judgements - and made the same
decision based on what he can actually do,
rather than what he and others say he can do.

A final thought: Under the current rules the
likes of Gilles Villeneuve might not have been
granted a superlicence on first application, but
for that italicised paragraph. Those in the
position to judge don't always have the facts at
their command, as the McCarthy Affair
revealed only too well, let alone do they try to
obtain them from those who do. And on such
things a racer’s career might hinge.

Worrying, isn't it?
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A common misconception

When the idea was first mooted, even we
had our doubts.

But the boffins at Volkswagen are an
obstinate |ot.
len years and [,700 million deutschmarks

later, their persistence has paid off (thank
heavens).

Not only is the paint on our new Golf free
ot toxic solvents like lead and cadmium.

It's as deep and lustrous as ever it was.

And not a run in sight. Rain or no rain.

Ot course, environmentalists might be

tempted to say, why stop at the paint?
We didn't.




about our water-based paint.

The primer is water-thinned. So, too, are
the filler coats.

And though the clear finish we tinally
apply contains a measure qgf solvent, the level
s comfortingly low.

That said, it can never be low enough.

Which is why we make up tor it in other ways.

Those 320 kilos of wax we tHood through
every Volkswagen bodyshell? Solvent-iree.

The wax skin that protects every new
Volkswagen on its journey from tactory to
showroom? Solvent-tree.

In today’s climate, did you expecl
any less of us?

The new Golt.
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FORMULA ONE

t was as predictable as it was impressive,
I really. The second Williams 1-2 of the

season, that is. There was not much that
was spectacular about the motor racing at the
Autodromo Hermanos Rodriguez, but as ever
the undercurrents held fascination.

Prior to the event Williams designer Patrick
Head had been his usual modest self, playing
down the likely effectiveness of the active
suspension, but practice was but minutes old
when the overall message came across loud
and clear: his FW14Bs were in a class of their
own. And as the weekend progressed volume
was added to the message by the state in which
the once dominant Honda Marlboro Mclaren
team found itself.

Not to put too fine a point on it, the
MclLaren drivers were in a war in central
America every bit as vicious as the strife in
Guatemala. The 2.7-mile track is one of the
best in the world, in concept. But in execution
It Is seriously lacking. They had changed the
daunting Peraltada corner for this race. It's a
sweeping, |180-degree right-hander which
brings the cars back on to the start/finish
straight. At best, cars used to get through there
at maybe 165mph, but this year they eased its
banking from 12 to five degrees and had
resurfaced part of it. The call for the change
had come after Ayrton Senna's celebrated roll
in qualifying the previous year, and in its time
the corner had claimed several victims. Senna
had gone off there in 1986, Derek Warwick in
87, Philippe Alliot in '88, and this year and last
it would display an attraction for Minardis.
None of these incidents, as with Senna's in
1991, caused injury, but back in 1962 it had
claimed the life of Mexico's favourite racing
son, Ricardo Rodriguez, as he lost control of
Rob Walker's Lotus 24 while trying to claim
pole position. Later, they would name the
circuit after him, and when his great brother
Pedro was killed in 1971 it became the Auto-
dromo Hermanos Rodriguez the Circuit
Brothers Rodriguez. What is sad is that the
track’s condition betrays the honour of that
ilustrious name.

Once again the
Williams dvo ran
away and hid, but
just how much of
their superiority
was due fo the
active suspension?

Even with the revised surface there was a
nasty dip on the fast line into Peraltada, and
everywhere else there were bumps galore.
The track covers a subterranean river, which
disturbs its foundations depending on the
prevailing weather conditions. Many car and
driver combinations simply put up with them
and made the best of a bad job, but when you
were a McLaren driver in Mexico you operated

It took Michael ¥
Schumacher just
eight Grands Prix
to find his

way onto the
podium . .. The
young German was
in stunning form
once again.

‘ -—

most perfect result |}

Nigel Mansell’s imperious form
continued in Mexico. As he had in South
Africa, he led every racing lap.

under even greater pressure as the Williams
duo wrought their havoc. Worse, there was an
additional threat. As it awaited the new
MP4/7A Mclaren could - just — accept its
situation, and the role of second fiddle to
Didcot, but here was an interloper: Michael
Schumacher in the Benetton Ford.

It meant that Ayrton Senna and Gerhard
Berger had to screw their MP4/6Bs down
tight, to the point where they darted danger-
ously from bump to bump, right on the very
knife edge. Inevitably, as in any war, there
were casualties.

As Berger was lamenting: “You just can't
take the risk of pressing hard over the bumps
because you just don't know what the car is
going to do,” Senna had a huge shunt before
the exit of the Esses. This section of sweeping
road gets faster and faster until catapulting the
cars down the back stretch and on towards the
delights of the Peraltada, and in the penulti-
mate sweep the MclLaren simply hit a bump
and got away from him. It twitched, he correc-

Photography: LAT




RETORNO

ted it, but by then it was off line, into the
ever-present dirt that awaits the unlucky. Devoid
of grip it looped into a spin and headed back-
wards for the retaining wall. At the last moment,
its wheels locked, it came around to strike the
wall almost sideways on, with an impact so
severe that Senna’s helmet all but touched the
left-hand sidepod. As it was deflected round and
came to a stop he could be seen moving, but the
moment he removed his helmet the pain was
unpleasantly evident in his face.

It transpired that he had had another of his
miraculous escapes, to add to his 1991 Mexican

ESES
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MEXICAN GRAND PRIX

As the Williams duo rushed away, most of the
interest centred on Martin Brundle’s defence
of fourth place in the face of a stern
challenge from Gerhard Berger.

and Hockenheim inversions, and on Saturday he
bravely ran despite a left leg badly bruised where
a suspension component had been punched into
the cockpit. He freely admitted that he had
expected the worst when the car came to rest.
That the chassis itself had withstood the shunt
spoke volumes for the wisdom of FISA's latest
mandatory crash tests.

That day it was Berger’'s turn, the Austrian
going off in the left-hander approaching the
Retorno corner when, just like Senna, his
MP4/6B was thrown off course by its reaction to
a severe bump. Earlier on, in the Esses you could
actually see momentary daylight under one of his
rear wheels, so bad was the surface. Gerhard
survived the incident with nothing more than

CURVA
PERALTADA
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intense anger at the way the marshals craned
away the car — with him still aboard — but later
limped away from a virtual repeat of Senna's
accident. Truly, it was not a weekend for
Mclaren to savour.

For Schumacher, however, it was yet further
indication of a glittering talent as confidently he
thrust his Benetton between Mansell and Patrese
on Friday afternoon. Riccardo rectified that on
Saturday, only just failing to better Mansell's pole
position time of Im 16.346s, but still the young
German lurked, a comfortable |.3s faster than
team-mate Martin Brundle, who nevertheless

STARTING GRID
5
MANSELL
Williams FW | 4B 6
Im 16.346s (1) PATRESE
im 16.648s (2) Willlams FW | 48
19 im 16.632s (2)
SCHUMACHER Im 17.908s (1)
Benetton BI91B 20
Im 17.292s (2) BRUNDLE
Im 17,5545 (1) Benetton BI19IB
3 Im 18.588s (2)
BERGER Im 18.937s (1)
McLaren MP4/6B |
Im 18.589s (2) SENNA
Im 18.604s (1) MclLaren MP4/6B
2 Im 18.791s (2)
LEHTO Im 23.063s (1)
Dallara BMS 192 33
Im 191115 (2) GUGELMIN
Im 19.982s (1) Jordan 192
7 Im 19.355s (2)
MARTINI Im 20.246s (1)
Dallara BMS 192 27
Im 19.378s (2) ALESI
Im 19.767s (1) Ferrari F92A
4 Im 19417 (2)
DE CESARIS Im 2] 4345 (1)
Tyrrell 0208 12
Im 19.4235 (1) HERBERT
im 24.117s (2) Lotus 102D
29 Im 19.509s (2)
GACHOT Im 20.450s (1)
Ventur LC9?2 15
Im 19.743s (2) TARQUINI
Im 21.656s (1) Fondmetal GRO |
1 Im 19.769s (2)
MODENA Im 20.386s (1)
Jordan 192 3
Im 19.957s (1) GROUILLARD
Im 20.469s (2) Tyrrell 0208
2 Im 199615 (2)
FITTIPALDI Im 20.209s (1)
Minardi MI9IB I
Im 20.042s (1) HAKKINEN
Im 20.202s (2) Lotus 102D
6 Im 20.145s (2)
WENDLINGER Im 20.390s (1)
March CG91 | 28
Im 20.200s (2) CAPELLI
No time (1) Ferrari F92A
2 im 20.223s (2)
MORBIDELLI im 21.120s (1)
Minardi M191B 25
Im 20.227s (2) BOUTSEN
Im 21.019s (1) igier |S37
14 m 20.395s (2)
CHIESA Im 20.709s (|)
Fondmetal GRO | 30
Im 20.845s (2) KATAYAMA
Im 219025 (1) Venturi LC92
9 Im 20.935s (2)
ALBORETO Im 22.188s (1)
Footwork FA|3 26
Im 21.064s (2) COMAS
Im 21.396s (1) Li HAS!?
[ 1225 (2)
Im 21.963s (1)
Did not q
SUZUKI (Footwork FAI!) I.bl?flrn 21.187s
BELMONDO (March CG91 1) Im 23.508s/1m 21,504

VAN DE POELE (Brabham BT60B) Im 22.937s/Im 22.197s
AMAT! (Brabham BT60B) No time/Im 25.502s

n May 1992

occupied the fourth slot.

On Friday this was a new Brundle, tetchy,
gnawed at by pre-meeting suggestions that his
place in the team might be taken by new
Benetton test driver Alessandro Zanardi. A man
obsessed with off-track politics and, it seemed.
fighting to cope with the news that having got the
best GP seat of his life, he had a team-mate who
could blow his doors off. By Saturday, though the
gap between the two was similar, Martin was
back to his old self, more cheerful, more positive,
more comfortable in a car whose driving position
is still not to his liking. Schumacher was the star,
but Brundle too had outqualified the Mclarens
on row three . . .

The start, just like the pole, was Mansell's.
Mindful of the hard time Patrese had given him in
the 1991 race, the Briton charged off the line and
by the end of the first lap had opened a gap that
would win him the race. Riccardo would match -
and sometimes beat - his lap times from then on,

Forza Andrea! De Cesaris recovered from a moment
on lap one to bag a brace of points for Tyrrell.

but by that point Nigel had done all he needed.
Just as he had done in South Africa, he controlled
the race, but there had been a moment of alarm.
"I 'had snap oversteer on the warm-up lap,” he
revealed, "and we had to change the car a lot on
the grid."

They changed it in the right direction, and
thereafter he was never troubled. And in direct
contrast to the Honda V12s, the Renault VI10s
were very good in Mexico. "Elf came up with a
special fuel for the altitude,” said Mansell, “and
that worked exceedingly well. The engine was

going very strong.”

The two of them kept each other honest until
the 25th lap, when the gap jumped two seconds.
As the laps unfolded, activity in the Williams camp
suggested imminent preparation for a tyre stop,
but Riccardo had the problem under control

“The left front had given up, and | had to back off
a little and think of how to save my tyres,
especially the fronts. After that | could not push.
but | still tried to keep the pressure on Nigel so |
would try three quick laps, then slow down. then
three more quick ones . . ."

In the end Mansell won by 12.971s for his
second perfect score. It was his 23rd GP success.
bringing him level with arch-enemy Nelson
Piquet, on to Fangio's tail, and in the slipstream of
Clark, Lauda and Stewart . . .

If Brundle had fretted in qualifying, the race
gave him his chance to show his mettle. Down to
the first corner he was briefly third before Senna
sliced across his bows to take the position, and

then Schumacher had gone by down the main
straight going into the sécond lap. The two had
had a pact that Martin would let him by if he was
significantly quicker, but that wasn't the case. “In
fact, what happened was that as | came out of
Peraltada it was very slippery and | got into a big
slide. Michael got into a smaller slide, and towed
by me.”

As Senna’s bold run ended with suspected
transmission failure after only |12 laps, the world

Abandoned ship: Bertrand Gachot speeds
past Senna’s vacated McLaren. It was not o
good weekend for the Brazilian.
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SANDOWN EXHIBITION CENTRE, ESHER, SURREY.
SATURDAY 27TH & SUNDAY 28TH JUNE 1992

THE EVENT DEVOTED TO THE BUYING AND SELLING OF COLLECTORS CARS
NO COMMISSION CHARGED TO EITHER BUYER OR SELLER

THINKING OF SELLING YOURCAR?

Then this is the solution

Last year's event was most successful, with a great variety of cars entered,
ranging from a 1902 De Dion Bouton to the 1989 Aston Martin AMR |
Le Mans team car and also Alpines, E-types, Healeys, TR's etc.

We had over 60 of the country’s leading dealers and 220 private owners

The

offering 420 cars of which 127 SOLD.

[f you wish to sell your car then Sandown is the best way.

[T WORKS, IT’S INEXPENSIVE AND IT’S FUN (and 1t also

works just as well if you're buying).

For an entry pack or further information phone 0844 201044 fax 0844 201911

PP TR Y MAJOR MOTOR BOOK AND MOTOR LITERATURE FAIR ~ CELEBRITY TALKS -~ DRIVING TESTS - FILM SHOWS

- SEMINARS, LECTURES AND DEMONSTRATIONS ON THE MAIN
AUTOJUMBLE -~ RESTORATION COMPANIES - EQUIPMENT AND SPECIALIST FIRMS ~ SPARES AND MAINTENANCE

SPECIALISTS. IN FACT EVERYTHING DEVOTED TO THE BUYING, SELLING AND MAINTENANCE OF COLLECTORS' CARS.

WE CURRENTLY OFFER FOR SALE

Testarossa (G). Red/Magnolia, 2,900 miles,
indistinguishable from new..................E72,950
328 GTS (F). Red/Magnolia, 3,500 miles. Rear
aerofoil, one owner, leather dash £48,500
308 GTB (R). Glassfibre, red/black, 26,000
miles, wide wheels. A/c, sports exhaust, 1987
Cavallino Trophy winner ............c........£40,000
J08GTS (V). Red, carburettors needs work
o SR o
308GTSI (PP). Red/magnolia. 46,000 miles
Alc, deep spoiler, F.S.H., exceptional £27,500
Mondial QV (A). Red/Magnolia, 33,000 miles,
sunrool. Alc, F.SH........... e big, 900
308 GT4 (V). Red/Magnolia, 12,000 miles, fully
detalled engine bay, chassis Suspension,
F.5.H. speediine wheels
308 GT4 (T) Red/black, 12,000 miles, fully
detailed engine bay, chassis, suspension
246 GTS (M) Blue Chiaro/Tan leather. 41,000
miles, at present, undergoing a full restoration
N our workshop

246 GT (M). Red/Red leather, Daytona seats,
arches and wide Campagnola wheels, ground
UD TOSTOTANION. ... iriiississssrsnscsssrmsssssnsi O By U
246 GT (M) Blue Chiaro/Tan leather, Daytona
seats, ground up restoration by ourselves. The
Best

Porsche 911 Carrera |l Cabrio (G). Hed/
Black, 16,000 miles, System One alarm, F.P
FRBLOTY ..o cusssisasimasssivasssnssessisistsimmasistrits A DOV
Porsche 911 Carrera Coupe (H). Red/Pan
linen. 2.600 miles, limited slip diff, sunroof, one
owner, indistinguishable from new .....£34,750
Porsche 911 Sport Coupe (F). Blue/Linen
piped, 28,000 miles, System One alarm, full
Porsche hiStory.........cmmmmmmoimss Sa 8,990
Jaguar V12 E-Type Roadster. Manual,
red/tan, chrome w/w, 34,000 miles, cONCours
L SRR s A, 1
Jaguar XK140 S.E. Roaster 1954, Concours
rebuild, C type head, excellent prove-
e NI LS p et i (O RGP+ N1

Dinos wanted for restoration.
Complete cars, basket cases, unfinished projects.
* Urgently Required *
Testarossa 348, 328, J08 & 246's

TEL: 0629 56999/583287 or (0836) 621520

Butteriey Reservoir Farm, Butteriey Lane,
Ashover, Chesterfield

TENANCE AND RESTORATION OF COLLECTABLE CARS,

PRIVATE OWNERS
:'\ "\l:.ii"lt .tl[l FATINEe To QU Tioas

ff .]HH.I'l’ \'{*Hf”_{._’ (o t'fa//t': tors car

vou could be giving away up to
200 of its gross value at auction.
Foranentry feeof £75.00 (1.
VAT ) inside or £50.00 (71¢.
VAT ) outside (less 1070 disconnt

for collectors' carv club mentbers)

YOU RECEIV]

o \p;n'r 10 :ff.t‘/:/u{] V'OHY Cdl far
the entire weekend.

@ The exclusive use nf a separale
sales office, staffed with a

number of experienced

salesmen who will negotiale
on your bebalf free of ¢ hetree.
if required, with any
/n*m/u-:'f:"f'r P baser.

© 1he benefit of an enormois
advertising campaign both 1
."f?t-" LUK and in Ik :'H'n/h :

O One free event ticket and a
f'{’/.h"l{'/{' jhﬁ.h

© A freeentry i the show euide.

O Tuwenty-four bour security.

Sole UK Concessionaires,

DuncanHamilton & Co. Ltd.,

No.1 The Square, Bagshot, Surrey GU19 5AX.
Telephone: Bagshot (0276) 71010

K 4

Fax: Bagshot (0276) 71270 %

p el

Tax Free Personal Export Sales Available "
Pleasatelephonefor details. 5

p o)
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MOTOR SPORT

FORMULA ONE

champion stayed trackside, watching with a cool
expression and doubtless making mental notes
about the performance of the Williams chassis
and Schumacher’s driving. He was also ideally
placed to observe the brightest spot of the race, a
terrific scrap between Brundle and Berger. The
two were rarely more than a few car lengths
apart on an afternoon when the Briton laid valid
claim once again to recognition as a topline F|
driver, and even when the Austrian finally towed
up to the Benetton and edged ahead going into
the first corner (named after '60s Mexican star
Moises Solana) on the 42nd lap, Martin immedi-
ately retaliated. As |ohnny Herbert had dis-
covered to his chagrin on the first lap, the inside
line was slippery, and as Berger slithered wide
Brundle darted straight back around the
MclLaren and Gerhard had to start all over again.
The Mclaren was slow on the straight, and
initially poor on full tanks, but MclLaren had done
a masterful job in at least taming it for the race. It
looked better and better as the laps went by, and
even though one particular bump was throwing it
out of fourth gear, he edged back into the
Benetton's draught. As they came up to lap
Boutsen's gripless Ligier Brundle was held up.
Possibly it was just one of those things; possibly
Boutsen, a man with his enthusiasm for the
Benetton driver well in check, was repaying him
for what he believed was the wrong done to him
by Brundle at Monza last year. Whatever, at
some stage during all this Boutsen threw off one
of his tear-off visors and it lodged, by pure fluke,
in Brundle's oil radiator duct. Immediately the
Ford HB's temperature rose and, as Berger
pounced and then began to set fastest laps in a
brief chase of Schumacher, Brundle's race ended
with overheating. If his qualifying still needs a lot
of work before it can match Schumacher's, it was
interesting to note that he lost precious little to
the German on race times. Schumacher's aver-

age over the first 40 laps was Im 21.07ls,
Brundle's Im 21.255s,

Berger managed to close to within six seconds
of the lead Benetton in the closing stages, but
Schumacher was equal to the challenge and
stabilised the gap again on his way to his first - but
surely not his last — rostrum finish. | felt the
pressure from Martin in the middle of the race,”
said Michael. "He was about four or five seconds
behind me, and he was pushing quite hard. | had a
big problem with my right front tyre which was
graining at Peraltada, which forced me to take it a
bit easier. When Gerhard began to push | found |
could go a bit quicker and keep the tyre okay, but
when | came in at the end | discovered that the
left rear was blistered.”

In their wake Ferrari had another appalling
day. After going off at Peraltada on only his
second lap of the weekend, Alesi finally qualified
|0th after all manner of engine and handling
problems, while Capelli was a mournful 20th,
ironically starting alongside Karl Wendlinger in
the March CG911B that he used to drive. “No
grip, no power, no handling, no straightline
speed,” he shrugged. Had he been prescient he
might have added “no race”, for his ended on the
startline when Wendlinger misjudged a gap,
clipped the rear of the Ferrari and pitched it into
the outer wall. The March, unable to star this
weekend as it had in the Austrian’'s hands in
South Africa, likewise went no further.

Alesi lasted only 32 laps before his Ferrari
succumbed to an oil system problem that
technical chief Claudio Lombardi had feared
after all the qualifying dramas. They were an
embarrassing 32 laps at that, for Mika Hakkinen
had thrust his Lotus Ford into ninth place from
the start (profiting from a brilliant start and
Herbert's first corner spin) and hounded the
F92A mercilessly. Both were overtaken by the
irrepressible Andrea de Cesaris, himself recov-

Mauricio Gugelmin's spirited qualifying lap
brought Jordan fplse hope. It was another
disappointing race for the Silverstone team.

ering from a first corner trip on to the grass, but
this time from the outer line.

The Tyrrell llmor was very strong in a straight
line, and none too shabby through the corners
either, and the [talian was once again revelling in
his situation. Kicked out by Jordan in preference
to Gugelmin's bag of Sasol bucks, he must have
smiled into his Nomex balaclava as the Irish/
Japanese team had another awful weekend,
alleviated only by greater promise exhibited in
qualifying. This time there was to be no dis-
appointment for Andrea as he picked up a very
useful two points, while Hakkinen took the final
one for sixth after a mature performance that
underlined the Lotus revival. Herbert, angry
with himself for that initial indiscretion (a rare
one, indeed), recovered well for seventh ahead
of || Lehto, who deserved better after Dallara
made serious progress with its handling follow-
ing its South African dramas. Both the Finn and
team-mate Martini qualified well, but suffered
serious understeer throughout the race. Where
the ltalian needed three tyre stops before
quitting, ) soldiered on with one and recovered
to head home the disappointing Ligiers and the
developing Venturis, one of which Gachot had
qualified extremely well.

For Williams, then, Mexico brought an almost
perfect result. There was but one flaw. “Ric-
cardo and | agree that last year, when we
finished |-2 here, we had a better ride with the
passive car than with the active system this
year,” said Mansell. “If you look at the lap times,
you will find that they are slower this year than
they were last. It's a bit confusing, we will have
to think about it.”

S0 will everyone else
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Pos Driver

Ist Nigel Mansell

Ind Riccardo Patrese....
Ied Michael Schumacher
4th Gerhard Berger

6th Mika Hakkinen

Tth johnny Herbert.........

- Bth |JLeMo.......
1 9th Erk Comas........

10th Thierry Boutsen. ..

12th Ukyo Katayama....
|3th Michele Alboreto ..
(4th Martin Brundle. ...
|S5th Gabrele Tarquini
|6th Andrea Chiesa
|Tth Pier-Luigi Martiny
|8th Jean Alesi.......

20th Stefano Modena
215t Olivier Grouillard
2lnd Ayrton Senna.

24th Mauricio Gugelmin
25th  Ivan Capell

Mika Hakkinen gave Lotus a second
consecutive points finish, one
place ahead of team-mate Herbert.

S Sth Andrea de Cesans.,

| Ith Bertrand Gachot

Ok G Morbiel.........

23rd  Christan Faupaid

26th  Karl Wendlinger .

MEXICAN GRAND PRIX, Mexico City, March 22
69 laps of 2.747-mile (4.419 km) circuit (189.543 miles; 304.975 km)

Nal Car/Engine Time/Stated Reason For Retirement
GB ... Willams FW14B-Renault V10......cccoceric IR 3IM 53.587s
&  Williams FPW148-Renault VIO ..o 1h 32 0B 558s....
D ' Benetton BI91B-Ford HB VB, ......ccnnnr th 32m 15,0165
A McLaren MP4/6B-Honda V12 ......... A 3Im26934s. .
odiiioi Tyrredll 0208-Himor VID........ . U R—
wh _Lotus 102D-Ford HB V@ eS8 208 ...
GB.... Lotus 102D-Ford HB VB.............. 68 laps ...
S . Dallara BMS 192-Ferrani VIZ ... ....58 laps e N
..... F oo Ligier |S37-Renault VIO ........ s BT TRPS
B Ligier 1S37-Renault VIO ... 67 laps ... B i
. Venturi LC92-Lamborghini VI2...................06 1aps
Jias Venturi LC92-Lamborghini V12 66 laps .
N Footwork FAI3-Mugen V10.......c..........B5 taps |
G8 Benetton BI9IB-Ford HB VB.......... 47 laps - overheating ...
i Fondmetal GROI-Ford HB VB ... 43 TapS - chutch..... il aa
| Fondmetal GRO|-Ford HB VB ................37 laps - spin _ R
| Daltara BMS 192-Ferrari V12 36 faps - handhng
F _Ferrari F92A-Ferrari VI2 ... 31 laps - engne .
il ___ Minardi M1918-Lamborghim V11 .19 laps - spin
..... fitiess jordan 192-Yamaha VIZ....... ovenssannr | 1 18P ~ gRATrDOK
F Tyrrefl 0208-limor Vil .12 laps ~ engine
BR.  Mclaren MP4/6B-Honda VI ....cocoveinoie. || 1aPS = transmission
BR..... Minarch M1918-Lamborghini VIZ ... 2 LapS = SPIN.. coccvvimisinincsicmerbbions
BR .. jordan 192-Yamaha ViZ 0 laps - engine
vl (. _Ferrari F92A-Ferman V11 0 faps — OO ...cocimisiinirinns
A ....March CG9I-limor VIO .... 0 laps - 3CCHBNL.....corvunmeivrssprannes

Winner's Average Speed: 123.762 mph (199.1 33 kmh)  Conditions: hot, sunny
Fastest Lap: Gerhard Berger, Im 17.711s on lap 60, 127.260 mph (204.76 kmh)

Best Race Lap
Am 17.765s ...
1m 17.920s ...

Im 18.056s5

Am 17.711s

Im 19.034s
Im 194275
Im 196345
Im 19.58%

Il D000 oo e
L Am 19.648s ..
m 2) 3645
Im21397s ..

Im11.167s.

Im 19.688s
Im 21 6635
Im 21.143s
im 21.057s
|m 20 9655
Im 20.681s
Im 23.003s
Im 22.251%

Im207s....
im 25.880s .......

On Lap
61
59
6
50
56
26
a8
57
bl
58
bl
.
35

T -
4

... 36
il

21

18

o
.8

Y
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FORMULA ONE

24 carat victory

Mclaren gave its new weapon its début in Interlagos, but still those Williams FW14Bs
ran away and hid as a Mansell hat-trick drew him level with Fangio’s 24 GP wins

yrton Senna's body language said it all.
AHis car stammered into the pits, the

Brazilian gave its misfiring Honda V2
the big rev, then wriggled out and stalked to
the back of a MclLaren pit which was already
accommodating team-mate Gerhard Berger's
similar new MP4/7A. The Brazilian GP was just
I8 laps old, and here was not one but two of
the Woking cars ready to pack away. It was a
sign of the new times that have come to
Formula One, the last wave in a sea of
desperation that washed over the team in
South America as the two Williams FW 14Bs of

>
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Nigel Mansell and Riccardo Patrese once again
stamped their utter authority on a 1992 World
Championship event.

McLaren has an awful lot riding on its new
car, just as Honda has on its thoroughly revised
engine, but this was not a debut that lived up to

the heritage of previous models from its stable,
such as the MP4/2, MP4/2B, MP4/3, MP4/4 and

Looks familiar? The podium in Brazil was a carbon
copy of that in Mexico. Patrese, Mansell (complete
with Anglo-Brazilian flag!) and Schumacher repeat
their celebratory ritual.

MP4/6 that each won first time out. That's part
of the problem of success; failure must inevita-
bly follow at some stage. For Mclaren, it has
come as a result of the remorseless tide of
Williams technical development.

“It's not a case that McLaren hasn't worked
hard,” said Senna thoughtfully, even before the
defeat. “We have had technical problems, but
that is reality. Our new chassis was delayed by
the problems that we had in |99 | —especially at
the beginning of 1991 — which needed to be
addressed. We reached Williamsin 199 | to take
the title, but the effort necessary was enor-
mous and really hurt us for the beginning of
1992. The technical difficulty of the last two
years has been the problem to keep winning.
Williams concentrated all of its energy in
putting out something very good. It restruc-
tured for its future, and as a result it is now
having a sequence. MclLaren was more consis-
tent, to hold its level. This is all very hard for
MclLaren - no matter what the investment -
for this to happen. We are now in a very
difficult position, but it's something that has
been coming for a ver; long time now . ..~

Hard words, sure, but an indication of the
stakes in F|. Yesterday's ally is the man who
must work harder today. It was noticeable that
when Senna left the circuit on Saturday even-
ing, having qualified a dramatic third but a
whopping 2.2s off Mansell on pole, his pace
was such that Ron Dennis walked two steps
behind him.

There had been one spot of humour for
Senna during the weekend, and it came in the
closing stages of qualifying as Mansell tried to
pass him going into the right-hand Bico de Pato
corner. "l don't hold any blame on Ayrton at
all,” Mansell had said. "l think it was mis-
communication.” “That stupid bleep's just
driven into the wall,” the world champion is
reported to have said over his radio.

For Mansell, that was the only real low point
of a weekend in which he was absolutely
stunning in qualifying — nobody ever got close
to the Im 15.703s pole time that he set within
moments of Friday's afternoon session getting
underway. That, and the start. He anticipated
the lights fractionally, braked, then got excess-
ive wheelspin as he realised his error. Riccardo,
meanwhile, zapped off the line and into the
lead. Maybe he was using the traction control
(almost certainly he was), and probably Man-
sell wasn't (nobody was saying), but in any case
it only works in the upper gears, not first. In the
lowest gear the car needs to be able to spin its
wheels to slingshot off the grid.

Whatever, Mansell, like Senna who'd almost
made the same mistake, recovered amazingly
quickly. Nigel was right with Patrese as they
spiralled down turn one, while Senna just kept
coming and coming round the outside of a



BRAZILIAN GRAND PRIX
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the team to escape pre-qualifying come July. After its catoclysmic start to the year,

Michele Alboreto scored a welcome point for Footwork (above), which may allow
Ferrari came over all reliable in Brazil. Capelli (below) finished fifth, in the wake of team-mate Alesi.




FORMULA ONE
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I STARTING GRID
Traffic jam. In |
the early laps,
there was the 5
: MANSELL
rare sight of Williams FW 148 6
the world Im 15.703s (1) PATRESE
tl’lﬂl‘l‘lpiﬂl‘l Im 16.091s (2) Williams FW 148
hﬂldiﬂg up l im 16.894s (2)
im I7.591s (1)
SEN
queve of cars. McLarﬂnr:ﬂAP?,'A 2
Schumacher, Im 17.902s (2) BERGER
Alesi and Im 19.358s (1) MclLaren MP4/7A
I Im 18.416s (2)
Brundle SCHUI"I‘;;CHER im 19.277s (1)
shadow the Benetton B191B 27
im 18.582s (2) Ferrari F92A
every move. 20 im 18.647s (2)
Im 19.340s (1)
BRUNDLE
| Benetton BI9IB 22
Im 18.71 15 (2) MARTINI
Im 19.488s () Dallara BMS 192
'm 18.953s (1)
6 '
startled Schumacher. By the right flick on the pressure. The tyre stops were clearly going to WENDLINGER mi00ies )
exit to the corner the McLaren was alongside be crucial. March CG91 |B 25
. o : A . . Im 19.007s (2) BOUTSEN
the Benetton, on the inner line, and the corner Schumacher and Martini, third and sixth Im 19.897s (1) Ligier |37
was the champion’s. It was a nice bit of respectively, were the first to come in, on lap 28 Im 19.038s (2)
tenacious driving, while Schumacher was smart 24. Alesi (then third), Wendlinger and Herbert CAPELLI e S8
enough not to try turning into a gap that was came in a lap later, Brundle and Alboreto IE:’T;";&?SSI Hogt;:iNA
rapidly being filled with McLaren. Once again, another lap later still. Then it was Boutsen and | Im 19.895s (1) Jordan 192
it was an index of the German's racing nous. Capelli at the end of lap 27. Still the two 4 o :gﬂ:“f’
n I
Mansell had a very close look down the Williams stayed out. From Im 20s early on, l?rE ‘:5"5{33'55 | . T
inside of Patrese as they turned on to the back their lap times had eased out to the Im 23s. but |H1T::;E3435{fj ALBORETO
straight, but Riccardo slammed that door. For clearly the active cars were kinder to their | Im 19.497s (2) Footwork FAI3
the next 3| laps the pair of them treated tyres. And this while running away from the 26 :ﬂég?ggi:éi
everyone in Interlagos, or watching their tele- rest of the field at two seconds per lap in the LE%’;TS? 71
vision screens around the world, to a display of opening battle! If anyone needed graphic evi- Im 19.5415 (1) LEHTO
superb motor racing. No quarter asked, nor dence of their technical superiority (and the im 19.537s (2) ?“”“I"g E;S '_293
: . 1 .
given. Frank can be forgiven if he blanched suspension had been made even better for 3 4 i
| GROUILLARD Im 20.502s (1)
during that opening lap, but his charges were Brazil), they need look no further than that. | Tyrrell 0208 29
too smart and too experienced to take one In the end, it was Mansell who stopped first, | Im 19.849s (2) GACHOT
another off, even if they were at times only peeling into the pits at the end of his 29th tour Lk ahiuad ﬁﬁ;‘;;ﬁ%
Inches apart. After South Africa and, to a lesser It was a quick stop, occupying only 8.5s, and TARESUINI Im 20.413s (1)
extent Mexico, Riccardo was smack back at there was nothing but calm in the pitwork. No Fondmetal GRO 23
peak form, perhaps stung a little by the speed Estoril here. Riccardo stayed out until the end im 19.993s (2) FITTIPALDI
| | . | Im 20.533s (1) Minardi MI1918B
Mansell had shown when the Briton had been of his 3 Ist lap, and his stop took just over nine 2 Im 20.133s (2)
sent out in the ltalian’s chassis for ‘compara- seconds. Since his tyre swap Mansell had GUGELMIN 'm 210190s (1)
tive' tests during practice. The gap fluctuated switched off his rev limiter and was charging. Jordan 192 10
as they dealt with traffic, sometimes extending On laps 29 and 30 he had lost 20.55s in :: gg'é??: :f: Fm“::ﬂ'ﬂ”
to as much as |.3s, but usually little more than addition to the half second he had been down | ’4 Im 20.435s (2)
half a second covered them. Mansell drove on Patrese on lap 28, making a total of 21.05s. MORBIDELL! m0.691s (1)
beautifully to recover any ground he lost. But over laps 31, 32 and 33, the first on which I ';1'”32';3';:45'9“5 HAKEI(I!NEN
_ : . . 5
Riccardo to maintain his lead under such both drivers were back up to racing speed, he |: 20.862s sz Lotus 102D
| 30 Im 20.577s (1)
KATAYAMA im 20.734s (2)
| Venturi LC92 12
Im 20.648s (2) HERBERT
Im 21.568s (1) Lotus 102D
im 20.650s (2)
Im21.161s (1)
Did not qualify:
CHIESA (Fondmetal GROI) Im 21.5845*/Im 20.809s

BELMONDO (March CG911) Im 20.886s/Im 22 875¢
VAN DE POELE (Brabham BT60B) Im 22.742¢/Im 21 770¢
AMATI (Brabham BT60B) Im 30 420s/1m 26 645

Did not pre-qualify:
MORENO (Andrea Moda 5291) Im 3B 569¢

* Time discounted for failure to stop at weight check

B e e — — — — I

Qualifying went well for both Stefano Modena
(left) and Pier-Luigi Martini (opposite page, top).
Things werent quite so bright on Sunday
afternoon. Gearbox failure accounted for the
Jordan on lap one; the clutch for the Dallara just
after one-third distance.
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made up 26.435s, giving him a lead of 5.385s by
the time the event had stabilised again after the
StOpS. Thereafter he and Riccardo kept at it,
matching one another's times until common-
cense dictated that Riccardo back it off a little
<o both could be sure of securing Williams's
third consecutive |-2.

In the early stages Senna's tenacity had
earned him third place, even though Schuma-
cher surged by round the outside of the long,
long left-hander leading on to the pit straight
on lap eight, but the manner in which the
Brazilian then repassed on the run to turn one
upset the German. Later, he would launch into
a criticism of the world champion’s tactics,
accusing him of being obstructive. In truth, the
MclLaren's Honda V12 was cutting out inter-
mittently, giving Senna a hard time in the
cockpit. Behind him no fewer than 10 cars
were virtually nose to tail, Brundle chasing
after Alesi for fifth place, with Martini, Wend-
linger, Boutsen, Capelli and de Cesaris all in hot
pursuit. Only a little further back, and gaining
ground as, amazing as it seems, the MclLaren
held the crocodile up, were Alboreto and
Comas.

When Schumacher tried again to pass Senna
on lap 13 he was able to make it stick, and
within a lap Alesi and Brundle’s fight had also
carried them past the ailing MP4/7A. Already
Berger had retired his version after only four
laps with serious overheating. The Austrian
had used one of the three MP4/6Bs brought
along as back-ups for the three new cars to
qualify fourth, but had been doomed from the
start when Senna's rejected race chassis

(which he had taken in preference to his own)
developed an electronic gearbox fault on the
warm-up lap. He started from the pit lane, but
the engine stalled while he waited as Its
temperatures rose, and within minutes his
outing was over. Senna's retirement brought
MclLaren’'s agony to an end, and with it an
unprecedented campaign that had seen
Woking bring some 47 of its own racing
personnel, numerous caterers and 23 Honda
staff to the race.

Mclaren's loss became Benetton's gain, and
the B19|1Bs were second only to those two

BRAZILIAN GRAND PRIX

Williamses. Where Schumacher now had a
clear run to third (albeit already 35s adrift by
the time of Senna's demise), Brundle had Alesi
to contend with. This was one of the things
that enlivened the Brazilian GP just as Martin's
Mexican performance had been. The Ferraris
had spent qualifying testing various engine
specifications, and while Alesi later pro-
nounced: "Neither the engine nor the chassis is
any good,” they were at least reliable.. And with
Alesi at the wheel, the F92A was quik enough
to be a nuisance to Brundle as he tried time and
again to squeeze by. In the end he finally got
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MOTOR SPORT

FORMULA ONE

inside the Frenchman going into the first corner.
only to have Jean turn into him. Both spun, but it
was the Briton who was unable to continue. |
was so mad | went looking for him," he growled,
“and that was when | realised he was still racing!
| felt like throwing my helmet at his car!” Instead
he took a trip to the stewards, who later gave
Alesi a warning that his future conduct will come
under scrutiny.

They viewed it as a racing incident with
provocation, but Benetton's Flavio Briatore
was dismayed by the loss of two potential
points, apparently unaware of the desirability
of having racing drivers who actually want to
race.

By the time Brundle retired, his Benetton's
right-hand side carrying much of the Ferrari's
left-hand rubber, de Cesaris and Martini had
also departed. The Tyrrell pilot had looked
promising for much of the weekend, only to fall
foul of an electrical problem, while Martini had
been fourth fastest after Friday qualifying, only
to slip to eighth when he failed to improve his
time in the second session. The little Italian was
running like a train between the Ferraris
despite its less powerful specification version
of their engine, when his clutch failed on lap 25.

Wendlinger had been charging prior to his
stop, the Austrian again showing well in the
March, while Boutsen also looked good and
team-mate Comas ran as high as fourth from
laps 27 to 3| by staying out during the height of
the pit stops. When he came in, Wendlinger's
clutch was dragging and as the rear hubs
continued to rotate the mechanics had a tricky
time fitting the wheels. He dropped from
seventh to |5th, charging again initially in
pursuit of Capelli and Alboreto for fifth place,
until the clutch problem worsened and pre-
vented him changing down.

By the time he retired, the Ligiers had
already disposed of the other man who made 2
major impression in the Brazilian GP: Johnny
Herbert. The Briton had been overshadowed
in qualifying by team-mate Mika Hakkinen as
he learned the circuit and they both coped
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It's never too late: Robert Moreno christened the
new Andrea Moda — albeit briefly — during

pre-qualifying.

with an alarming lack of grip. Indeed, he just
scraped in to last place on the grid by dint of a
thoroughly tweaked up lap that offended his
sense of propriety but amused Mika as he
watched the 102D lay massive streaks of
rubber out of the turn at the end of the back
straight. Lotus made some serious progress for
the race, though, and by the end of the opening
lap Herbert had made up nine places - just as
Hakkinen had in Mexico - and was flying along.
After an excellent pit stop he had then worked
as high as a genuine seventh place by lap 32.
The Lotus, however, is an elderly design and
was suffering particularly through its poor
aerodynamics, and lap by lap the recovering
Ligier duo, Comas heading Boutsen, began to
run him down.

In the French camp relations between the
two drivers have become strained of late, and
Boutsen was out to prove a point as he reeled
in his team-mate. And just as Erik dived inside
Herbert in turn one on lap 37, so Thierry went
inside his partner. There wasn't sufficient room
and as the two Ligiers collided, Boutsen spun
and pushed the Lotus out on to the gravel. *|
tried to drive out of it," grinned a remarkably
unaffected Herbert afterwards, “but the steer-
ing wanted to go the other way!" Comas was
able to carry on, but his race ended only five
laps later, and Lotus's sole consolation thus
became Hakkinen's |0th place, the Finn circu-
lating for the final laps with only third gear.

What had been a gripping race thus petered
out somewhat beyond its 40 laps mark. Man-
sell had opened out 10.3s on Patrese as it
moved to the 45th, and both Schumacher and
Alesi were running alone. Capelli, however.,
whose head appeared progressively to be
lolling more and more, could never relax as
Alboreto kept pushing harder and harder in a
Footwork Mugen-Honda that was finally
beginning to look and go like a proper racing

car. The team had lost Suzuki after only two
laps to an oil system problem, but Michele was
standing on the gas all weekend and thoroughly
deserved the final point. For Jordan there was
once more nothing but disaster wrought by
further trouble with its sequential gearbox.

‘I don’t think people realise the great job
Renault has done over the winter. They have
supplied us not only with reliable engines, but
much more power than last year," said Mansell
afterwards as he celebrated equalling Fangio's
tally of 24 GP victories. Certainly, the Anglo-
French alliance has re-written the performance
parameters in dramatic style during the opening
three races of the championship. But the Wil-
liams advantage did not come solely from
greater power, any more than it did solely from
great driving or the electronic transmission or
the active suspension; it was a combination of all
the factors. As the teams packed up after
Interlagos, the Didcot concern had done every-
thing right and the others hadn't. Benetton Ford
headed back to test its new B 192 at Silverstone.
cock-a-hoop to have displaced MclLaren Honda
in the chase after Williams Renault in the
constructors’ championship, and Mansell's lead
over Senna had grown to 26 points. It was
something the Brazilian had a month to brood
over as McLaren and Honda's connecting phone
lines reached meltdown and Operation Recov-
ery was initiated.

Williams, far from being complacent, never-
theless could reflect on a job done as well as it
was possible to be done, and draw a warm
glow from the presence in the wings of the
FWI5 and the Renault RS4 V10, neither of
which will now come on racing stream until
absolutely necessary. And ringing in everyone
else’s ears were engine designer Bernard
Dudot’s words: “We are very satisfied that for
the first time this season we have totally
dominated every session and the race. This
victory is very encouraging for the rest of the
season as Interlagos is a track which is more
representative of the remaining circuits, with
the exception of Monaco . . ." D)7



BRAZILIAN GRAND PRIX

BRAZILIAN GRAND PRIX, Interlagos, April 5
71 laps of 2.687-mile (4.323 km) circuit (190.807 miles; 306.960 km)
]
Pos Driver Nat Car/Engine Time/Stated Reason For Retirement Best Race Lap On Lap i
Ist Nigel Mansell........... et B e braryasts Williams FW [4B-Renault VIO ..o [ 3600 51 8868 000 eisiesroiisimaasssicarssesiansimsrmarionss U | D B8R 055 s isinaessianasing 48 '
2nd Riccardo Patrese............... [eSggat s . Williams FW14B-Renault V10 ........ccoviuninas i 3T R o) B vt iavistinaseisbvatvsnianias inaassnianiiotodoinom I ED A8 .. s e inn 34
| 3rd Michael Schumacher .......... » 2SR Benetton BI9IB-Ford HB VB .........c.ccciccnns. 70 TADS s s ersanmetrasinassassmmmpsrsrsassssamacsmperssiesssessssinse A 73 I 0 R IRV A 46
| 4th Jean Alesi.........cccreimnine B oo ve Lt Ferrari F92A-Ferrari VI2 ....ccoicimrcnunsiicnnns TO AP .o sicsamavisiisimnsasssaasinibiiuanisn cssbsmmvevsomtsamasspsoms IS ZLORK ... o incFesinessiois iy 52 '-
Sth Ivan Capelli............croccomnn i s Ferrari FO2A-Ferrari VI2 .c.ocoocovcrcceinssssinin 1) R W G A R e W I 220165 wooovocminnisnsasnssss 40 |
| 6th Michele Alboreto.............. | dnditrenid Footwork FA|3-Mugen VI0 ..ccovniiinininicns TOIBDE c....ooiisisssibosissismssasopssssnsinessronsisssmnessomsssossisg ] L R 40
Tth  Gianni Morbidelli................l ccccceorrooeror..Minardi M 19 1B-Lamborghini V12 .....c.o....... 69 12DS ...0rvccrcecsessorsssesmsssssissmumssaassinnsssssrsnisssssssessions | LUNO0S covicisiirisicsmniaraninn 42
DU I LOR0D csiisnssicnspanesin saiiin S R Dallara BMS 92-Ferrari V12 .cc.ccoovviiiinnans B9 LADS .....uios cesiarivmibsasn nanmeussisessasissessisssisssgrinssssesing LR ERAEDS o icinovreresranshinsonsns 46
9th Ukyo Katayama.................. ikt Venturi LC92-Lamborghini VI2 ......cooveenenes 68 laps........... I P T B RIS O DR RS o consssoircsanasnarnss 5
[0th Mika Hakkinen...........cco..... o TR Lotus 102D-Ford HB VB...........cccovinnicacannnns BRI Ll i B coniigivsinssonpadian i uetrs e s B AR i s it 45 |
| |1th Gabriele Tarquini........c..... Bl st e Fondmetal GROI-Ford HB V8.........cc.cconnns 63 1aPS = BNGINE ......cconccasiiisiviscarsmmsasnssinsmsrissamissasers I RLO2B8 <. sesrrmnceiovsatiotss 56 |
I2th Karl Wendlinger................ " s March CG911B-limor VIO ........ccoccivinininnne 56 1ap5 ~ ClULEh........occcrmmncsmmminmusirssiisisisssissiasssminri 17,174 8§ | oo .45
I3th Christian Fittipaldi.............. - BSNSE Minardi M191B-Lamborghini VI2 ................ 55 13D = BEArDOX. .....covciiisimmmimmssmmssmisssisssisssmsnsarens Fe0 22 SIT s iiaebsiprieatorviines 4| .
|4th Olivier Grouillard............... AN Tyrrell 020B-lmor VI0......ccovivvvviannisinannns 53 1aPS = BNGING ......ovveisvsmsssenssinsissnissessssumsinsassrasss PR 2O Ll coeipsas e smessss 46
| ISth Erik Comas.........cccoumucmens PR Ligier |S37-Renault VI0........cccovciviinisnnnnns 43 13DS ~BNGINE........ccoomrerusemmsmmasmsmsmsnssesisisigisusaasasens L 2 R RTB s raivsibonasssssissasive 38
I6th Johnny Herbert.................. A A Lotus 102D-Ford HB VB.......cccoviiinniinnes 37 laps - accident .......... i i B DL T TR S svirvinss oot 27 |
I7th Thierry Boutsen................ el o Ligier JS37-Renault VI0.......coooviivicnianiss 37 12pSs = BCCIARNL .....ooocnurencrsnsessminsnmmsasssassiessssnassn FOVAZ OB i gaiaresiiisesiiniisniiness 35 !
I8th Mauricio Gugelmin............. BR...oinicii Jordan 192-Yamaha VI2 ........cooccimcunsnnn 37 1aps — BAMDOX...... ivvavinrmsiansissimsussmsassssssansssssssinss I LIRS mrverrressviinsons ihiss 35
19th Martin Brundle.............c....GB oo Benetton BI191B-Ford HB VB .........ccccevnve 3] '[ADS = AOTHIBNL ... .occconssrsnmnissssansissssmissssinsissersnssin F 2298 o civiseisoonsinacrutenas 28 |
20th Pier-Luigi Martini ............... Pk Dallara BMS 192-Ferrari VI2 ....ccoooivicrevenn 29 1aps = €ULCR oot Im 23.047s ......ccc00nn. oo | I
2Ist Bertrand Gachot.......c........ < e A Venturi LC92-Lamborghini V12 ......cccoueen . 24 [aPS = SUSPENSION. ....ovvvcsissniisniissnmimmmmmmnisnnssannns AL T oot srinirinsteron 7 L
2nd  Andrea de Cesaris .............l..orewrreereers TYFEEN 020B-lmor VI0.....ciisicciinisiiinns 22 1apSs — GIECHTICS .......comneerrmrsmmmmsssinmmsensansssasssissssssenn PR 2ANS o cnviiesionivbpusisdonts 19 i
23rd  Ayrton Senna.........cconeenne BRu i, McLaren MP4/TA-Honda VI2.......ccoovivncnnne. 18 135 = @IECINICS «..ocvovrcrvmmsimmminesinnssmmsissmssnissmninsisns it Ji 1] PR BN e 6 |
24th Gerhard Berger ...........c..A.ccccuieine.McLaren MP4/7A-Honda VL2 fearisaiinssntonsess 4 [aps — OVErheating .........comemmeesscsmmmsssmnsssssasssasssans I 230018 couiisesuioresnandissomminn 3 |
25th  AGUPI SUZUKI..........covsrsreciend coscassascnnscnn FOOTWOTK FA13-Mugen VIO ...ocvvinnccnininne 3PS = BNGING .....ccvrveuncaminimsnssimsbisssstssnsssssrssssmsssnnes b 393008 oo ioassesansrenbiisssinin | p
26th Stefano Modena................. [y n e jordan 192-Yamaha VI2 .o | 12D = BRATDOX .oovvcerenrnriemmirsrensmmansssssissniicssmmmarrasanss 20 OB B FHE s o cosiiamnssissinppenond ;?
Winner's Average Speed: |18.191 mph (190.169 kmh)  Conditions: warm, overcast f)
Fastest Lap: Riccardo Patrese, Im 19.490s on lap 34, 121.710 mph (195.831 kmh) '
|

RESULTS ROUND-UP

ALL THE MAJOR RESULTS FROM AROUND THE WORLD

- Motoring Newsline

for all the results from home and abroad. |
Available from 7.30am, Monday morning.
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MOTOR SPORT

INTERVIEW

o

fter 29 years on this planet, Francois
Delecour has never won a rally. Any
kind of motor rally. Yet the Frenchman
led his first World Championship event for
Ford — the 1991 version of a modest little
qualifier they run down in Monte Carlo - and
remains the one man consistently tipped by
rivals as a regular contender for victory.

50 why is he so respected without actually
having won?

| would draw a corollary with men like
Jochen Rindt and Ronnie Peterson, both of
whom took their time to score debut Grand
Prix wins, rather than take a rallying example.

For Delecour is cast in the heroic driver
mould, far from the patient technocrats who
succeed in rallying and racing these days. If |
had to draw a rallying role model for Delecour,
it would be Ari Vatanen, albeit without the
persistent total destruction that accompanied
the most human of Finns. It's a fitting compa-
rison, foritwas | 98| world champion Vatanen's
recommendation to Peter Ashcroft that per-
suaded Ford’s erstwhile competition manager
to pluck Delecour from a works-backed
Peugeot 309 GTI to the Ford factory team of
muscular 4x4 Sierra Cosworths. Meeting Del-
ecour for the first time in 1991, | found an
engaging personality but a barely formed pro-
fessional driver. It was just after he had led the
Monte Carlo Rally with assurance, only for his
Ford to suffer a last stage failure. A passenger
ride over Siberian snows upon Boreham Air-
field displayed shattering (that rear suspension
defect abbreviated the display, once more)
speed. Yet Delecour's comments were so
forthright and his experience so limited - by
comparison with the front running adversaries
he faced in World Championship events — that |
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=l Winning

potential:
but is
that

enough?

remained unconvinced about his potential over
all eight World Championship rallies that Ford
tackled in 1991.

| am glad to say that | was wrong about his
multi-surface speed, but remain sorry to write
that he still has not earned a World Cham-
pionship win. Last year, there were third
places in Monte Carlo and Spain; in the first
two events of 1992, he finished fourth on the
Monte but reaped no reward for outpacing the
field over the opening |4 stages of the Portu-
guese Rally.

| caught up with him on the Monte. Instead
of a cafeteria in the midst of swirling snow
flurries, we had to overcome the crowded
lobby of the Beach Plaza and his status as a
major French celebrity in contention for Monte
Carlo victory. None of it made any difference
to the man. He remained almost as forthright
as ever, and the driving ambition that used to
take him out on unauthorised night flights in his
father's car as a teenager remains equally
undimmed. Delecour also carries with him a
considerable physical presence, one far
beyond his average height and the haircut of an
untrimmed monk.

Anyone who can persuade you out of the
driving seat of your road car and into accom-
panying a stranger's first assault on right-hand
drive around a snowy circuit has personality.
He bubbles with laughter as he then proceeds
to spin in fourth gear and confesses: “| have
never driven a Sierra with no 4x4 before!"
Safely seated in Monaco, | asked Delecour first
of all to summarise his first major season in
World Championship rallying. The response
was prompt, and candid. "l was not happy. We
had some mechanical problems with the car
that have stopped us winning, but | have

enjoyed Ford very much in that first year. | was
nobody, then they gave me a World Cham-
pionship chance.” A ‘nobody' he may have
been outside France, but within his homeland
Delecour had made a considerable impact
since his 1981 debut in an Autobianchi Al |2
which he shared with then girlfriend Anne-
Chantal Pauwels. The pair from Cassel -
midway between Lille and Calais - were
competing on the Monte Carlo Rally by 1984,
their Talbot Samba finishing 67th overall.

The Peugeot Talbot group and the enchant-
ing Anne-Chantal were to provide the motivat-
ing forces in his driving and personal career for
most of the '80s, but he now has Daniel
Grataloup co-driving to his entire satisfaction.
He established a reputation for special stage
speed at the wheel of front-drive 205 and 309
GTl hatchbacks, the monthly magazine
Echappement electing him as its most
promising driver of 1987. This honour had
previously been held by his southern French
predecessor at Ford (the only man thus far to
win a World Championship event in a Sierra of
any kind), Didier Auriol.

Although he had enough experience of rear-
drive to take a BMW M3 into third place on the
1988 Antibes Rally (a French Championship



Delecour’s first World Championship event
for Ford, the 1991 Monte Carlo Rally,
brought him within an ace of what

could have been a remarkable victory.

qualifier), Delecour continued to fare best for
Peugeot. A factory 309 GTI made World
Championship contenders outside France take
notice of the Delecour pace, for Francois
infiltrated the top 10 on the 1990 Monte Carlo
(battling with Ari Vatanen's Mitsubishi en route,
which led to that Ford recommendation) and
was hurled into the top five of the Tour de
Corse.

Of his 1991 outings for Ford — which multi-
plied, after the initial Peter Ashcroft gamble on
Monte Carlo — Delecour feels: “The best was
not Monte, nor Corsica, even though | led
both. For me the best result was the one
nobody sees — a sixth place on the RAC Rally.
This was a very difficult event for me, especially
with seven gears ("it's crazy”, he shrugs in
reference to Ford's technical triumph) and no
experience of the RAC."

Technically, that was true, in that he had not
contested Britain's World Championship event
before — but he had hitchhiked to Britain to see
it, before he could drive. . .

Delecour continues: “You know Auriol was

also sixth on the RAC for his first time, but
there was never a good time for him. Me, | was
third on Grizedale. For me this was fantastic.
All the others knew this stage, but | was third
fastest on my first experience. Often on this
RAC, we would be flat, absolutely flat out. This
means 6800 revs in seventh gear, which can be
205 kmh (127 mph) with our short gearbox
ratios, or 225 kmh (140 mph) with the long
gears. .. and you must do this in the mud,
between trees'! This RAC made me very
happy, happier than | had been in Monte Carlo.

“For me Acropolis was a low point. It was
just impossible to go fast enough.” Frangois
denies, however, any suggestion that he is
typically French and prefers tarmac surfaces
only. His preference is for the most slippery
surfaces “when you can feel everything the car
is doing”, and not the physical fight that he finds
is involved in making the Ford a front-runner
on tarmac.

Delecour admits that Portugal last year was:
“A big mistake for me. It was, maybe, the best
chance of the year for me to win, although it
was also my fault that we did not win in
Corsica. In Portugal | was second, behind
Armin (Schwarz, Toyota) and we are racing in
the snow, fog and gravel. | go off. . .then three

days in bed to think what a big mistake |
make!"

He was not the only one. None of the Ford
drivers made the finish, all these DNFs down
to driver errors, not mechanical unreliability. "l
also think we make a wrong decision on tactics
in Spain last year," continues Delecour. “More
than anything, | want to finish the rally and | go
slow on the last stage, to make sure of third
position. | could have been second because
Kankkunen was in that place and he spun, but
still beat me to the finish by five seconds.”

Ford factory insiders are not so harsh in
their judgment. “Sure, he should have had
second place,” said one, “but what he has not
said is just how bad the gravel tyres were, so
he lost a lot of time on the loose surface tests,
until we could borrow (from Toyota) some
competitive rubber." Delecour also failed to
impart that he was fastest of allon 15 of the 19
tarmac stages. . .

In Monte Carlo, Delecour's new team-mate
Miki Biason made stinging criticisms about the
Sierra rally car (Biasion finished second in
Portugal after Delecour's demise), but this was
one area in which Francois was more diplo-
matic than last year. “The Sierra has changed
100 per cent from 1991 and it feels completely
different to drive now. Very good. The evolu-
tion of the turbo engine, with the 38 mm
restrictor, has lost a few horsepower, but we
win some back and it still has a good spread of
power. And the body, the body is now very
strong and weighs a little bit less this year.

“The seven-speed gearbox still has a change
that is a bit slow from first to second, this can
cost us time in places on Monte Carlo (Turini
hairpins were cited) and in Corsica. | would like
to try a six-speed, but | must say the Sierra is
fast, very fast in seventh gear. Here in Monte |
prefer the short gears and we do 205 kmh.
That is flat out, maybe for 1.5 kilometres at a
time, it accelerates so fast,” grins Delecour.

That near |30 mph velocity is quite a daunt-
ing thought, when you have seen the Monte
Carlo tests and know that ice and rock faces
are an ingredient to most of them. Current
WRC drivers certainly earn their wages, even if
Delecour is apparently some way from the
reported $5 million/three-year contract
secured by team-mate Biasion in the transfer
from Lancia. Ask Delecour how he views the
prospects for the remainder of 1992 and he
chuckles: “If we have no more turbocharger
troubles, we can win |10 from eight events! No
more jokes, | mean we do not have a problem
with the speed of the Toyotas, just Lancia, who
have made a big evolution forward with the
latest Delta — look at the speed now of
Kankkunen on tarmac! But we can go just as
fast: in Monte Carlo, take my penalties for
turbocharger troubles away, and we are in a
position to win over Lancia, and the rest.” All it
needs now, according to the Gospel of sainted
Ford drivers Francois and Miki, is for the big
Ford to hang together long enough to rack up
some long overdue victories.

Ford Motorsport has invested in some extra
engineering talent (including ex-formula car
engineer Steve Ridgers) and has a 1992 change
in competition management. Now former
marketing man Colin Dobinson requires
two-car durability and the modicum of luck
that you need to succeed. | W

May 1992

1¥OdS HOL10W




MOTOR SPORT

o rally in the world has been subjec-
ted to as much change dictated from
outside as the Safari. Even taking into
account the introduction of pace notes on the
Lombard RAC Rally, the elimination of impos-
sibly tight road sections on the Tour of Corsica
and the similar easing of the Acropolis, the
Safari has suffered most from the diluting
demands of FISA-dictated standardisation.

The softening of the world series has not
been without its advocates, and most profes-
sional drivers of works teams have been happy
to endorse the coming of longer, more fre-
quent rest stops and the reduction of night
driving. Safety has been the justification for
such changes, but we wonder . . . Drivers have
to drive faster and, arguably, take more risks,
but they are always well rested and, save for
privateers, have much less need to draw on
their stamina and tenacity.

It has also played right into the hands of
manufacturers who now need only concen-
trate on speed and handling. Long-term reliabi-
lity has become less important for there are
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invariably plenty of opportunities for service,
and if something breaks, it can usually be
replaced fairly quickly. If such service possibili-
ties were made less frequent, and competitors
not trailed so closely by their engineers, cars
would have to be made stronger, probably
heavier as a consequence, and thus corres-
pondingly safer. There would also be more
moral substance in manufacturers’ advertising
of rally successes.

Greater reliability would no doubt result in
less performance, but what of that? Rallying
was just as tough — even tougher, perhaps -
when Minis, Saabs, Cortinas and the like were
battling it out.

Even the so-called danger of night driving
has been made an excuse for campaigning in
favour of daytime running only, when heli-
copters can be in constant attendance.

Whilst not wishing to decry progress by
referring to ‘the good old days’, we neverthel-
ess feel that the Safaris of years past put crews
and cars to a far greater test than the present
version, and if anyone could devise means of
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drastically reducing service opportunities other
than by cutting time allowances (which
encourages risk-taking) we would like to hear
of them,

When the Safari covered Uganda and Tan-
zania as well as Kenya, and indeed after it
became a Kenya-only event, the five-day rally
was divided into two legs by one rest stop,
with an additional, shorter rest stop at the
extremity of each leg. This year, the event
spanned six days and there was a rest stop not
only every night but sometimes in the daytime
as well. Indeed, according to schedule, the
total running time this year was 43 hours and
24 minutes, whilst the rest time totalled an
amazing /5 hours and |7 minutes.

Another departure from tradition this year
was the move away from the Easter weekend.
a result of FISA’s decree that no two World
Championship events should be too close
together. However, the result was a Safari
start two and a half weeks after the Portuguese
Rally and a Safari finish four weeks and two
days before Corsica. This made no difference




to the Portugal Rally, gave an entry advantage
to the Tour of Corsica and was unfair on the
Safari.

Running mostly on working days rather than
during a holiday weekend meant that marshals
were harder to find, whilst there were greater
numbers of trucks and buses on the roads. On
the other hand, there were fewer spectators
than in the past and traffic jams were less
common near controls close to major towns.

The combined duels of Lancia v Toyota and
Kankkunen v Sainz look like being as hot this
year as they have ever been and it was unthin-
kable that those two teams and their two
leading drivers should not take part. However,
the other leading works teams stayed away,
even Nissan, which has won the event more
times than any other manufacturer.

Lancia sent three Delta HF integrales for
Juha Kankkunen/Juha Piironen, jorge Recalde/
Martin Christie and Bjorn Waldegdrd/Fred
Gallagher. Waldegird has spent the last few
years driving Toyotas, his appearances grad-
ually being reduced until he had just the Safari
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on his World Championship programme, but
when the Cologne team didn’t require his
services this time he was snapped up by Lancia.

Recalde makes occasional appearances for
Lancia, but he has done so well in previous
Safaris (he was leading a few years ago when a
collision with a herd of goats put him out) that
the pre-event testing was left almost entirely in
his hands.

All three cars, fitted with additional equip-
ment for the Safari such as dust-proof cooling
vents and drinking water systems for the
drivers, were entered by Martini Racing.

To back up the competitors, Martini Racing
had some 60 mechanics in Kenya, |3 service
vans, eight ‘mud cars’, six chase cars, two
helicopters which were rented locally and a
high altitude aircraft for radio relay, not to
mention trucks for fuel, tyres and bulk spares,
and vehicles to carry helicopter fuel, helicopter
engineers, team doctors, management staff . ..

Toyota also had a team of three cars, Celica
Turbo 4WDs driven by Carlos Sainz/Luis
Moya, Markku Alén/llkka Kivimaki and Mikael
Ericsson/Nicky Grist. All three cars were
entered by Toyota Team Kenya which also
entered a fourth car, the 1991 Celica GT-4
which had been Ericsson's practice car this
year, for Kenyan pair lan Duncan/Dave Wil-
liamson. The latter had their own service
arrangements, provided by Toyota Kenya and
Mombasa vehicle assembly company AVA,
separate from the Cologne team, but they
were given as much help from the works
mechanics as they could provide.

The team had a service network equal to
that of Lancia, except that it had three heli-
copters, one for each car.

Naturally, each of the works Toyotas was
built specifically for the Safari, and sported
various additional features including a ‘snorkel’
tube running from the engine air intake along
the top of the left front wing and up the
windscreen pillar to the roof. Snorkels have
been used in the Safari for decades, and it was
the local competitors who first gave the idea to
visitors, but these were in the nature of
stove-pipes which were rammed on to exhaust
pipes whenever deep water had to be crossed.

There were no works Nissans or Mitsubishis
from their bases in the UK, nor Mazdas from
Belgium, but Kenjiro Shinozuka came from
Japan to be partnered by Briton john Meadows
in a Mitsubishi Galant VR-4 entered by Mit-
subishi Oil Ralliart. The absence of Nissan
meant that Mike Kirkland was not there, and
we were among many who missed his ebullient
presence.

Subarus from Prodrive were also absent, but
there were two Group N Legacies from Japan
driven by Per Eklund/Johnny Johansson and
Patrick Nijiru/lan Munro. Both these were
entered personally by the Subaru team boss in
Japan, Noriyuki Koseki. Njiru, currently the
best of Kenya's African drivers, spent some
years in Tokyo and has a good command of the
|apanese language.

Following their amazingly reliable progress
last year, four Daihatsu Charades were
entered by Ryce Motors, the Kenyan distri-
butor, and driven by an all-Kenyan team,
Marco Brighetti/Abdul Sidi, Guy Jack/Dez
Page-Morris, Raju Limbani/Jairaj Hirani and
Ashok Pattni/Zahid Mogul. That indefatigable
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adventurer from Austria, Rudi Stohl, brought
his Audi 90 Quattro, partnered by Berliner
Peter Diekmann, whilst Stohl the younger,
Manfred, drove a similar car with Kay Gerlach.
Stohl Snr, having finished third in the Ivory
Coast Rally last year, is an A-seeded driver and
drew number four in the start order. How-
ever, he knew that he would not be able to
match the pace of works cars so he came to an
arrangement with the teams that that he would
be warned by one of their helicopters should
any of their cars be attempting to pass him in
his dust.

The Safari now has a rest stop every night,
but early morning starts mean that a few hours
are spent in darkness, and some drivers com-
plained that this night driving is dangerous and
should be scrubbed. This is a case of safety
being used as an excuse for personal and team
requirements. There is no doubt in our mind
that the real reason is the fact that the
helicopters cannot fly at night, and the drivers
do not want to be without their comforting
attendance even for just a few hours.

Generally, helicopters and rally servicing do
not mix. Their use has contributed to the huge
escalation in rallying costs and has put even the
most well-sponsored and competent non-
factory drivers completely out of contention.
With instant help by expert mechanics always
at hand, the works drivers are unmatched, and
they can drive even beyond the breakage limit
of their cars, knowing that repair is not far
away.

In our opinion, organisers of World Cham-
pionship rallying should not wait for FISA action
but should take the initiative and ban all
servicing and movement of mechanics or
spares by helicopter. The sport would become
better for it, and cars would have to be that
much more reliable.

Cars of the current generation are said to be
fast, strong and reliable, but we do not agree.
Fast, yes; strong, to a certain degree; reliable,
no! Breakages and failures are common, and
without immediate service many of today’s
works cars would not survive. How can a car
be said to be reliable if it needs constant
attention, regular component replacement,
and to be followed by service vehicles, chase
cars and helicopters to get it to the end of a five
or six day rally?

There is nothing wrong, of course, in the use
by teams of helicopters for medical evacuation
or to carry their own film crews from place to
place, and such uses should even be
encouraged, but there should always be a
watch against misuse, such as a ‘cameraman
being a mechanic in disguise, or a medical
cabinet housing spare struts and driveshafts!

Some five weeks before the start, Wal-
degird had a mishap in practice when,
swerving to avoid a dog, he went off the road
and broke some bones in his arm and wrist.
Surgery was carried out most effectively at the
Nairobi Hospital, and this was supplemented
when Waldegédrd flew back to Sweden for
further treatment. At the start, with his arm
firmly strapped, he was confident of his ability
to drive competitively, although a knob had
been fitted to his steering wheel in order to
make cornering easier.

Friday's first leg ran from Nairobi's Kenyatta
Conference Centre down to Mombasa, loop-

1HOdS HOLOW




e —— ——

MOTOR SPORT

ing off the main tarmac road for competitive
sections from Kajiado to Hunters' Lodge, just
to the east of the main road near Mtito Andei.
through the Taita Hills and through the coastal
region inland of Kilifi. The return journey on
the Saturday included a loop from Mazeras
(where the famous river crossing is no longer),
through the bush and sisal from Maungu via
Rukanga to Mwatate, again into the Taita Hills,
a loop to the east starting just south of
Hunters' Lodge and finally a short loop from
Mathatani into the Mua Hills.

Sunday’s leg again came southwards, firstly
going close to Kajiado then turning northwards
all the way to Embu before skirting Muranga
(formerly Fort Hall) and returning via Thika.

On the Monday, the route went west of the
Ngong Hills, through the Kedong Valley and
almost to Narok, where it turned north to
Molo, Elburgon, Eldama Ravine, the Kerio
Valley and a night stop at Eldoret. The toughest
leg came on Tuesday when a 3 am start took
competitors northwards through the Cher-
angani Hills, beyond Kapenguria, over the
Marich Pass (now sadly covered by tarmac)
and over the Kito Pass down to a stop on the
shore of Lake Baringo. The leg continued by
skirting the lake anti-clockwise up to Tangul-
bei, up to Maralal, then down via Barsalinga,
Colcheccio, Timau and Naro Moru to an
overnight stop in the Aberdare Country Club,
just to the west of Mount Kenya.

The final leg on the Wednesday was a
relatively short but very tricky series of compe-
titive sections in the maze of roads, valleys and
hills to the west of the Aberdare Range,
emerging near Kijabe and then going down the
main road to Nairobi. Total planned distance
was 2730 miles, of which 1760 were compe-
titive. Some of those competitive sections
were cleaned, however.

Dry weather in the weeks before the start
suggested a dusty Safari, but some short but
violent storms just a few days before suggested
a muddy one, and raised the hopes of farmers
who had been indulging in rain dances for
weeks! However, the rains never came in full
strength and the event was largely dry and very
dusty, although some rain did dampen the
roads in the northern sections.

Alternative routes had been published in
advance by the organisers, to be implemented
if any section became impassable due to bad
weather. Another contingency plan was drawn
up due to political strife during the days before,
in the run-up to Kenya's elections. Tribal
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Patrick Njiru
finished
eighth overall,
and headed a
Subaru 1-2 in
Group N.

conflicts reared their heads, and there were
cases of riot, traffic being stoned indiscri-
minately and even killings, but the rally itself
was not disrupted.

Not at all unexpectedly, all the running was
between Lancia and Toyota, with the others
forming almost a separate rally behind. How-
ever, Duncan’s performance caused quite a stir
when he showed himself to be capable of
beating some of the favoured works drivers in
his 1991 Toyota.

Waldegard collected a puncture on the first
day, whilst Sainz needed attention to an oil
leak. Eklund's power steering began leaking
hydraulic fluid and one mechanic was later
scalded when he mistook a water hose for a
hydraulic line and disconnected it. Zim-
babwean Billy Rautenbach was also in trouble
early in the event when a front strut broke at
the top and punched its way through the
bonnet. However, it was fixed and he conti-
nued. Later, he needed a new driveshaft and
the combined time loss amounted to about 90
minutes.

Ericsson’s rear differential began leaking,
was topped up on the main road and fixed
properly at Bura before he entered the Taita
Hills. Sainz also needed a new rear differential
oil seal. Shinozuka replaced a burst water hose.
though not before the engine overheated
somewhat.

After the first passage through the Taita
Hills, Alén commented that his car was “going
too much sideways”, and this oversteer conti-
nued into the next day or two.

Nearer Mombasa, Kankkunen had a tread
come off one of his tyres at over 100 mph,

Team orders
enabled Juha
Kankkunen to
snaffle second

place, and

thus retain a

share of the

World Cham-
pionship lead.

whilst Ericsson lost something like half an hour
when he rolled several times just after Bamba.
He told an amusing tale afterwards of the first
thing he saw after coming to rest, hanging
upside down in his straps; it was a naked lady
running away, followed by her amorous com-
panion. Fortunately, the gentleman summoned
help and the car was eventually righted. The
windscreen was later replaced in the Mombasa
closed park, though they were fined 500
shillings (£10) for having a missing mudflap.

In the early sections, Recalde had taken the
lead by one minute from Alén, but in the
sections nearer the coast Sainz got ahead of
both of them. Recalde, who had collected two
punctures, said that he found it very difficult to
drive in thick dust, especially after dark, but the
same problem affected Sainz, who started at
number 8. .

The Lancia drivers were experiencing the
first of many rear shock absorber faults, and
this cost them dearly as the rally progressed.

Some 38 cars left Mombasa on the second
leg, Sainz ahead of Recalde and Alén by two
minutes, with Waldegard, Duncan and
Kankkunen another minute behind. Alén still
complained of oversteer, whilst Ericsson had a
slow puncture. Dust was getting into his car
after his roll, and he had to have his door
handle repaired after he found he was unable
to get out of the car!

After passing through the bush area to
Rukanga, where elephant were seen on the
road and in the sisal plantations beyond, the
second passage through the Taita Hills brought
a fright for Alén and Kivimaki when their in-car
fire extinguisher suddenly went off. After-
wards, at Ndi, Duncan needed a new left rear
half-shaft, and Shinozuka some oil taken out of
his overfilled gearbox. Nijiru had some body
damage after going off the road in the sisal
plantation, whilst Kankkunen had collected
two punctures, one front and one rear, by
hitting a bump rather too hard.

Sainz had turbocharger trouble in the Taitas
and there was a great rush of activity to change
it for him at Ndi. When the job was over, he
roared up the tarmac, anxious to get to the
short rest stop at Mtito without losing time.
Imagine his chagrin when, probably due to
overheating, a tyre burst. But his helicopter
was not far away and it landed to assist.
Nevertheless, he was four minutes late into
Mtito Andei and dropped to third place, behind
Recalde and Alén.
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Meanwhile, Jack had gone through a fence in
the sisal area and emerged with wire wrapped
around an axle, whilst Stohl Snr had explored a
ditch and damaged his front suspension. Pattni
found his steering difficult due to a loose hub,
but this was put right just before Nairobi.

The next competitive section began at Mak-
indu, and it was in here that Alén’s turbochar-
ger pressure dropped right down, which cost
him about half an hour. Duncan had stopped
on the main road before Makindu with a
broken propshaft bearing but, just by coinci-
dence, a Toyota works service van came by
and the crew got him going again very quickly.

But the Toyota problems were nothing like
as serious as those of Lancia. After Makindu, all
three Lancias had their rear shock absorbers
break and the cars became almost undriveable.
As the team's two helicopters moved in to
help, the cars could be driven only slowly.
Those of Recalde and Waldegdrd were put
right first, but then the helicopters were
without any more spares, and one of them had
to leave to collect the parts before returning to
get Kankkunen on his way.

The result of all this was Sainz regaining the
lead, Recalde dropping to second and Duncan
moving up to third. The Kenyan was certainly
showing the visitors that they weren't going to
have things all their own way, helicopters or no
helicopters.

Towards the end of that loop off the main
road, Waldegdrd stopped for fuel and tyres
near the Kilome control, and whilst one of the
service crew was pouring high-octane fuel into
the funnel, some spilled and immediately
ignited, probably due to a spark from the
electric nut-tighteners being used on the rear
wheels. With a tremendous whoosh, the car
was immediately engulfed in flames and, an
explosion or two later, was completely des-
troyed. The occupants were out of the car in a
flash, but one of the service crew, local man
Trevor Jones, was not so lucky. He was burned
and had to be taken to Nairobi Hospital in one
of the team’s helicopters. He was said not to
be seriously hurt, but we understand that skin
grafts will nevertheless be necessary later.

Soon after Salaama, where cars rejoined the
main road, there was a second pall of smoke
when Shinozuka's Mitsubishi, after refusing to
fire up, was tow-started, whereupon thick
smoke came from both the exhaust and the
engine bay. The cylinder head gasket had
blown, probably the result of earlier overheat-
ing when a water hose burst. Mechanics at
once began changing the gasket at the road-
side, and it is to their credit that they not only
got the car going again but got it to the end of
the rally.

At Nairobi, where 34 cars qualified to
restart, Sainz led by seven minutes from
Recalde, followed after nine more minutes by
Duncan. Kankkunen was another two minutes
behind, followed by Alén, Ericsson, Njiru and
Eklund.

The third leg began as dry and dusty as the
first two. Duncan drove for |0 miles with a
slow puncture, whilst Alén had to stop for a
gearbox and clutch change. Sainz had a brake
caliper replaced, and Pattni needed attention
to a bent stabiliser bar and a distorted sump-
guard, Smoke was also being generated by a
shock absorber which had been moved side-

ways to touch a tyre. The other Daihatsus
were all trouble-free.

In mid-leg, the Lancias again needed new
rear shock absorbers, whilst Duncan had a
flattened exhaust pipe replaced. Ericsson, he
and Grist still suffering from the dust getting
into their car, had his left rear tie-rod replaced,
and when Alén complained of severe transmis-
sion vibration it was found to be caused by a
balance weight having come off the propshaft.

Jack had the misfortune to swerve to avoid a
herd of cows, going off the road and hitting a
tree. Much rear end damage was caused and
several hours were lost. Njiru was in collision
with a spectator's car, causing frontal damage
and the need to replace the fanbelt, whilst Rai
was unable to disengage his clutch for a while
after a bolt loosened and came off.

At service before Nairobi, both major teams
indulged in considerable preventive mainte-
nance, Toyota changing struts, driveshafts,
gearboxes and turbochargers, and Lancia
changing shock absorbers and driveshafts.
Kankkunen also had a bent stabiliser bar
replaced.

It was here that Sainz was one of several

Pause for
thought: lan
Duncan was a
superb sixth in
last year's
Celica. Not
everyone
appeared
impressed,
however . . .

who foretold an accident to come when he
said that children and others were getting too
excited by the appearance of helicopters.
Without any police to keep crowds back from
helicopter refuelling and landing sites, the
aircraft were being dangerously surrounded by
people, some of them frighteningly close to tail
rotors which become almost invisible when
actuated. The inevitable happened. Later in the
rally, a spectator walked directly into a tail
rotor, and was killed instantly.

There were 33 cars left for the fourth leg.
There had been slight rain, but not enough to
lay the dust which was a severe problem,
especially on the powdery surfaces of the
Kedong Valley and the run northwards from
Narok. Duncan had been delayed when he
broke a front strut, ironically on a speed bump
in a main road on the way out of Nairobi,

In the Kedong, Ericsson's engine stopped for
some mysterious reason and he was unable to
restart it. A chase car got behind him, bumper
to bumper, and the engine eventually started,
but the Swede was unable to get full revs and
could not drive at his usual pace. He was
caught by team-mate Alén who began shouting
on his radio to ask that Ericsson pull over to
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allow him to pass. Toyota's airborne relayer
called to him constantly, but there was no
response, probably because the Swede had his
radio turned off so that he could concentrate
on pace notes in the dust.

Meanwhile, Alén kept frantically calling,
saying that he was down to 20 kph and would
soon have to stop altogether because to keep
going was too dangerous. At one point,
Kivimaki even got out and used a torch to find
the road! A chase car was sent to stop
Ericsson, but even this move failed. Eventually,
everyone emerged from the section, but there
were some frayed tempers.

Kankkunen needed new rear shock
absorbers again before Seyabei, and said that
even though he had a six-minute gap between
himself and the car in front (due to Duncan's
delay) he was still troubled by dust. His rear
shock absorbers were changed yet again later
at Eldama Ravine.

Rautenbach's car was hit by a jumping buck,
cracking his windscreen and shattering his right
rear window.

Shinozuka found himself driving in the bush
after he completely lost sight of the road, and

there was an unpleasant smell in the car after
the exhaust was pushed up to touch the body,
causing a spare tyre to melt and smoulder.
Stohl had to bypass his electrical master switch
after it became faulty, whilst Eklund had tur-
bocharger failure and had to drive slowly for
some 50 miles. Sainz, having taken on fuel
before Eldama Ravine, had to return for more
when he discovered that he hadn't taken
enough, but this cost him no time. Later, he
began experiencing back discomfort and a
team doctor was sent out from Eldoret to have
a look at him.

Later, Ericsson found himself in Alen's dust
and the comment was that the morning's boot
was then on the other foot! However, Alén
was delayed soon afterwards when a wheel
bearing broke up and he had to wait until a
helicopter crew had replaced it.

A radio operator reported that Recalde had
left red-hot ball bearings on the ground when
he left his control, and not long afterwards, he
stopped to have a broken driveshaft replaced!
Kankkunen collected his seventh puncture of
the rally on the way to Eldoret. He also
counted six rear shock absorber failures so far!

A little welcoming rain began to fall before

May 1992 “

1H0dS HO10W




| —

:

£
z

RALLY REVIEW

Eldoret, but it wasn't appreciated by Ericsson.
His windscreen wipers wouldn't work!
Duncan, having a complete strut change before
the Eldoret stop, was delayed when one
replacement was stubborn and refused to fit
into place. As a result, he lost eight minutes.
Among those who failed to arrive at Eldoret
was Manfred Stohl whose engine had blown.

The 2 am Tuesday start took place in a little
rain, but it was in dust that Kankkunen rolled
between the Marich Pass and Loruk, just above
Baringo. He dented the roof, broke his
windscreen, but landed on his wheels and lost
very little time. Later, the roof was pushed ourt,
the frame reshaped and a new screen fitted.

Sainz's turbocharger became troublesome,
but it was decided not to change it until nearer
Maralal, where more time was available. Njiru
had both front and rear halfshafts changed,
whilst Eklund lost |0 minutes in the Cherangani
Hills due to an ignition failure. Rautenbach
broke his remaining windows when he rolled
before Baringo after hitting a log. The car
landed on its side and five minutes were lost.

Yet another Lancia rear shock absorber
change took place after the Marich Pass, where
Kankkunen also collected a puncture and a
broken halfshaft. Sainz had his turbocharger
replaced at Suguta Marmar, whilst Duncan had
a new steering rack after power assistance
failure. This cost his some time, even more
when the replacement proved faulty.

Sainz changed two struts near Kirimun, the
cattle holding station to the east of Maralal, and
Recalde was helped by a helicopter crew after
a puncture. Meanwhile, Alén needed a new
turbocharger. It was certainly a rally of con-
stant replacements, and if anyone says that
modern rally cars are reliable after this demon-
stration, they really can't be serious. Duncan.,
after suffering brake failure, lost more time
having his master cylinder changed near Col-
checcio, and he later lost even more when a
strut punched its way through the bonnet.

After passing through a thunderstorm at
Barsalinga, cars got down to the tarmac road in
the wheat growing area of Timau. It was here
that Moya, after waiting about a minute and 2
half for his time card to be returned, got out of
the car and demanded it. They roared off after
being given it, but he then had to run back to
the control after discovering that it had not
been stamped or signed.
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Partnered by
John
Meadows,
Kenijiro
Shinozuka
squeezed his
Mitsubishi into
the top 10.

Meanwhile, Recalde had only two-wheel-
drive for some 60 miles after experiencing first
front halfshaft failure and then rear. But his
progress was being constantly monitored by
the Toyota people, and from this point
onwards one of the team's helicopters was
diverted to follow Recalde so that reports of
his progress could be relayed immediately to
Sainz. This was not exactly to Alén's liking, who
was then left without an attendant helicopter,
and whenever he heard that Ericsson had
arrived at a service point he immediately got
on the radio to ask that his (Ericsson’s) heli-
copter be despatched to overfly him.

It was about this time that the special
refuelling pumps being carried by Lancia's
helicopter fuel trucks failed, and jury rigs had to
be set up when replacements were found not
to be available.

Eklund passed Njiru when the latter had a
puncture, only to be repassed by the African
driver when his (Eklund’s) turbocharger failed,
and Rai's engine stopped when its throttle
sensor failed.

At the Aberdare Country Club, much pre-
ventive work was being carried out on all cars,
but there was so much work to be done to
Sainz’s that a scheduled gearbox change had to
be held over.

Early the next morning, with Sainz all of 28
minutes ahead of Recalde, and Kankkunen
another 26 minutes behind, 2| cars left the

Nairobi, through the complex network of
tracks in the hills and valleys east of the
Aberdare Range. The leader played it carefully,
more concerned about preserving his car than
losing the odd minute to his rival. Even when
he had to stop when a matatu (pick-up truck
converted into a bush taxi) ahead began to dust
him badly, he wasn't unduly worried and
remained cool. But just 5 km before the end of
the last competitive section he reported a
noisy gearbox and what he considered was
approaching failure.

Immediately, mechanics after that section
began preparing a new gearbox, and when
Sainz arrived they set about changing it. The
job was unhurried, with no panic, for there was
ample time, and the scene was one of jubilation
as crew and some mechanics danced and
threw hats and T-shirts to the crowd.

Meanwhile, Alén had rolled on the first
competitive section out of the Aberdare Club.
but soon continued.

The final drama of the event came when
Recalde stopped outside the outer marker of
the Nairobi holding control on the outskirts of
the city. He waited beyond his due time and
was unconcerned when someone went to tell
him that he was overdue. Team orders had
again been brought into play, and Recalde had
agreed to wait so that Kankkunen would finish
second in his place, thus gaining more points in
the World Championship for Drivers.

Despite what we have said about a softened
Safari, the event remains a giant among rallies,
and as long as breath remains in their bodies
there will always be enthusiasts to run it and to
take part in it. What it needs is an injection of
finance from a sponsor prepared to put up
more than the present figure.

If only the cost of sending, accommodating,
wining and dining FISA officials could be red-
uced, and filming rights not unjustly hogged by
the London-based body which claims such
rights with FISA's blessing, the situation could
be improved. If anyone has a claim to filming
dues for any rally, it is the organisation of that
rally, not some outside body which seems to
have sprung out of FISA from ncwhere.

The Safari is a superb event in spite of the
long rest periods which have been introduced.
but it has been Europeanised quite enough.
Any more meddling from outside should be
resisted.

Club from 5 am onwards for the final leg to Hands off the Safari! GP
l— Martini Safari Rally (Kenya) - 27 March - 1 April, 1992
Results
1. Carlos Sainz (E)/ Luis Moya (E) ................ . TOyola Celica Turbo dwd, Gp A ... ......2h 35m
2. Juha Kankkunen (SF) / Juha Pironen (SF) ... Lancia Delta HF Integrale, Gp A ... 3h 27m
3. Jorge Recalde (RA) / Martin Christie (RA) . ... ... . Lancia Delta HF Integrale, Gp A .............. 3h 34m
4. Mikael Ericsson (S) / Nicky Grist (GB) ... . ... loyota Celica Turbo 4wd, Gp A ..............4h 13m.
5. Markku Alén (SF) / likka Kivim#ki (SF) ..o Toyota Celica Turbo dwd, Gp A ... 5h 40m
6. lan Duncan (EAK) / Dave Williamson (EAK) ... . Toyota CelicaGT-4, GpA .. .. .............6h38m
7. Sarbi Rai (EAK) / Supee Soin (EAK) ............... e lOyOla Celica GT-4, GpA ......oooveveo..Bh 29m.
8. Patrick Njiru (EAK) / lan Munro (EAK) ..., Subaru Legacy dwd, GpN ..., 8h S54m.
9. Per Eklund (S) / Johnny Johansson (S) ..................... Subaru Legacy 4wd, Gp N .................... 9h 42m.
10. Kenjiro Shinozuka (J) / John Meadows (GB) ............... Mitsubishi Galant VR-4, Gp A ............... 10h 30m.

48 starters; 21 finishers.

Drivers {(After 4 of 14 rounds)

Carlos Sainz (E) .......... 47 pts.
Juha Kankkunen (SF) .47 pts.
Markku Alén (SF) ... 28 pts.
Didier Auriol (F) ........... 20 pts.
30 drivers have scored points.

| 1992 World Rally Championship Situation

Mats Jonsson (S) .. ...
Massimo Biasion (l) .....
Colin McRae (GB) ...
Timo Salonen (SF) ...

20 pts Lancia....... 57 pts.  Mitsubishi . 20 pts.

18 pts Toyota... .51 pts, Nissan..... 14 pts.
... 15 pts. Ford ....... 29 p1s. Subaru ..... 11 pls.
.. 14 pls,

Makes (After 3 of 10 rounds)
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Dear Reader,

Recently | have been standing
on the sidelines watching the
world of Formula One go by,
rather than being swept along
in the torrent trying to keep
pace with it all. Rather than
chase all over the world trying
to be part of ‘Bernie’s Interna-
tional Circus’, | have been
watching it from afar as it per-
formed in South Africa, Mexico
and Brazil and it seems to have
excelled itself in supplying
fodder for the media men and
television. The clowns in their
multi-coloured suits-of-lights
have been hilarious at times
but the high-wire artists have
not been very good, often fal-
ling off the wire or missing a
mid-air change when in the
middle of a loop. Fortunately
the safety nets did their stuff,
so nobody got hurt, but |
wonder sometimes if the effici-
ency of the nets is making the
artists a bit careless, and spoil-
Ing the act.

In the days when the high-
wire artists and the flying trap-
eze teams worked without any
safety nets your judgment and
timing had to be right, there
was no second chance and
near-enough was not good
enough. It was proprioceptive
artistry at its highest level.
There was no room for error,
one centimetre out in your
judgment, or a split second out
In your timing, and down to
the hard circus-ring floor you
went.

| once watched a bull-fight
in Portugal, where the bull's
horns are blunted and covered
with rubber ends. The whole
thing was so academic that it
became boring. When |
returned to Spain and watched
bull-fighting as it should be, the
adrenalin flowed, and | wasn't
even near the edge of the ring!
Watching the Bernie Circus
from afar | am worried that it
Is becoming boring, mainly |
think because there is no real
noise, no sound of VI0 or VI2
engines singing out their 15,000
rpm song, no bubbling enthusi-
asm from a vociferous crowd,
no turmoil from the pit lane;
the ambiance is non-existent.
The sooner | get back to the
trackside the better, even if |
am worn out after an hour of
Intense qualifying, and perpe-
tually deafened.

From what | have seen of
the 1992 season there is not
too much actual racing going
on, and very little skilful driv-
Ing, while some of it has been

downright clueless and unim-
aginative. As a team the
Williams-Renault partnership
has excelled itself, with first
and second places three times
in a row. It is not Williams's
fault that it has nobody to race
against, though | cannot help
wondering whether Bernie's
scriptwriter isn't already
having a quiet word with
Patrick Head, Bernard Dudot
and Frank Williams, offering to
make it worth their while to
ease up a bit and let some of
the others catch up. Remem-
ber last year when Senna and
McLaren-Honda won the first
four races? The word was
going round that they were
spoiling Formula One as a tele-
vision spectacle, not as motor
racing of course. Some quiet
words must have been said
somewhere because suddenly
the whole scene changed and
the Williams-Renault team
came up challenging strongly
and the season ended on a
pretty fierce battle between
the two leading contenders.

As a scriptwriter the poor
chap has an unenviable task,
for if Senna and MclLaren-
Honda can't come up from
behind if the leaders slow
down, we are in real trouble.
The Benetton team can hardly
be expected to take on this
plum role, its third-placed car
in in the Brazilian race having
been lapped by the winner. By
no stretch of imagination can
that be called competitive, and
the new Ford-Cosworth V|2
engine is barely out on initial
testing. The Ferrari team is not
even as good as the Benetton
at the moment, so it is a bit

Prost ileﬁ) and Piqﬁuel: does their absence show F1 results in a false light?

On the sidelines

LETTER TO READERS |

optimistic to expect it to pro-
vide any star turns. Being
realistic, that's about it.

There are plenty of jugglers
and tumblers in the ring, one
or two fairly elegant equestrian
acts, and clowns aplenty, but
we need someone else up
there on the high-wire to keep
the circus alive, and as it is
1992 they can have the best
safety-nets available, but we
do need the skilful performers.

From the start of the season
all the midfield runners auto-
matically moved up two
places, some of them actually
getting into the first six fin-
ishers. This was because Alain
Prost and Nelson Piquet were
left out of Bernie's cast, the
Frenchman because of devious
manipulations by himself, for
reasons known only to him,
but which we shall know about
before the end of this season |
hope, and the Brazilian by
some strange quirk of Formula
One's big business strategy.
Nobody will argue the fact that
both Prost and Piquet are 100
per cent certain qualifiers and,
all things being equal, would be
somewhere in the first six
places on the grid. Both have
been undisputed world cham-
pions and know all about being
in the first three at any circuit.
As the head man at Renault-
Sport said last year, about
Renault's participation in For-
mula One: "You must be in the
first three, otherwise you are
just part of a faceless crowd.”

We all know Prost and
Piquet and the scene is missing
them.

Some people are getting a
bit starry-eyed over new-

comers, or even not-so-
newcomers, who are taking
those vacant two places, and
while | don't blame anybody
for taking advantage of the
situation | hope they keep a
sense of proportion over the
present situation and realise
that sixth place could easily
have been eighth place. Simi-
larly, anyone who qualifies for
26th place on the grid, should,
for the time being consider it
to be 28th and non-qualified.
When Jackie Stewart retired
he did so too soon, for at the
time he was head and
shoulders above the rest, and
his retirement from the peak
left a void to the rest of the
bunch, so our parameters for
the top level were upset and it
tock about two years before
his place at the top was filled
adequately. We are in the
same situation today with the
top teams, if the Williams-
Renault domination is not illus-
ory, and there is no reason
why it should be, and
McLaren-Honda cannot regain
the centre of the ring, Bernie's
circus could be in fear of losing
television votes and we might
have to go back to old-
fashioned Grand Prix racing
like the days when Lotus, Tyr-

rell or Cooper ruled the scene.

There always seemed to be
occasions when a single team
dominated and | don't recall
anyone complaining that it was
boring.

Back to the circuit edge,
before it all crumbles away
from view.

Yours, DSJ.

PS: Moments to Remember
are still coming in from read-
ers, and this month it is Mr
Burr from North London, who
was there, not watching it on
the small screen.

|. Jochen Rindt’s last lap at
Monaco in 1970 seen from the
hillside by the old Gasworks
Hairpin. "I never did believe
that Jack Brabham's brakes
failed, he seemed to be in
shock at seeing Rindt in his
mirrors.”

2. The sound of Chris
Amon's Matra V|2 echoing off
the rock faces at Clermont-
Ferrand, also in 1970.

3. Ed Swart being on two
wheels in his Fiat-Abarth
saloon round the back at
Thruxton at an Easter Monday
meeting. He seemed to be on
two wheels for half a lap, on
every lap.
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MOTOR SPORT

Breaking the mould?

uccess in the European F3000 Cham-
pionship has, in the past, been excellent
news for drivers . . . but a gloomy omen
for teams. The statistics are quite astonishing.

Since Christian Danner graduated to Grand
Prix racing on the strength of his victory in the
inaugural championship in 1985, each of his
successors has followed suit. As yet, Danner,
Ivan Capelli, Stefano Modena, Roberto
Moreno, Jean Alesi, Erik Comas and the reig-
ning champion, Christian Fittipaldi, have not
won an F| race between them, though four of
them have ascended the second step of a
World Championship podium. Indeed, none of
the European F3000 graduates presently in F|
has won a Grand Prix, but 22 of this year's 32
contractees have spent time in the series, not
to mention the likes of Mark Blundell, Eric
Bernard, Martin Donnelly, Alessandro Zanardi
and Williams-Renault's regular test driver
Damon Hill. All in all, it's an impressive strike
rate.

To the teams under whose wings the
aforementioned champions flourished, how-
ever, fate has been somewhat harsher.

Danner ran with Bob Sparshott's BS Auto-
motive, who stayed in the formula for two
further years, achieving little success and even-
tually being forced out of the sport with the
team facing financial ruin. Sparshott’s indepen-
dent BS Engineering concern flourishes as a
major supplier to the industry, however,
though it has made no attempt to return. “The
money s just too silly,” reported Sparshott on a
rare visit to Spa last year.

Capelli was guided by Cesare Gariboldi's
compact Genoa Racing outfit, run from a small
workshop behind the proprietor's house.
When it first started in F3000, Genoa didn't
even have a truck of its own, but used to hitch
lifts to events with other Italian teams. It was a
shining example to all of what could be
achieved with a gifted driver and limited fund-
ing. While Capelli and Gariboldi re-introduced
the art of smiling to the FI paddock, with
March, Genoa's F3000 fortunes dwindled. The
following two seasons brought nothing but
headaches for the popular, and increasingly
busy, Gariboldi. After sporadic participation in
1988, Genoa's F3000 team faded away. Tragic-
ally, the team founder lost his life shortly
afterwards in a road accident. March's F| cars
have been type-prefixed ‘CG’ ever since, as a
lasting tribute.

Onyx, champion with Modena in 1987, had
an appalling '88 season before abandoning the
formula to try its hand at F|. Ultimately, the
promising F| project failed. Having been sold
on to Peter Monteverdi, it eventually folded
altogether. Bromley Motorsport enjoyed 1988,
winning four races and the title with Roberto
Moreno. By the end of the following year, the
name had disappeared from the scene,
although fragments of the team live on today at
G| Motorsport.

The only F3000 title-holder to have won a
race post-championship is EJR, which steered
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Laurent Aiello: top French title contender?

Jean Alesi to the 1989 crown and had Eddie
Irvine win at Hockenheim in 1990. By and large
though, 1990 was a tough year for Jordan's
Camel-funded team. He subsequently drop-
ped F3000 and created Jordan Grand Prix, the
rise of which has been well chronicled within
the pages of MOTOR SPORT and elsewhere.
Despite Jordan's star continuing in the
ascendant, however, the F3000 malaise conti-
nues. Latest victim is DAMS, who enjoyed the
champagne flavour of 1990 championship suc-
cess with Erik Comas. The bubbles fizzled out
last year, however, as the team mustered only
a handful of championship points, despite com-

Damon Hill: racing for Britain.

prehensive backing from Marlboro.

The portents do not look good, then, for
1991 victor Pacific Racing. Maybe the bug has
already struck? Last year, damage to either of
the team’s two cars was minimal, neither of its
drivers having an accident worth the name all
season. Then, just 40 laps into the very first test
session of the 1992 campaign, new recruit
Laurent Aiello left the Le Mans Bugatti circuit
at high speed, inflicting severe damage to his
Reynard after a suspected steering failure . . .

We'll stick our necks out, however, and
predict that Pacific will have a good season
once the racing starts at Silverstone over the
weekend of May 9/10. Despite being ham-
strung by the uncooperative Lola T91/50 last
season, his first in the formula, former Monaco
F3 winner Aiello emerged from a difficult
campaign with great credit. His efforts at Jerez
in particular, the nadir of Lola's season, were 2
triumph of determination over an ill-balanced
chassis.

At the rapid right-hander where Martin
Donnelly had his horrendous accident during
qualifying for the 1990 Spanish GP, those using
Reynards were able to slam through the corner
flat out, with nary a hint of a wobble. The Lolas.
frankly, looked frightening, but Ajello never
once backed off. As thg car bucked every
which way, his reactions were superb. Even-
tually, he reduced the chassis to a pile of
steaming rubble elsewhere on the circuit, but
just to have qualified in the top 10 was quite a
feat. Aiello also had the distinction of obtaining
Lola’s only pole position of the year, at Spa. His
efforts impressed Marlboro; he is the only
driver to benefit from substantial funding from
the tobacco giant's central budget this season.
Pacific’s cause will be abetted by the presence
of promising Spaniard Jordi Gene in its second
car.

Pre-season testing form points to several
obvious rivals for the ultra-rapid Aiello. One is
young Scot David Coulthard, who continues to
progress up Paul Stewart Racing’s ‘staircase of
talent’. At the time of writing, Coulthard had
yet to sample a '92 Reynard in anger, but had
set Impressive test times in a loaned 91D with
Mugen power. (PSR will race with the
promising new Judd KV V8, Engine Develop-
ments having produced a compact unit which
boasts a useful weight advantage.)

Coulthard was just pipped to the British F3
crown last year by Rubens Barrichello, but F3
insiders reckon that the Scot is the better
racer. Barrichello moves up with the grandi-
osely titled || Barone Rampante (named in
honour of team proprietor Giuseppe Cipriani's
favourite novel!), and has shown good pace in
testing ~ though both Coulthard and Aijello
have consistently had the edge on him thus far.
Winter testing can often prove misleading, of
course, but there is little doubt that the
aforementioned trio will be in contention from
the start.

The situation at IBR should be interesting,
for the ambitious Italian team has signed
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Andrea Montermini as team-mate to its preco-
cious young Brazilian. Montermini is entering
his third F3000 season. He should, by rights,
have a couple of his wins under his belt by now,
but mechanical problems stopped him in his
tracks at both Pau and Hockenheim last year.
He was leading comfortably on both occasions.
Barrichello is unaccustomed to the notion of a
super-quick team-mate, and will have to get
used to the idea smartish.

There could be just as much intrigue at PSR,
of course, where Coulthard partners fellow
Scot — and PSR patron - Paul Stewart. Ste-
wart's F3000 baptism was a tough one, but he
refused to be put off by the capricious
behaviour of last year's Lola and he never gave
up trying. The experience won't have done
him any harm. Like other sons of famous
fathers, Paul has been subject to numerous
snide barbs since he took up the sport. He is,
however, a very capable racer.

Of the more experienced F3000 cam-
paigners, Jean-Marc Gounon could be the man
to revive DAMS's fortunes. Despite its experi-
ences last season, DAMS has remained faithful
to Lola, whose reputation hangs on the per-
formance of the promising new T92/50.
Gounon is the most spectacular starter in
F3000, if not in the whole of motor racing. Last
year, he hauled his recalcitrant Ralt from the
back row at Mugello up to |3th place. ..
before the first lap was complete.

Such heroics shouldn’t be required this
season. Two years in the category have given
him solid experience. He won at Pau last year,
and also triumphed on the road at Enna. ..
only to be denied by a one-minute penalty for a
jump-start. The observer must have had sharp
eyes; not even the TV cameras picked up any
such ‘misdemeanour’. Drag racing reflexes to
the green light can have their disadvantages.

Gounon is partnered by rookie Fredeéric
Gosparini, who showed occasional speed in
British F3000 last season.

Gounon notwithstanding, Lola has another
useful ally in Damon Hill. Usually the fastest
man on the track in 1990, Damon was another
to be sucked under by the Lola Qlues in 91,
although by carving his way into the lead at
Brands Hatch he did provide us with some of
the year's closest motor racing, as the rest of
the field bunched up behind . . .

Hill was due to run a Judd-powered T92/50

EUROPEAN FORMULA 3000 CHAMPIONSHIP

Spaniard Jordi
Gene, Aiello’s
feam-mate at
Pacific, is one of a
dozen promising
F3 graduates who
are stepping up
to F3000 this
season.

prepared by Alolique (né Middlebridge), for
whom he has driven since 1990. However, as
we closed for press the team's financial situ-
ation was uncertain, although a rescue package
was being put together to ensure the
Englishman's participation.

Surprise package of 1991 Emanuele Naspetti
stays with the Forti team that hauled him from
the ranks of midfield plodder to championship
contender. He won four races on the trot
mid-season, then fell asleep when the cham-
pionship title was firmly within reach. Forti's
fuel supply was the source of much speculation
last year; indeed, the sample taken at the
Nogaro finale proved to be mildly in excess of
FISA's permitted octane allowance. That didn't
detract, however, from marvellous drives at
Brands Hatch, Hockenheim and Spa earlier in
the year. This is Naspetti's fourth year of
F3000, though he's still only 24. For his
career's sake, it needs to be his last.

Intermittently rapid Italian F3 racer Alessan-
dro Zampedri provides support.

Allan McNish could do with some of what-
ever it was that stirred Naspetti from his
slumbers in the middle of last year. As we
chronicled in February’'s MOTOR SPORT, the
Scot appeared destined to be heading inexora-
bly for F| after a superb debut F3000 season
with DAMS in 1990. And then it all turned sour.
At the time of writing, McNish was working flat

set up a team for

*j‘f
protégé Olivier PP e

Beretta. The | \
Monagesque
driver’s Ralt will
be engineererd by
the vastly
experienced Ron
Tauranac.

Nelson Piquet has

il
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out to finalise a budget to run with the
excellent Mike Earle's 300! International, as
team-mate to Japanese F3 graduate Hideki
Noda. Earle, with his common sense and
professional approach, is just the bloke to put
McNish's career back on the rails. If the deal
comes off, the partnership should produce
spectacular results.

There are several other interesting com-
binations, too. G| Motorsport has acquired
the combined services of fiery Frenchman
Jeréme Policand and Coloni F| refugee Pedro
Chaves; Michael Bartels returns after four
unsuccessful GP attempts to qualify a Lotus,
and will run alongside promising Italian Luca
Badoer at Crypton Engineering, one of the
many business interests of Patrizio Cantu,
co-owner of the now defunct AGS F| opera-
tion; Apomatox could emerge from the dol-
drums with young French chargers Olivier
Panis and Emmanuel Collard, the latter of
whom showed stunning pace when he joined
the team at Le Mans late in 1991, Briton Steve
Robertson has joined forces with Superpower
Engineering after a disappointing F3 season;
Nelson Piquet has set up a new team to run a
Ralt for his Monagesque protége Olivier Ber-
etta; the only other confirmed Ralt entry is
from another outfit new to F3000, Piemme
Motors, who will run ltalian F3 champion
Giambattista Busi; Vortex Motorsport, pre-
viously integrated within Superpower, has
branched out to run a brace of Reynards for
series returnee Phil Andrews and rapid, but
sometimes haphazard, Italian Giuseppe
Bugatti; Yorkshireman Richard Dean, an
impressive debutant in 1990, is waiting on the
sidelines, desperately seeking the funds to
compete.

According to FISA there are 37 official
registrations for the series; by our reckoning,
there should be at least 30 cars vying for 26
places on the grid at Silverstone. And a dozen
of them have to be regarded as potential
winners.

On paper, the championship appears to be
wide open. The only safe prediction is that the
welcome introduction of control fuel means
we'll be able to wander the pit garages in
comfort . . . without having to resort to half-
hourly doses of Optrex.

SA

1¥0dS HOLOW




ARRONT NONSENSE

MOTOR SPORT

T hursday morning. Early
drizzle has blown away
in the general direction
of Cornwall. We are cruising
along at around 130 mph. The
tacho needle nestles between
2000-2500 rpm. Almost 60
mph per thousand rpm. That's
what you call relaxed.

So where are we? Ambling
along some deserted Scottish
highway, enjoying the flexibility
and hush of a long-legged V8
mated to a trick seven-speed
gearbox?

Er ... actually, we're less
than half a mile from the
centre of London . . . and the
rush hour is in full swing.

Two choices then. This is
either a weird dream, or we're
about to have the biggest,
most irresponsible accident of
all time as we pile into a queue
of stationary traffic somewhere
near Southwark Bridge.

Wrong again. We're fully
conscious, we haven't been
smoking banana skins and we
aren't showing callous disre-
gard for the Highway Code.
Not even slightly. In fact, we
aren’t even bound by it.

There are plenty of traffic
jams, too, but from where we
are they appear to comprise
Scalextric cars.

Anyone familiar with the
grind of commuting to and
from central London might by
now have a clue. For those
who don’t have to put up with
measuring their daily forward
progress in millimetres, wel-
come to Capital Radio's Flying
Eye, a four-seater Grumann
American Cougar GA7 Twin,
registration mark G-FLII,
operated by Cabair from a
base at Elstree Airfield.

The Eye takes off twice a
day, circulating London during
morning and evening rush
hours and observing traffic
congestion from the cosy dis-
tance of 1500 ft. For the past
seven and a half years, stalwart
of the morning stint has been
Russ Kane. A performance car
enthusiast who works as a
freelance copywriter during
sporadic terrestrial moments,
Kane arrives at Elstree at
around 7.15 each weekday
morning. If clearance is given
to fly at the required 1000 ft
minimum, the Eye goes up.
While roads are at their
busiest, Kane regularly updates
the situation live on air,
reporting alternately to each of
Capital's two London stations,
Capital FM and Capital Gold.
In addition to monitoring traffic

flow with his own eyes, Kane
keeps in touch with the latest
police and AA reports via Paula
Southern, with whom he has
direct radio contact, in the
Capital studio. Thus he is able
to expand upon his own notes.

As a commuter, | always
found that the service holds a
malicious fascination. OK, so
it's frustrating to hear that traf-
fic is at a standstill around Ken-
nington when you've known as
much for the past half an hour
through personal experience.
But when you finally peel off
from City Road and head for
the safety of the office car
park, it's always nice to try and
catch one last aerial report.

Good. The jams are three
times as bad in north-west
London as they were in
Clapham, and the only burst
water-main of the morning
was in far-off Edmonton.

Such knowledge somehow
eases the frustration of the
previous stop-start 75 minutes
that it took you to cover |2
miles. As a guide to what the
average commuter has to con-
tend with around here, the
aforementioned journey is
approximately 20-25 minutes

.

CAPITAL RADIO’S FLYING EYE

faster by pushbike if you leave
home at 8.00. If you drive, it is
imperative to leave the house
before 7.00. Anti-social, cer-
tainly, and you get to work
miles too early, but at least
traffic volumes are tolerable
and there's time to relax with
a slice of toast and a cuppa
before you need to contem-
plate the subtleties, or other-
wise, of the English language.

The runway at Elstree looks
a bit like a slightly shorter
version of Mallory Park's
Stebbe Straight, only bumpier.
The adjacent airfield windsock
gyrates furiously. Kane, fes-
tooned in full flying suit (*
don't like to get my clothes
filthy"), frowns. Pilot Gareth
Trevarthen doesn’t bat an
eyelid. Despite a strong breeze
on the ground, he insists that
conditions are easier at our
pre-determined jam-spotting
altitude. Consumption of black
pudding, fried bread and
scrambled eggs has, in any
case, been put on hold until
after touchdown.

For the most part, progress
s indeed quite smooth. The
route takes us from Elstree

over the M|, M25,. Al. Lea

Valley, Edmonton, Tottenham,
the Blackwall Tunnel, Canary
Wharf, A2, the Dartford
Tunnel (relatively unclogged
since the opening of the
Queen Elizabeth Il suspension
bridge last year), Dagenham,
Barking, Canary Wharf (again),
the City, the West End, Bat-
tersea, A3, Tolworth, Chess-
ington and back towards the
congestion-sensitive
thoroughfares of the city
centre. We flit briefly over the
Thames, checking the various
crossing points.

It is slightly bizarre to note
that the pilot has a large-scale
London street map on his
knee.

Curiously, Canary Wharf has
a flashing beacon installed in its
roof. Standing 800 ft high,
you're hardly likely to miss it.
Kane insists that the warning
light serves a valuable purpose.
On a murkier day, its dark
grey silhouette isn't quite so
obvious, and London’s City
Airport isn't far away.

Occasionally, the Grumann
twitches violently as it encoun-
ters an invisible change in air-
molecular structure. Briefly,
you feel like a crisp packet in a
force nine gale, but without
the torsional rigidity . . . There
Is a sign on the control panel
which advises ‘No aerobatic
maneuvers (sic) approved’,
Momentarily, you're not so
sure.

Spectacular views of London
aside, the abiding memory is
one of noise. Conversation is
possible only by means of
scribbled notes. The tacho
reads 2200 rpm; it sounds
more like 22,000. A set of
headphones is provided. If you
squash them tightly into your
earlobes, you can just pick up
the faint sound of Capital Gold.

Primarily, they serve as
noise defenders.

For all that, the Grumann
offers a comfortable perch
from which to watch others'
morning torment. It seats four
in comfort, although your
stomach is more likely to be
turned by the electric blue '70s
trim than fluctuations in its
aerial path. It will cruise at
1 1,000 fe (17,000if supplement-
ary oxygen tanks are fitted)
and has a top speed of |50
mph. It covered every square
inch of rush-hour London in
around two hours without
once being carved up by a
kamikaze motorcycle courier.

That's something you can't

do on a pushbike. SA
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life support system has kept the
ASportscar World Championship alive
for another season, almost certainly its
last. This time it was provided by the three
major manufacturers actively involved -
Peugeot, Toyota and Mazda - who each
pledged $600,000 per entry to FISA's pro-
motional fund “to indemnify the organisers
against losses” as president Max Mosley elo-
quently summarised.

Having sailed the ship onto the rocks, FISA
has now made an honest attempt to refloat it.
Some of the teams represented at the Penta
Hotel, Heathrow, on March 26 wondered why
on earth Bernie Ecclestone and Max Mosley
hadn't taken such a reasonable and accommo-
dating line in 1989, when the World Sports-
Prototype Championship had grids of 36 cars.

It was supported, then, by six of the world's
most prestigious manufacturers (Mercedes,
Jaguar, Aston Martin, Toyota, Nissan and
Mazda), with Peugeot already committed to
the 3.5-litre formula, and it must have occur-
red to the powers-that-be that if even half of
them switched to Grand Prix racing with their
wonderful new engines, Formula | would be
even stronger.

As yet, we have no confirmation that any of
them will take the big step into Formula |.
Jaguar might finish up with its name on Ford's
new V12 and rumours linking John Barnard's
name with Toyota are known to have strong
substance. However, Mercedes-Benz
thwarted Jochen Neerpasch's hopes, and it
seems that Jean Todt is fighting a losing battle
with Peugeot’s management too.

Sometime between December 20 and
January 2, FISA's attitude changed from being
wholly negative about the Sportscar World
Championship to cautiously positive, possibly
because Peugeot’s lawyers paid close attention
to FISA’s own three-year stability rule.

LESPRIT
DE COMPETITION

n May 1992

Instead of demanding 20 fully-fledged World
Championship entries (not including the FIA Cup
entries) to have a viable series, FISA is now
prepared to go ahead on the basis of nine
confirmed entries, plus half a dozen European
Cup cars.

Of Mr Randall and his nine Jaguars, little can be
said. His Arabian 'backer' from Dubai withdrew
its interest, and frantic efforts to retrieve the
situation look to be in vain. Tom Walkinshaw did
secure a vote to allow his Jaguars (V12s) to run at
Le Mans, and even if the championship had
foundered at the end of March the 24 Hours race
would have been safe,

Jean Todt agreed so readily to Ecclestone's
suggestion of a $| million levy on each two-car
factory team that it seemed he had been primed
In advance, though Toyota and Mazda asked for a
few days to consider the matter.

On March 27 it seemed that the Japanese
would pay the levy, so it came as a shock to hear
that night that Peugeot would not. Only after the
weekend did it transpire that a Peugeot spokes-
man aired his personal opinion without a proper
briefing, and finally on March 31| the last piece of
the jigsaw fell into place.

Porsches at Le Mans:
not recommended in 1992,

A green light
. « o at last

Ecclestone had, in the meantime, raised the
going price from $500,000 per works car to
$600,000, needing $3 million but having over-
looked the fact that Mazda was only com-
mitted to one car, at first. That in itself
delayed the announcement by 48 hours,
renewing the tension that surrounded the
health of the series.

Controversy will continue to haunt the ACO.




g of things to come? Could cors
W-IS Wold the key

to the future of sportscar racing?

-
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On behalf of the Porsche customer teams, with
perhaps |10 cars, Max Welti insisted that the
reduction in fuel allocation must be waived.
Instead of the 100 kg weight penalty applied last
year, taking the Porsches to a clearly unsafe |,000
kg, FISA has decided instead to reduce the fuel
allocation from 2,550 litres to 2,140.

Ostensibly this is a reduction of about |6 per
cent, but since the ‘unlimited’ cars can be
refuelled rapidly, like the 3.5-litre entries, they
will spend more time on the track and the real
penalty is closer to 18 per cent.

“We'll have to spend the first hour in the pits
before we go racing,” growls Tom Walkinshaw
who, with his Jaguar V|2s accepted for the race,
joins Porsche in lobbying for a decent fuel
allocation. Ever the diplomat, Welti says that
unless the allocation is increased, Porsche “"would

Mazda will run the MXRO1 in this year's SWC. The
TWR-built car has strong Jaguar XJR-14 overtones.

SPORTSCAR RACING SURVIVES

not be able to recommend its customers to
support the race”, which is a nice way of
threatening to boycott Le Mans.

So long as Le Mans is part of the Sportscar
World Championship, though, it would need the
unanimous agreement of all the teams to change
FISA's rule. Needless to say, Jean Todt was
steadfastly opposed and so too, presumably, are
most of the 3.5-litre teams.

A good, reliable 3.5-litre car should be able to
lap the Porsches and Jaguars many times in 24
hours, and Toyota's winter test programme at
Eastern Creek, Australia indicates that the VI0
powered TS0 |0 might be a revelation at Le Mans.
After nearly 48 hours of endurance testing,
according to one of the driver squad, "the car
was fine, but the drivers were knackered!”

The teams which have invested in 3.5-litre cars
are, in the main, united against the Porsches
almost as much as they are against Nissan, which
never lost the stigma of pulling out of the
foundering series in 1991.

Walkinshaw is in the rather curious position of
having produced the World Championship win-
ning Jaguar XJR- 14 which may not race again in a
FISA series, of assisting Mazda in developinga V10
version of it, of wanting to run V|2s at Le Mans,
and again of being the chairman of Silverstone
Circuits Limited, where the second round of the
SWC series will be run on May 0.

At the Penta Hotel Walkinshaw spelled out
that he didn't want to run an emasculated SWC
race at Silverstone, even though his words
potentially harmed the chances of the World
Championship going ahead this year, and could
have upset Mazda as clients of TWR.

Anomalies abound, and interests conflict at
every turn. This is what the old World Endurance
Championship has come to, a series worn out by
three years of attention from financial leeches
and political wranglers, now on offer to any
serious bidders.

What can the future hold? This must, of
course, be the last year of the Sportscar World
Championship in its present form. One cannot
imagine Peugeot, Toyota and Mazda going
through this wringer again next winter, and
indeed Mosley concedes the fact that this 3.5-
litre formula is done for.

Stubbornly he clings to the idea of 3.5-litre
prototypes with little downforce, and narrow
wheels, as a means of reducing the power
requirements and cutting development costs.
“What's the point of having another 50 horsepower
if you can't get it to the road?” he asks.

The majority view of the teams at the Penta
Hotel was to ridicule the notion. “The cars aren't
going to be any slower down the straights,” said
one. “With little downforce and narrow tyres
they'll be very tricky in the corners. | don’t think it
would be very advisable to spectate at the end of
the straights.”

Indeed not. Circuit owners would come under
new pressure to improve the safety aspects, and
spectators at Silverstone's Copse corner might
be moved back to the outskirts of Towcester.

Who will build these cars? Who, even, would
rebody and adapt existing cars to such a speci-
fication? The proposition is already dead in the
water, stillborn, but if President Mosley can't see
that, it's his problem.

He has come to the view consistently held by
MOTOR SPORT since January 1989 that a return to
Grand Touring cars is the only feasible way for Le

Mans, and endurance racing, to proceed.

That is to Mosley's credit, and he has asked
FISA's Sportscar Commission to be prepared to
discuss the matter at Monza on April 23. From
there, he hopes to present a firm proposal to
FISA's World Council on June 23, for implemen-
tation next January.

Jaguar, Mercedes and Porsche are cautiously
interested in the Grand Touring category propo-
sal, which may even not require a minimum
production level. Obviously Mercedes could
make 500 C| | 2 type supercars without too much
difficulty, where Aston Martin would find it
impossible to manufacture and sell even 50
Virage 6.3 models in today's markets.

Mosley does accept the principle of handicap-
ping, something that has always been an anath-
ema to the FIA, and would be prepared to find an
equivalency between a Jaguar XJR-15 and a
Honda NSX, for instance. If he can actually
proceed over this bridge in June and reach the
other side, he'll find himself on the same bank as
IMSA's Mark Raffauf.

Handicapping, by weight, by air restrictions,
tyre widths, whatever, has always been not only
acceptable to the Americans, but desirable. As a
result they have good close racing, and at the
recent Daytona 24 Hours and Sebring |2 Hours
we have seen seven different makes of engine in
the top seven positions. This did not happen by
accident, but is the result of a philosophy which
encourages competition amongst near equals.

Mosley floats the notion of 24-hour Grand
Touring Car races at Daytona, Le Mans, and in
Japan (not favouring either Fuji or Suzuka, at this
stage. Fuji wants a 24-hour race but has rather
primitive facilities).

Le Mans cannot exist without an infrastruc-
ture, of cars and events. Teams cannot simply
prepare themselves to race once a year, unless
on a completely amateur basis, and as FISA
knows very well, an endurance championship
can't thrive without Le Mans.

The World Championship is dead anyway,
after this year. Mosley's proposal inevitably
centres upon the IMSA Bridgestone Potenza
Supercar series in America, a new European
championship, and something similar in Japan.

Prototype racing will exist in America and in
Japan, as | predicted, with a new axis formed
between IMSA and the Japan Automobile Feder-
ation. If you want to see Nissans, Jaguars,
Toyotas, Mazda rotaries, Chevrolets, even the
odd Porsche if you're lucky, better book an air
ticket for Daytona next February!

They really care for sports car racing in
America, promote it, nurture it, reward the
winners, and as a consequence have a series that
is doing reasonably well despite the recession. It's
a lesson that has been completely lost on FISA,
more is the pity.

“At the moment we have lots of ideas and few
solutions,” Mosley admits. We have to be utterly
realistic, at this point, and question where the
Grand Touring Cars are going to come from. It's
nice to think of Jaguar XJR-15s at Le Mans (a
48-valve version is reputed to be hitting 240 mph
at MIRA) along with Ferrari F40s, Chevrolet
Corvettes, Honda NSXs and Lamborghini Dia-
blos, but it takes time — a very long time, in fact -
to prepare all these delectable cars for one grid.

With FISA’s track record, how many team
owners are going to invest hugely, and quickly, in
this attractive formula? MLC
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Not such a
wild Rover

ho promotes the best one-make
racing series in the UK? Depends
whom you ask, really. There are so
many of the flaming things nowadays that it's
almost as easy to name the cars which aren’t
catered for by a subsidised championship. Even
without Mazda, which has axed the MX-5 UK
Cup in favour of a British Touring Car Cham-
pionship programme, and Honda, which has cut
back its support for the CRX Challenge (which
continues as a popular club category), there are
several series which carry full manufacturer
support. VW has stepped in with the Polo G40
Cup, Renault and Ford continue with Clio,
Fiesta and RS2000 respectively and both TVR
and Caterham vigorously promote the sports
car cause with the Tuscan and myriad Sevens in
various states of tune. (There are also countless
one-make, or single marque, series for Fords,
Renaults, Alfa Romeos, BMWs, Porsches, MGs,
Fiats, Triumphs, Westfields and so on. If you
want to race against like-minded enthusiasts,
chances are that there's scope for you to do so.
This year, for instance, there is even a series for
tuned VW Beetles, which looks set to be
well-supported.)
Rover, subject of this particular thesis, has a
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finger in several one-make pies. The enduring
and popular Minis, Sevens and Miglias, continue
to entertain wherever they race. They will be
subject of a separate, dedicated feature in a
future issue of MOTOR SPORT. The Metro GTi
Challenge is a multi-discipline affair involving a
series of rallies and races. Finally, there is the
Dunlop Rover 216 GTi Challenge, jewel in the
corporate crown. In 1991, its first season, com-
petition was feisty but, generally, fair both on
and off the track.

There isn't, in any case, a great deal of scope
for treachery. Engines, gearboxes and ECUs
delivered to competitors are all sealed before
despatch. Rover Sport wanted to keep engines
standard, and power output is consequently
identical to that for the 216 GTi road car - 130
bhp at the wheels. Fine tuning of the ignition is
the only permissible underbonnet tweak.

Race scrutineers check power output, weight
and camber profiles regularly. Everything else is
controlled very tightly. A suspension kit is
supplied with the car, and renders it around 25
per cent stiffer than its road-going equivalent.

The upshot of this limited preparation, which
takes around |20 man hours (including seam
welding, newly authorised for this season in the

Photography: John Colley

interests of further bodyshell rigidity), is a car
similar in performance to the Renault Clio |6v
racer (tested in MOTOR SPORT last December)
but which remains a tad slower than the Honda
CRX. The lap record around the Silverstone
National circuit, venue for this track test, stands




to Nigel Edwards at Im 12.85s, an average of
81.48 mph. The average lap speed around
Castle Combe is closer to 90 mph, and top
speed is reckoned to be in the region of 125-130
mph on Silverstone's GP circuit. Such high levels
of performance from this apparently modest
racer are partly due to the fitting of control
slicks, naturally supplied by series sponsor
Dunlop, and partly to the natural vim of the
original article.

The most striking thing about the 216 GTi, at
first glance, is the similarity of the cockpit to that
of its road-going cousin. The dashboard and its
ancillaries remain standard, in an unfetching
shade of Rover grey. Even ignition is by key,
rather than push-button. There are obvious
clues, of course, to the car's true purpose,
sturdy Recaro seat, torso-clenching Willans har-
ness and the absence of any trim aft of the driver
being the most evident.

The test car was built up by Roger Dowson
Engineering, in accordance with the strict guide-
lines established by Tony Pond Racing, the rally
star's company having been responsible for the
final specification of the racing 216. Last year,
Dowson ran the car for guest drivers, including
Slim Borgudd (who won the opening race), Tiff
Needell (victorious at Thruxton), Eddie Jordan,
'bike racer Steve Parrish, rally heroine Louise
Aitken-Walker, former BTCC regular Graham
Goode and various journalists. With no opera-
tional budget for a guest car in '92, it was up for
sale at the time of our test. Ready to race, the
asking price was £15,000.

For a professionally run season under the
wing of a team such as Dowson’s, ie the driver
undertakes a full test session before each of the
| 2 rounds and just turns up to drive on race day,
the annual budget is likely to be £36,000.

It's obviously possible to do it cheaper if you
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Engine is standard, and yields around 130 bhp.

are handy with a set of spanners yourself, and
success can offset your outlay. Individual race
winners stand to collect £350 a time, and there
is a road car up for grabs for the eventual
champion. However, when all's said and done
this is not a bargain basement series. That is
reflected in the high general standard of vehicle
preparation. In most cases, you could eat your
breakfast off the cam covers.

Rover insists fastidiously on such attention to
detail. With plentiful TV coverage guaranteed
(Rover has secured a deal with several [TV
networks, in addition to the inevitable cable and

“Brake, accelerator,
clutch...” Dowson
Engineering’s Justin
Loosely points out
some of the more

puzzling aspects of
a 216 cabin to SA.

ROVER 216 GTi

satellite coverage), it wants the product to
appear professional, as well as exciting. The
latter aspect isn't too much of a problem. Grids
of almost 30 cars are the rule rather than the
exception. And the intensity of competition is
quite something; for the opening round of the
1992 series, at Donington Park, less than two
and a half seconds covered the individual race
lap times of the 27 participants.

Winner of the Donington curtain-raiser was
Ray Armes, who also took the Dowson car to
victory in the 1991 series finale at Silverstone.
The amiable 40 year-old graphic designer was
on hand at Silverstone to offer advice, having
warmed the car up before MOTOR SPORT'S
stint.

“Try and keep it between 6000-7500 rpm if
you can,” he advises, “and don't let it drop
below 5000. | usually change up at around
seven-two.

On a dry day, you'd tackle Copse in fourth.
Today, the quick right-hander appears to have
been fried lightly in Mazola, and Armes recom-
mends experimenting with third. The reasona-
bly broad spread of torque also allows you to
use third for both Becketts and the fiddly
Brooklands-Luffield-Woodcote complex, so
there's not much for your left hand to do
except steer.

The Rover's strong road car origins make it
very user-friendly. The powered steering is
light but direct, and provides a reasonable
degree of feel. The brakes (minus the road
car's ABS) feel suitably powerful. The handling
is pleasantly neutral, though any rash loss of
commitment in mid-corner will cause the rear
end to break away in the best tradition of
relatively powerful front-drive saloons. The
chassis is sufficiently communicative, however,
that the resultant slide can be felt several
corners in advance (well, sort of) and can thus
be corrected swiftly and easily.

Such observations are relative. Our brief,
| 0-lap stint allowed us to get within a couple of
seconds of a decent lap time on the day. At that
pace, the 216 feels placid. It's almost too
friendly for a racing car.

Whittling another couple of seconds off lap
times would of course demand considerably
greater brutality, though Armes confirms that
you do not need to be a psychopath. "Everyone
says that they are easy to drive quite quickly.
That's one of the nice things about them.”

Rover Sport's Chris Belton agrees. "We're
not trying to pretend the car is something it
isn't. It's a road car with subtle alterations,
that's all. What you see is what you get.”

The result is one of the most professionally
organised racing series we have yet
encountered, not to mention one of the most
combative (even in the low-pressure atmo-
sphere of an off-season test session, there
were gaggles of 216s hunting in packs, seldom
separated by more than a few millimetres).

If you want proof, it'll be available at a racing
circuit near you sometime during the year.
There are |0 rounds of the series still to go, on
May |0 (Silverstone), May 25 (Castle Combe),
June 6/7 (Spa-Francorchamps), June 27
(Oulton Park), July 10/11 (Silverstone, British
GP meeting), August | /2 (Knockhill), August 3 |
(Silverstone), September 6 (Brands Hatch),
September 19/20 (Donington Park) and Octo-
ber 3/4 (Silverstone). SA
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INSIGHT

nd-to-end on Route 27, Sebring is 10
miles long. Land is cheap in Florida, and
there's a typical strip of neon lights
announcing gas stations (where the cheaper
brands are still 99 cents per zallon), diners,
motels and liquor stores. "American teams
welcome here,” proclaimed the illuminated
billboard outside one motel, reacting against
NISMO's startling success at Daytona a few
weeks earlier, and revealing a nasty bout of
xenophobia that time will hopefully cure.

Sebring, the sleepy town right in the middle
of Florida, has grown lengthways on the 27
but, away from the busy road, remains a
pleasant lakeside residential area. Only one
thing distinguishes the place, an airfield that is
celebrating its 40th anniversary as a race
circuit,

Silverstone was a wartime airfield, too, and
when the very first World Endurance Cham-
pionship race was held at Sebring on March 8
1953, the circuits were perhaps at a compa-
rable stage of development. Somehow,
though, the Floridian track has been frozen in
a time-warp, while Silverstone has become
one of the finest Grand Prix circuits in the
world.

"Forty years of history untainted by pro-
gress, announced one cynic in the ageing, but
comfortable and convenient, press room atop
the pits. That's a little unfair, of course,
because the 3.7-mile track has been upgraded
regularly and while not one of the world's
better, or safer tracks, there are worse in the
States.

There are legendary stories about the
bumpy runways where competitors actually

In the inaugural US GP, at Sebring in 1959, Jack
Brabham heads team-mate - and eventual race
winner — Bruce McLaren (top right) on his way to
fourth place, a result that gave him the title. In the
same event, Rodger Ward took on the F1 regulars
in his Offenhauser Midget (below). He qualified
over 40s slower than pole-winner Stirling Moss . . .

Photography: LAT

The 1992 Sebring 12
Hours marked the
40th anniversary of
an event that put a
sleepy Florida town
on the map

got lost in the hours of darkness, or found
planes landing right alongside them as they
pounded down the straight. One year, in total
darkness and heavy rain, the leader of a dozen
cars lost his way and didn't stop until he reached
the perimeter, followed by a convoy of puzzled
racers.

The race was founded in 1952 by Alec
Ulmann, who broke his ties with the SCCA and
staged the first one almost in retaliation against
his former club for organising a | 2-hour race at
the nearby Vero Beach airport,




A 4.|-litre Ferrari 340 driven by* Briggs
Cunningham and Bill Spear led with considera-
ble ease, until the differential broke after 51|
laps of the 5.2-mile track, then the two-litre
Frazer-Nash Le Mans moved ahead and even-
tually beat a Jaguar XKI120 by six clear laps.
Larry Kulok and Harry Gray were the cele-
brated winners of the inaugural Sebring, at an
average of 62.8 mph, and the Frazer-Nash was
renamed Sebring in recognition of the success.

Briggs Cunningham enjoyed ample conso-
lation in the next three years, entering the
winning car each time. John Fitch and Phil
Walters were the first Americans to win World
Championship points in the fledgling sports car
series, driving the 5.4-litre Chrysler engined
Cunningham CA4R. Hot on their heels were

SEBRING’S 40TH ANNIVERSARY
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First time winner: Bruce Mclaren and Mario

Andretti gave the Ford MkIV a successiul
competition debut in 1967.

George Abecassis and Reg Parnell in a works
Aston Martin DB3, followed by a pair of
privately owned Jaguar C-types.

Stirling Moss and Bill Lloyd triumphed in the
1954 event in Cunningham's |.5-litre OSCA
MT4, the 'Sebring giant-killer’ as it was
immediately dubbed. And no wonder, because
the Lancia factory had sent an immensely
strong four-car team of D-24s to Florida, but
all except one failed to go the distance.

Juan-Manuel Fangio, Alberto Ascari and

Film star Steve McQueen co-drove Peter Revson to
second place in the 1970 12 Hours.

Eugenio Castellotti succumbed to engine and
transmission problems, the three factory Aston
Martins went out, and the little OSCA reached
the line five laps ahead of the oft-delayed
Lancia of Porfiro Rubirosa and Gino Valenzano.

“The 1955 |2 Hours was the most con-
troversial race ever held at Sebring,” recalls the
local historian Ken Breslauer. “It featured the
most intense two-car duel in endurance racing
history but started and ended in total con-
fusion.”

No fewer than 80 cars started the race, plus
six reserves who took the Le Mans-type
running start without permission, and had to
be singled out for black-flagging in the early
stages.

Cunningham's new Jaguar D-type was
driven by Mike Hawthorn and Phil Walters,
and the hour-charts show that it led from start
to finish. They were chased, incredibly, every
inch of the way by the Phil Hill/ Carroll Shelby
Ferrari 7505 Monza, a powerful three-litre
model, and although the ltalian car was rarely
more than a few seconds behind it led for only
one lap.

Surprisingly the Ferrari was declared to be
the winner, then officials changed their minds
and told Cunningham to bring his car to Victory
Lane ... but it had run out of fuel on the
slowing-down lap, and couldn’t be féted.

Allen Guiberson, the Dallas owner/entrant
of the Ferrari, filed a protest and it took the
American Automobile Association (AAA) 10
days to settle the issue in Cunningham’s favour,
the Jaguar winning by just 25.4 sec.

Enzo Ferrari decided to send two works
cars in 1956 and did the job properly, Fangio
giving the others a driving lesson as he headed
for a two-lap victory aided by Castellotti; in
their wake was the sister 860 Monza model
driven by Luigi Musso and the popular Ameri-
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HAYWOOD’S VIEW

H urley Haywood first drove at Sebring
in 1971, sharing a Porsche 914/6 with
the late Peter Gregg, and has failed to start
only once since then, in 1990 when he was |
contracted to Audi for the TransAm Cham-
pionship.
\ This was his 20th start, and his views on
the 40 year-old event are generally com-
plimentary. “| remember when you used to |
take the two long aircraft runways abso-
lutely flat-out at night,” he says. “It was over |
| 200 mph in a Porsche 935 and there were
no reference points at all, while aircraft
were landing right alongside you. It was a
| thrill a minute, | can tell you. |
“One year it rained, really rained, tor-
rential, and | got lost. | couldn't see the race
| track any more, the whole place was like a
pond. It's not like that any more. It's quite a
| safe track actually, though I'm not very |
happy with the safety of any track we race
on in the States. |
| “They never lost the flavour of the place, |
tell you...they still don't have decent
bathrooms! The bumps are easier, but the
ground-effect cars we race today are so
sensitive to every ripple in the road that it
will always be a problem. They've made
every effort to smooth out the bumps and
| make the place safe. The bumps are a
| problem everybody has to deal with, and if
you have smart engineers you can get
around it." |
Those bumps are in every conversation
that concerns Sebring, and have been since |
the early days when transmissions were
broken almost routinely. It has never been a
| good track for Jaguar, though the D-type
won in 1955, and the modern V12 cars tend
to be too stiffly sprung, and too sensitive in
the transmission department, to be
regarded as bomb-proof. This year, though, |

It was an errant rear wheel which put Jones 4

| and Brabham back by eight laps. , :

For all the criticisms, all who have been to Y Ferrari’s failure? Brian Redman pits the

| Sebring talk about the place with affection. - only 312PB not to finish the 1972 12 Hours.
Everyone, it seems, has good and bad As Maranello’s survivors headed for a 1-2
memories of the place. As Haywood says: result, the FIA was in the process of drop-
“There’s a lot of negative things, but they're | ping Sebring as o World Championship
outweighed by the positive things. For me, fixture.

It's always a treat to come back to Sebring.”
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Wic Elford and Gerard Larrouse took their
Worsche 917 to victory in the 1971 12 Hours.

SEBRING’S 40TH ANNIVERSARY

can Harry Schell. The winners averaged 84
mph and were the first to cover |,000 miles in
the |2-hour duration.

In 1957 Fangio triumphed again, sharing a
Maserati 450S with Jean Behra, and the top 10
places were filled by cars that would be worth
their weight in gold today: Stirling Moss's
Maserati 300S, the Mike Hawthorn/Ivor Bueb
Jaguar D-type, Masten Gregory's Ferrari 290,
another D-type driven by Walt Hansgen, three
more Ferraris and two Porsche RSs.

Ferrari dominated again in ‘58, works Testa
Rossas driven by Phil Hill/Peter Collins and
Luigi Musso/Olivier Gendebien doing their job
well, and in 1959 Dan Gurney’s name appeared
in the list of winners, sharing a Testa Rossa with
Phil Hill, Gendebien and Chuck Daigh.

One Grand Prix was held at Sebring, in 1959,
and it was won by Bruce Mclaren. It is
remembered, though, as the race that made
Jack Brabham the World Champion driver for
the first time, pushing his broken Cooper
Climax across the line to claim his points for
fourth place.

Ferrari pretty well dominated the race in the
early '60s, but the event of |965 is well

remembered by many people. It was the year
of the rain, when torrents of water made the
track almost unnavigable in places. Surprisingly
it was the Chaparral 2A of |Jim Hall and Hap
Sharp that did the best job, ploughing its way
through the storm to beat the Ford G140 of
Bruce McLaren/Ken Miles by four laps.

Some 20 years ago, the FIA finally ran out of
patience with Sebring, heeding the vociferous
complaints of the sports prototype drivers
who feared for their lives on the bumpy track,
made dangerous by the speeds attained by
lightweight, Formula |-engined machines.
Mario Andretti and Jacky Ickx won the last
World Championship race held in Florida, their
Ferrari 312PB leading home the sister car of
Ronnie Peterson and Tim Schenken.

It was the end of Alec Ulmann'’s reign, too. A
new start was made in 1973 by Reggie Smith, a
long-time assistant of Ulmann’s, who joined
forces with John Bishop's new International
Motor Sports Association (IMSA). Peter Gregg,
Hurley Haywood and Dave Helmick were the
winners in a Porsche 91 | Carrera RSR, and only
once between then and 1988 was the | 2 Hours
not won by a Porsche! MLC

111f1111-c

his year's race, the 40th anniversary
celebration, was won for the first time
by Dan Gurney's All American Racers
Toyota Eagle team. Gurney himself was
wreathed in smiles being a former winner
himself, and so were the winning drivers
Juan-Manuel Fangio Il and Andy Wallace.

At last, the young Fangio put his name on
the trophy bearing his uncle's name, twice,
and Wallace is now the winner of three
sportscar classics, Le Mans, Daytona and
Sebring.

The Toyota Mk3 has the smallest engine
among the top contenders, a 2. | -litre single
turbo four-cylinder unit, but it's powerful,
strong and reliable. The chassis, Wallace
declares, is the nicest of any of the tur-
bocharged cars he has ever driven, and his
praise for Gurney's team is equally fulsome.

Fangio (“a superb driver, greatly underes-
timated” Wallace believes) and his co-driver
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The winning Toyota of Andy Wollace Juan-
Manuel Fangio Il leads the class of "92
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took the race as fast as they dared, remaining
on level terms with the two NPTI Nissans
from the start. Nothing but a few seconds
separated the two Japanese makes after
seven hours of racing, but Chip Robinson’s
Nissan retired unexpectedly with a split oil
line, and shortly afterwards Geoff Brabham's
Nissan lost |10 minutes when the headlamps
refused to function.

A Joest Porsche 962C was third, followed
by the TWR Bud Light team Jaguar XJR-12D
driven by Davy Jones and David Brabham.
IMSA regulations limit the VI2 engine to
six-litre capacity, and the XJR-12's perform-
ance has improved only marginally in the past
four years . . . the turbocharged Nissans and
Toyotas have improved a lot!

Nevertheless, Jaguar and Jones continued
to lead the IMSA Championship, and plan to
capitalise with the World Championship win-
ning XJR-14 in the sprint races which follow.

e — ———————
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ROAD TEST

ay 1986: we were privileged to be at

M the Sardinian launch of a motor car
that changed the results sheets of

World Championship rallying, and proved to
be remarkably able and practical on the road.
At the time, Lancia only expected to make
3000 Delta 4x4s, but when news came
through of the abolition of Group B as the
formula for World Championship events in
1987, Lancia swiftly (in mid press conference!)
announced production of the requisite 5000.
Today's test Delta HF integrale is the fifth .
edition of a line that has sold over 30,500 units, Bpr——— g _ o RN - ‘
and one which has racked up more than a F Ly BN i m e Ry ]
quarter of all Delta sales in 1990. g ) SR st e I
The 1986 Lancia Delta HF 4WD had ‘only’ ' : ' '
|65 bhp in road trim, but as Lancia’s first 4x4
motor car it gathered prestige via domination

‘::: -'.I -‘?-"‘._‘h-"‘ -y
w CX P Sa s
Al : ,im LD -
- — 4 "'t W’i ﬂﬂ?‘ﬂ.——

of the World Rally Championship. It also 3 & . g : e ‘= % .
perked up interest in the Delta range as a o dibeges sl 5 1T !}w""
whole, selling 5298 copies in its own right. 3 ) et S® R & B , 1 11 g Tl

: ; " & . i 1

Next came the extended wheel arch 10 4 | '3 8 14818 i

integrale; ‘integrale’ is the common Italian | . 5 | , f]

desi ion for 4x4 b Audi swiped, and '_ E

n 1980 registered, the best llian label: qua-  [(IHITIRIEE T el ‘ ||||||||||||| i ,|| |{|m]|
ttro. This Delta retained the eight-valve, dohc HE = % piat | FERTORRNRI |

two-litre of '60s Fiat origins, albeit now revised
from a Thema base to include twin counter-
balancer shafts, turbocharging overboost and
185 bhp. It sold more strongly than ever, 984 |
cars being manufactured between November
1987 and 1989’s introduction of the 200 bhp/
| 6-valve version, which preceded the test car.
The eight-valve unit was cleansed with an
exhaust catalyst and remained on sale into the
'90s for particularly tricky markets, such as
Switzerland (where it's known as the ‘kat’
variant).

It was the | 6v version of the 1979 debutante
(the Delta was elected Car of the Year in 1980)
that sold best of all, hitting 12,860 examples
fromspring 1989 toits late | 99| replacement by
the current HF integrale, our subject here.

The latter offers a number of vital technical
changes which have proved enormously effect-
ive in 1992 World Championship Rallying. The
(deep breath) Abarth-assembled, Jolly Club-
run, Martini Racing Deltas won both opening
rounds of the 1992 manufacturers’ cham-
pionship. Frequently we find that what works
on the track, or special stage, is a noisy pain in
the bottom for the public highway. Yet our 500
miles in the UK with one example and 150 in
France were a delight. The Delta has its
drawbacks, but you cannot buy more driving
pleasure than the latest Delta offers and keep a
steel roof over your head . . .

UK range

Even by the standards of these distressed
times, Lancia sales are at a low ebb, but the
Delta no longer has the job of pumping up the
volume. Just |50 HF integrales, all in LHD with
five-door bodies, are scheduled for the UK in
1992. No other Delta derivatives are currently
listed. Post-budget, the HF has dropped £100|

~ from £24,250 to £23,249. The only options
are metallic paint at a sniff over £182 and the
combination of black leather trim and air
conditioning which demands £1576.92; neither
was fitted to the test car. When we tested the

Lancia, its principal British market opponents
were the 220 bhp Ford Sierra RS Cosworth
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four-door at £21,380 and the Toyota CelicaGT
4x4 at £24,777, or the 205 bhp Carlos Sainz
Limited Edition of the latter, of which only 440
were available. By the time this test reaches
your gaze the 227 bhp Escort Cosworth will be
more relevant opposition than the Sierra. We
have borne in mind the driving characteristics
of both RS Fords when writing this, the Sierra
RS sharing garage space for a week with our
test Lancia.

Technical analysis

The basics of the Delta remain those of 1979's
five-door hatchback, one that was originally
designed in the conventional transverse
engine, front-drive fashion. Beneath those bluff
lines, Lancia wrought a 4x4 conversion of
exceptional worth that has kept much of the
basic hardware in use since 1986. Heart of the
system is an epicyclic gear central differential
which has its action modified by a Ferguson

LANCIA DELTA HF INTEGRALE

patented viscous coupling. At the rear, Lancia
had a look at what Audi was playing with in
Group B competition and adopted the Torsen
(torque sensing) limited slip differential, but
whereas Audi finally employed the American
planetary gear sets and star wheels to act as the
central differential power split monitor, Lancia
stayed with Ferguson and used the Torsen at
the rear, where it remains to this day.

What has changed over the years is the basic
front-to-rear power split deployed on the
roadgoing Lancias. The original eight-valve
machines, and today’s eight-valve ‘kat’ emis-
sion special had a slight front-drive bias (56 per
cent front, 44 per cent rear). The |6v version
changed all that to 47/53, a split that is still
employed in 1992. The |6v brought the option
of Bosch ABS electronic anti-lock braking and
this feature — which was adapted with great
care to Lancia's requirements and works well
on the loose — is standard for the latest HFs in
Britain. The 1992 specification also covers
enlarged disc brakes, Brembo aluminium twin
piston calipers and an eight-inch servo
replacing the previous seven-inch hardware.

The biggest engineering changes in the 1992
edition are the significant stretches in front and
rear track (54/60 mm respectively), which also
increases the overall girth of the flared wheel
arch body. In fact these principle dimensions
are now similar to more obvious supercars.
The Delta is now just 3.6 in thinner than a
Lotus Esprit!

The Lancia is startling to behold on the
street — rather as if you were seeing it through
a fairground mirror — but the fattening process
has allowed the factory cars a tremendous
reduction in special stage times. It has also
significantly reduced cross country times for
the production vehicle. (Who else but an Italian
car company would specify a saving of four
seconds per kilometre over twisty, wet tarmac
in its introductory PR spiel? In the dry, the same
ground should be covered 1.5sec more
quickly!)

Yet Lancia logic is impeccable. Who needs
top speed today? In performance terms it is
much more useful to be able to consume
cluttered tarmac with phenomenal

acceleration and consummate agility.

Accompanying the explosion in width are
replacement front suspension components,
lower wishbones now offering the kind of
box-section construction that most manufac-
turers homologate in the more radical Group A
cars. Lancia struts and bushes are also
strengthened by unspecified means. Spring
rates are up and the complete strut is attached
to the body at a point about half an inch higher
than before. Open the forward hinging bonnet
and there is a beautifully crafted aluminium bar
to stitch both front strut towers together, thus
considerably enhancing both front end body
strength and the accuracy of suspension geo-
metry under extreme duress. There is more,
particularly in the crafty use of anti-roll bar
links and larger capacity dampers, but the
message is the same. Lancia has uprated this
machine in line with the lessons it has learned
as the dominant force in World Championship
rallying over the past five years.

The rear suspension work is also extensive,
embracing replacement transverse arms, fatter
struts, uprated springs and dampers (working
over a longer travel), fresh geometry for the
anti-roll bar and reinforced uprights.

Complementing the suspension moves are
detail changes to the power steering pump and
rack, an oil cooler added to the system that will
be most valuable in Group N (production
based) competition.

Wheel rim widths are up just half an inch,
but a five-stud location is now necessary and
the alloy wheels are of a totally new design,
although they support the same tyre dimen-
sions as before. A get-you-home spare is,
unfortunately, also necessary.

As is the fashion for the latest evolution or
limited edition homologation cars, a modest
power bonus is offered. Lancia quotes 210 bhp
instead of 200 (although the handbook reso-
lutely quotes the old | 6v figure), available some
250 rpm further up a scale that has a limit of
6200 continuous rpm. Maximum torque value
remains the same, albeit a further 500 rpm
onward.

The latest evolution of the Delta integrale is
chunkier than its predecessors. A Lotus Esprit
is now only 3.6 inches wider.
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Lancia credits the extra power as being
sourced via a 6 mm larger diameter exhaust
system, one that ends in a single oval rather than
the twin exhausts beloved by earlier edition
Delta owners. Other key motor statistics, such
as the two-litre capacity, 8:1 compression, Gar-
rett T3 turbocharger and Langerer and Reion
intercooling are quoted as before, along with
one bar (14.2 psi) maximum boost. We found
that the |.2 bar overboost facility was still
present, usually reporting at 3000 rpm and
gradually absenting itself thereafter.

At maximum speed (shown as |48 mph
rather than the honest |32 it was achieving!),
boost had slipped back to 0.6 bar at a conti-
nuous 5700 rpm (the rev counter was accurate
to within 100 rpm) while oil temperature was
being maintained at |00 degC and water tem-
perature at 90.

The Lancia remained notably stable at this
speed, even though the three-position back
wing was on the lowest of three spanner-
adjustable settings.

Action

Initial impressions of the 3300-mile red demon-
strator are mixed. Despite the presence of a
former BMW Motorsport manager at Lancia,
quality seems to be as mixed as ever. The red
paint looked wonderful, the HF galloping
elephants emotive, but the door shut gaps were
prodigious by current standards.

Unique external features include the wide
use of Allen heads in the fuel filler surround and
more intake slots (most netted) and vents than
any other production car. In fact, the front is just
one giant one-way system for cooling air to
enter and exit. Any vacant space is set aside for
effective quadruple Hella headlamps and under-
bumper Caiello auxiliaries.

P

The instrument binnacle remains a riot of colour,
with more dials than British Telecom.

Open the bonnet and there are beautiful
castings, some Japanese-style technical boasts
("Lancia Turbo |6-valve” shouts the alloy rocker
cover), but the rubber pipe feed between
intercooler and Weber Marelli induction is
perilously clamped by a jubilee clip, a worrying
contrast to the purposeful braided lines linking
the oil cooler into the Lancia's heartbeats.

The cockpit is still a mess of riotous colour
schemes and masses of instruments. An octet of
Veglia (‘vaguely' seems more apt) dials sport
yellow digits and needles on a black back-
ground. The cabin is still enlivened by the
presence of drilled throttle pedal and droopy

ventilation, but the grey roof lining was a
comforting touch of class. Standard electrical
equipment covers a drowsy steel sunroof panel,
four side windows and Grundig stereo system.
As a reminder of the late '70s and early '80s, a
car check graphic was nostalgic, but not so
useful as four-door central locking.

At the Momo three-spoke wheel (adjustable
for rake), the Delta overcomes all prejudices
about Italian driving positions and its |3 year-old
outline. The Delta HF has the sheer ability to
consume any winding road, on any surface that
will take a modern motor car, mere rapidly, and
more satisfyingly, than any production car made

A nice place to be: the HF integrale blitzes
preconceptions about Italian driving positions.




today, with the possible exception of the Escort
RS Cosworth. We say “possible” because our
experience of the Escort is limited to overseas,
and we know how deceptive first foreign
impressions can be. But there is no doubt that
Ford has made a major advance with the first
production presence of genuine downforce
aerodynamics in a production car.

Where the Lancia scores so heavily is in its
innate communication skills with the driver. The
rapid steering (just under three turns lock-to-
lock) is perfectly weighted to inform without
chattering and twitching about every dip and
camber in the road. Dry road adhesion on
P700Zs is so outstanding that the long standing
deficiencies of the front seats in occupant
location become a scandal. It would be a bold
driver who overstepped the enormous limits
supplied in dry conditions, but the Lancia
oroved worryingly less competent both in the
wet and on a dry handling circuit. In the latter
case we had two drivers check the Lancia's
closed road competence and both found that
the HF was not so keen to display its prowess in
privacy as it was on the public road.

On the queen's highway it is an alert and
responsive companion, second to none. Give it
a closed track and a Group N Nissan for
company and the driver has to battle with very
heavy understeer to utilise all the available grip.
Our experience with every edition of the Delta
has always left us entirely satisfied with the
slippery surface margins provided, but the latest
HF was notably easy to slip out of line. In

LANCIA DELTA HF INTEGRALE

power-off situations you have a front-drive car in
character; it reverts to a soggy understeer, which

can build to such proportions that a definite

change in plan is called for. Disappointing.

We have not driven the Escort RS in similar
circumstances, so we do not known if they have
managed to get their Pirellis to work in these

conditions: we do know that the Sierra 4x4 on

Bridgestone's ER90 is impressive on slippery

surfaces, so Lancia could take a cold look at what

Pirelli is providing. Or could such manners

originate via significantly stretched front and
tracks perhaps upsetting the basic balance of the

Delta’
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BRUTISH GOOD LOOKS AND
PERFORMANCE TO MATCH

The Tef< Cenire

Barnet Road, Arkley, Barnet, Herts
Call us now on 081 440 6666

The UK's largest TVR dealership

Sales, service, parts, mods, tuning, repairs

PERFORMANCE ALL ROUND

Complementing a chassis that absorbs bumps
readily above town speeds (it is awesomely able
above 50 mph) are a magnificent set of Bosch-
monitored anti-lock disc brakes. The ride is not
as amiable as before when below 35 mph bur,
considering the modest wheelbase, competition
intent and 50 per cent aspect ratio tyres, it is
perfectly passable.

In the Group A competition variant, extended
wheel travel has apparently removed much of its
previous skittish ‘go-kart’ jinks. World class
drivers have all comm<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>