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Track Test

Tim Davies’ Terropol Ralt

IT IS OBVIOUS that Tim Davies is an optimist.
Notjust because of the determination which has
kepthim fighting for wins, and sponsors, through
FF1600, FF2000, and F3; more gratifying than
that, he proved himself willing to hand over his
Formula 3 Ralt to the mercies of two Standard
House journalists to experience first hand the
pleasures and pains of driving a top single-
seater.

For a man who has shown that he has the
speedandtheracecrafttowin,andthecartodoit
with, butwhose momenthas failed to materialise
all season, Davies was remarkably sanguine
about allowing two non-racers to try his seat for
size with a third of the F3 season still to go. But
withthe help of John Thompson, Tim's manager,
and the enthusiasm of both Guido Basile, team
owner and second driver, and Brian Holmes,
whose Auto Windscreens company is the
other major sponsor, a rendezvous was
arranged — Bruntingthorpe Proving Ground in
Northamptonshire.

This ex-airfield track is of course where
MOTOR SPORT testingis carriedout, butasthis
doesnotnormallyincludetimedlaps, itwas likely
to be no less daunting for me than for my
colleague David Tremayne, editor of our weekly
weekly sister paper, Motoring News. Using this
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TIM DAVIES at the wheel of his Ralt RT30. Note
the assymetrical side-pods, with the radiator on
the driver’s left, and the air-cleaner which fills
most of the view from the right-hand mirror.

venue was ideal as we could expect to have the
place to ourselves, while in case of over-
exuberance, there is practically nothing to hit—
no armco, no marshalls posts, nothing fixed at
all. Plenty of wildlife, though . . .

Like most drivers, Tim Davies has had a
continuing struggle to finance his racing. It was
while scraping together the cash race-by-race
for his first F3 season in 1985 that Davies met
Guido Basile, Italian boss of a games machine
company called Terropol, who was running in
FF2000. Basile agreed to help Davies out, and
the one-race deal blossomed into a much more
ambitious project — Team Terropol, a two-car
F3team for the 1986 season running Ralts, with
Davies in one and Basile, running in Class B, in
the second.

Thereis nothing technically startling about the
Ralt RT30; its inboard spring/damper units
follow normal F3 practice, cleaningupthe dragof
the suspension, and while ground effect proper
was bannedin 1985, the flat bottomed side-pods
arecontinued upundertherearsuspensiontotry

and generate a little extra grip. Alum ’

used for the monocoque, with cast 1
fabricated front bulkheads, and a sin(
wing is bolted to the five-speed f
gearboxbehindtherear axle. Mated toft
JohnJudd's Engine Developments VWi
single-camunitderived fromthe eight-w
GTi, producing some 163 bhp when
through the compulsory 24 mm air resl
Since racing engines are supposed|
pump fuel, the recent reductions in e
have brought a major headache
without this anti-knock additive, there!
risk, in highly tuned engines, of deto
severe and damaging pinking. Both D
were more worried about coming off the
detonating the unit than about over-
butto reduce the risk, the team addedz
booster for our private session.
Before climbing into the car, Tim
around the circuit the team had selet
XR2. With a 2-mile straight and three:
loops, Bruntingthorpe allows several(
tions; the team chose to string together
shorter loops to give us a 2.5 mile lap\
nine corners. | say some, as two of the
far side are so wide and shallow as to
one sweep where our highest speedsi
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reached.

| was happy to let David go first, while trying to
rehearse mentally the lines and gears | should
use, but only made myself more apprehensive
as the car stalled a couple of times. Getting a
racing car rolling is never easy. Then Tim
stepped forward with the advice to just tip the
clutch a couple of times to make the car roll,
before finally releasing it, and then David was
away.

It seemed a long time before he finally
relinquished the limelight to me, but his wide
grin told its own story. “It's terrific” he said, “and
it's easier than you expect”. It was, too.

Getting into the car is a knack — step over the
side-pod, thread a foot through the front
bulkhead, grab the roll-bar behind you and slide
down, feet under the steering rack and up to the
tiny pedals. This is all aided by a removeable
steering wheel. To the right is the short
gear-level, ahead the simple instrument panel:
centralrev-counter, red-lined at6000, combined
fuel pressure and water temperature to the left,
and oil pressure and temperature to the right.
Flick switches forignition, bad weather rear light,
and fuel pump are below, with a push-button for
the starter and a shrouded one for the
fire-extinguisher system; brake balance adjust-
ment and separate controls for front and rear
anti-roll bars complete the equipment. Sitting
there with the Willans six-point harness done up
tight, the car seems beautifully compact — no
spare space beyond the minimum needed to
operate the controls, nothing visible of the body
except the front tyres, a perfect driving position
(conveniently, Tim, David and | are around the
same height), and a well-shaped, though hard,
seat. Ignition on, fuel pump on, nothing left but to
press the starter—an external battery is used to
preserve the tiny on-board one — and blip the
throttle. Select first, back and left, lift the clutch
once, twice, plenty ofrevs, andthe caris moving.

For that first exploratory lap | stuck to second
and third to keep the engine spinning in the
crucial 4800-6000 range, learning about the
very short pedal movements and the high-
geared steering, plus what the circuit looked like
from this low viewpoint; bordered as it was by a
crop of wheat, judging brake and turn points was
not easy. From our base, corner one is an open
60 degree left into a short straight and a 90 right
with a slight rise to the third bend, a rather blind
80rightleading across the main straight and into
a faster 70 right. This is the fastest section from
here with a mild left kink, a long straight, and
three fast open right-handers which combine to
make the last 90 right particularly critical,
needing heavy braking, a double-downshift, and
a precise turn-in point. This is also where the
team were watching, so a bungle here could not
be concealed.

Even in a road car, this ex-airfield is far from
smooth, so the Raltwas set up with more ground
clearance than normal, while Tim cautioned us
about particular bumps to avoid, and advised on
gears and the best line for each bend.

Timedlaps were tobe the order of the day, and
our mentor took only four to set our bogey of 1
min 19.03. Evenonthe openbends we could see
from our temporary pit-lane this looked fast,
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the side-pod,
resting on the bodywork, or trapping a foot takes
a little practice.

sudden screeches denoting a bumpy braking
point as the undertray grounded, the engine
sounding hard and strong despite running a
small silencer for the first time.

First impressions were of the rough surface:
the ride and the seat are hard, and the steering
wheel leaps and bucks in the hands. The noise,
too, was terrific, making the ears ring, but
discomfort was forgotten in the delight of just
how precise the car felt turning into a bend and
how crisp was the gearchange; the chassis
seemed absolutely stable, and the braking
available was astonishing. As the revs through
each bend increased lap by lap, and | began to
usefifth withmaximumrevs, things beganto flow
together—instead of changing down | started to
believe Tim's advice to keep the throttle open
and let the steering scrub off speed for you in the
faster corners. First | achieved fourth right
through turns two and three, summoning all my
courage to keep that pedal down even though
the exit across the main runway was invisible.

TURN NINE — at the end of the fastest section,
this was the most critical, and the most satisfying
when it turned out right.

Braking and grabbing third for turn four proved a
waste of time, and very uncomfortable due to the
bumpy surface here; sliding over to the left-hand
verge and then smoothly clipping the right-hand
apex in fourth was not only faster, it avoided the
intensified pummelling that braking brings. After
holding the revs at 6000 through the left kink a
couple of times, | decided there was no point in
postponing fifth until after it, and when | was
brave enough to take top before this the Ralt felt
absolutely confident. In other words, despite my
increasing speeds and commitment, | was still
not stretching the car.

Hardest of all was the last bend, Turn Nine.
Getting a bit cocky, | tried to approach it holding
fifth from the previous sweeping rights and go
straight to third under braking, but after finding
neutral and then ignominiously chugging
throughinfourthin front of the whole team on two
successive laps, | abandoned this plan in favour
of taking fourth as | hit the brakes, and third just
before coming off them and aiming down the
straight.

Proceedings were interrupted for lunch, a
barbeque ably prepared by Guido Basile himself
with the benefit of one of his previous careers in
catering, and David and | swapped notes. He
had found he could hold top through the first
bend, which depressed me a little, whereas | felt
that | was gaining time over the rapid back
stretches where | was in fifth for what felt like
ages — whole seconds | should think. Already
we were a little deafened from that engine
wailing behind the head, and sore around the
knees — in a fast corner, the legs thrash
uncontrollably against the lightly-padded bulk-
head, and it hurts. My respect for professional
drivers was increasing steadily.

Gear ratios for Bruntingthorpe had been a bit
of a guess, but Tim selected Silverstone gears
which turned out about right, giving us around
140 mphin fifth. Not oustanding in itself, but the
impressive part is how close the car's cornering
speeds are to that. With a restricted engine and
slick tyres, braking is almost the cardinal sin —
be smooth, use all the road, make the tyres do
the work, those are the rules. Precision and the
ideal lines are crucial when all one’s rivals have
within 2 bhp of the same power.

How precise the two rookies were is debate-
able, but both of us made steady progress
throughout our two sessions, and would gladly
have stayed for another day if we had not known
thatevenone day outofthe team’s schedule was
very generous indeed. The urge to perfect each
corner and then string the proverbial “flyer”
together took over both of us, but | at least knew
that | had chickened out at some point on each
lap. The figures say that MOTOR SPORT had
the edge on Motoring News by some seconds,
my best being 1:27.15, more than seven
seconds adrift of Tim, but John Thompson took
another three seconds off my time when he had
his first shot in the car.

As a day out it could not have been better:
perfect weather, an ideal location, and the
cheerful atmosphere of the whole team from
Guido and Tim to mechanics Damon Brentnall,
Adrian Burgess and Robert Costa, and timer Phil
Cleveland. As an education for a journalist it
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RALT EXPOSED: note inboard spring/dampers
and small silencer added for testing (above).
Minus detachable wheel, the instrument panel is
compact and rather hard to read at speed on
rough concrete. Bottom, Davies expounds on
technique.

was profound, most of all because of the aches
and pains of the next day. The knees | have
mentioned, but my arms too complained about
the effort of holding a steady course through a
bumpy bend; you really do have to be fit to
contest a 12-hour race.

Looking back it is easier tc say “l should have
used fourth instead of third at that bend” or
whatever, but to be truthful | still do not know
where | waslosingthose seconds onthe expert. |
was pleased to have made no major mistakes,
but given the abilities of the car that was no real
feat. The real test would be to return and see if
what | learned on the day has stuck. — G.C.
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Time for action.
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TAG -Heuer
Major Stockists.

Aberdeen - Jamieson & Carry
Altrincham — Walker & Hall m Eustace G. Parker
Amersham - Hewitts Jewellers
Ayr - Wallace Allen Limited
Barmouth - Perrys Master Jewellers
Barrow in Furness - Story's the Jewellers
Bath - Alfred Chillcott
Berkhamsted - Bailey & Sons
Bexley Heath — Zales
Birmingham - Mappin & Webb m Watches of
Switzerland
Bishops Stortford - F. J. Zelley
Bolton - Prestons of Bolton
Bournemouth - Watches of Switzerland
— Charles Fox
Brighton - Walter Bull
Bristol - Alfred Chillcott
Bradford — J. H. Oxtoby m Fattorini’s
Bromley - E. W. Payne
Cambridge - Watches of Switzerland
—~ Munsey & Co
Cardiff - Walker & Hall m Crouch the Goldsmiths
= Watches of Switzerland
Carlisle - A. Carr
Charing - Tylden Reed
Chester — Waltons the Jewellers
Chesterfield — Frank Hill
Croydon - Walker & Hall at Allders
Darlington — Northern Goldsmiths
Doncaster - Bell Brothers
Dundee - Matthew Henderson
Durham - Bramwells Jewellers
Eastbourne — Walker & Hall m Wm Bruford & Son
Edinburgh — Watches of Switzerland
- Hamilton & Inches
Esher - J. R. Newbould
Exeter - Wm Bruford & Son
Farnham - Alexander the Jewellers
Felixstowe - C. F Hill
Glasgow — Watches of Switzerland m Mappin
& Webb m Laing the Jewellers
Gloucester - Geoffrey Richard Ltd
Goole - Arthur Reed
Great Malvern - Parrys of Malvern
Great Yarmouth — Cox & Sons
Grimsby - Nidd & Sons
Halifax - Lister Horsfall
Hanley - F. A Buck
Henley on Thames - Bracher & Sydenham
Hemel Hempstead - John Morley
Hull - Walker & Hall
Isle of Man (Douglas) - Ridgeways
Kendal - A Carr
Kingston upon Thames - Ratners
Leeds - Greenwoods Jewellers m Franks
Jewellers
Leicester - Walker & Hall m Pearce & Sons
Leigh - Prestons of Bolton
Lichfield - Salloways
Lincoln - John Smith Jewellers
Liverpool - Russells Limited
Llandudno - Brookes Jewellers
London
Carrington at Selfridges m Watches of Switzerland,
16 New Bond Street, 279 Regent Street, Fenchurch
Street, Swiss Centre m Tyme Ltd, Old Bond Street
= Harrods, Knightsbridge m Mappin & Webb,
2 Queen Victoria Street m Austin Kaye, The Strand, J
Cullum Street m Garrard & Co, Regent Street m |
Ratners, 262-264 Regent Street, 373 Oxford
Street, 147 Kensington High Street, Brent Cross
Shopping Centre m Mappin & Webb, 126 Fenchurch
Street, 170 Regent Street m The Watch Gallery,
Fulham Road m Zales Jewellers, 199 Oxford Street
m J &A. Jewellers, Hatton Garden m Peter
Burrowes, Edgware Road
Manchester - Watches of Switzerland
Milton Keynes — Zales
Newark — Andrew Michaels Jewellery
Newcastle - Reid & Sons m Northern Goldsmiths
Norwich - Dipple & Son
Nottingham - Walker & Hall
Nuneaton - Johnsons
Oxford — Watches of Switzerland m Walker & Hall
at Selfridges
Peterborough - Leslie Davis
Plymouth - Bowden & Sons m Plymouth
Silversmiths
Portsmouth — Walker Hall c/o Allders
Reading - Bracher & Sydenham
Rhyl - Crossleys the Jewellers
Rochdale - Prestons (Rochdale) Ltd
St. Helier — Hettich Limited
Salisbury - H. R. Tribbeck
Scarborough - Rusbridge Jewellers
Sheffield - H. L. Brown
Shrewsbury — Robinsons Jewellers
Stanmore - Alan Keller
Southend - Walker & Hall at Keddies
Southport - David Search Jewellers
Stirling - Hepting & Farrer
Southampton ~ Ratners m W. Wright Ltd
St. Albans - Walker & Hall
Stockport — Winters Jewellers 1
Sunderland - Walker & Hall
Swansea - Swansea Goldsmiths
Torquay - Nottingham & Walsh f
Tewksbury — The Abbey Jewellers
Tunbridge Wells - Payne & Son
Truro - Zales Jewellers
Wakefield - Alan Townsend
Warrington - Eustance & Co
Watford - John Morley
Wellington - David Lloyd Jewellers
Widnes - Neil & Barker
Wigan - Bakers Jewel Casket
Winchester — Loot Limited
Wolverhampton - T A. Henn & Son
Workington — John Walker
Worthing - Walker & Hall
York - Prestons of Bolton




