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Mogen wij u even voorstellen, de experts!

De goedkoopste? Geen probleem! De grootste?
Geen probleem! De soepelste? Geen probleem!
Maar de specialist, dat is pas een probleem!
Motorrijden is een hobby, Gw hobby! En wij
hebben daar ons vak van gemaakt. Bij KNMV
Verzekeringen praat u met experts, die alles van
hun en uw hobby afweten. Daar zit onze kennis.
Probeer ons maar uit en bel: 010-4488890.
Wij staan u graag te woord.

Een droom die
werkelijkheid werd

worden.
Ferry Brouwer

Voorzitter Stichting Centennial Classic Grand Prix

~\ Eindelijk is het zo ver, na meer dan twee jaar

\ NI_ ) voorbereiding is de Centennial Classic TT

\__,// een feit. Voor de laatste keer deze eeuw
komen alle grote namen en machines van de wegrace
nog eenmaal bij elkaar. Nog één keer de "Gouden Jaren"
van de wegrace te beleven, de sfeer en het geluid van die
roemruchte periode van 1949 tot 1980 terug te halen,
het leek allemaal een droom. Maar wel een droom die
werkelijkheid is geworden. En dat alleen is kunnen
worden door het enorme enthousiasme van een grote
groep medewerkers, vrienden beter gezegd, die allemaal
geloofden in het succes van deze Centennial TT. Maar
niet alleen de organisatie, ook de rijders zelf en de
eigenaren die hun kostbare machines ter beschikking
hebben gesteld, verdienen respect voor het feit dat zij dit
evenement mogelijk hebben gemaakt.

Naar allen gaat dan ook mijn diepe persoonlijke
waardering uit. Maar ook naar u, het publiek, dat alleen al
door uw komst duidelijk heeft gemaakt dat de historie
van de wegrace nog lang niet vergeten is. Ook u bedankt
voor het feit dat deze droom realiteit heeft kunnen

The Centennial TT.
A dream come true

4 . Finally the day has come. After

{" G B ') two years of preparation the

X Centennial TT has become a
‘\‘_ﬂ.(/fact. For the last time this century
all the big names of grand prix racing and their
machines will be reunited once more.

To relive the Golden Years of motorcycle racing
once more, to experience the atmosphere and the
sounds of those fabulous years 1949-1980, it all
seemed a dream. But a dream that nevertheless
came true, and only could come true because of
the enormous number of co-workers - friends to be
more precise - who all believed firmly in the success
of the Centennial TT.

But not only the Centennial organization, also
the riders themselves and the owners of these
precious racing machines deserve respect for the
fact that they have made this event possible.

To all | want show my deep personal gratitude,
but also to you, the audience that by coming to
Assen has proved that the history of classic
motorcycle racing has not be forgotten. Thank you
for making this dream reality.

Ferry Brouwer
President Stichting C. ial Classic
Grand Prix

Ein Traum wird
\Aﬁﬂ(lichkeit

. Esist wahr geworden: Nach zwei

\ Jahren Vorbereitung kann die
/ Centennial TT gestartet werden.

(
\\%(/Zum letzten Mal in diesem

Jahrhundert werden noch einmal alle GroRen des
Grand Prix-Sports und die beriihmten Motorrader
zusammenkommen, um noch einmal die
Goldenen Jahre des Motorradrennsports, die
Atmosphre und die Musik der Motoren aus der
Zeit zwischen 1949 und 1980 zu erleben.

Dieses Vorhaben schien zunéchst ein Traum zu
bleiben, doch er ist Wirklichkeit geworden, dank
der Hilfe vieler Mitarbeiter - Freunde,
genaugenommen - die alle fest an den Erfolg
dieser Centennial TT geglaubt haben. Doch nicht
nur den Organisatoren, sondem auch den
Rennfahrern und den Besitzem der kostbaren
Motorrader gebiihrt Anerkennung, denn sie haben
diese Veranstaltung letztendlich erst erméglicht.

Nicht nur ihnen bin ich persénlich sehr zu Dank
verpflichtet, sondern auch den Besuchern, die nach
Assen gekommen sind und damit zeigen, dal die
Geschichte des Motorradrennsports nicht
vergessen ist.

Ferry Brouwer
Prasident Stichting Centennial Classic
Grand Prix

Un réve devient
réalité

Enfin le Jour '|" arrive! Aprés deux
\

\ ans de préparation, le
/ "Centennial Tourist Trophy"

S devient une réalité. Pour la

derniére fois de ce siecle, tous les grands noms du
"Continental Circus" vont se réunir avec leur
machine. Faire revivre a nouveau les "Années d'Or"
des courses, éprouver I'ambiance et les sons des
fabuleuses années 1949-1980, cela demeurait du
domaine du réve. Mais le réve devient réalité
aujourd'hui gréce a tous ceux qui m'ont aidé - tous
mes amis, pour étre plus précis - et qui tous ont cru
fermement au succés du "Centennial TT". Non
seulement ['organisation, mais aussi les pilotes et les
propriétaires de ces précieuses machines de course
méritent le respect pour avoir rendu cet
événement possible.

Je veux montrer ma profonde gratitude a toutes
ces personnes, mais aussi a vous, les spectateurs,
qui en vous déplacant a Assen, prouvez que
I'histoire des courses de motos classiques n'est pas
oubliée. Merci de rendre ce réve une réalité.

Ferry Brouwer
Président du Stichting Centennial Classic
Grand Prix



3 Welcome to Assen

Dutchman Ferry Brouwer welcomes fans of classic grand prix racing to Assen

8 Officials of the Centennial Classic TT

The people and organisations who made this great event a possibility

10 The man behind the Centennial

Ferry Brouwer started as a motorcycle race mechanic before becoming the
head of Arai Europe

12 Holland's glory

Five pages of photographs of Dutch GP stars from the camera of Jan Heese

18 Find your way around

Check out our comprehensive map of the Assen track and surrounding district |

20 How to ride round Assen

Former works Honda rider Tommy Robb shows you the best line to take

24 Schedule and timetable

Find out what happens when during three fantastic days of practising, racing
and parading at the Centennial

26 The men and their machines
Fulllist of GP stars and bikes that will take to the twisty Assen track

40 Roaring to go
Take a closer look at some of the race exotica that will be ridden at Assen
46 Made in Japan

The Grand Prix scene in the Sixties and Seventies with Honda, Kawasaki,
Suzuki and Yamaha

52 Velo to Guzzi V8

Bill Lomas remembers what it was like to go GP racing in the Fifties

58 Racing on a knife-edge

Bikes got more powerful in the Sixties, but tyre technology couldn’t keep up

o
64 Superbikes and superstars

From Barry Sheene to Wil Hartog, GP racers in the Seventies won film star
status. Phil Read never had it so good

70 German GP stars
BMW, NSU, MZ, URS... the machines and men that put Germany on the
Grand Prix map

76 Charioteers

Sidecar racing drifted onto the Assen GP scene in 1955 when the shorter
circuit was opened

4

The Greatest Classic
Racin

o

'ﬂrvlimuwerageun
me'ﬂ”llsla‘em dignd
' Brouwer (iery

her Cees

g Ex

Collect avto thQ on +£[/+W“
like this ’rff\roug[\
Centennial Programmo

OFFICIAL SPONSORS

YAMAHA




GOUPES

MOTORCYCLE MAGIC
AT MONTLHERY

Coupes Moto Légende

May 23 & 24

For speed bowl thrills, racing
heroes, legendary machines
and a massive celebration
of motorcycling nostalgia,
come to Coupes Moto Légende
at the historic Montlhéry circuit,
just south of Paris
on May 23 & 24.

Special features this year include :

e Demonstrations by John Surtees,
Giacomo Agostini, - Sammy Miller
Phil Read, and many more, on
famous racing machines.

o 50 years of Honda : a major exhi-
bition and track demonstrations.

e The spectacle of 1000 classic
motorcycles on the banking in the
Grande Parade.

e 300-stand motorcycle jumble ; 60
club stands.

For more information :
Coupes Moto Légende, BP 201, 77303
Fontainebleau Cedex,
France, tel. (33) 1 60 71 55 15,
fax (33) 1 60 71 55 72.
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Centennial Classic Videos
The Bike Event of the Century

[

CENTENNIAL CLASSIC mg
£y
\\

RIDERS OF THE
CENTENNIAL CLASSIC?
Profiles of the racing legends who
took part in the Assen Centennial
Classic TT. Featuring over 30
minutes of rare archive

£12.99 approx 70mins No.1092
Release date: August 98

VIDEO REVIEW*
Over 40 World Champions and
hundreds of rare Grand Prix ||
machines at the bikesport event =2
of the century. Legends include N3
Giacomo Agostini, Geoff Duke,
Walter Villa, Jim Redman and
Anton Mang together with some MACHINES OF THE
of the most famous race bikes in CENTENNIAL CLASSIC*
history. Official review featuring 3 The most famous race bikes in
the best of the solo and sidecar R0 (010158 % 1p) (eI history recorded in close-up, high
racing plus stereo sound, FOR ALL CLASSIC quality detail like never before and
on-bike cameras and & BIKE GP FANS! in action in their glory days. Includes
NEVER-BEFORE-SEEN @ over 30 minutes of rare archive
RIDERS-EYE-VIEWS FROM \ £12.99 approx 70mins No.1093
SCORES OF RARE MACHINES. Release date: August 98
£12.99 approx 70mins No.1091 All 3 official videos will be available

Release date: June 8th 1998 as a special boxed set in August 98
£29.95 approx 210mins No.1094

hr L
ALSO AVAILABLE FROM DUKE - WORLD LEADERS IN BIKESPORT VIDEO

THE HISTORY OF THE ISLE OF MAN TT The definitive video history of the world’s most
famous bike races and a collection every TT fan will cherish for years to come. This unique
series spans 90 years, with every Senior race winner featured. PLUS! Action footage from the
very first races and every year in between 1920 and 1996!
Part 1 The Early Years 1907- 39 64 mins No.1071 £12.99
Part 2 The Championship Years 1947- 76 74 mins No.1072 £12.99
i Part 3 From Strength to Strength 1977- 96 78 mins No.1073 £12.99
SPECIAL OFFER BOXED SET TT CLASSIC MAGIC A nostalgic celebrati g ~ EEe |
3 : v - MAGIC A nostalgic celebration A ~ 2 A A N |
8’,}‘&%@?;;‘3%{%&2?2 of classic TT sights and sounds. VMCC rallies, 4 56 N ( T ) &
3 & § o - N
smart biue & silver presentation club meets, highlights of Moto Guzzi's 75th 3 I AS C
box  No.1070 anniversary gathering and unique on-bike i =8 i)
camera footage. ¥ :

=

£10.99 85 mins No.1602 3
% MULTI CYLINDER MAGIC A superb feast of ’
" nostalgic sights and sounds back on the tracks of E w

Europe in '95. MV Agustas and Benellis feature
I ' with the men who made them famous. Plus

é ear-splitting revs courtesy of Jim Redmans' i
legendary Honda-6, at Assen, Mallory Park and ‘
Scarborough. £12.99 70mins No.1027 |
"A must see!"” MV Agusta Owners Club hig

e

.

RDER NOW! Tel: +44 1624 623634
Fax: +44 1624 629745 Net: www.duke-video.com

Centennial Classic Videos zjn ook verksigbaar in. | bleasesename. . TTTTTTommmTomees 7

de Nederlandse versie : " Dutch subtitles jnglish commentary DPlease tick box) :

HFL 39.95 : I enclose a cheque/PO payable to Duke Video for £, include P&P where applicable (see left) :
1 1
I or charge my Mastercard/Visa card: :
! T "

Dutch sub title videos include postage : I | | | I [ I | | I I I I ] g"f'ry | [ J :
and packing. ] o - !
Post coupon to: DUKE VIDEO, Dept 3273, . Name ___ : H
PO Box 46, Isle of Man, IM99 1DD, British Isles 1 1

| Address |

POSTAGE & PACKING: 1 1
Rest of Eur/Eire: 1 video £3, each additional video £1.50. | o H
UK: 1 video £2, 2 or more videos £3. ! :
World: 1 video £5, each additional video £2. | Post code Signed. H
GUARANTEE: If not 100% satisfied we will repl;]cc : Duke Video, Dept 3273, PO Box 46, Douglas, Isle of Man IM99 1DD, British Isles :
or refund within 30 days. : Please send me your FREE Powersport catalogue [J - {
DELIVERY: 7-28 days Credit cards will not be i i
a

charged until despatch. b e e e e
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Organisatie-Comité/Organisation Committee

Hoofd van de Organisatie/Chief Executive Jan Martens
Rijders & Motoren/Riders & Motorcycles Ferry Brouwer
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Codrdinatie Circuit Activiteiten/

Coordinator Track Activities Gea Sikkens
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De oganisatie is dank verschuldi%d aan/
The organization wishes to than|

Fédération Internationale Motocycliste, Koninklijke Nederlandse Motorrijders
Vereniging, Stichting Circuit van Drenthe, Motorclub Assen e.o., Motorclub
Beilen, Stichting Motorwegraces Assen, Gemeentebestuur Assen,
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Hork. de Viries

Centennial dassic Grand Prix 1998

Assen, Jim Greening Archive for colour photographs, Wolfgang Gruber,
Salzburg for cover photograph
De organisatie van de C ial TT werd mede mogelijk gemaakt
door de inzet van vele vrijwilligers. Het bestuur van de Stichting
spreekt haar bijzondere waardering en dank uit voor hun inzet en
prestaties.

The organization of the Centennial TT was made possible thanks to many
volunteers. We would like to express our gratitude for their efforts.

Het bestuur van de Centennial Classic Grand Prix 1998 dankt alle
vergunningsgevers, partners, sp s en andi i rkend:
voor hun bijdrage aan de ikoming van dit grootse,
éémalige en unieke motorsportvenement

The organization of the Centennial Classic Grand Prix 1998 wishes to thank all
who gave permissions - partners, sponsors and other co-operators who
worked on the realisation of this unique motor sport event.
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Editor-in-Chief Phillip Tooth, Classic Bike

Design Editor Phil Long, Classic Bike
Contributing Editor Bill Lomas, World Champion
Contributing Editor Frank-Albert Jllg, Motorrad Classic
Contributing Editor Kazuma Takagi, Clubman
Contributing Editor Serge Garcia, Moto Legende
Contributing Editor Mick Duckworth, journalist
Contributing Editor Mick Woollet, GP journalist




De man achter de centennial TT

= o . De Centennial TT in Assen is de
( ) realisatie van een lang gekoester-
% NL / de droom van Arai Helmet
™ “Europe directeur Ferry Brouwer.
“Wat ik nu ben, heb ik te danken aan de motorrac-
erij. Het is een passie die ik nu al een leven lang
koester en die ik samen met de rijders, machines en
fans die ‘Gouden jaren’ van de motorsport groot
hebben gemaakt, wil vieren.”

Ferry zag zijn eerste wegrace Grand Prix op de
prille leeftijd van zes jaar in 1955 en was direct
helemaal gek van motorsport. Hij racede zelf in zijn
tienerjaren, maar kwam al snel tot de ontdekking
dat zjn talent veel meer bij de technische kant van
de sport lag. Pas 18 jaar oud kwam hij terecht bij
Yamaha als racemonteur, om daar te werken voor
grootheden als Bill vy, Phil Read, Jamo Saarinen en
Takazumi Katayama. Al snel bouwde hij een
reputatie op als de beste GP monteur van zijn tijd.
Het is de brede vriendenkring die hij toen
opbouwde die samen met zijn betrokkenheid als
directeur van Arai Europe, een onderneming die hij
in 1983 startte, ervoor zorgde dat veel deuren die
voor anderen gesloten bleven opengingen voor de
Centennial TT.

Niet dat dat vanzelf ging, Ferry liep al zo'n tien
jaar rond met het idee, maar het was de historische
parade tijdens de TT van Assen in 1995 die hem in
actie bracht. Vooral het feit dat “die oude rommel”
z0 snel mogelijk van de baan moest verdwijnen
voor de GP van start ging, gaf daarbij de doorslag.
De grote namen en machines van toen verdienden
beter, reden om nog voor het einde van dit
millenium alle legendarische rijders met hun
machines bij elkaar te brengen. Wat daarop volgde
leek af en toe een pure detective roman te worden.
Letterlijk de hele wereld werd afgezocht om rijders
en hun machines terug te vinden, maar naarmate
meer en meer rijders gevonden waren, nam de
belangstelling hand over hand toe, zeker toen ook
de fabrieken zelf interesse vertoonden.

Speciaal voor de Centennial TT werd er een
Stichting in het leven geroepen, die de opbrengsten
van de Centennial TT zal verdelen onder twee
goede doelen. De eerst is Riders for Health, de
tweede de mobiele kliniek van dokter. Claudio Costa
die op iedere Grand Prix zo belangrijk is. “Door de
mobiele kliniek kunnen de rijders van toen, het leven
van de rijders van nu redden. Zelf hebben ze nooit
zoiets gekend” legt Ferry uit. “Je hoort mensen vaak
klagen dat er geen helden meer zijn en ik kan ook
heel goed begrijpen dat op het publiek de heden-
daagse wegrace kunstmatig overkomt, omdat ze
helemaal geen contact meer met de rijders of
machines hebben. Bovendien leven de rijders en
hun team niet meer samen, zoals het vroeger ging,
dus ook de vriendschap is er enorm op achteruit
gegaan. “Het mooiste van de wedstrijden in die
dagen was natuurlijk ook het geluid van die
machines plus het feit dat er veel directer contact
was tussen de rijders en machines. De coureurs
waren minder afstandelik, gaven makkelijk een

10

handtekening weg of hadden tijd voor een praatje.
Bovendien reden alle coureurs puur voor zichzelf en
dat zorgde voor fascinerende duels. Dat is allemaal
verdwenen in de moderne racewereld, sponsoring
is nu blijkbaar het belangrijkste dat er is. Maar voor
één weekend zal de sfeer van De Gouden Jaren nog
een keer terugkomen op Assen.

“Ik heb het voorrecht gehad te mogen werken
met levende legendes en daar ben ik nog altijd
dankbaar voor,” memoreert Ferry. “De Centennial

TT is een éénmalig evenement en is niet bedoeling
om mijn naam, ego of zelfs die van Arai Helmet te
verheerlijken. Het is simpelweg het nog een keer
opnieuw beleven van die magistrale periode uit de
wegrace, waarbij we gelijkertiid Riders for Health
helpen en wat terugdoen voor de huidige topsport.
Ferry Brouwer is dan ook zeer begaan met de
motorsport. “Wanneer ik een wens zou mogen
doen voor de Centennial TT, dan is het wel de hoop
dat rijders die in het verleden wel eens overhoop
lagen met elkaar of een motormerk, dit weekend
alles kunnen bijleggen. Ik houd gewoon van motor-
sport, hetis voor mij het beste voorbeeld van kamer-
aadschap op deze wereld.”
3
The man behind the
centenmal T
The Assen Centennial TT is the
mallsauon of a long-term dream
for Arai Helmets Europe director
Ferry Brouwer. “| have to thank
motorcycle racing for what 1 am today, and | wanted
to celebrate my life-long passion with the riders,
machines and fans that made the glory days of road
racing what they were.”

Ferry saw his first motorcycle GP age six in 1955
and was instantly hooked. He took up competition
in his mid-teens, but soon realised his talents lay
more on the technical side of the sport. Aged only
18, he joined Yamaha as a race mechanic, working
with stars like Bill Ivy, Phil Read and Takazumi
Katayama, and building a reputation as the best in
his field.

This industry involvement, along with his direc-
torship of Arai Helmets Europe, which Brouwer set
up in 1983, opened many doors for him when it
came to organising the Assen Centennial TT. Ferry
spent 10 years thinking about organising this event
until finally a parade of greats at the 1995 Assen TT
spurred him into action. Thinking that unsympa-
thetic organisers rushed yesterday’s legends off the
track too soon, Ferry decided the racing greats
deserved better. He would have a celebration of the
men and their machines before the millenium.
There then followed a detective job worthy of Sher-
lock Holmes, tracking down the legends and their
bikes. As more and more riders committed to the
Assen Centennial TT, Ferry’s task became easier, and
the factories started to get involved.

Ferry set up a non-profit foundation for the event,
and proceeds from this weekend's festivities will go

to Riders for Health and towards setting up a mobile
clinic for today’s GP riders. “The clinic will mean that
the riders of the past can help save the lives of riders
of the future. This is the type of facility they never
had,” says Ferry. “People often complain there are
no more heroes and | can understand that to many
spectators today’s racing seems artificial - they can't
get as close to the riders. And the riders and crews
don't live with each other like we did in the old days,
so there’s less camaraderie.

“The best things about racing in the glory days
was the noise of the machines that the fans can see
and even touch, and riders that the spectators could
chat with and collect autographs. And in the old
days people raced for themselves. That made for
epic racing. These things don't exist in modem rac-
ing. Sponsorship has become allimportant. But for
one weekend the atmosphere of the golden age is
back in Assen. | have worshipped and worked with
legends. For that | am blessed,” says Ferry. “This
event is a one-off and not meant to boost my name,
my ego or Arai Helmets. It is simply a celebration of
the glory days of road racing that | hope will raise
the profile of Riders for Health and put something
back into this wonderful sport.”

Ferry Brouwer cares passionately about motorcy-
cle sport. “If I have any other wish for the Assen Cen-
tennial TT, it is the hope that any of the great riders
who had differences in the past will be able to
resolve them this weekend. | love this sport, It's a
great example for brotherhood.”

Der Initiator der
Centenmal 11

2 _ Mit der Centennial TT in Assen
( \ hat sich Ferry Brouwer, Direktor
\ / von Arai Helmets Europe, einen

langgehegten Wunsch  erfiillt.
2Dem Motorradrennsport verdanke ich, was ich
heute bin. Aus diesem Anlal wollte mit jenen
Fahrem und Motorradern aus der glorreichen Zeit
einfach einmal ein groRes Fest feiern.”

1955, gerade sechs Jahre alt, schaute Ferry zum
ersten Mal bei einem Motorradrennen zu und war
fasziniert. Noch als Teenager versuchte er sich selbst
mit der Rennerei, erkannte aber schnell, daR er viel
lieber nur schrauben statt fahren wollte. Als
18jahriger bewarb er sich bei Yamaha als
Mechaniker, half bei den Motorradern von Welt-
meistern wie beispielsweise Bill vy, Phil Read und
Takazumi Katayama und machte sich in der Szene
einen Namen als Rennmechaniker.

Seine Verbindungen zur Industrie, zusammen mit
seiner Position als Direktor von Arai Helmets Europe
(die er 1983 aufbaute), haben Ferry Brouwer bei der
Vorbereitung der Centennial TT in Assen manche
Tiire gedffnet. Zehn Jahre lang trug er die Idee dazu
mit sich herum. Und als im Rahmen der 1995er
Dutch TT einige ehemals beriihmte Rennfahrer
samt ihren historischen Maschinen nach kaum
mehr als drei oder vier Runden von den scheinbar

|

desinteressierten Veranstaltem schon wieder heraus-
vunken wurden, fallte Ferry Brouwer seinen

tschlul: Noch vor der Jahrhundertwende sollte es
=in besseres, ein richtiges Fest geben, das den
GroRen des Grand Prix-Sports auch gerecht werden
wurde.

Die legendaren Fahrer samt den passenden
Motorradern erst einmal aufzuspiiren war schon
reine Detektivarbeit. Und als die ersten erst einmal
gefunden waren, folgten die anderen und auch die
Hersteller zeigten sogar Interesse.

Fur die Veranstaltung griindete Ferry einen
gemeinniitzigen Verein, und der Erds des Festes
kommt der Organisation Riders for Health fiir eine
mobile Unfallversorgung bei aktuellen Grand Prix-
Rennen zugute. >So konnen die fritheren Renn-
fahrer helfen, das Leben heutiger Fahrer zu retten,
mit einer medizinischen Versorgung, wie sie sie
friiher nicht hatten,” sagt Brouwer. >Oft werden
Stimmen laut, es gabe keine Helden wie friiher
mehr, und ich kann die Meinung vieler Zuschauer
verstehen, dald heutige Rennen kaum noch Atmo-
sphare haben. Der Kontakt zu den Fahrem fehit,
und unter den Rennfahrern selbst gibt es nicht mehr
so enge Kameradschaft wie friiher.” >Mit das beste
in der guten alten Motorradrennzeit war die
Gerauschkulisse. Zudem waren die Maschinen aus
der Nahe zu betrachten, konnten die Fahrer ange-
sprochen und um Autogramme gebeten werden.
Friiher fuhren die Fahrer um ihrer selbst Willen, was
sicher auch ein Grund fiir die unvergeflichen Ren-
nen ist. All das gibt es im modernen, von den Spon-
soren mitbestimmten Motorradrennsport nicht.
Deshalb kommt fiir ein Wochenende die gute alte
Zeit zurlick nach Assen.”

2Auch ich habe die groRen Fahrer verehrt und
sogar mit ihnen zusammengearbeitet. Dafiir bin ich
dankbar,” so Ferry Brouwer. 2Diese Veranstaltung
wird einmalig sein und soll keinesfalls als Werbung
fir meine Person oder fiir Arai-Helme verstanden
werden. Es sollen einfach Erinnerungen geweckt
und dazu Unterstiitzung fiir die Riders for Health-
Organisation gewonnen werden.” Und auBerdem
hat Ferry Brouwer noch ein personliches Anliegen,
das mit der Centennial TT ausgedriickt werden soll:
>Ich mag Motorradrennen. Dieses Wochenende
haben alle Fahrer Gelegenheit, sich ungezwungen
und freundschaftlich zu begegnen und zu zeigen,
daR der Motorradrennsport auch ein Beispiel von

Centenmal T
/ long terme de Ferry Brouwer, le
pour ce que je suis aujourd'hui, et je voulais célébrer

Briiderlichkeit ist.”
’ °>

L'homme derriere le
; S Le Centennial TT d'Assen est

F \ l'aboutissement d'un réve a
‘\‘m/dlrecteur d'Arai-Europe, le fabri-
cant de casques: “Je dois remercier la course moto
ma longue passion pour les pilotes, les machines et
les fans, tous ceux qui ont fait de ces années I'Age

d'Or de la course moto.” Ferry assista a son premier
Grand Prix a I'age de 6 ans, en 1955, et fut aussitot
saisi. Il commenca la compétition pendant I'adoles-
cence mais se réalisa plutot du coté technique.
Seulement agé de 18 ans, il rejoignit Yamaha
comme mécanicien, travaillant avec des vedettes
comme Billy Ivy, Phil Read et Takazumi Katayama, se
forgeant une excellente réputation. Son implication
dans l'industrie joint & son poste de directeur Europe
des casques Arai, qu'il occupa dés 1983, lui ouvrit de
nombreuses portes lorsqu'il voulut organiser le Cen-
tennial TT. Ferry passa 10 années a penser a 'organi-
sation de cet événement jursqu'a, finalement, une
parade de grands pilotes au TT d'Assen 1995, le
stimulant dans sa volonté. En pensant aux organisa-
teurs - pas tres sympathiques - qui précipitaient trop
(6t les légendes d'hier en dehors de la piste, Ferry
décida que les grands noms de la course méritaient
bien mieux. Il voulait une célébration des hommes
et de leur machine avant le nouveau millénaire!
Cest alors qu'un véritable travail de détective, digne
de Sherlock Holmes, commenca pour traquer les
légendes et leur moto. Comme de plus en plus de
pilotes étaient intéressés par le Centennial TT, la
tache de Ferry s'en trouva allégée et les usines com-
mengerent a s'impliquer. Ferry fonda une associa-
tion pour gérer I'événement, d'ailleurs les bénéfices
des festivités iront au “Riders for Health”, fondation
.uvrant pour I'établissement d'une clinique mobile
pour les pilotes des GP d'aujourd’hui. Comme I'ex-
plique Ferry: “La clinique signifiera que les pilotes
d'hier peuvent aider a sauver la vie des pilotes de
demain. Ceci fait partie des avantages qu'ils n‘ont
jamais eus. Les gens se plaignent souvent qu'il n'y ait
plus de héros et je peux comprendre que, pour
beaucoup de spectateurs, les courses d'aujourd’hui
paraissent artificielles - ils ne peuvent plus approcher
les pilotes. Les pilotes et I'équipe ne vivent plus
ensemble comme ils le faisaient auparavant, du

A Terry shares a joke with GP ace Phil Read

coup il y amoins de camaraderie. Les meilleurs sou-
venirs de ces courses restent le bruit des machines
que les fans pouvaient approcher et méme toucher.
Les pilotes étaient également abordables. A cette
époque, les gens couraient pour leur propre
compte, tout ceci rendait les courses épiques. Tous
ces détails n‘existent plus dans les courses actuelles.
Les sponsors tiennent une place importante. Mais
pour le temps d'un week-end, 'ambiance de I'Age
d'Or sera de retour a Assen!”

“J'ai adoré travailler avec des noms légéndaires.
Pour ¢a, j‘ais été béni, poursuit Ferry. Cet événement
estunique et n'a pas le but de magnifier ma réputa-
tion, de flatter mon ego, ou de vanter les casques
Arai. C'est simplement une célébration d'une
époque qui, je I'espére, augmentera le profit de
“Riders for Health” et apportera quelque chose en
retour a ce merveilleux sport.”

Ferry Brouwer alimente sa passion pour le sport
motocycliste: “Si javais d'autres souhaits pour le
Centennial TT, ce serait d'espérer que n'importe
quel contentieux pouvant encore exister entre
grands pilotes soit résolu lors de ce week-end. |'aime
ce sport, c’est un bon exemple de fraternité.”
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HOLLAND'S GLORY?

Waarin en klein land groot kan zijn

Eigenlijk best knap hoe een klein land als Nederland zich in het verleden kranig
overeind heeft weten te houden in de international wegraces. Sterker nog, wie
kan de wereldtitels van Jan de Viies of Henk van Kessel vergeten. Of bijvoorbeeld
de magistrale overwinning van Wil Hartog op Assen? Vrijwel alle grote namen
uit de Nederlandse wegracegeschiedenis komen in de Centennial TT weer aan
de start. Vandaar ook deze hommage aan de Nederlandse coureurs van de ras-
motorsportfotograaf Jan Heese.

How great a small country can be
Holland may be a small country, but it still has an impressive road racing record.
Take for instance the world 50cc titles of Jan de Vries and Henk van Kessel. And of
course Wil Hartog wrote himself into the history books by winning the 500 class
in Assen. Aimost every Dutch former Grand Prix rider will be present during the
Centennial TT. That’s a good enough reason to look back through the lens of
famous motor sport photographer Jan Heese once more.

- Landvoort 1869. Jan Hubens in vioeiende stijl
~ opde M2125.

fowing style of Jan Huberts, here on the

Jan de Vries

: i ; | Jarama 1979, Kiaas Hernamdt hier nog voor Toni Mang.
A Hengelo 1968. v.Ln.r. (left to right) Aalt Toersen (Tohatsu), Jos Schurgers (Tohatsu), Wim Keers (Honda), Kiaas Hernamdt leading Toni Mang:

Fons Lossez (Honda), Kees v.d. Goorbergh (Yamaha), Piet v.d. Goorbergh (Yamaha).

12
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Theo Bult stond aitijd al hekend om zijn viekkeloze rijstill, hier op de “Yamsel".
Theo Buit always had a beautiful style, showing it here on his “Yamsel” Bilsa.

REPRESENTED BY .
VERTRETEN DURCH *

//\ VEEN IMPORT xx.
MSTERDAM HOLLAND
TEL. 186162

Soa 1973. Met ni. 48: Joop Vogelzang op ziin Norton.
3608 ogelzang (o 48) with his Norton.

| 1976. De combinatie

Jaap Geerts/Jan van
Veen.

Jaap Geerts/Jan van

2% SR - E : 29 A
A Prachtig tijdsheeld: het onversiaanhare teamwork van Cees van Dongen
(links) sleutelend met wijlen Cees Brouwer Sr.

Reflecting the spirit of the time: Cees van Dongen (standing) with the late Cees

Brouwer Sr.

A Het team achter de Van Veen Kreidier successen: v.Ln.r. Jaap Voskamp, Jos Schurgers en Jorg Muller.
The faces behind the Van Veen Kreidler successes.

sl

- Assen 1970 Luc Foekema in de fout.
Luc Foekema crashes in style. *
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A Assen 1971. Agostini
kan nog niet begrijpen
tat Rob Bron naar een
fantastische tweede
plaats reed!

Agostini still does not
understand how
Dutchman Rob Bron
manage that second
place!

» Man 1974. Jan
Kostwinder poseert
ontspannen voor de
camera.

Jan Kostwinder looking
2 bit uneasy in front of
the camera,

ADe II'la met de kiompen. Wie anders dan Jan How m uc h

S PERFORMANCE

Strijbis?
® The new Champion range of high performance spark plugs and filters
developed specifically for motorcycle applications

® Unique product combination from a world
leading brand

® A universal range for every make from
moped to superbike

You can’t beat a Champion
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" right hand hairpin that

offered opportunities for

outbraking. Then it was up

from second to third and a

kink you could straight-line
before De BultM

ULSTER RACE ACE TOMMY ROBB

knows all about the highs and lows of

racing at Assen. In his Sixties heyday he
experienced the ecstasy of a GP podium
finish ahead of Ernst Degner and Mike
Hailwood. But he also suffered one of the
worst crashes of his career here, losing a
kneecap and dashing his world champi-
onship title hopes.

“Ilike Assen. T don’t think that outside
the Isle of Man TT there’s a circuit in the
world that has an atmosphere like it,”
says Tommy.

“The track is very very safe. I like it
because of the flow from one corner to
the next. Racers usually hate hairpin
bends, but the slowest bends at the Dutch
are either very fast in bottom or second
gear. The ideal racing line leaves you
exposed to challenges from people pre-
pared to brake late and risk everything.
That can get the adrenalin pumping.”

Robb’s best Assen result was third in
the 1962 125 GP on a Honda, beaten by
Luigi Taveri and Jim Redman. Earlier
that day he’d also raced a Honda 250.

“It highsided and ripped my right
kneecap off. T limped back to the start
hoping to ride in the 125 race as I needed
the world championship points. I saw the
doctor and safety pinned my torn
leathers. During the race one of the safety
pins came undone and dug into my knee
going through every right hander. As a
result I had to miss the next race.”

“The last time I was there was 1971,
so it will be 27 years,” he says. “I'm really
looking forward to it.” The 4.77 mile
track Tommy raced on was altered in
1984 and is now a mile shorter. But
Assen’s unique atmosphere is unchanged.

20

Madijk

e ———
"Into fifth for the

deceptively tricky
Madijk, made more
difficult by a dip
in the road on the
wvay in. Get the line
right and you could
straight-line the
S-bends to
Ossebroeken, The O34
changes made Madijk
a right hander!

De Vennep

"Up to third and
then fourth for De
Vennep, a fast left
hander. When you got
riders on equal
machinery through
the back loop it was
great to watch., Tt
was all banked, so
although your lean
angle wasn't that
great, you were well
banked over'

01d circuit

Stroomdrift

it started getting
twisty and tree

lined, with deep

ditches. You'd get up to third
gear on the pentle left hand
curve to Stroomdrift, which is a
sharp second gear right hander

Ossebroeken

"A gently banked tight right
hander. There were lots of
opportunities for overtaking.
Tt just depended on how brave
you were, If two bikes were
well matched you couldn't slip
under anybody on most of the
corners in this section,
except maybe Ossebroeken. But
there was always someone who
tried"

New circuit

Bedeldijk

"Wou shifted up into top gear
in front of the start-finish
grandstand and went flat out
1o the right hand hairpin at
Bedeldijk. Tt was very grippy
and a favourite place for
passing under braking, Tt was
a bottom gear bend, almost as
tight as De BultM

Race ace Tommy Robb draws on
years of Assen experience to guide
us, bend by bend, around the
uniquely challenging Dutch circuit

De Bult Mandeveen

De Strubben

"Up from second to fourth
and then down to second or
probably first gear for the
long, tight, banked left
hand horseshoe. Tt was a bit
like going the opposite way
round Druids at Brands
Hatch, Then behind the pits
you were up into top, easing
off for the fast left-right
one third of the way along
to Steklenwalt

The Circuit van Drenthe at

- Assen, in the north-east of

Holland, was created in
6. Tt was reshaped and
widened in 154 to create
the track familiar to
Tommy Robb and most of the
250 living legends who
will be at the Centennial
TT. New kinks before the
start-finish straight were
added in W76, The dotted
line on our track map
shows the current, shorter

© circuit.

"\ very tight second
gear right hander.t

"Assen's tightest
corner, a first or
second gear left
hander.

Duikersloot
"A tight second or
third gear right
hander. Once you
came round
Duikersloot the
circuit was
incredibly fastM

Meeuwenmeer
"Flat, narrow and
very fast fourth gear
right hander. Then up
to fifthM

Ramshoek

"own to fourth or
even third gear on the
most hectic part of the
track, with riders
Jockeying for position on
the last lap as they made
their final approach to
the finish lineM 3

» Tommy Robb takes
the inside line on his
Bultaco ahead of Yoshimi
Katayama on a 125
Suzuki in 1967
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Six legends now choose
to ride with one champio

T

Arai has extended its range to include a

fabulous series of striking and famous : : J oo

riders in Grand Prix racing history: " | | : f - E - : o

Giacomo Agostini, Phil Read, Randy i 4 S / | ‘ ' A 601507 123456789 0

Mamola, Barry Sheene, Freddy | : i ‘ ‘ v e

Spencer and Kevin Schwantz. Heroes - _—— : .

who stoot out from the crowd through X s

the distinctive design of their helmets. e ; N - 2

Between them, they held no less than ** : o # . A.AH. Schepe-rs : b |

28 world titels, 225 Grand Prix victories ; Bmm— , j ' MotoMate e ‘
“ and countless top finishing positions on : kel o . " ¥ GELDIG T/M ‘011/‘72005‘;;;

the victory stand. As a mark of respect, . 1 / . . SSs. B

Arai is bringing out its range of - { ’ / %

f‘éﬁéﬂﬁ?é?i@";ﬁ ?rilg‘ 23@”!2525’#!&6 Bij elke b_g?almg kun je kiezen: direct van je HakrEReEnng oy op)

Created in the original style (with the v kening_*, "t

rider’'s permission) and based on the : 4

succesfull and popular NR3 model.

This comfortable helmet has a superior

inner lining to ensure the perfect Arai fit, . /

Super AdSis visor system, adjustable M i Wem

ventilation channels in chin and visor ARAI Helmet (Europe) BV P.O.Box 112 - 3870 CC Hoevelaken

and a practical de-mist lock. Tel. (31) 33 - 2541010 fax (31) 33 - 2535392 WWW.ARAIHELMET-EUROPE.COM

HELMET, . . y .

i/de informatieset: MotofMaxiViediciel0s5=58 855051

£

fi) el Mg? :
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‘Schedule and timetable

1949-1960  350cc ~12.00-12.45
e 125cc 12.25-12.40
_ Break 12.45-13.45
5 Exotic machines parade 12.45-13.30
500cc . 13.45-14.00
250cc 14.10-14.25
1971-1980  50cc 14.35-14.50
FRIDAY 8 MAY - PRACTICE ‘ - 350cc 15.00-15.15
Historic period Class Tiitie i = 125 15.25-15.40
1 1961-1970  50cc 09.30 - 09.45 500cc 15.50-16.05
350cc 09.55-10.10 = 250cc 16.15-16.30
125¢cc ©10.20-10.35 : ~ Sidecars ~ 16.40-16.55 8
Sidecars 10.45-11.00
 S00cc 11.20-11.25
250cc 11.35-11.50 Historic period Class Time
. = Pitwalk ~09.30-10.30
| 1949-1960  350cc 12.00-12.15 ' 1961-1970  50cc 11.00-11.15
125cc 12.25-12.40 350 11.25-11.40 |
Break 12.45-13.45 B 125¢cc 11.50-12.05
~ Pitwalk 12.45-13.30 = Sidecars 12.15-12.30
500cc 13.45-14.00 . 500cc 1240 -12.55
e ~ 250cc 14.10-14.25 e 250cc 13.05-13.20
1971-1980  50cc 14.35-14.50 1949-1960  350cc 13.30-13.45
350cc 15.00-15.15 Lo B 125cc 13.55-14.10 i : -
125cc 15.25-15.40 L = Break 1415-14.35 | T ——
500cc 15.50-16.05 ~ Exotic machines parade 14.15-14.30 |
~ Owners’ Parade 16.10-17.10 500cc 14.35-14.50 |
E . 250cc 17.20-17.35 e ~ 250cc 15.00-15.15
Sidecars 17.45-18.00
- ‘ 1971-1980  50cc 15.25-15.40
350cc 15.50-1605
Historic period Class Hime 0 7] \ = = 125cc 16.15-16.30
1961-1970  50cc ~09.30-09.45 | 500cc 7 16.40 - 16.55 e —_
e - 350cc 09.55-10.10 ~ 250cc 17.05-17.20 Res Butcher (B) Jon Cooper (3)
&= 5 125¢cc 10.20-10.35 Sidecars 7 17.30-17.45
= Sidecars 10.45-11.00
500ccC 11.10-11.25 | Maximum seven laps per race with a time limit of 15 minutes. Final positions
: e e
24 = .
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Welcome to the centuty’s greatest gathering

of grand prix racers and their machinesg

Entry list for the 125¢c Centennial Classic TT 1949-1960

WC = World Champi

No Rider WC  Country Machine Factory ~ Owner
'771 E (';I"IVO_Ub‘biVa?"*WW 6 ITALY Mornaiarlr Yes Piero Nerini
2 Ceil Sa;;fm;i e 1 7&1EAT BRITAIN Vl\iAV Agusta Yes Lucio Castelli
3 Tarquinio Provini 1 IIALTV Mondial R Yes Piero Nerini
' 4A Bohumll Kovar ) CZECHIE Ccz Yes Libor Kaminicsky
MQ‘A@EJWi; GERMANY DKW Yes Jan Muijiwijk
6  Bruno Spaggiari IT/;LY 7 Ducati Yes Bruno Taglioretti
| 7 vitiorio Zito ITALY Ducati Yes  VitorioZito
T-—l.lofnolo Ferri ITA;LVYi i Gilera ) Yes Piaggiﬁ
T:H;édo'MJanl % ITALY Gilera 7Yes Albino Brambilla
? Sammy Miller IRELAND Mondial Yes 757ammy Miller
12 Gianpiero Zubani ITALY Moto Parilla 125 - Parilla Brothers e
13 Bill Lomas = GREAT BRFWN MV Agusta Yes Martyn Simpkins
14 Bneﬂzgéllnbiha ITALY MV Agusta o Lucio Castelli )
71; Fortunato Libanori ITALY MV Agusta Yes U.Elli
e SWTZERLAND  MVAgusta  Yes  UEI
_17&;1;;5' Fl;he; = GERMANY 7 Mz h Yes Ceddis/Lilley
: 17 Cee;van Dongen GERMANY NSU Rennfox Yes Herman Herz
18 Willi Scheidhauer GERMANY MVAgusta Martyn Simpkins
19 Karl Kronmuller GERMANY - MV Agusta 7 Martyn Simpkinsr
éO Lud;wg_ h;l;h;y GERMANY Puch o | Rolloos
vil A]an Muijiwijk NEDERLAND MW Jan Muijlwij?fi
22 Jan Rietveld NEDERLAND Eysink J.Rolloos
T3 ;r;ans Schuddeboom NEDERLAND Eysink "\7/\’|m Marijnis s
24 NEDERLND Wi Marinis -

24 Frans Visbach

Eysink

Entry list for the 250cc Centennial Classic TT 1949-1960

No  Rider WC  Country Machine Factory ~ Owner
1 Carlo Ubbiali 3 ITALY MV Agusta Yes Jurgen Satori
2 Tarquinio Provini TITALY M\VliAgusIa Yes U.Eli
: A3 Cecil San:i}ord 1 ) GREAT BRITAIN Mondial Yes Zcotsolli
4  Emilio Mendogni ITALY Moto Morini B Yes Romano Colombo
L1(7)0 : Fill Lornas_ GREAT BRITAIN NSU Rennmax Yes Herman Herz
§ 120 Umberto Masetti ITALY NSU Rennmax Yes Herman Herz
5 Moto Kiﬁno JAPAN 7 Honda RC 161 Yes Honda Motor Co.Ltd
b e s NSU Sportmax Jack Forrest
7 hee || ausaa NSUSportmax Eric Hinton
Aot i ﬂ{ivvlovs_ej “A_:itegmgmberA e AUSTRIA NSU Sportmax Joseph Autengruber
7L M,J 9 Rudolf Thalhammer AUSTRIA NSU Sportmax Jan Kostwinder
f 10 Arthur Wheeléf s GREAT BRITAIN Molo Guzzi Allthliﬁvmeler
| 11 John Kidson GREAT BRITAIN NSlj i;ennmax Sp John Kidson
26

12 John Surtees
fin 173 : Gunthér Beer
B = i

1577“ Roland Heck

Dieter Falk

16  Horst Kassner
17 Kurt Knopff

18  Ludwig Malchus

- 19 Sammy Miller
20  Tommy Robb

21 Piet Knijnenburg
‘sz Sieb Postma
7723v tees vaﬁ Dongen
; 24 Kees Ko‘ster- =
25 Paul.\/is s

Entry list for the 350cc Centennial Classic TT 1949-1960
g T

Factory  Owner

No Rider WC  Country Machine

1 John Sﬁrtees 3 GREAT M Norton Manx

2  Bill Lomas 2 GREAT BRITAIQ 7 Moto Guzzi

3 Remor\/reirrxturi ITALY MV Agusta

4 August Hoi:)liir GERMANY DKW
E 5  Alfredo Milani : ITALY Gilera

6 ; I@h Bryen - AUSTRALIA Moto Guzzi

7 Eric Hinton AUSTRALIA Nort(;n Manx

8 Rudolf Thaihammer AUSTRIA Norton Manx

9  John Holder GREAT BRITAIN AS7R
>710 John Hurlstone GREAT BRITAIN AJS 7R )

11 Arthur Wheeler GREAT BRITAIN Moto Guzzi
le Tony Godfrey 7 GREAT BRITAIN Norton Manx
| 13 Phil Heath GREAT BRITAIN Norton Manx
[ 714 Bobby Rowe S GREAT BRITAIN Norton Manx

15 Roland Heck 7GERMANY NSU Sportmax

16 Noel McCutcheon NEW ZE/\L/\ND77 Norton Manx
771 7 Peter Pawson : NEW ZEALAND Norton Manx

18 Len Perry NEW ZEALAND Norton Manx

1§ Paddy Driver SOUTH AFRICA Norton Manx

ZEJﬁibop Vogelzang NEDERLAND Norton Manx

21 Cas g\/\? : NEDERLAND Velocette KTT

2’2”Lﬁe; Rehorst NEDERLAND AS 7R

23 Pauig 7NtDERLAND AlS 7R

24 Cons Zideie: NEDERLAND BSA Gold Star

25 Jan Huberts e NEDERLAND Norton Manx

Yes
Yes
Yes
Yes

Yes

Yes

GREAT BRITAIN NSU Sportmax
GERMANY Adler Twin
GERMANY Adler Twin
GERMANY NSU Sportmax
GERMANY NSU Sportmax
GERMANY NSU Sportmax
GERMANY NSU Sportmax
IRELAND Ccz

IRELAND NSU Sportmax
NEDERLAND DKW $5250 7
NEDERLAND Moto Guzzi
NEDERLAND NSU
NEDERLAND NSU Sportmax
NEDERLAND NSU Sportmax

John Surtees

Erwin Bongards
Romano Colombo
Karl Zimmerman
Enrico Galli

Alfio Michelli
Summerfield Eng.
Summerfield Eng.
John H@r

Bob Ward

Arthur Wheeler
Simon Sindorf -
Marten Morren
Bobby Rowe

Ferry Brouwer

Kevin Grant
Kevin Grant

) Mclntosh. Eng.

7 Schram

- P;t; v Veen
Joop Koudijs
Joop Koudijs
Albert Jan Louwes

Libor Kamanicsky

B Lo

Sammy Miller |
Klaus Schieck

Dieter Falk

Herman i\Au[slege
Roland Frojd

Jan Kostwinder
Gianni Perrone
Libor Kamanicsky

Geddis/Lilley

Erwin Bongards

Herman Herz

Ferry Brouwer

Jan Kostwinder

Jan de Jong

Joop Koudijs
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John Surtees
Geoff Duke

Affredo Milani

Bill Lomas

WcC

Umberto Masetti 2

Carlo Ubbiali

Remo Venturi

Rod Coleman

Jack Forrest
10 Phil Heath
ey
12 John Holder

W 14 Frank Perris

| 13 Derek Minter

| 15 BobbyRowe
16  Terry Shepherd

17 John Hurlstone
18  Emst Hiller

¢ 19 John Anderson

20  Noel McCutcheon

. 21 Peter Pawson
_1 22 len Perr); Z
23 ]im Rgdman
24 Ernst Weiss

P ————
||

Piet Knijnenburg

!

27  Kees Koster
28  Leen Rehorst
29  Cas Swart

30  Gerrie ten Cate

e

& oopVooekang -

31 Jan Strijbis

Country Machine Factory Owner
GI{EATBRIiAIN MV Agusta Yes John SunemElli
GREATMN Gilera Yes Gianni Perrone
ITALY Gilera YT}S Rﬂ?) Brioschi
ITALY Gilera Yes Albino Bramm
GREAT BRITAIN 7 7 VYes

ITALY MV Agusta Y:s Jurgen Satori

ITALY MV Agusta Yes Romantmmbo
NEW ZEALAND AJS Porcupine Yes 7 Tom Arter
AUSTRALA BMW RS George Rosez
C;;IFAT BRITAIN Tmon @ Phil Heath o
GREAT BRITAIN N&)n Manx o Marten Morren
GREAT Bt;TAIN Norton Manx o John Holder
GRE/\TMN Norton Manx Summerfield Eng.
GREAT BRITAIN Norton Manx o ﬁerﬁeld Eng.
GREAT BRITAIN Norton Manx Bobby Rowe .
GREAT BRITAIN 7I\Kon Manx - Marten Morren
GREAT BRITAIN Triumph GP o John Hurlstone
GERMAT BMW RSi Dieter Bus(hi
NEW ZEALAND Norton Manx Mclntosh Eng.

NEW ZEALAND Norton Manx Kevin CE

NEW ZEALAND &Jorton Manx o Kevin Grant

NEW ZEALAND Norton Manx 7Mclntosh E?g.
SOUTH AFRICAi Norton Manx i;Reinden'nk
SWITSERLAND Norton Manx Luigi Taveri
NEDERLAND Norton Ménx Peter v.\/gﬂ j
NE@ND Bl\m a Henk de Haan o
NEDERLAND BMW RS - George Rosez
NEDERLAND Jawa DOHC 7Libor Kamanicsl;
NEDERLAND - Matchless G;S Wim Knopper
NEDERLAND Norton Manx Wim Knoppert
NEDERLAND Norton Manx 7 Arie Breev;

No Driver/Passenger WC Country
‘ 1 Wal(er Schneider/Hans Str;auss 2 GEﬁMANY
2 e GREAT BRITAIN
3 Claude Lambert/Francis Bourdo.n ] ) WITZER[AND
~—4—~- E\;vald Dahms/H;w'Méﬁﬁénm GERMANY
: GERMANY

5 August Roshiepe

Machine

BMW RS
Norton

| WC Country Machine
S S — =
| T HansGeorg Anscheidt 3 ~ GERMANY Suzuki RK 67
' 2 Hugh Anderson 2 NEWZEALAND  Suzuki
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Yes

Yes

Factory Owner
BMWRS F

Yes

Factory Owner
H.G.Anscheidt

Ralph Bohnhorst
Pip Harris
Claude Lambert

Ewald dahms

4

e : Senelder/
w;”fém\,g;

August Roshiepe

3 Ralph Bryans 1 IRELAND Honda
|4 BamySmth  AUSTRALA  Deri
»75 : Jose Busciuetsv 5 SPAINVi Defbii
6 LL;igiVTav;rirg 7SWITZ[RLAND Honda RC110
k7 Naqﬁ:iiﬁa;ﬁchi JAW Honda RE11S
8 WolfgangGedich  GERMANY Kreidler
9 Rudolph Kunz GERMANY Kreidler
710 Jan Hubeﬁs NEDERLAND Kreidler
7 1 Aak T;ersen i3 NEDERLAND Kreidler
ménm;se: GERM}\NY Kreidler
{3 VV‘I"i“VVUﬂde’I‘“Chi = GERMANY MZikE 50
: 14 Cees van Dongér; = NﬁLANDi Honda CR110
j]i puuk Fogkema it g NEDERLAND Kreidlerf
| 16 Rikus Foekema NEDERLAND Kreidler
l Cee;var;koevering; ‘N NEDERL/W Kreidler
18 IaAr;Wera;ns ViNEDFRlAND Kreidler
19 Ferr); Swaep T NEDERLAND 1;05
No Rider WC Country Machine
71 L;;ig?’avari : 3 SWITZERLAND Hondai
2 Hl;éh ;\n;rson T NEW ZEALAND Suzuki RT 67
k37 Dieter Braun : 1 CERI\E\IY Maico
mikeadr : 1 GREAT BRITAIN Yamaha RA31
5 AIIyasu Mot;ﬁashi 7 JAPAN Yamaha RA31
T Siwano Bertarelrlri’ — FALY AerMacchi
TTTzrnmy Robb g IRELAND Bultaco Tg
8 GingeJoIoniﬁ NEWEEALAND Bultaco TSS
§ : hSalvador Canellas SPAIN o Bultaco TSS
710 Barrmiith 1 AUSTRALIA Derbi
11 Rex Averyi - GREAT BRITAIN EMC
12 FEDriver SOUTH AFRICA EMC o
13 TeisukeTanaka  JAPAN Honda RC145
14 Jose Busquém SPAIN Montesa
. 15 Chas M;);ti;;\er : GREAT BRITAIN Moto Villa
16 ;;;mTWa : K ITALY Moto Villa
17 Alan Shepher(; aEAT BRITAIN MZ RE125
18 Martinwlgamenicky CZECHIECZ Yes
71797\/;c|av Rathousky CZECHIE Ahra
& 20 Jim Cun; s GREAT BRITAIN Honda CR93
AT M GREATBRITAN  Honda CRO3
> T i GREATBRITAN  Maico
23 ]uréen Karrenberg GERF\/TN\IY Bultaco TSS
| 24 Siegfried Lohmann GERMANY Bultaco TSS
25 Wal';er Scﬁeimann = GERMANY Honda CR93
726 Horst Seidl B GERM}\Q Honda CR93
27 Wéﬁgang Rosch GERMANY Mz R?ZS
28 Tho GERMANY Mz RF]WZS

| 28 Thomas Heuschkel
!

Yes
Yes
Yes

Yes

Yes

Yes

Yes
Yes

Yes

Factory

Yes

Yes

Yes

Yes
Yes

Yes

Erpelding

Derbi Nacional.
Derbi Nacional.

Romano Colombo

Honda Motor Co.Ltd
Wolfgang Gedlich

Rudolph Kunz
Zimmerman

Ton van Deutekom

Gemnot Weser

Willi Wunderlich

Ton van Deutekom

Luuk Foekema

Rikus Foekema

Cees van Koeveringe
Jan Welvaarts
J.v.d.Meer

Owner
Roberto Anelli

Nimag
Jaap Groot

Yamaha Motor Co.Ltd

Yamaha Motor Co.Ltd

Koos van t'Schip
Steve Kempster
Ging:' Molloy
AR

Derbi Nacitgnr

Chr.Fearness

Chr.Fearness

Honda Motor Co.Ltd.

Jose Busquets | ; : |
Moto Villa Dieter Braum '
Moto Villa
Alan Shepherd
Martin Kamenicky A p— e ———
Taclav Rathousky
Steve Kempster
Des McCreckon
Tony Smith
Steve Kempster.
Siegfried Lohman

Jan de Jong

Horst Seidl ey - Ve
Steffen Lahl Tommy Robb
Thomas Heuschkel }




GERMANY MZ RE125

29 Siegfried Schroter Siegfried Schroter
i 30 Laslo Szabo HUNGARY MZ RE125 Steve Kempster
g;leaIV;;h I;ryaArﬁ e IRELAND Honda CR93 Luke Lawlor
;;2 7Ryszard Manklevwcz POLAND MZ RE125 Rysard Mankiewicz

33 Ceesvan Dongen NEDERLAND Honda CR93 Ton van Deutekom
‘ 34 Aad Droog E NEDERLAND Yamaha - 7;ad Droog
35 Piet van der Goorbergh NEDERLAND Tohatsu Steve Kem;sler
36 nHubets  NEDERLND  MZREIZS Peter van Dalen
37 Jan K;Jstwinaverw e NEDERLAND Honda CR93 K Rubert Murden
38 Lous van Rijswijk NEDERLAND Yam;ha TA125 - Jurgen Lue

z 3; . Cas S;vart LlaEl NEDERLAND Ducati Piet Hogervorst

try list for the 250cc Centennial Class

En ic TT 1961-1970

e

_ No Rider WC  Country Machine Factory Owner
1  PhilRead 3 CGREAT BRITAIN Yamaha RDOS Yesigza}naha Motor Co.Ltd.
77 Jim Redma;x-_“‘7 2 RHODESIA HondaRC162  Yes Luke Lawlor
3 RodneyGoud 1 GREATBRTAN  YamahaTD2  Yes  Charlie Wiliams
4 G|lberto ‘MiI;nim = ITALY AerMacchi Yes Jan Kampen
mS"_ Albeﬁo VPagz;nir ITALY AerMacchi Yes Jan Kampen
6 Tarquinio Provini IiTAiL; Benelli Yes Tarquinio Provini
7 GingerK/loﬁ(;); i NE\;\/ 2EALAND Bultaco TSS Yes Ging;er Molloy
| 8  Kunimitsu Takahashi JAPAN HondaRC162  Yes l-ionda Motor Co:Lid.
9 LuingweTi e 75WI+ZERLAND Honda RC162 Ye; Luigi Taveri
10 ﬁGi;Jseppe Me;t;olini ITALY 7 Moto Villa Yes Moto Villa N
11 Laslo Szabo HUNGARY MZRE250  Yes Laso Szabo
12 Heinz Rosner 777&7RMANY 7Ml RE 250 Yes Heinz Rosner Bk
13 Michelle Duff CANADA Yamaha RD56  Yes Yamaha Motor Co.Ltd.
: ;4 Akiyasu Motohashi JAPAN YamaH; RDO5  Yes 7 Yamaha Motor Co.Ltd.
15 Oldrich Prokop CZECHIE cz Yes Oldrich Prokop
16 Phil O'Brien el AUSTRALIA AerMacchi a Steve Kempster
17  FEric Hinton AUSMIA Bultago TSS m}eedon
| 18 Raymond Boogaerdt BELGIUM AerMacchi Des McCracken
WVIVST Terry Grotefeld GREAT BRITAIN Benelli 7 Terry Grotefeld
| 20 bmn Shorey = 7GWRiEAT BRITAIN Bulta;o TS o Kevin Breedon -
—21- ChasM;)mr;)er e GREAT BRITAIN Greeves Oulton Gianni Perrone
| 22 Bilsmith GREATBRTAN  Honda Bilsmith
; .23. Jim Cu;; = 7G}VIEAT7 BRITAIN 7”7Honda 3o/ Ron Pladdys
| 24 Trevor Bames GREAT BRITAIN Moto Guzzi Trevor Barnes
w,}mwnmnam"; 25 Frank Perris GREAT BRITAIN Suzuki TR250 Ferry Brouwer
; 26 Horst Seidl GERMANY Honda CR72 ) Horst Seidl
27 Lot.h:r-];h’r‘{ =y GERMANY Suzuki TR 250 Steve Kempster |
28 kaiph Bryans IRELAND Honda CR72 a Luke Lawlor
29 \ittorio Zito i, ITALY Ducati 7 Vittorio Zito )
30 Roberto Patrignani ITALY Moto h;loﬁni Roberto Patrignani
31  Emilio Mendogni ITALY MV Agusta U.Elli
32 Benedetto Zambutti ITALY RTM 250 7 Benedetto Zambutti
§ 3 K;nt Xﬁdevsson SWEDEN Yamahz;ﬁ Leo Bovee ]
f 34 Ruud Breedt NEDERLAND éultaco TSS Ruud Breedt
I35 pnpedber NEDERLAND Kawasaki ATR Ferry Brouwer N

36 Ceesvan Dongeh/ : NEDERLAND
37 Jan Kostwinder NEDERLAND
38  Lous van Rijswijk NEDERLAND

Yamaha TD1B
Yamaha TD1C
Bultaco TSS

Ferry Brouwer

Steve Kempster
Louis Nijhoff

Entry list for the 350cc Centennial Classic TT 1961-1970

No Rider WC  Country Machine Factory  Owner
1 Jim Reci;nan 4 RHODESIAir Honda RC 174 Yes Honda Motor Co.Ltd
2 Giacomo Agostini 3 MALY MV Agusta Yes ULl N
3 Gilberto Milan 1 ITALY Aer Macchi Yes Jan Kampen
i _; Ginger Molloy 7 NEW ZEALAND 7 A]R/Eiullaco TSS  Yes AR
e o AN ARButacoTsS  Yes AR
6 BohumiSusa CZECHE Yes  LiborKamaniscky
7 = I]einz Rosner GERMANY MZ RE350 Yes Heinz Rosner
_ 8  Luciano Bat:tiistr ITALY Benelli Yes Luciano Battisti
Jim Redman 2k Findla;r AUSTRALIAi Beart AerMacchi o Dave Farney o
1\‘10 Eddi; LP:nzW i iri AUSTRIA Norton Manx Simon Sindorf ) 7;
11 Raymond Boogaerdt BELGIUM Norton Manx Simon Sindorf
[ Loy 12 : I;ve; I;owe CANADA Norton Manx John Milligan
13 Teny Grotefeld GREAT BRITAIN AerMacchi Terry Grotefeld
14 Rex |‘31:|tcher GREAT BRITAIN AerMacchi/Metisse Jan Kampen
Aimﬁ Ear: e GREAT BRITAIN AJR/Bultaco TSS ) Ferry Brouwer )
B 16  Charlie Dobson T GREAT B}iITAIN AlS 7R Charlie Dobson
_1 7 Dave Hughes GREAT BRITAIN Arter AJS Tom Arter
Héi Jim Curry = GREAT BRITAIN Honda CR77 Jim Curry O
19 Trevor Bames GREAT BRITAIN 7 Moto Cuzz; Trevor Bames
20 lo; Dur;ph‘)' GREAT BRITAIN Norton Manx Bobby kowe
21 Griff Jenkins GREAT BRITAIN Norton Manx 7 Erik v.d.Heuvel4
e 22 Derek Minter 5 GREAT BRITAIN Norton Manx Summerﬁéld. Eng.
i 23 Dan Shorey e GREAT BRITA:I}TVNoﬁon Manx Dan Shorey
B = 54 ](;BntIanchard GREAT BRITAIN Seeley 7R B Ihn Blanchard
S = 25  Ron Chandler = GREAT BRITAIN Seeley 7R Simon Sindorf
| 26 RodneyGould GREATBRITAN ~ Yamaha TR2 MduMane |
27 Mar{fi Pesonen FINLAND Yamaha TR2 VMami Pesonen |
28  Bruno Spaggiar I‘I:ALY Ducati Dave Varney 7
e 29 i Lorb Vasco ITALY Norton Manx Guido Guarnieri
-——30 Benedetto Zambutitriw ITALY o RTM350 Benedetto Zambutti |
?"31 Paddy Driver SOUTH AFRICA Kirby AlSi Rudy van Bortel ’
32 Guidc;Gu“amien' SPAIN Norton Manx Guido Guarnieri
b = : 33  Kent Anders;)n SWEDEN Yamaha TR2 a Ferry Brouwer
Jack. Findlay o e NEDERLAND Ducati * Ruud Breedt
: 35 Jan Dekker o l;iiDERLAND Kawasaki A7R Teun Rustenburg
B 36 Aad Droog NEDERLAND AerMacchi A;d Droog
i 3 37  Jan Kostwinder NEDERLAND Yamaha TR2 Jack All;ers ]
38  Theo Louwes NEDEERLAND Aerli/ia;échi Theo Louwes ]
Entry list for the 500cc Centennial Classic TT 1961-1970
| No Rider WC  Country Machine Factory Owner
—'I. Eiacomo Agostir; 5 ITALY MV Agusta Yes U.Eli
2 Gib=toMini. | ALY  AerMacchi Yes  JanKampen ‘
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M/m Ph"”

?oru] Tart 1

3 Ludiano Battisti ITALY Benelli Yes Luciano Bamstl
4 Bohumil Stasa CZECHIE cz Yes CZ Factory 3
7 Eenedicto Caldarella ARGENTINA Gilera Yes Piaggio
"6 fmRedman RHODESIA HondaRC181  Yes  HondaMotor Coltd
7 Roberto Galina ITALY Paton 7 Yes Thomas Burkhardti
8 Giuseppe Mandoﬁnl ITALY Moto Guzzi Yes Piero Permagianni
9  John Blanchard ) GREAT BRITAIN URS Metisse Yes Helmut Sing 7
10 Paul Smetana GERMANY URS Seeley Yes Mike Start
i 1 1 Jack Findlay 7 AUSTRALIA Mcintyre Matchless Mick Hemmings
?Eddie |:EI:IZ AUSTRIA Matchless G50 Jim Hiddleston
13 Bert Schneider AUSTRIA Norton Manx Summerfield. Eng.
14 Raymond Boogaerdt BELGIUM Norton Manx - Simon Sindorf ]
TSWMicheIIe Duff CANADA Match?essa) Allan Cathcart |
16 Oliver Howe CANADA Norton Manx - John Milligan ]
17 Dave Hughes GREAT BRITAIN Arter Matchless Dave Hughes |
| 18 Rex Butcher GREAT BRITAIN Matchless G50 Rod Qualfe
‘ 19 Charlie Dobson GREAT BRITAIN Matchless G50 Charlie Dobson
7)_“S_t;amrt»(.;.raham GREAT BRITAIN Matchless G50 Les Heckett
| 21 Steve I:/I:J;r.;yv s GREAT BRITAIN Matchless G50 Steve Murray |
22 Bill Smith CREAT BRITAIN Matchless G50 Bill Smith
: é;;e Dunphy GREAT BRITAIN Norton Manx Jan Reinderink
724 Tony Godfrey GREAT BRITAIN V—Norton Manx Marten Morren
25 Griff jenkins GREAT BRITAIN Norton Manx Sim;)n Sindorf )
26 Phil Read GREAT BRITAIN Norton Manx Roel Kinds
27 Makolm Uphil GREATBRTAIN  Norton Manx  MakomUphil
| 28 Derek Minter GREAT BRITAIN PettyManx Summerfield Eng.
29 Ron Chandler GREAT BRITAIN Seeley G50 VIQBIM;V
- 30 John Cooper GREAT BRITAIN Seeley G50 John Coop? N
31 Ron Langston GREAT BRITAIN Seeley G50 Ron Langston
v32 VCo-I“i‘r: Seeley GREAT BRITAIN Seeley G50 Marten Morren
[ 35 Percy Tait GREAT BRITAIN Triumph Twin Mick Hemmings
[ ;4 Jouko Ryhanen FINLAND Norton Manx Jouko Ryhanen .
[ 35 Walter Schelmann GERMANY Norton Manx Jan Reinderink
36 Horst Seidl e GERMANY Norton Manx Horst Seidl
37 Gianni Penor'n; = ITALY Matchless G50 Gianni Perrone
38 looVasco ALY Norton Manx Guido Guarnieri
39 PaddyDiver  SOUTH AFRICA  Kirby Metisse Rudy van Bortel
| 40 Guido Guarnieri ] SPAIN Norton Manx Gui;ic Guarnieri
41 Lasse Johansson SWEleN HM 7 Sven Hakansson
| 42 EmstWeiss SWITZERLAND  Norton Manx Luigi Taveri
43 Hugh Aﬁderson NEW ZEALAND Norton Manx Kevin Grant
A Theotawes NEDERLAND Norton Manx AE Jan Louv;vesi
45 Jan Strijbis NEDERLAND Seeley G50 Jaap Blaauwboer
Entry list for the Sidecar Centennial Classic TT 1961-1970
No Driver/Passenger WC  Country Machine Factory Owner
5 Klaus Enders/kz;f_E;;eAlaardt i 2 GERMANY BMW RS Ralf Engelhardt
6 Barry Thompson/Gerry Wood i ETRAUA Triumph Mathijs Kertsen
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7 Tony Wakefield/Alex McFadzen

Entry list for the 125¢c Centennial Classic TT 1971-1980

No Rider WC  Country Machine Factory Owner

1 Kent Anderson 2 SWEDEN ) Yamaha OW15  Yes Eﬂ;e Classic Racing
2 Paolo Pileri 1 ITALY Morbidelli Yes -

3 Eugenio Lazzarini 1 ITALY Piovaticci Yes

4 Borje Jansson SWEDEN Maico Yes -

5 Thierry Espie FRANCE 7 Motobecane Yes

6 Guy Bertin FRANCE San\;enero Yes

B Kovd’ A'nalorééon

GREATBRTAN  BMW RS Tony Wakefield
8 Colin SeeleyPeter/Rutherford GREAT BRITAIN BMW RS Mike Start
9 Mick Boddice/Dave Wolls © GREATBRTAN  BSA Mick Boddice
10 Chris Vincent/ GREATBRITAN  BSA Jurgen Lue
11 Dick Hawes/Eddy Kiff GREATBRITAN  Seeley GSO Dick Hawes B
12 Mike Start/Wolfgang Kalauch CB/D URS Mike Start
13 Ludwig Hahn CERMANYV BMW RS. ) 7
14 Helmut Luneman/Brian Armstrong D/GB BMW RS Helmut Luneman
15 ).C.Castella/V.Castella SWITZERLAND BMW RS J.C.Castella
16 Kenneth Selenius/Paavo Kukonen FINM B BEW7 Kenﬁeﬁ\ Selenius
17 Jurgen Leu SWITZERLAND BMW Muﬁich Jurgen Lue i
0 | Cla 9 980
No Rider WC Country Machine Factory Owner
1 Eugenio Lazzarini 2' ITALY v.Veen Kreidler Yes Pv Dalen
2 Jan de Vries 2 NEDERLAND v.Vé;n I;reiaer B Yes v.Veen Kr;idler
3 Henk van Kessel 1 NEDERLAND . v.Veen Kreidler Yes H.v Kessel
4 Jos Schurgers 7N7EDERLAN1‘3 v.Veen Kreidler Yes v.Veen Kreidler
5 Claudio Lusuardi ITALY Bultaco 7 Yes ]
6  Theo Timmer NEDERLAND Bultaco Yes ]
7 Juup Bosman NEDERLAND Jamathi Yes G.Keen
8  Aalt Toersen NEDERLAND ]am;tr; Yes D.Toersen i
9  Leif Rossel SWEDEN Jamathi Yes H.v.Kleef
10 Leif Gustafsson SWEDEN Monark Yes  PO.Ogebom ‘
B Lars P;;s;o—rﬂl___m 7iSWEDEN Mt;rk Yes
Herbert thtberge}m : GERMANY v.Veen Krendler L.Plumridge
Gemot Weser - GERMANY Kreidler
. Alberto Jeva ITALY Morbidelli
Ryszard Mankiewicz POLAND Kreidler JGoot
Cees van Dongen NEDERLAND Kreidler
Theo van Geffen B NEDERLAND Kreidlér
Jan Hu;n; = NEDERLAND Kreidler H.Straus
Engelbert Kip NEDERLAND Hemeyla
Nick Leeflang NEDE;!al:lbﬁ - Royal Nord 7
George Looyenstein NEDERLAND Kreidler
Benme Maatkamp NEDERLAND Kreidler
= 23 Teums Rama.iér— 3 I NEDEﬁLAND Kreidler
24 Cerrit Stnkker NEDERLAND Kreidler o
25  Jan Zoombelt NEDERLAND 7 Sachs Ge.de Wit
26 lan Plumridge ENGLANDW - v.Veen Kreidler - i




[ 7 MickChatteron  ENGLAND Yamaha
8 Zbynek Havda CZECHREPUBLIC  Morbideli -

o st ENGLAND Morbideli - ;
10 Matti Salonen FINLAND Yamaha 7 |
11 Pentti Salonen FINLAND Yamaha TAT 25 o
12 Thierry Tchemine FRANCE Yamaha - -
13 Peter Frtv)hnr"ney;e; = GERMANY Maico W.Nieser R
14 Rolf Minhoff  GrRvANY Maico " WiNieser  Paolo Pllervi
15 WalterKoschine GERMANY Seel o -
16 Maurizio Massimiani ITALY  Morbideli Tsmith
17 Roel Comelis NEDERLAND Yamaha  EHbeClassicRacng
18 CeesvanDongen NEDERLAND Yamaha -
19 fanHubets NEDERAND  Morbideli APerone

50 e  NEDERLAND Bridgestone -

| 21 Martin van Soest NEDERLAND Morbidelr 7|.Groot
22 Anton Straver NEDERLAND Morbidell ]

| 23 AdtToersen NEDERLAND  Maico JGoot

Wioombelt e NEDERLAND Maico o

{ 25. .Ciuseppe Con;aM ITALY Aermacchi - o

L

WC  Country Machine Factory Owner
Walter Vila 3 MY AMCHD | Yes  Momvila
i 2 Kork Ba‘l!ington 2 SOUTH AFRICAAKawasaki KR250 i Yes 76eorge Beale
} Phil Refid 1 EN(M) Yamaha Read?p. Teddis /|.Lilley
4 Dieter Braﬁn. 7 1 GERM:NY Yamaha TD3 7M.du Maine N
5 Mariolega 1 MAY  Mobideli Yes  EMaza
6 Gianfranco Bonera ITALYi AMCT—I-D —Yes APainni Team o
7 Franco Undini ALY AMCHD  Yes  MoloVila
,_,__ijm‘m: 8  Jean s Guignabo;iét FRANCE  Kawasaki KR250  Yes
9 AkihkoKyohara APAN  KawasakiKR2SO  Yes o
[ 10 Sviocasen my Mz  Yes —
1 MaudoMassmiani  AY Mobideli  Tsmth
‘1ZW7 Graeme McGregor EN@D R Kawasakmizso o George- Beale 7
13 Jeff Sayle | AUSRALA  YamahaTz250  GeorgeBede
14 Mu Celso Santos 7BRAZ[L- Yar;ha TZ250 o |.Rolloos
—15 Jan Bartunek 7 CZECH REPUBLIC Jawa B 1
16 Eddie Roberts ENGLAND  YamahaTz250 DHudey
17 Mick Chatterton ENGLAND PadgettYamaha
Rodney Gould CENGIAND  YmahaTz250  DBurkinshaw
Paul Smart : ENGLAND ﬁamaha 12250V E.Saul )
ChatieWilams ENGLAND Yamaha TZ250 -
Teuvo Lansivuori }INM YamahaF Kov.d. Kruijs ]
Pentti Salonen ANLAND  YamahaTD2 -
Meatti Salonen FINLAND YamahaTD2 a
Thierry Tchernine FRANCE  YamahaMaxion ‘
25 Patrck Fernandez FRANCE YamahaTz250  Esaul
2% RymondRoche  FRANCE  YamahaT2250  D.Schakenberg ‘
& = N o |

34

FRANCE

Entry list for the 350cc Centennial Classic TT 1971-1980 ;

Eric Saul Yamaha TZ250
Bemd Kohler GERMANY  MZRE250 o |
Walter Hoffmann  GERMANY  Yamaha 12250 i |
Tommy Robb EIRE 7 Bultaco TSS T.Smifh
Roberto Gallina ITALY Yamaha TZ250
Cuido Mandracci ITALY ;amaha T225”07W ) G.Perrone _
Takazumi Katayama JAPAN Yamaha TZ250 R.Serena |
Bjom Carlson SWEDEN Yamaha 17250 }
Leif Gustafsson SWEDEN YamahaTZ250 ‘
: /;drie v.d. Broeke NEDERLAND Yamaha TZ250 ) ]

Theo Bult NEDERLAND Yamsel B J.Cooper
Cees van Dongen NEDERLAND ~ Yamaha TD3 Efbe Classic Racing
Kees v.d. Kruijs NEDERLAND B Yamaha TZ250
Piet v.d. Wal NEDERLAND Maxton Yamaha M.du Mainer N

41 Giuseppe Consalvi ITALY Yamaha G. Perrom;

42 leoBovee NEDERLAND Yamaha TE)Z 7 B

i w

NEDERLAND

No Rider WC Country Machine FactoryOwner
1 Giacomo Agostini. 4 [ITAY MV Agusta Yes 7 U‘Elli / LCastelli
2 KokBalington 2 SOUTHAFRICA  Kawasaki KR3S0 Yes ]
3 Walte;\ﬁlla 1 IMALY TME HD3 7 Yes 7Moto Villa. i & 2
4 Takazumi Katayama 1 JAPAN Yamaha 3 Yes Efbe Classig Racing WaHoY Villa
5 Jon Ekerold SOUTH AFRICA Yamaha TZ350 C.v Dongen o
6 -Akihikn Kiyohara lAPAN Kawasaki KR350 Yes
7  Gianfranco Bonera ITALY MV Agusta Yes L.Castelli
8 Alberto Pagani ITALY ) MV Agusta Yes  Team Elli
9 Jeff Sayle AUSTRALIA Yamaha TZ350 George Beale B
10 Adu Celso Santos BRAZILi Ya}ﬁaha TZ350 J.Rolloos
11 Derek Chatterton ENGLAND Chat Yamaha Chatterton Motors
12 Graeme McGregor ENGLAND Kawasaki KR350 . George Beale
13 Chas Mortimer ” ENGLAND Yamaha TZ350 M.Jones )
14 John Weeden ENGLAND Yamaha TZ350 D.Huxley
15 Charlie Williams ENGLANb Yamaha TZ350
16 Eric Saul FRANCE Bimota ]
']‘}vsremard Fau FRANCE Yamrarh;?Bétr)r - ESauI a
18 Patrick Fernandez FRANCE YamehaT7350  |Groot
19 Dieter Braun GERMANY  YamahaTz350  LMuler
20 Walter Hoffmann GERMANY Yamaha TZ350
21 HemutKassner.  GERMANY Yamaha 7350
22 Bo Granath SWEDEN Yamaha TZ350
23 Leo Bovee NEDERLAND Aermacchi 7
VZ;VRob Bron NEDERLAND Yamaha TZ350
25 TheoBut NEDERAND  Yamsel J.Cooper Glianfranco Bonexa
26 Klaas Hernamdt NEDERLAND Yamaha TZ350 6.Wille
27 Kees Schermer Yamaha
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FEg 787e;tistruyki = — T — TR — —= q 5 : Tony Wakefield/Alex McFadzean ENGLAND I§rjtish Magnun

29 Rinus van Kasteren NEDERLAND Yamaha TZ350 K.v.d Kruijs - 5 «Guhan Milton/CoIipNg@old ENGIAND Bmish Magnun
30 Pietv.d. Wal NEDERLAND Yamaha TZ350 | 7 Gustav Pape/Franz Kallenberg GERMANY BMW o
- e e == == 8  Otto Haller/Erich Haselbeck GERMANY BMW RS

Entry list for the 500cc Centennial Classic TT 1971-1980 9 Siegfried Schauzu/Wolfgang Kalauch GERMANY BMW RS

No Rider WC  Country Machine Factory Owner 10 Heinz lishofer/Florian lishofer GERMANY Fath 500 W.Fath

1 dacgmo Agostini. 3 ITALY Yamaha OW Yes C.Wilson 11 Amadeu Zini/Andrea Fornaro ITALY Konig
2 PhilRead 2 ENGLAND MV Agusta Yes Team Eli 12 Cees Smit/Jan Smit = o 7NEDERLAND Konig B e ?
’_3 = M Bonera 7 FALY o MVAgust: Yesi WMarewskT _1_3 la;ip GéertsN\ﬁm - NEDERLAND Schmid Ko;lig i D.de Haan Kal Sﬁ;mhav;(yn/
| i i;_vYa!'te_r Villa : MAY  Benell Yes  Lawor Classic Racing 14 Jos Modder/Pi;t Woudstra NEDERLAND Triu;ph Morren i SOPF Hber
| 5  BunoSpaggiar.  MTALY Duati Yes  Mpeuz | 15 Egbert Streuer/Johan v.d. Kaap NEDERLAND  Moto Guzzi
& L6 Gmeméagw ] AUSTRALA  Heron Suzuki Yes George Beale
B 7 BamySheene 2 ENGLAND SumkiXRl4  Yes  CWison |
8  Randy Mamola USA o Heron Suzukiir Yes GeorgT Beale —
9 Mibokyohra AN KamaskikRS00 Yes
E fio KokBalingon SOUTHAFRICA  KawasakiKRSOO Yes  C\Wikson ]
BT = - .-T— Alberté i’agani ITALY Linto - Yes M.S;r;pkins l
| 12 Gianni Pelletier ITALY Morbidelli Yes E.Mazza .
: | 14 PhiOBrien AUSTRALIA suwkiRGso0 Moty - Country Machine capacity/year  Owmer , !
B ENGLAND  SuzukiRG500 T 1 Leo Mettala FINLAND Husqvamna 500cc/1931 \
! 16 paulsmart ENGLAND SuUkiRGS00  SWoods m 2 Rene de Ruyter NEDERLAND NSU Bullus 500cc/1935 - \
7 o ENGLAND Suzuki RGS00 o - 3 Romano Colombo ITALY Benell 250cc/1936 )
7—87 Chariie\MiIiams ENGLAND Yamaha 3557 o 4 Heinz Herz : GERMANY NSU Compressor 500/cc1939
19 -~ Derek Chatterton ENGLAND Yamaha TZSF - C,V\ﬁlso? 5  Sammy Miller GREAT BRITAIN A!S 4 Compressor 500cc/1948 Sammy Miller
§ 2 Enc(“)‘ff—e_r:st‘adt e FRAN&E o SMAC 7 o 6 Ivan Rﬁcdes GREAT BRITAIN Velocette Roarer (Compressor) 500cc/1948 - Ivan Rhodes -
oL Toetlabid o GERMANY  Kkomig | |7 Hans Hakdermant/ iy Taver SWITZERLAND Norton SC 1952
22 HelmutKassner, - GERMANY  Suzuki RG500 o= o ['8  LiborKemenidsely st  CZECHREPUBLIC CZ Walter 350cc/1954
23 Sitano Bestarell ALY KawasakiHIR ~ G.Pemrone N 19 Roon Bikosers ALY Gilera Satumo CAS17 500cc/1954
el Jtennianoe MALY ~ KawesakiHIR . v | 10 Dieter Busch GERMANY BMWRS  500cc/1958 Dieter Busch
= o P, . DG Mivisow | 11 Libor Kamenidscky Jr  CZECHREPUBLIC CZ Twin 125¢c/1964
s il il e, - 18 - — 12 Jurgen Leu = = : gWIT[ERLAND Benelli 125 4 cyl 125¢c/1964 ]
27  Phillippe Coulon SWITZERLAND Suzuki RG500 [ e
B<; G;n ath SWEDENi Prv— = —_— 15 2 Ev!ald Dath/H?trX !\/lahrsa[\dl GERMANY BMW RS (Deubel) SC 500cc/1964 ]
*_E‘(k Alblas e NEDERLAND — Konig - = —— 11 Jan Thiel = HQLLAND Jamathi (Lodewijckx) 50cc/1968 )
Maral Ankorie NEDERLAND Suzuki ﬁ == ] 15 Mike Start/Wolfgang Kalauch = GERMANY URS SC 500cc/1 968 B
S hEe: T || NDmAD skiTRSO0 - 16 Silvio Grassetti ITALY Jawa V4 350c¢/1969 Ing Tichy ]
Wil Hartog NEDERLAND Suzuki RG500 ] | 17 John Blanchard GREAT BRITAIN URS Metisse ) 500cc/1970 B
S Kl ks NEDERLAND Yamaha3 Ebe Classic Racing 18 Wolfgang Wotzka GERMANY URS . 500cc/1970
ﬂ34—1'[1eo Louwes NEDERLAND Kawasaki H1R Theo Louwes 1? 7Chn's Vincent : GREAT BRITAIN URS Munch 500cc/1970
| : | 35 HenkdeVies NEDERLND  SuzkiRGS00 1 20 Paul Smetana GERMANY URS Seeley S00cc/1971
i 36 Piet v.d.ﬁWaI NﬁiLAND Yamar; o 7RDeenen o | 21 Heinz lishofer/Florian lshofer GERMANY Fath SC 500cc/1974
No Driver/Passenger : WC  Country Machine Factory Owner - ‘ 23 Len Haggis GREAT BRITAIN ~ Phillips 4 500cc/ Les Heckett -
1 Klaus Enders/Ralf Engelhardt 3 GERMANY BMWRS - T 24 Karl Zimmerman  GERMANY Parilla DOHC 250cc/ B
2 Ralf Steinhausen/Sepp Huber 2 GERMANY Konig & 25 Walter Varusco T g ITALY Gilera Satumo Piuma ] 500cc/ Walter Varusco
3 Roff Biland/Kurt Waltisberger 27$WITZERLAND LCR YAMAHA - e =l 26 Erwin Bongards GERMANY Moto Guzzi Dondolino §OOcc/1 939 Erwin Bongards
4 George Rosez BELGIUM BMWRS - - 27 Gianni Zonca ITALY Rumi 125cc/ Bruno Taglioretti
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RIDERS LIST:

1949-1960

350 cc Nr. 32 Delete rider Terry Shepherd
350 cc Nr. 4 Entrant is Audi A.G. /
Auto Union GmBH
350 cc Nr. 24 Delete entrant ABSAG
500 cc Nr. 5 Entrant is P. Nerini
500 cc Nr. 16 Delete rider Terry Shepherd
500 cc Nr. 18 Entrant is Team Willi Marewski-
Consulting & Sales Training

Systems
1961-1970
125 cc Nr. 25 Delete entrant De Jong Motoren
250 cc Nr. 34 Entrant is D. Whitehouse
350 cc Nr. 28 Riders name is Vasco Loro
500 cc Nr. 37 Riders name is Vasco Loro

Sidecars Nr. 17 Names are Kenneth
Calenius/Paavo Kukkonen

1971-1980

125 cc Nr. 8 Country is Czech

500 cc Nr. 3 Entrant is Team Willi Marewski-
Consulting & Sales Training
Systems

LAST MINUTE CHANGES

Racing in the 50s, 60s and 70s
Dutch Grand Prix stars
German Grand Prix bikes
Japanese factories
Bill Lomas at Assen
Sidecar drivers

To order your limited
edition copy of ‘The
Classic Centennial TT:
The Greatest Classic
Racing Experience’ today,
fill in the coupon on this

page.

Price: £ 25,- + postage.

For a unique reminder of
the greatest classic racing
experience of the century,
why not order a copy of the
LIMITED EDITION official
Classic Centennial TT
book?

Read what the Grand Prix
champions have to say
Savour 164 pages packed
with superb colour
photographs

Hard bound with dust jacket
Size 225 x 230 mm

Matt art paper throughout

YES! | make a reservation for the LIMITED EDITION official Classic
Centennial TT book for the special price of £ 25,- plus postage.

Namg sk SESe
Address 5
Postcode City

Country

Number of copies: _____ i
Signed (handtekening)

Send this coupon to:
LIMITED EDITION, PO box 42,
3755 ZG, EEMNES, THE NETHERLANDS

Wait with the payment untill you receive our invoice.



The greatest ever line-up of rare and
outstanding post-war racing bikes is set
for action at the Assen Centennial
MICK DUCKWORTH

‘Rarin

ASSEN’S CENTENNIAL GP WELCOMES A HUGE TURNOUT OF
fabulous grand prix machines covering road racing’s golden years from
1948 to 1980. From Aermacchi and Adler, through MV and Honda to
Tohatsu and Yamaha, the 3.76-mile Circuit van Drenthe hosts a dazzling
and at times deafening display of motorcycling history.

Seventeen machine classes, divided by age and capacity, cover a vast
technical diversity, from the bass thunder of 40bhp Fifties singles to the
falsetto screech of 120bhp Seventies two-stroke multis. The period cate-
gories, strictly for genuine GP metal, are 1949-60, 1961-70 and ~ 1971-
80, with solo classes from 50 to 500cc and sidecars.

Here we look at some of the tasty machinery being readied for three
days of glorious sights and sounds at Assen.

V 1966-68 Yamaha RA31

Yamaha's amazing 125cc two-stroke four typifies the adventurous attitude of
Japanese factories in the Sixties. Like its 250cc counterpart, the water-
cooled RA3T unveiled for 1966 is a V4, but with two separate crankshafts
for cylinders of only 31cc. Four magnesium bodied carburettors supply
fresh charge via disc valves and the upper cylinders’
exhaust ports face to the rear of the machine.
Yamaha fielded its shrieking nine-speeder against
Suzuki’s V4 imitator and Honda's four-stroke five, but
the Yamaha's finest hour came after these rivals
had departed, when Bill Ivy set a 100mph lap in
the 1968 125cc TT. Works rider Akigasu Motohashi
is pictured on a 1967 model. His appearance on an
RA31 at Assen disproves the story that Yamaha
destroyed allits old factory racers.
125¢c disc-valve four, 44bhp @ 18,000rpm,
top speed 130mph
W Phil Read is reunited with a 250 RDOS four at
Assen and Tommy Robb rides an RD56 twin.

4 Kawasaki KR250

Kawasaki did not take a world title until Dave
-7 Simmonds’ 1969 125cc win, after most rivals had
oo e " withdrawn. But in 1970, the company’s 500cc H1R air-

! p cooled stroker triple took Ginger Molloy to second in the
— premier GP class, and by the end of the decade a new
generation of liquid-cooled engines had blitzed the 250
and 350cc categories. In 1977 Mick Grant gave the
KR250 a memorable GP win at Assen.

Designed within the Seventies’ FIM restrictions on
numbers of cylinders and gear ratios, Kawasaki’s KR250
(pictured) and KR350 Yamaha-beaters employ the
tandem twin layout pioneered by MZ in 1969. Two
contra-rotating crankshafts are linked by gears, with
another pair of gears driving a six-speed gearbox.
With disc valve induction, the cylinders are timed to
fire together, creating a deep exhaust note.

Later KRs have a cantilever rear fork acting on an
almost vertical spring/damper unit.

Half a dozen KRs are expected to be at Assen,
including Jean-Francois Baldé and Akikho Kiyohara on
350s and Barry Ditchburn on a 250.
249cc disc valve twin, 60bhp @ 12,500rpm,
top speed 160mph

Yamaha, the make which sustained road racing more than any L\\
other in the Seventies, will be represented by a large contingent s
of TD, TR and TZ production racers from that period. But Assen will

also see some of the later factory racers in action, including the 500cc OW35.

In a quest for ever higher top end output to match Suzuki, the works liquid-cooled
OW3S5 transverse four of 1977 uses a 56 x 50.6mm format instead of the earlier 54 x
54mm bore and stroke. The crankshaft spins “backwards” in a tubular chassis.

Reed valves in the induction tracts were abandoned in favour of basic piston port

induction with Mikuni Powerjet carburettors, but silencer cans made compulsory
in 1976 had to be fitted to the exhaust tailpipes.

Even equipped with a team composed of Giacomo Agostini,

Steve Baker (pictured in 1977), Johnny Cecotto and Kenny
Roberts, Yamaha failed to dethrone the Suzuki square fours

in 1977. But in time for that year’s Dutch TT the OW

acquired mechanical rotors to vary the height of its
exhaust ports.

Power valves and an improved chassis proved to
be the winning idea for 1978, when Cecotto won Early two-stroke square fours failed to ensure instant success for Suzuki as

the Dutch TT and Kenny Roberts, who had a it wrestled with Yamaha for 250 class laurels in the Sixties. The first 500cc
hand in OW35 development, became the first  fours were feared by riders for their life threatening behaviour, seizing
American to win a world title. and handling badly.
497¢c, 110bhp @ 11,000rpm, In the late Seventies the RG500 became more reliable, and Barry
top speed 185mph Sheene took the 500cc title on works machinery prepared by the British-
based Heron Suzuki team in 1976. In a twin shock chassis, his XR14 56 x
50.5mm square four with disc valves gave 100bhp. One of his 1976
bikes is pictured above. In 1977, Bazza won again with the new 119bhp
54 x 54mm RG unit. For Dutch fans, the highlight of the season was Wil
Hartog's 500 win at Assen on a non-factory RG500.

Randy Mamola joined the Texaco Heron Suzuki squad for 1980, to
help perfect the chassis with anti-dive forks and fully floating monoshock
rear suspension, enabling RGs to defeat Kenny Roberts and his Yamaha.

On raucous RGs at Assen: Steve Parrish, Barry Sheene, Will Hartog,
Franco Uncini and Marco Lucchinelli.
497cc, 119bhp @ 10,800, top speed 183mph
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Before Gilera officially withdrew from GPs at the end of 1957, its
fours were the bikes to beat in the 350 and 500cc classes.
Designed by Pietro Remor and evolved from the blown fours of
the Thirties, the transverse multi (right) with gear driven
camshafts set a much imitated pattem. In 1957 Italian Libero
Liberati won both the 350 and 500cc world titles on dustbin
faired Gileras and Bob McIntyre cracked the 100mph lap in the
Isle of Man TT. Even in 1963, when old fours were dusted down,
John Hartle and Phil Read took first and second in the Dutch.
Four growling 500cc fours are expected at Assen. Umberto
Massetti, who took the first of Gilera’s four consecutive 500cc
Dutch TT wins in 1952, joins the winner of the other three, Geoff
Duke. Also on the track will be Argentinian Bendicto Caldarella
(pictured in 1965), who notched some sensational mid-
Sixties results on a Gilera.
499¢c, 70bhp @ 10,500rpm,
top speed 155mph
W Also at Assen will be the
extraordinary Gilera
125 from 1956.

As you might expect in the company’s 50th anniversary
year, Honda is making a huge contribution to the festival. A
fleet of exotic factory racers will be ridden by former team
riders including Ralph Bryans, Luigi Taveri and Kunimitsu
Takahashi, accompanied by a squad of mechanics.
Highlights include the RC115, a 20,000rpm 50cc twin
Honda developed to beat Suzuki in 1965. Equipped with a
10-speed gearbox and cycle type caliper front brake, the
screamer won the world title with Ralph Bryans at the bars.
One of Honda's first factory riders, Teisuke Tanaka, will be
reunited with an RC145, the bellowing eight-valve twin that
clinched the 1962 125cc world title for Luigi Taveri after
Honda filled the first three places at no less than six rounds.
Representing Honda’s Sixties fours will be the 250cc
RC161, with a wet sump dohc power unit, and the revised
RC162 dry sump machine. On the latter, Mike Hailwood,
Bob Mclntyre and Jim Redman (pictured on a 500 in
1966) finished 1-2-3 in the ‘61 Dutch TT, and at the end of
the year Hailwood led five Hondas at the top of the table.
RC115: 50cc, 13bhp @ 20,000rpm, top speed 96mph
RC145: 125¢c, 24bhp @ 14,000rpm,

Norton’s Manx models, the 350cc 40M and 500cc 30M. Assembled in small
annual batches by the factory’s race shop, the most celebrated of all British
singles underwent continuous development from its introduction as an ohc
plunger-framed Manx Grand Prix mount. The final version is a dohc short-
stroke installed in the unrivalled Featherbed frame, like this 1961 model. Stars I\
set to ride Manxes include John Cooper, Paddy Driver and Dan Shorey.
499¢cc, 50bhp @ 8000rpm, top speed 110-150mph
349c¢c, 38bhp @ 7800rpm, top speed 100-125mph
(speeds depend on gearing used)

.. Fewer than 40 of the 500cc Rennsport engines
were made by the BMW factory, but the
German flat twins utterly dominated the

sidecar GP scene from 1954 to 1974, top speed 115mph
winning 19 world titles. RC161: 249c¢c, 35bhp @
Perfect for use in ultra-low streamlined 14,000rpm,
top speed 130mph

outfits like this 1977 Rennsport, the rasping
dohc unitis a pukka GP motor. The BMW
twin was only humbled by Helmut Fath’s URS
fours (also at Assen) in 1968 and 1971 before
it was steamrollered by two-stroke power.
German crews famed for Rennsport powered
wins who will be at Assen include Siggy Schauzu and
Wolfgang Kalauch, plus Walter Schneider and Hans
Strauss.
500cc dohc flat twin, 60bhp @ 9000rpm,
top speed 135mph
B Rolf Steinhausen, who ended BMW's sidecar reign in 1975, will be
at Assen on his Konig outfit with original passenger Sepp Huber.

d f,’_4
i

MV Agusta’s amazing 350 six of 1969 makes one of its extremely rare public appearances
at Assen. Developed by the Italian firm when it came under intense pressure from Yamaha
two-strokes in the 350 class, MV's “secret” prototype was tested but never raced.
Count Agusta’s men could not be accused of copying Honda in building a 24-valve
transverse six, for the Gallarate factory raced a 500cc 12-valve six in 1958 and
experimented with 16-valve fours in the Fifties.
The compact 350 was tricky to set up and FIM rules limiting cylinders and
gears killed the project. When Agusta hardware was dispersed, present owner
Lucio Castelli acquired the 350 and has had it restored by the enthusiastic Ell
equipe, who will bring a whole fleet of ex-works MVs to Assen.
349cc six, 72bhp @ 16,000rpm, top speed 155mph
B Assen will go MV mad, with John Surtees on two of his fours, Agostini on
a three and a four and Provini and
Ubbiali on a 250cc single and twin
respectively.

Years before Japanese two-

strokes reached the 350 class,

the German DKW factory
livened up mid-Fifties GPs with
its incredibly noisy and fast three-
cylinder contender, pictured here
ridden by Germany’s Siegfried
Wiinsche in 1952.

August Hobl, an original
member of the Deek team, will
give one of the air-cooled, dustbin
faired triples a rare outing at the
Assen Centennial TT. With two cylinders almost upright and the third,

central pot, facing forwards (pictured), the DKW presages Honda's
threes of 30 years later. Using conventional piston ports, the
triple pioneered the expansion chambers that became the
norm on racing two-strokes.

The beautifully engineered Deek has hydraulically
operated coupled brakes, with a double sided 210mm
drum at both front and rear, providing enough retarding

., Power to compensate for the two-stroke engine’s lack of
engine braking.

Hobl finished third in the 1956 Dutch TT. He was
also third in the world championship for the second
year running, but DKW retired from racing before the

futuristic triples could break Moto Guzzi's GP
stranglehold.
350cc, 45bhp @ 9700rpm, top speed 143mph
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THE HOTTEST INTENTION

"Obtain the top of the world"

3%

----- That's the watchword
of Japanese predecessors,
to catch up
with Europian leader.
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THE HOTTEST INTENTION

KAWASAKI

Al SAMURAI at Kawasaki factory

'69 KR2

'79 KR250

KR750,Winner of Formula 750 at Assen in '75

"Obtain the top of the world"
----- That's the watchword
A ,‘*‘]‘ of Japanese predecessors,

@ to catch up
with Europian leader.

Al SAMURAI at
Kawasaki factory
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KR750,Winner of Formula 750
at Assen in '75
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If you want it, keep an intention. .
That the way to come true your dream.
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Lhistoire de la moto au Japon

. Le Japon s'impliqua dans les courses internationales de moto
( | tout d'abord en 1959 avec la participation de Honda et de
‘-\ / ses 125 bicylindres quatre-temps RC 142 lors de la course
\\’;"AQS “Lightweight” au TT de I'lle de Man. Ces chefs-d';uvre
miniatures a double ACT étaient dotés de quatre soupapes par cylindre, ainsi
que d'une boite 6 vitesses. Sila puissance de 18,5 ch n‘avait rien
d'extraordinaire, un moteur qui prenait 14 000 tours était une nouveauté ! Qui
peut oublier le son strident de la Honda-4 pendant la saison 1960, ou celui de
la fantastique Honda-6 pilotée par Hailwood ?

Yamaha engagea des deux-temps puis, en 1959, construisit un mono a
admission par disque rotatif capable de 120 mph (192 k/mh). Leur premiére
saison compléte en GP se fit en 1964 avec Phil Read qui gagna les cing
épreuves du championnat en 250, prenant le titre de Jim Redman et Honda.
Yamaha domina le championnat en 250 apres le retrait de Honda et Suzuki en
1967. Yamaha est a ce jour I'équipe de GP la plus célebre de tous les temps.

Suzuki fut le second fabricant (aprés Honda) a remporter un titre mondial
avec la victoire d’Ernst Degner pour le premier championnat en 50, en 1962.
Puis, en 1974, la fabrication de la célébre 500 4-cylindres en carré amena Barry
Sheene au sommet de la pyramide en 1976.

Kawasaki fut en vedette tard dans les années 70, lorsqu'ils dominerent dans
les séries 250 et 350. La remarquable accélération et les impossibles angles pris
par Green Meanie furent possibles grace a I'étroit bicylindre deux-temps en
tandem, qui surclassa les Yamaha et Harley-Davidson.

L'histoire de la moto au Japon est faite davancées technologiques infernales,
dans le but de rattraper puis dépasser les constructeurs européens. Au début,
les motos japonaises furent des copies de motos anglaises, allemandes,
italiennes et américaines, mais dans les années 60 les Japonais devinrent de
grands innovateurs.

Aus der Geschichte der
|ap§n|uhm Motorrider

Beim Rennen der Lightweight-TT 1959 auf der Isle of Man

\ hatte Japan seine Premiere im internationalen
/ Motorradrennsport, als Honda mit seinen RC 142 dabei war.
5 _~" Die 125 cm“-Motoren, kleine mechanische Wunderwerke,
hatten Vierventil-Zylinderkopfe, zwei obenliegende Nockenwellen und
Sechsganggetriebe. Weniger die Hochstleistung von 28,5 PS, sondern
vielmehr die Drehzahlen bis zu 14000/min waren die Sensation. Unvergessen
sind auch die heulenden Vierzylinder der 1960er Grand Prix-Saison und
natiirlich die phantastische Sechszylinder-Honda, die Mike Hailwood 1966
gefahren hatte.

Yamaha hatte sich dem Zweitaktmotor verschrieben und schon 1959 eine
fast 200 km/h schnelle Einzylinder-Maschine mit Drehschiebereinlal® gebaut.
Als 1964 emsthaft in den Grand Prix-Sport eingesteigen wurde, gewann Phil
Read fiinf Rennen und am Ende die 250er Weltmeisterschaft vor Honda-
Werksfahrer Jim Redman. Nachdem Honda und Suzuki am Ende der 1967er
Saison ausstiegen, sollte Yamaha die Viertelliterklasse kiinftig dominieren und
sogar zur erfolgreichsten Marke aller Zeiten werden. Suzuki war nach Honda
das zweite japanische Unternehmen, das einen Weltmeistertitel verbuchen
konnte: Emst Degner gewann 1962 die erste 50 cm“-Meisterschaft. Und 1974
kam jene beriihmte 500er, deren vier Zylinder im Quadrat zueinander
angeordnet waren. Barry Sheene schaffte damit 1976 den Durchbruch.

Gegen Ende der siebziger Jahre (ibernahm Kawasaki das Kommando in der
250er und 350er Klasse. Es war wohl die bemerkenswerte Beschleunigung
und die dank des Tandem-Zweizylindermotors schmale Silhouette der
giftgriinen Renner, gegen die die schnellen Yamaha und Harley-Davidson am
Ende machtlos waren.

Die Geschichte der japanischen Motorrader ist gepragt von der einst
fanatischen Vorstellung, die europaischen Hersteller zunéchst ein- und
schlieRlich zu tiberholen. Die friihen Modelle aus dem Land der aufgehenden
Sonne mogen mitunter Ahnlichkeit zu englischen, deutschen, italienischen
und amerikanischen Motorradern gehabt haben. Doch in den sechziger
Jahren soliten Motorrader aus Japan langsam aber sicher den kiinftigen Weg
zeigen.

50

NL

De fascinerende Japanse
racehistorie

Het duurde tot 1959 voordat Japan zich in Europa met

\ motorracen begon te bemoeien. In dat jaar schreef Honda
/ de kleine 125 cc RC 142 twins in voor de races op het eiland
S Man. Echte technische meesterwerkjes met vierkleps
cilinderkoppen, dubbele bovenliggende nokkenassen en zes versnellingen.

Misschien dat het vermogen van 18,5 pk nog niet zo indrukwekkend klonk,
het toerental van 14.000 omwentelingen was dat zeker wel! En dan natuurlik
dat onvergetelijke geluid dat de Honda viercilinders maakten toen die in 1960
geOntroduceerd werden.

Yamaha was altijd verknocht aan de tweetakt en in 1959 beschikte het merk
al over een al meer dan 190 kilometer per uur snelle eencilinder met roterende
inlaat. Het eerste complete GP seizoen reed Yamaha in 1964, toen Phil Read
viff GP’s won in de 250 cc klasse en daarmee de titel van Honda rijder Jim
Redman overnam. Nadat Honda en Suzuki zich in 1967 uit de GP racerij
hadden teruggetrokken, domineerde Yamaha de 250 cc klasse.

Suzuki was het tweede Japanse merk (na Honda) dat een wereldtitel
veroverde en wel dankzij Emst Degner die de allereerste 50 cc titel won in
1962. En in 1974 bouwde Suzuki de tien maal zwaardere, roemruchte “square
four” viercilinder 500 cc waarmee Barry Sheene in 1976 kampioen werd.

Kawasaki kwam in verhouding pas laat in actie, maar in de late jaren
zeventig domineerde het merk wel de 250 en 350 cc klasse. De “Green
Meanies”, zo genoemd naar hun gifgroene kleur, beschikten over de “tandem
twin” blokken, waardoor ze beter stuurden dan de Yamaha's en Harley-
Davidsons van hun tijd.

De Japanse merken kenmerkten zich door een enorm snelle technische
ontwikkeling. Daarbij hebben ze in eerste instantie nadrukkelijk naar hun
Europese voorbeelden gekeken, maar al snel werden de Japanse merken zelf
het toonbeeld van innovatie en technische perfectie in de wegracewereld!

lapan s motorcycle history
. Japan first became involved in interational motorcycle racing
Y\ in 1959 when Honda entered a number of 125cc RC142
/«" four-stroke twins in the Isle of Man Lightweight TT. These
e Miniature masterpieces featured four-valve heads, double
overhead camshafts, and six speed gearboxes.

If a power output of 18.5bhp was nothing to write home about, an engine
that revved to 14,000 certainly was! And who could forget the sound of the
wailing Honda fours in the 1960 season or the fantastic six ridden by Hailwood
in 1966?

Yamaha were committed to the two-stroke and in 1959 they built a
120mph (192k/h) rotary valve single. The first full GP season was in 1964
when Phil Read won five rounds of the 250 championship to take the title
from Jim Redman and Honda.

Yamaha dominated the 250 world championship after Honda and Suzuki
pulled out of grand prix racing in 1967. Yamaha is the most successful GP
team of all time.

Suzuki was the second Japanese manufacturer (after Honda) to win a world
title when Emst Degner won the first ever 50cc championship in 1962. And in
1974 they made the famous square four 500 that took Barry Sheene to the
top of the title tree in 1976.

Kawasaki came to the fore in the late Seventies when they dominated the
250 and 350 classes. The Green Meanie’s remarkable accelleration and almost
impossible angles of lean, possible thanks to the narrow tandem twin two-
stroke, made up for the speed superiority of the Yamahas and two-stroke
Harley-Davidsons.

Japan’s motorcycle history demonstrates a fanatical pursuit of technology in
its attempt to catch up and then pass European manufacturers. Early Japanese
bikes may have been copies of British, German, Italian and American
motorcycles but in the Sixties, the Japanese became great innovators in their
own right.
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Bill Lomas started his racing 7

career on a Velocette single that was repaired
with a lump hammer. But the skills he learnt
riding cammy singles prepared him for the exotic
V8 Guzzi that was the star of the Fifties GP scene.

EVERY TIME | GO INTO MY BATHROOM | SEE SEVEN
Dutch TT tiles laid into the wall. These simple
mementoes of racing days at Assen were given to all
GP competitors. Every time | see them | recall the
good - and the bad - races | had at the famous track.

My first ride was in the 350 TT race in 1950 when
| was on a works Velocette as partner to Bob Foster.
The circuit was very different in those days, with
most of the slow comers lined with cobblestones.
These were not too bad in the dry, but they were
very slippery when wet. Trees lining the start-finish
straight were a big deterrent to flat-out racing, even
for the bravest riders!

52

In the race, Bob Foster got away to a good start
and | followed him, along with Les Graham on the
works AJS. The Velocette had the edge on power
and | was soon able to get away from him. But
when | took a quick look back | saw the works Nor-
ton behind me with their new star, Geoff Duke on
board.

The Velo had the legs of the Bracebridge Street
bike but it could not match the handling of the Nor-
ton. Geoff proceeded to give me a lesson in how to
race a motorcycle as he demonstrated the new
Featherbed frame and gradually disappeared into
the distance. | had to settle for third place, which

wasn't too bad for an up and coming schoolboy.
But Geoff couldn’t catch Bob, who held on to his
lead by dint of fearless riding. He went on to win
that year’s World Championship.

Reg Armstrong was at Assen with the other works
350 Velo, and also a 500. He was sponsored by
Nigel Spring, a Lincoln jam manufacturer. Reg was
offered a ride on the new four-cylinder 500cc MV
Agusta - a Gilera look-alike but with shaft drive, gird-
er fork and friction damped rear springing. Of
course, it was an offer he couldn't refuse. He told
me: “The bike is terrible, but the money is good!”

Mr Spring asked me if | would like to take over
Reg’s 500 entry, so | tried it for a few practice laps. It
felt and handled better than my 350.

The bikes were being prepared on Friday evening
for the big race the following day. Bertie Goodman,
Velocette race chief, asked me to give the 500 a run
up the road from our garage at Paterswolde to bed
the chains in. No one bothered about us riding race
bikes on public roads in those days, so | set off
towards Assen. Then | decided to open her up a bit. |

was flat out on a straight piece of road when
there was an almighty bang and the engine locked
up solid. I managed to get the clutch out and free-
wheel to a stop.

When | looked down between my legs | could see
the end of the conrod sticking out of the front of the
crankcase. Two young moped riders stopped to see
what had happened, so | asked them if they would
give me a tow back to the garage. We tied our belts
together, and off we wobbled. Thank goodness Hol-
land s so flat!

Bertie Goodman took things very well, and my
adventure became a stock Velo joke, referred to as
the most expensive chain running in exercise ever.

In those days, British factory riders usually trav-
elled together by car, staying in the cheapest hotels
we could find. Private entry riders carried their bikes
in a van or put them in a caravan. They would
unload bikes and spares in the paddock and bunk
down for the night.

Fergus Anderson didn’t think much of this. He
advised anyone who would listen to stay in a hotel
or at least a boarding house for the race period.
“How can you demand more start money when the
organisers know you are camping out in the pad-
dock?” he asked them.

British factories never had the organisational back
up of Continental factories like MV, NSU, or Gilera.
Everything we did was a bit penny pinching.

When | was racing at Assen in 1951 | had a big-
end bearing go on my 350 Velo. Bertie Good-
man had brought along a spare big-end bear-
ing, but there was no suitable press available in
the garage we were renting. The mechanics
borrowed a big lump hammer and two i3
pieces of steel girder and hammered out ,(i
the old big-end pin. Then they ham- é‘
mered in the new one and roughly
trued up the flywheels in a vice before
finishing the job between the centres
of an old lathe. The engine ran per-
fectly afterwards, but | have to ask
myself why we didn't take a spare
engine with us - or at least a spare fly-
wheel assembly.

Velocette would never spend money b
sorting out a problem if they could pos- o
sibly avoid it. | joke about it now, but
when the 350 began to break
drive side mainshafts in the
1951 season it was no
laughing matter. These
were still the same size as
the pre-war KTTs. So
what did they do? Instead
of increasing the diameter
» Boh Foster and Mk vill
Velocette pictured in 1954
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gle to Guzzi

A Goeff Duke gave Bill Lomas a racing lesson

by about 25%, the made it 0.035in bigger and
ground out the main bearing by the same amount.
But they never broke another mainshaft!

If the British factory teams were run on a shoe-
string budget, the privateers were even less well off.

The ingenuity they showed getting bikes ready for
the track never ceased to amaze me.

Continental factories went about things in a
much more professional way. NSU works riders had
a spare engine for each bike, complete with carbu-
rettor and a ticket tied to it listing bhp figures and
carburettor jet sizes. Moto Guzzi had six or seven P



Lomas leaps Ballaugh
Bridge in the 1954 TT

<1350cc race bikes ready to ride for their three rid-
ers. And every one had been track tested at Monza.

I rode for Velocette, AJS, Benelli, MV Agusta and
of course Moto Guzzi. In 1956 | rode a 350 Guzzi in
the GP race at Assen, and took the V8 out for the
500 race.

There were two V8s available. One had a fully
streamlined fairing, while the other had a dolphin
type, which was much better suited to the Assen cir-
cuit. My teammate, Ken Kavanagh didn’t fancy rid-
ing the fully streamlined bike. It didn’t bother me
which one I rode, 5o | ended up with it.

I found that the 500cc V8 was easier to ride than
the single cylinder 350. Once the suspension had
been set up to suit me it was beautiful to ride and
there was always as much power as | needed. The
V8 had a six-speed gearbox and would rev to an
unbelievable 12,000rpm. Maximum speed at Assen
would be about 160mph (256kph) but with gear-
ing for the Belgium GP at Spa it would run up to
12,500rpm and 182mph (291kph). The same gear-
ing was used when | made the world standing start
10km record in 1957 when | was timed over the last
kilometre at 178mph (284kph).

Kavanagh managed to qualify on the dolphin V8
amongst the private riders. After several tries at get-
ting the carburation right, including changing the
float chamber height, | managed to put my V8 into
pole position.

But when the mechanics checked it over later
they found that two of the big-end bearings had
broken up. There was no spare engine and no possi-
bility of a repair in time for the following day’s races.
We could have taken the engine out of Kavanagh's
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bike, but | felt that it would not be fair to do this.
Instead, | settled for one of the 500cc singles.

But my luck didn’t change. The single packed up
after a few laps with a flooding float chamber. The
Moto Guzzi team was a bit downhearted because
Kavanagh only did a few laps before the other V8
packed in.

| have raced with many of the world’s greatest
riders, including Geoff Duke, John Surtees, Wemner
Hass, Liberto Liberati, Bob Foster, Artie Bell, Harold
Daniell, Luigi Taveri and so many more. But there
are two who | would particularly like to mention.

Walter Zeller became a good friend when | was
with NSU. He spoke perfect English, and would help
me to translate my ideas to the German mechanics.

The last time | saw him was at a classic meeting at
Hockenheim. After a few drinks Franta Stazni and
my old friend Cecil Stanford joined us. This turned
into a musical evening, with the four of us singing
our hearts out into the early hours of the morning
with an appreciative audience helping us with the
chorus of our songs.

Walter was just one of the lads. No one would
have guessed that he was one of the wealthiest men
in Germany.

He rode a difficult handling bike exceptionally
well, on any circuit whatever the conditions. | told
him that if he ever rode a machine that really han-
dled, instead of his BMW, he would have been a
world champion.

My other good friend is Tarquinio Provini. Every
time | raced against him, or saw him race, | knew |
was watching something special. And like Walter, he
was 50 easy going with everyone he met.

But on a motorcycle, he became another person.
| remember in the 1955 Isle of Man TT 125cc race
on the dangerous Clipse course he tried to go
around the outside of me on a downhill right hand
comer. | didn’t back off, and the last | saw of him
was his bike disappearing over the bank into a
field. When | came around next time, there
he was, waving and smiling as if nothing 4
had happened. His world championship
wins, sometimes achieved on inferior bikes,
will long be remembered.

As will his true sportsmanship. Who will
ever forget his epic battle at Monza when he
won on a 250 Morini single against the might of

Reg Armstrong took over the 500
MV for the 1950 Dutch TT

A Walter Zeller could
have been world
champion but was
handicapped by BMW
handling, says Lomas

< Liberto Liberati and
Moto Guzzi in 1955

The Guzzi U8 would reach 160mph at Assen

the fabulous Honda four?

| rate the Dutch GP tops for the number of spec-
tators it attracted, and their enthusiasm. The races
were short enough so that refuelling wasn't neces-
sary, the two days of practice were as interesting to
the riders and spectators as the race, and the weath-
er was usually fine - even if the wind blew sandy soil
onto the circuit, making it a bit slippery. On modem
tyres this would not be a problem. But today’s GP
stars wouldn’t ride round the paddock on the tyres
we used to race on! >




Van eencilinder Velo
tot Guzzi V8

“Mijn eerste TT race in Assen was in

| de 350 cc Klasse in 1950 op een
/ Velocette” herinnert wereldkam-

™ pioen Bill Lomas zich. “De meeste
langzame bochten waren geplaveid met kinderkop-
jes en langs het rechte eind bij de start was het par-
cours omzoomd door bomen. Ik en mijn
teamgenoot Bob Foster, hadden een goede start en
als snel lieten we Les Graham op de fabrieks-AJS
achter ons. Maar Geoff Duke leerde me een lesje
door me te laten zien hoe je écht hard kon gaan op
een motor, in dit geval de Norton met het nieuwe
Featherbed frame. Tk moest met een derde plaats
genoegen nemen, terwijl Geoff tweede werd achter
Bob die die dag geen angst leek te kennen!”.

“In 1956 reed ik met een 350 cc Guzzi in Assen,
terwijlikin de 500 cc met de zes- versnellings V8 zou
gaan rijden. De V8 was makkelijk te rijden en er was
altiid meer dan genoeg vermogen beschikbaar. Na
de training had ik de pole-position veroverd, maar
de monteurs ontdekten jammer genoeg wel dat
twee big-end lagers het daarbij hadden begeven”.
“Ik heb tegen alle grote wereldsterren gereden,
maar daar ztten twee rijders bij die ik graag in het
bijzonder zou willen noemen. De eerste daarvan is
Walter Zeller, die een moeilijk te sturen machine op
eigenlijk ieder circuit heel knap wist te temmen,
ongeacht de condities. Daarom heb ik hem ook
gezegd dat wanneer hij een andere motor dan de
BMW had gereden, hij zeker wereldkampioen zou
zijn geworden. Mijn andere goede vriend is Tar-
quino Provini, Wanneer je Provini zag racen, dag
zag je iets heel speciaals. Wie kan bijvoorbeeld ooit
het legendarische duel vergeten in Monza, waar hij
met de Morini 250 eencilinder wist te winnen van
de machtige Honda viercilinders?”.

D’un mono Velo a
une Guzzi V8

Ma premiére expérience a Assen

| futla course du TT 350 en 1950
/ surune Velocette. La plupart des
" virages lents étaient alors recouverts

de cailloux et des arbres étaient alignés le long de
la ligne droite d'arrivée. Mon coéquipier, Bob
Foster et moi, avions fait un bon début et nous
laissames bient6t Les Graham derrigre sur son AJS
d'usine. Seul Geoff Duke tint a me donner une
legon de pilotage, d'autant qu'il étrennait le
nouveau cadre Norton Featherbed. Je terminai en
troisiéme position mais Geoff ne fut pas en mesure
de rattraper Bob, qui gardait la téte grace a un
pilotage intrépide.

En 1956, je pilotais une 350 Guzzi au GP de
Hollande et j'ai utilisé la V8 a six vitesses pour la
course des 500. La V8 était facile a piloter et je
disposais toujours de la puissance nécessaire. La
vitesse maximale a Assen était d’environ 160 mph
(256 km/h) a 12 000 tr/mn. J‘avais obtenu la pole
position aux essais, mais lorsque les mécaniciens la
controlerent, ils trouverent deux roulements cassés.

Jai fait des courses contre beaucoup d'excellents
pilotes, mais il y en a deux que j'aimerais
mentionner en particulier. Walter Zeller pilotait a
merveille une moto difficile sur n'importe quel
circuit, quelles que soient les conditions. Je me
rappelle lui avoir dit que s'il pilotait une machine
plus maniable que sa BMW il aurait pu étre
champion du monde. Mon autre bon copain était

Tarquinio Provini. Quand je le vis en course jai su
que je regardais quelque chose de particulier. Qui a
oublié sa bataille épique a Monza, lorsqu'il
I'emporta sur un mono Morini 250 contre la
puissante Honda Four?

Vom Velocette-
Einzylinder bis zur
V 8-Guzzi

= “Zum ersten Mal war ich 1950 bei

der Dutch TT in Assen, mit einer

i / 350er Velocette. Die meisten der
‘\—/engen Kurven waren noch mit

Kopfsteinen gepflastert, und die ganze Start/Ziel-
Gerade entlang standen Baume rechts und links”,
erinnert sich Weltmeister Bill Lomas.

“Mein Stallgefdhrte Bob Foster und ich kamen
gut vom Start weg und schiittelten den AJS-
Werksfahrer Leslie Graham schnell ab. Geoff Duke
aber erteilte mir mit der neuen Federbett-Norton
eine Lektion, mehr als Platz drei war fiir mich nicht
drin. Doch den furchtlos fahrenden Bob Foster
konnte er nicht einholen. 1956 fuhr ich in der
350er und 500er Klasse jeweils eine Guzzi, das
Halbliter-Modell mit dem sagenhaften V-
Achtzylinder und Sechsganggetriebe. Es war leicht
2u fahren und hatte Leistung im UberfluR, die
Héchstgeschwindigkeit lag bei gut 250 km/h,
entsprechend 12000/min. s reichte fiir Startplatz
eins, doch als nach dem Training der Motor
durchgesehen wurde, entdeckten die Mechaniker
2wei defekte Pleuellager.”

Bill Lomas fuhr gegen viele der ganz GrofRen im
Motorradrennsport, wobei ihm zwei ganz
besonders in Erinnerung geblieben sind. “Walter
Zeller war trotz eines schwierig zu fahrenden
Motorrades auf jeder Strecke und unter allen
Bedingungen immer ganz vorn mit dabei. Hatte er,
50 sagte ich ihm einmal, anstatt der BMW ein
Motorrad gefahren, das problemlos zu fahren
gewesen ware, hatte er Weltmeister werden
kénnen. Und dann wire da noch Tarquinio Provini.
Ihn fahren zu sehen war eine Augenweide.
Niemand wird seinen Auftritt damals in Monza
vergessen, wo er mit der 250er Einzylinder-Morini
die machtige Vierzylinder-Honda niederrang.”

Ernct Hiller
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Racmg

From the beginning, winners went faster, rode
harder, comered quicker, braked later and
stamped unmistakable authority on the sport.
But in the Sixties engines overtook chassis
technology and riders raced on a knife-edge

FOR YEARS, GP WINNERS CONDUCTED THEIR
racing with an air of casual diffidence (I've got a
works bike, so what?) and not always for worthwhile
financial reward. Journalists couched their reports in
stiff-upper-lip phraseology. Not any more.

Racing today is much ado about rocket ship pro-
jectiles, colour and razzmatazz vying with the per-
sonality cult to obscure real issues. Sensational
quotes rank high above analysis and mega-buck
deals dazzle the audience into jaw-sagging awe.
Judging by the adulation lavished on today’s riders’
flamboyant cornering techniques, you might think
they are credited with rewriting the laws of physics.
But none of the fundamentals of racing have really
changed.

Today’s heroes are beneficiaries of advanced
technology which they exploit to the limit. Winners
define in milliseconds the knife-edge periphery that
separates control from the point of no return.

Knife-edge could also describe the tyres on which
the Sixties winners performed. Pushing the single
compound tyres to extremes they scrubbed off
speed by drifting. They approached the corner on a
wide line then initiated the drift towards the apex by
judicious deployment of back brake and a modicum

of opposite lock. With the engine pulling against the
brake, the back wheel didn’t lock but the machine
arrived at the apex in the perfect position for an
ultra-fast exit. Riders and at least some of the chassis
tuners knew a thing or two about machine balance,
which never did become the subject for leamed the-
ses. Rear wheel steering was invented earlier than
some people like to think.

Over the last few years, engine, chassis, suspen-
sion and tyre advances have kept roughly in step. By
contrast, the first Japanese invasion (1961-1968)
saw engine technology steaming ahead while the
other essentials stagnated. If any one machine typi-
fied the preoccupation with horsepower (and the
hell with the harnessing methods) it was Honda’s
500cc four. Introduced in 1966 as a belated attempt
to put Honda on the 500 Championship pinnacle,
the 100bhp beast was a step backwards from the
highly successful sixes used in the 250-350 classes.
Its impossible to say exactly why the Honda bosses
went to the trouble of producing the four. Perhaps
they were bored with winning.

Anyway the 500 provided some dire entertain-
ment with a 165mph turn of speed and inverse-pro-
portion handling that degenerated into a plethora
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of lurches as the pace increased. Despite the prob-
lems, not least feeding horsepower to tarmac
through a small rubber footprint, Mike Hailwood
won three GPs (from six starts) in 1966 and five in
1967 when he came close to snatching the title
from Giacomo Agostini on the MV.

In addition to 500 racing, Hailwood rode the 250
and 297cc sixes to 1966-67 double doubles, as well
as having a few outings on the remarkable 125-5.
There was precious little time for relaxation, espe-
cially as most circuits consisted of long, bumpy, and
therefore dangerous natural roads that brought the
worst ‘throttle works both ways’ banalities spilling
from officialdom’s stiff upper lips.

Aday’s work at Assen - then a natural Dutch road
complete with dykes - meant something like 250
racing miles, often in the rain. Races didn’t stop to
enable riders to fit wet weather tyres - because there
were none.

In one of those matches made in heaven, Hail-
wood in full flow on a Honda-6 presented an unfor-
gettable sight. Never one to be lightly accused of
being the most tidy of riders, Mike on the six was the
bike, tucking in with the best, toeing the tarmac like
none other. But attempts to analyse Hailwood's rac
ing invariably foundered on the man’s propensity
for irreverence, which precluded the profound cri-
tique to the level of: “There’s the bike, the circuit, the
checkered flag”.

Honda's trick of adding cylinders (the 250 twin
became a four, then a six) reached the ultimate of
precision engineering with the five-cylinder/125,

R

ona knife-ed

devised to counter Suzuki and Yamaha two-strokes.
With a bore and stroke of 33 x 29.2mm (1.3 x 1.15
inches!), 30bhp, 20 valves, eight gears and a 20,000
rpm capability, the 125-5 lined up 2/, 50cc twins
across the frame. Engine characteristics were such
that a change in barometric pressure would send
carburation haywire, and exceptional ability was
required to keep the engine on the boil. Even the
brilliance of Luigi Taveri was hard put to defeat
Yamaha's two-stroke in 1966.

Racing a factory two-stroke was definitely an

acquired art; a matter of an eye on the tach and a
toe ever ready to match gearing to the skinny
power band. One-two-fives usually managed with
nine or ten ratios, but the miniature 50s escalated
the number to 14. Just imagine approaching a bot-
tom gear corner in top - the riders presumably had
computers in their heads.

Riders of modest physical stature - Taveri, Ralph
Bryans, and Hans Georg Anscheidt - were no lesser
giants than the 500 exponents in the eyes of many
spectators. Though at 5ft 9in and 11 stone, New

Frank P ervic

Zealander Hugh Anderson defied microbike con-
vention by winning two 50cc championships.

In spite of disc rotary valve and pressure wave
sophistication and highly impressive
horsepower/litre returns, two-strokes remained
somewhat marocned in the experimental warp.
Engines were still prone to seizing, effective power
bands could be counted in three figures, and most
of the development concentrated on 40 x 40mm
(or thereabouts) cylinder size. Received knowledge
clearly indicated the wisdom of steering a wide
course round the 500s, so the Japanese channeled
their exotica talents into 250cc engineering.

Suzuki engineers got the jump on Yamaha by
producing a 250-4 in 1963 though they probably
wished they hadn’t. The square-four engine consist-
ed of two counter-rotating water-cooled 125s
geared together, which seem eminently sensible
considering the success of the earlier air-cooled
twin. Not so good, because Suzuki’s engineers »
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A Jack Ahern’s helmet after TT practice, loM 1965

< effectively doubled engine weight and made a
complete hash of the bike’s balance.

Unlike Honda, Suzuki found doubling-up an infal-
lible formula for diminishing retums. So the only
result from two seasons (1964 and 1965) was a
third by Frank Perris in the 1965 TT. By a trick of per-
spective, the Suzuki didn't look excessively over-
weight and oversized when pitted against other
250s. In reality it was the ultimate camel; the weird
weight distribution causing the front wheel to step
out without warning. And when it wasn't crashing
through wayward navigation, the engine was seiz-
ing with the same end result.

Although extensively modified for 1965, the
machine retained its reputation for giving riders
nasty surprises. Reputedly the most powerful 250 in
the business, the engine delivered 55bhp at
12,500rpm, made everything happen between
nine-five and ten-thousand and suffered chronic
magneto unreliability. This package of potential evil
ran or wobbled on 2.75 x 18 front and 3.00 x 18in
rear tyres.

What with the carburettor settings being
extremely critical, the Suzukis were tricky to ride to
say the least - tricky being an appropriate period
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Luigi Taveri, 13,500rpm Honda 50, 1964

understatement. Jack Ahearn, the 40-year-old veter-
an Australian, was more forthright. “Whispering
Death” Jack called it. Nobody demurred.

In 1965, Yamaha started getting the 250 two-
stroke equation right, not without a crisis or two
along the way. Yamaha's designers arranged the
cylinders in a 60-degree vee formation with the
lower bank lying near horizontal and higher than
seemed advisable. Power output was initially 66bhp
at 44,000rpm growing to 73bhp in 1967. For
horsepower read brute power that arrived with a
bang when hitting the power band. The engine
presented a picture of mind-numbing complexity
and immense bulk accentuated by the huge clutch.
The frame appeared to be an afterthought.

Altogether the Yamaha components formed a
recipe for everything riders hated - evil handling dis-
tracting attention from a temperamental engine.
Fortunately, Phil Read was on hand to sort out the

problems. Read had won the 1964 and 1965 cham-
pionships on RD56 air cooled twins and developed
an appetite for victory that rendered plaudits irrele-
vant. It was dogma that would earn him a zero pop-
ularity rating in 1968.

Not unexpectedly, Read spent 1966 chasing

mended improvements. These were in place for ‘67
when Read pushed Hailwood to the wire, eaming
equal points but losing on a number of wins, When
it came down to practicalities, the more sorted six
had beaten the marginally faster four. Yamaha
gained some consolation through Bill lvy winning
the 125 championship on a scaled-down V4.

In 1968 Honda and Suzuki were gone, and Read
engaged Ivy in an all-out 125-250 war of question-
able ethics. Yamaha had supposedly awarded Read
the 125 title and Ivy the 250, but Read grabbed
both because winning was more important than
the fair shares principle and, after all, he was obey-
ing FIM edicts. “There are no team orders or facto-
ries favourites in our championships,” intoned the
pious voices in the background.

Read, anti-hero incarnate in the fans’ estimation,
finished up winning seven world championships
and 52 GPs, but the record meant nothing to the
compilers of those fatuous “All Time Greats' lists. Nor
could Read be accurately described as a riders' rider,
more likely a rider other riders hate knowing they
have to beat. Rest assured there is one of those
around today. In 1971 when Yamaha returned to
the GPs with a team mounted on 250cc production
racers, they pointedly left Read out of the reckoning.
So “Speedy” bought a private Yam to beat the fac-

Duff (Yamaha) leads Anderson (Suzuld) in the 1965 loM TT 125¢¢ race

Honda-6 shadows and compiling a book of recom-  tory supported riders and win the championship.

Then-and-now parallels are not difficult to find.
Check out Jim Redman and Mick Doohan. Like
Doohan, backslapping and idle chatter were against
Redman’s GP nature. Redman was no journalistic
tool, so his six world championships were largely
unrecognised and unappreciated. His six-year
Honda service was a model of loyalty, discretion and
mutual respect. On the other hand, cynics might
say that Honda paid the most money. Some things
never change. >

Hvé}’\ Anderson

Jim Redman wins the 350 Dutch TT in 1964




Racen op het scherp
van de snede

Door de mateloze bewondering

\ die vandaag de dag getoond
\ / wordt voor de bochtentechniek
p S ESET // van wegracers, likt het soms alsof
voor deze coureurs de wetten van de
2zwaartekracht niet meer gelden. Maar in
werkelijkheid is er aan de principes van het racen
niets veranderd. De GP kampioenen uit de zestiger
jaren reden op smalle “peer” banden, waarvan ze
de mogelijkheden tot het uiterste gebruikten,
onder meer door snelheid te verliezen door te
driften in de bochten. Ze sneden de bocht in een
wijde lijn aan en zette de drift (het “glijiden” van de
band) in door op de apex van de bocht de
achterrem krachtig te gebruiken en tegelijkertijd
iets tegen te sturen. Omdat de motor tegen de
achterrem introk, blokkeerde het achterwiel niet en
de machine kwam in een perfecte positie terecht
om weer ultra-snel de bocht uit te accelereren.
Coureurs en enkele framebouwers wisten echt wel
waar ze over spraken als het om een goed
sturende fiets ging en ook het “rear wheel
steering” is eerder uitgevonden dan veel mensen
denken.

De eerste Japanse invasie (1961-1968) bracht
een enorme vooruitgang in de motortechniek,
maar de andere basisgegevens, zoals het frame,
bleven daarbij achter. Wanneer er EEn motor was
waarbij het duidelijk werd dat pk’s alles waren en
de rest een bijzaak, dan was dat wel de Honda 500
viercilinder. De machine verscheen in 1966 op de
circuits om Honda's positie in de 500 cc klasse
duidelijk te maken, maar het 100 pk sterke
monster was een stap terug vergeleken met de
uiterst succesvolle 250 en 350 zescilinders. Mike
Hailwood op volle snelheid met de Honda-6
betekende een onvergetelijke ervaring. Mike was
helemaal een met die motor, zoals hij achter de
stroomlijn gedoken zat, subtiel met de laarzen
schurend langs het asfalt. Helemaal het beeld van
werkelijk racen op het scherp van de snede.
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La course sur le fil
du rasoir
2 En voyant |'adulation que I'on

porte aux flamboyantes
/ techniques de trajectoires des

\\,,__/1 pilotes d'aujourd’hui, vous pourriez

penser qu'ils ont en quelque sorte réécrit les lois
physiques. Pourtant, aucune des bases de la course
motocycliste n'a rééllement changé.

Les champions de GP des années 60 réalisaient
des performances sur des pneus a peu prés aussi
larges que des fils de rasoir, qu'ils poussaient dans
leurs demniers retranchements, jouant déja avec la
glisse. La technique consistait a approcher le virage
par I'extérieur et de viser le point de corde en
glisse, en utilisant de maniére judicieuse le frein
arriere. Avec le frein-moteur, la roue arriére ne
bloquait pas, mais la machine arrivait au point de
corde dans une position parfaite pour une sortie
ultra-rapide. Les pilotes, et par la suite quelques
préparateurs, en connaissaient déja un rayon sur
cette technique. La technique de controle de la
glisse de la roue arriere fut inventée plus tot que ce
que I'on croit communément.

La premiére invasion japonaise (1961-1968)
s'est accompagnée d'une progression spectaculaire
des performances-moteur. Si une machine devait
symboliser cette préoccupation de puissance, ce
serait la Honda 500-4. Introduite en 1966 pour
permettre a Honda d’emporter le championnat du
monde en 500, la bite de 100 ch fut moins
couronnée de succes que les si célebres 250 et 350
Honda-6.

Hailwood, en pleine gloire de la Honda-6, nous
montrait un spectacle inoubliable. Faisant
réellement corps et ,me avec sa moto, Mike sur la
6" était la moto, se retrouvant avec les meilleurs,
se jouant de tous les pieges de la piste. Il roulait
exactement comme sur le fil du rasoir !

A
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Im Grenzbereich

D

So wie die heutigen Rennfahrer
\ um deren Schraglagen
! bewundert werden kénnte man

e 5 2 _~~ meinen, sie hatten die Gesetze der

Physik neu geschrieben. Doch in Wirklichkeit hat
sich an den Grundziigen des Motorradrennsports
nichts gedndert.

Die Stars der sechziger Jahre fuhren auf
schmalen Reifen, die extrem beansprucht wurden.
Damals wurde namlich schon gedriftet: Die Kurven
wurden weit aulen angefahren und dann mit
gefiihivoll betétigter Hinterradbremse und
gleichzeitig etwas Gegenlenken die Maschine
angestellt und der Scheitelpunkt der Kurve
anvisiert. Das Hinterrad wurde dabei standig unter
Last gehalten und Blockieren somit vermieden. Am
Scheitelpunkt war das Motorrad dann in bester
Position, um schnell beschleunigen zu kénnen.
Fahrer und zumindest einige der Fahrgestell-
Spezialisten wuBten damals schon tiber die
Abstimmung Bescheid. Die Maschine durch
Anstellen des Hinterrades zu lenken ist also keine
Spezialitat derzeitiger Grand Prix-Fahrer.

Wahrend der ersten Japanischen Invasion (1961
- 1968) machte die Motorenentwicklung
Riesenschritte, doch der Fortschritt beim Rest der
Rennmaschine stagnierte. Wenn es ein Motorrad
gab, dessen Motor zwar vor Kraft strotzte, die
Maschine aber kaum laufen konnte, dann war das
die 500er Vierzylinder-Honda. Sie kam 1966 fiir
den spéten Versuch, auch noch in der
Halbliterklasse die Weltmeisterschaft einzufahren.
Doch das 100 PS-Monster war im Vergleich zu den
erfolgreichen Sechszylinder-Modellen der 250er-
und 350er-Klasse ein Rickschritt.

Hailwood langliegend und mit Vollgas auf einer
Sechszylinder-Honda war ein unvergeRlicher
Augenblick. Kaum ein anderer fuhr so prazise, und
er und diese Honda setzten den MaRstab:
Hailwood fuhr im Grenzbereich, auf jeder
Rennstrecke.
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It is an honor for ROAD RACING EXPRESS to
be chosen as the official travel agency for the
Stichting Centennial Classic TT Assen. If we
can be of service to them, we can do it also for
you. Think of going to Road Race events in
any part of the world, think of
ROAD RACING EXPRESS.

\ J &,

Isle of Man 1999

Ferry Crossings / Bootovertochten

Hotelaccomodation / Hotelaccomodatie

Entrance Tickets | Kaartverkoop F1 G.P., Superbike, Motor G.P.
Coach Trips / Busreizen F1 G.P., Superbike, Motor G.P.
Airplane Trips / Vliegreizen Motor G.P.

Super Cross Bercy

Het is een eer voor ROAD RACING
EXPRESS te zijn gekozen als officieel
reisbureau voor de Stichting Centennial
Classic TT Assen. Zoals wij onze service
verlenen aan hen, zo kunnen wij het ook
voor u doen. Denk voor het bezoeken van
een Weg Race evenement in elk deel van
de wereld aan ROAD RACING EXPRESS.

Information / Informatie
P.O. Box 611, 7000 AP DOETINCHEM-
THE NETHERLANDS

Monday till Friday from 09.00 till 17.00 hour.
Phone: 0031 (0) 314 32 51 31/

Fax: 0031 (0) 314 33 32 30

e mail: roadraex@ euronet.nl

Ask for our Free Brochure | Vraag onze Gratis Folder




DSu

The Seventm was the decade of the Superbike
and the Superstar. But in the battle for grand
prix supremacy it was rubber technology that
helped decide who would be champion. Let’s look
at 1978, a vintage year if ever there was one

“THE KINGS ARE OVERTHROWN. LONG LIVE THE
kings!” Race fans didn't actually acclaim their 1978
champions in so many words, but if they had, it
would have been perfect.

After 16 years, the 1978 season set a precedent -
not since the FIM world championship series had
expanded in 1962 to six capacity classes had the

Franco Uncin, 78 Dteh TT

incumbents been ousted en bloc without at least
one having been a champion in previous years.

But in 1978 the shake out was complete. Down
went Barry Sheene (500cc), Takazumi Katayama
(350), Mario Lega (250), Paolo Bianchi (125), Ange-
lo Nieto (50) and George O'Dell (sidecar). In came
Kenny Roberts, Kork Ballington (350 and 250),
Eugenio Lazzarini, Ricardo Tormo and Rolph Biland.

Racers from over oceans wide had a great year,
with Roberts (USA) and Ballington (South Africa)
between them collecting three top titles. Never
before had the 250, 350 and 500 crowns slipped
through European hands in a single season - and the
500 class had only once escaped from local domina-
tion when Rhodesian Garry Hocking did the trick
backin 1961.

It wasn't far off from three names from overseas
on the champions’ list. Aussie Greg Hansford could
have made it with a little help from his Kawasaki
bosses. If they had indicated a preference for who
would win the 250 and 350 titles late in the season,

| then it could have been one for South Africa and

Takazumi Katayama (500 Yamaha) went out with gearbox problems
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Roberts (1) and Sheene swapped the lead dozens
 of times at the Dutch TT

one for Australia. But the Japanese showed no stom-
ach for interfering in European GP affairs by giving
team orders. Maybe Oriental sporting instincts were
wedded to the "May the best man win’ principle. Or
could it be that losers were not tolerated?

In any case, Hansford narrowly failed in his title
bid that he kept alive until the final round in
Yugoslavia, where he won the race but lost the
championship. Ballington knew that a third place
was good enough for him. Kork took the title, and
Greg had to be content with “two’ in Kawasaki’s
one-two romp.

The British crew of Kawasaki-UK had held up well
in 1978, successfully getting around the shortage of
spares that threatened disaster and hitting it off nice-
ly with new recruit Ballington. In contrast, happy
relationships  with long serving Mick Grant
appeared to deteriorate in direct proportion to the
Yorkshireman's troubles.

The Greg Hansford/Kawasaki-UK team won four

250 GPs, matching Ballington’s victories. So the end
result hung on which rider adapted better to the
proportion of circuits that suited their contrasting
styles: Ballington’s unobtrusiveness, Hansford's knee
dragging all action. Both riders knew their strengths
- as Ballington said after taking a quick look at Swe-
den’s GP Kariskoga circuit: “This one’s for Greg. I'm
going to finish second!”

The 50, 125 and sidecar championships, not sur-
prisingly, remained in European hands. After all, the
tiddler classes were almost the exclusive domain of
European riders and manufacturers. As for sidecars,
no outsiders had remotely challenged European
technical superiority, or matched the sheer damned
competitiveness of the crews. To Rolph Biland of
Switzerland and crewman Ken Williams fell the privi-
ege of collecting the sidecar championship and the
notoriety for introducing the BEO.

Effectively a three-wheeled car, the BEO sparked a
near-revolt in the sidecar ranks. The FIM was pro-

pelled into post-season reactionary panic that
would ban the BEO in 1979, render illegal car-type
steering and suspension, and cost constructors and
racers thousands of pounds/qguilders/marks to scrap
their technically advanced devices and build new -
albeit old fashioned - outfits to FIM orders.

When Roberts won the 500 crown, there were
those so blinded by his brilliance to believe it had
been a push over. All the boy had to do was sit,
point and squirt. But there was a lot of good old
honest graft in the quest for victory.

Relaxing in the Nurburgring sunshine after the
German GP, Roberts cheerfully admitted he’d made
a 12-month error in his pre-season calculations. He
thought his first GP year would be spent gaining
experience before launching his championship-win-
ning attack in 1979. But his “Gamble on tyres and
things” strategy turned up trumps when they could
have easily gone adrift. Where Roberts felt the pres-
sure was during the rush to adapt to the greatly »

perbikes and superstars

Johnny Cecotto wins the 500 laurels
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| Biland and Williams, BEO
<] varying circuits and conditions.

Not that he had any trouble learning the circuits
in the available time; it was the lack of tyre testing
time that he found disturbing. In America, he could
tyre-test for a whole week on a hired circuit before a
race. But in Europe, the right (and sometimes
wrong) selection had to be made during brief prac-
tice and qualifying sessions shared with a whole

mob of competitors scratching for grid positions.
Goodyear, Robert’s major sponsor, offered their
services exclusively to the American. Special com-
pound tyres could be delivered to circuits in less
than two weeks from the request being made.
Roberts was not only the first American to win a
classic world championship (as distinct from Formu-
la 750) but he introduced new GP tactics to the

e

e

European scene. Before Roberts, the ‘correct’ way to
win was to adopt a stalk-and pounce strategy as per-
fected by Sheene. Properly executed, the win-from-
behind ploy produces a cliff-hanger of a finish for
the spectators’ delight, a bout of depression for the
second placer, and soaring prestige for the victor.
Through most of the race distance, the winner elect
would dog the wheel tracks of his victim, diminish-

ing the opposition’s confidence with regular sights
of his front wheel, then thundering into a last-lap
lead at the least likely spot.

Roberts, however, was having no truck with
Europe’s unwritten rules. Instead, he won by the
American method, which was the only way of win-
ning he knew. Namely, to hammer out ahead from
the moment the flag dropped and keep on going to
the finish. Before the shaken GP regulars knew what
hit them, Roberts had built up a near commanding
lead in the championship. And then came the
DutchTT.

The Dutch staged by far the best 500cc race of
the year when all the essentials clicked together with
perfect timing. All the leading contenders hit top
form, the race had five different leaders and four
likely winners, and the strategy was a nice mix of
stalk-and-pounce and eyeballs-out. From the start,
everybody gave fair notice that nobody was going
to get clean away. Fast-starter Wil Hartog led off
hounded by everyone in general, and Sheene and
Roberts in particular.

When Hartog disappeared brakeless up a slip
road, the works riders took over in a big way,
putting on a super lead swapping display. There was
no way of computing how many ways the number
one spot changed hands, but neither riders could
outpace or outfox the other. Thus they discovered a
mutual dislike for running in front by inches, though
they had to race that way. Sometimes one would
take the lead, hoping to get clean away. At other
times, the rider running second would be propelled
to the front at the instigation of his opponent.

In time, Katayama (Yamaha) discovered reserves
of speed and energy to intervene on the

Sheene/Roberts dispute. Successfully, too, because
the Kat flew through into a healthy looking lead - by
that day’s standards. But Sheene and Roberts soon
put the race back into the familiar close-up forma-
tion. And then there were four: slow-starter Johnny
Cecotto (Yamaha) put on the pressure and set up
his passing points.

Towards the end, Katayama faded with gearbox
problems and Sheene slipped back with an ungrip-
py rear tyre. Then Cecotto pounced with two laps to
go, leaving Roberts with it all to do over the last
7.78km tour. But Robert’s record breaking
(156.618km/h lap) fling failed by half a wheel and
0.2 of asecond. If only all GPs were like that. >

0

A Ricardo Tormo and 50cc Bultaco
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Wereldmachines en
wereldsterren

- De zeventiger jaren waren het
) decennium van de supersterren

) met hun machines. 1978 was
\_,,J/daarbij een heel bijzonder jaar. In
alles zes klassen waren er nieuwe kampioenen,
waarvan er niet één eerder wereldkampioen was
geworden. Gevestigde namen als die van Sheene
(500), Katayama (350), Lega (250), Bianchi (125),
Nieto (50) en O'Dell (zijspannen) moesten het veld
ruimen voor die van Roberts, Ballington (350 en
250), Lazzarini, Tormo en Biland.

De spannendste Grand Prix van het jaar vond
plaats op Assen in de 500 cc. Eigenlijk het hele veld
stak in topvorm, vijf maal wisselde de koppositie en
de hele tactiek was er simpelweg een van zo hard
mogelijk gaan! Wil Hartog nam de kop, direct door
het hele veld achtervolgd en door Sheene en
Roberts in het bijzonder. Nadat “De Witte Reus”
Zich verremde en rechtdoor ging, namen de
fabrieksrijders over. Hoewel er aan de kop
voortdurend stuivertje werd gewisseld, was er geen
coureur die de leiding lang in handen kon blijven
houden.

Maar toen was het Katayama (Yamaha) die op
de een of andere manier reserves ontdekte om de
fel duellerende Sheene en Roberts te passeren. De
“Kat” leek een beslissende voorspong te nemen,
althans naar de maatstaven in die dagen, maar
Sheene en Roberts vochten zich toch terug en
kregen weer aansluiting. Maar nu was het weer de
slecht gestartte Johnny Cecotto (Yamaha) die druk
op de ketel zette en aan een inhaalrace begon.

Tegen het einde van de wedstrijd viel Katayama
uit met versnellingsbakproblemen, terwijl Sheene
de kopgroep moest laten gaan vanwege een totaal
versleten achterband. Cecotto ging, met nog maar
twee ronden te gaan, onderuit en nu was het
alleen nog Roberts die de laatste ronde van 7,78
kilometer lengte indook. Het leek er zelfs op dat
“King” Kenny nu een absoluut baanrecord
(156,618 kilometer gemiddeld) zou gaan
neerzetten, maar daarvoor kwam hij net een halve
wiellengte, ofwel 0,2 seconde tekort. Als alle GP's
nu maar zo spannend zouden zijn!

Super-motos et
Superstars

six catégories ont connu de nouveaux

champions jamais encore titrés auparavant: Sheene

(en 500), Katayama (en 350), Lega (en 250),
Bianchi (en 125), Nieto (en 50) et O'Dell (en side-
car), puis vint |'ére des Roberts, Ballington (en 350
et 250), Lazzarini, Tormo et Biland.

Le “Dutch TT" fut cette année-la la course la plus

disputée en 500. Les pilotes de pointe étaient au
“top” de leur forme, la course connut cing
différent leaders et bien des rebondissements! Wil
Hartog mena, chassé par Sheene et Roberts.

Lorsque Hartog disparut sur ennuis de freins, les
pilotes de téte le dépassérent. Le leader provisoire
changea encore des douzaines de fois, mais aucun
pilote ne put se détacher.

Puis, Katayama (Yamaha) réussit a prendre
quelques longueurs d'avance sur Sheene et
Roberts. Mais, Sheene et Roberts purent revenir
dans sa roue. C'est a ce moment que Johnny
Cecotto (Yamaha), mal parti, se méla 2 la bagarre.

Avant la fin, Katayama disparut sur problémes
de boite de vitesses et Sheene rétrograda suite a
des probleme de pneu arrigre. Cecotto fonga pour
ses deux derniers tours, forcant Roberts a tenter le
tout pour le tout: I'Américain battit le record du
tour dans le dernier tour (a 156,618km/h) mais

échoua de la moitié d’une roue, terminant a 2/10e

de seconde du Vénézuélien. Ah! Si tous les Grands
Prix pouvaient étre comme ca!

Les années 70 furent une décennie

,’/ F \ de motos prestigieuses et de

\ / pilotes-vedettes. 1978 fut une
\w/année particulierement riche. Les

Rennsport vom
Feinsten

. Die Motorradrennen der siebziger
Jahre zahlten mit zu den

\ \2/ wildesten. Erinnern Sie sich nur
b,

¥ mal an das Jahr 1978: Am

Saisonende gab es in allen sechs Klassen
neue Weltmeister, und kein einziger von ihnen
hatte zuvor jemals diesen Titel erringen kénnen.
Entthront wurden Sheene (500er), Katayama
(350er), Lega (250er), Bianchi (125er), Nieto
(50er) und Gespannfahrer George O'Dell. Die
neuen Kénige hieRen Roberts, Ballington (250er
und 350er), Lazzarini, Tormo und Rolf Biland.

Bei der Dutch TT 1978 wurde in der
Halbliterklasse das beste Rennen der Saison
gefahren. Die Titelanwarter waren in Hochstform.
An der Spitze wechselten sich fiinf verschiedene
Fahrer standig ab und spielten Katz und Maus
miteinander. Vom Start weg fuhr zunachst Wil
Hartog der Konkurrenz vor der Nase herum, ganz
besonders auch den Herren Sheene und Roberts.

Als Hartog dann mit versagender Bremse einen
Notausgang wéhlen muRte, waren die Werksfahrer
unter sich. Doch keiner konnte sich absetzen, bis
schlieRlich Katayama seiner Yamaha die Sporen
geben wollte, von Sheene und Roberts freilich
schnell wieder eingefangen wurde. Und plotzlich
war da auch noch Spitstarter Johnny Cecotto
(Yamaha), der sich das Trio vorknopfen wollte.

Katayama bekam Arger mit dem Getriebe, und
auch Sheene muBte zum Ende des Rennens
wegen nachlassender Haftung des Hinterreifens
zuriickstecken. Blieb nur noch Roberts, und den
schnappte sich Cecotto schon in der vorletzten
Runde. Auf den letzten 7,78 Kilometer fuhr Roberts
zwar mit 156,618 km/h neuen Rundenrekord,
doch auf der Ziellinie fehlte ihm gerade mal eine
Zehntelsekunde. Wenn doch nur alle Grand Prix-
Rennen so spannend waren...
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ALS DIE FICM (FEDERATION INTERNATIONALE DES
Club Motocyclistes) im Herbst 1948 beschlossen
hatte, dal mit Beginn der Rennsaison 1949 kiinftig
um den Titel des Weltmeisters gefahren wiirde,
muBlten die deutschen Fahrer zwangsweise
zundchst zuschauen. Erst ab 1951 durften sie bei
Motorradrennen im Ausland starten, und dann
auch nur, sofem sie nach den damaligen Statuten
der Obersten Motorradsport-Kommission,
»sportlich wie charakterlich qualifiziert” waren und
iiber , konkurrenzfahiges Material” verfligten.
Letzteres Kriterium war wohl das einzige Prob-
lem. Die schier unschlagbaren 250er und 350er
DKW der Vorkriegsjahre konnten nicht mehr
gefahren werden, da deren Ladepumpen-Zweitak-
ter verboten waren. Gleiches galt fiir Kompressor-
Motoren, wie BMW sie in der 500er Klasse erfolgre-
ich verwendet und womit Schorsch Meier 1939 die
Senior-TT gewonnen hatte. Und bei den Rennmo-
toren fiir die 125er Klasse hatten die Italiener, wie

A Die 1853er Rennmax: Gut 30 PS bei
11000/min, Spitze fast 180 km/h

auch bei den 250er, einen grofien Vorsprung.

Doch NSU nahm die Herausforderung in den
unteren beiden Hubraumklassen an (das 500er-Pro-
jekt wurde schnell wieder zuriickgestellt). Befliigelt
von besten Geschften mit Serienmaschinen, schien
fiir die Entwicklung von Rennfox und Rennmax
weder finanzieller noch materieller Aufwand zu
hoch. Der Durchbruch kam 1952 beim GroRen
Preis auf der Solitude, dem ersten Weltmeister-
schaftslauf in Deutschland: Werner Haas gewann
das Rennen der 125er, 1953 wurde der junge Kerl
aus Augsburg 125er und 250er Weltmeister, 1954
gleich noch einmal in der 250er Klasse, wahrend der
Osterreicher Rupert Hollaus 125er Sieger wurde.
Den totalen NSU-Triumph 1954 machte Hermann-
Paul Miiller perfekt, er wurde in beiden Klassen jew-
eils Dritter. Just am Hohepunkt angelangt, zog sich
NSU am Ende der 1954er Saison iiberraschend
zurtick. Dennoch tauchte 1955 der Name NSU in
der Viertelliterklasse noch einmal ganz vom auf,
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In den Soloklassen waren NSU, DKW, MZ und
Kreidler mit wechselndem Erfolg dabei. Doch bei
den Motorriidern mit Seitenwagen dominierten
zwei Jahrzehnte lang Gespanne mit BMW-Motoren

doch Miiller fuhr keine Renn-,
sondern eine Sportmax, eine
fiir - Privatfahrer  gedachte
% 250er Rennmaschine auf
Max-Basis.

iNeben NSU war auch
DKW dabei, aber mit den
fur das Werk charakteris-
Zweitaktmotoren.

i lﬁ;}é

Leistungsmalig mit den Viertaktmotoren der
Konkurrenz mitzuhalten war ein Problem, ein
anderes das Stehvermégen der Motoren, die nicht
immer die volle Distanz eines Grand Prix durchhiel-
ten. Im Gegensatz zu NSU engagierte sich DKW
auch in der 350er Klasse, obwohl hier Guzzi und
Norton schier uneinholbar schienen. Bereits 1952
war dafiir ein Dreizylinder-Zweitaktmotor konstru-
iert worden, der freilich erst rund zwei Jahre spiter

A DKW-Dreizylinder: 30 Jahre spater griff Honda diese ldee wieder auf

Uber kurz oder Ia

wenigstens  einigermalen  zuverlassig und stark
genug war. Nach Ewald Kluge und Siegfried Wiin-
sche war es August Hobl, der mit den DKW-
Dreizylindern (wegen ihres Gerauschs auch ,,Sin-
gende Sdgen” genannt) letztendlich am besten
abschneiden sollte: WM.-Dritter der 350er Klasse in
den Jahren 1955 und 1956, und dann stieg auch
noch DKW aus dem Grand Prix-Rennsport aus.
Doch die Suche nach Leistung beim Zweitaktmo-
tor und die Miihen, ihn dabei auch noch standfest
zu machen, solte die Deutschen weiterhin
beschaftigen. Zwangsweise von der westlichen Welt
abgeschieden (und deshalb unter weit B

A Hans-Georg
Anscheidt (links),
Wolfgang Gedlich

» Kiaus Enders/Ralf
Engelhardt

A Pionierarbeit: Walter Kaaden, der Mann hinter
tden MZ-Rennmotoren
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<I schwierigeren Verhéltnissen, g
was das Material betraf), verfol- "-‘
gte ein gewisser Walter Kaaden
unter der Flagge des Motor-
radwerks Zschopau (MZ)
die Eigenheiten dieses
Arbeitsprinzips ~ weiter. ¢
Horst  Fiigner wurde &
1958  WM-Dritter mit ‘
\ 7/ \NY
einer MZ Re 250, 1959 N/
schaffte  Gary ~Hocking J/
(Rhodesien) sogar die
250er-Vizeweltmeister-
schaft. Bei den 125em Iy \ )
war Emst Degner der MZ- A\
Starfahrer: WM Dritter 1960, -.}\\ 2
WM-Zweiter 1961, und dann -
setzte er sich in den Westen ab. Noch
dreimal waren MZ-Fahrer in den sechziger
Jahren vorne mit dabei, wurden Dritte in der

Weltmeisterschaft: 1964 Alan Shepherd (250),

1965 Derek Woodmann (125) und 1968 noch
Heinz Rosner (250).

Dieter Braun begann seine Karriere zwar mit
einem interessanten Eigenbau-Motorrad, doch die
groBen Erfolge errang er auf japanischen Maschi-
nen. Mit der Ex-Anscheidt-Suzuki wurde er 1969
WM-Zweiter der 125er Klasse, das Jahr darauf sogar
Weltmeister damit, und dann stieg Dieter Braun
(,Der Lange”) auf Yamaha um: 250er Weltmeister
1973, Vizeweltmeister 1974 in der 250er und 350er
Klasse und 1975 noch einmal WM-Dritter bei den
250ern.

Als ab 1962 auch mit 50 cm”-Rennmaschinen
um WM-Lorbeer gefahren wurde, war Kreidler der
groRe Favorit. Doch so sehr sich Werksfahrer Num-
mer eins Hans-Georg Anscheidt auch miihte, mehr
als zwei Vizeweltmeisterschaften und dazu noch
WM-Platz drei 1964 war nicht drin. Nach wenig
erfolgversprechendem Anfang 1965 zog sich Krei-
dler vom offiziellen Werksrennsport zuriick und
Uberlie dem niederlandischen Kreidler-Importeur
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Hendrik van Veen das Feld. Als ab 1969 nur noch
mit Einzylindermotoren gefahren werden durfte,
sollte der Name Kreidler endlich zum MaRstab in
der Schnapsglas-Klasse werden. Jan de Vries errang
den ersten Titel 1971, und bis einschlieRlich 1983
kamen weitere sieben hinzu.

Gemessen an der Zahl der errungenen Weltmeis-
terschaften rangiert unter den deutschen Herstellem
dagegen BMW mit Abstand an erster Stelle. Nach-
dem der Zweizylinder-Viertakt-Boxermotor rennfer-
tig war, holte Wilhelm Noll mit Beifahrer Fritz Cron
1954 den ersten WM-Titel. 18 weitere folgten bis
einschlieRlich 1974, nur zweimal (1968 und 1971)
wurde die beeindruckende Statistik durch das Ges-
pann mit dem von Helmut Fath gebauten URS-
Vierzylindermotor unterbrochen. Walter Schneider
(mit Hans Straul im Boot) gewannen zwei, Max
Deubel und Emil Homer schon vier und Klaus
Enders (mit Ralf Engelhardt, einmal auch mit Wolf-
gang Kalauch) sogar sechs Weltmeisterschaften.
Und als auch bei den Motorradem mit Seitenwagen
die Tage von Viertaktmotoren gezahit waren und
fortan Zweitakter ein MuB werden sollten, waren es
Rolf Steinhausen und Josef Huber, die 1975 und
1976 mit Hilfe von Vierzylindermotoren der Berliner
Bootsmotoren-Fabrik Konig die Siegesserie deutsch-
er Motorradrennfahrer zunachst fortfiihrten. >

Der Renn-Boxer mit Kraftstofi-
Einspritzung, wie inn Water Zeller in der
Werks-BMW fuhr. Unten die nur 24 mal
gebaute RS 54 mit fast 50 PS starkem
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1German machines

and their riders

. Z _ The first two years of grand prix racing took off without German entrants. Finally in 1951
\ the authorities allowed them to compete in international events where they quickly
/ found out that their machines were not really competitive. But things changed
‘\‘\.,__.//ovemight. In 1952 during the first German Grand Prix, held on the Solitude track near
Stuttgart, a certain Werner Hass on his little 125cc NSU beat the great Carlo Ubbiali by a mere 0.7 seconds.
And for 1953 NSU went for the title in both 125 and 250cc classes. Due to excellent motorcycle sales they
could afford to build those unbeatable Rennfox and Rennmax models. Haas won the 1953 championship in
both classes, and in 1954 it was NSU again for the double. But the bid surprise was the official withdrawal of
NSU after that season, with the famous Rennmax replaced by the Spormax, a production racer based on the
road going NSU Max. And it was Hermann-Paul M ller who, out on his own, won the 250cc title on a Sport-
maxin 1955.

DKW tried hard to get the power of their two-strokes up to four-stroke levels in the lower capacity classes,
and in 1952 they produced a sensational 350cc triple. However, when they finally got it going and despite
August Hobl finishing third behind the Guzzis of Bill Lomas and Dickie Dale in 1955 and 1956, DKW called
an end to factory racing.

But, in another part of Germany, a gut called Walter Kaaden continued the pioneering work on racing
two-strokes under the banner of the MZ factory. Horst F gner came third with an MZ 250 in 1958, and in
1959 Gary Hocking finished runner-up behind Carlo Ubbiali. In 1960 Emst Degner took third place in the
125cc class, a year later he came second and then he said goodbye to his communist companions and
joined Suzuki. On three more occasions MZ riders took third places in the world championships: Derek
Woodman in 1956 (125cc), Alan Shepherd in 1964 (250cc) and Heinz Rosner in 1968 (250cc).

Dieter Braun started on an interesting home-built special. But his success came on the ex-Anscheidt 125
twin Suzuki when he finished runner-up in 1969, winning the title the following year and switching to Yama-
hawhere it was the 250 crown in 1973 and runner up 1974 in both 250 and 350 classes.

When the tiddlers joined grand prix racing in 1962, Hans-Georg Anscheidt and his Kreidler were
favourites. But he had to content himself with two seconds and even a third place in 1964 when the factory
withdrew after the third race of the 1965 season. Kreidler got its first title in 1971, with seven more to follow.

Counting world championships, BMW stands well clear. When the Bavarians finally had their racing twin
ready, it dominated sidecar racing for two decades. Wilhem Noll and Fritz Cron won the first title in 1954;
the last one went to Klaus Enders and passenger Ralf Engelhardt in 1974. Only twice was BMW beaten, in
1968 and 1971, by the URS in-line four. URS stood for the first three letters of Helmut Fath's small hometown
of Ursenbach.

Talking about German built engines, the outfit of Rolf Steinhausen and Josef Huber, who won the champi-
onship in 1975 and 1976, was powered by a flat-four two-stroke engine from an outboard motor made at
the Berlin factory of Dieter Konig.
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Duitse machines en rijders
e In 1951 mochten Duitse rijders weer aan internationale
/ "\ motorsportraces meedoen, maar hun machines waren
! inmiddels behoorlijk verouderd. Daar kwam echter snel
\\,mw//verandering in. Alin 1952 versloeg Werner Haas op zijn kleine
125 cc NSU de fameuze Carlo Ubbiali op het Solitude circuit. En in 1953
slaagde NSU er al in om het kampioenschap in zowel de 125 als de 250 cc
klasse te veroveren. Omdat de gewone wegmotoren uitstekend verkochten,
kon de fabriek die vrijwel onverslaanbare Rennfox en Rennmax racers bouwen.
Haas won in 1954 beide titels en ook in 1954 ging die eer weer naar NSU.
Hermann-Paul Miiller zou in in 1955 de 250 cc titel winnen met de
eenvoudiger Sportmax.

DKW deed haar uiterst best om met tweetakten het niveau van de viertaken
in de lichtere klasses bij te benen, met onder meer de in 1952 geintroduceerde
sensationele 350 driecilinder. August Hobl werd derde achter de Guzzi's van
Bill Lomas en Dickie Dale in 1955 en 1956 toen DKW stopte met racen.
Inmiddels was het Walter Kaaden die de tweetakt eer hooghield met de MZ
racers. Horst Fiigner werd derde met een MZ 250 in 1958 en in 1959 reed
Garry Hocking tweede met een MZ achter Ubbiali. Het was Ernst Degner die
in 1960 derde werd in de 125 cc Klasse. In drie gevallen haalde MZ zelfs een
wereldtitel: in 1956 met Derek Woodman (125 cc), in 1964 met Alan Sheperd
(250 cc) en in 1968 met Heinz Rosner (250cc). Een andere bekende naam is
die van Dieter Braun die in 1970 wereldkmapioen werd met Suzuki in de 125
cc klasse en in 1973 de 250 cc titel won. Ook de naam van Hans-Georg
Anscheidt en zijn Kreidler zijn wereldberoemd geworden. Voor Kreidler begon
de victorie in 1971, waama nog zeven titels zouden volgen in de “borrelglas”
klasse. Maar de absolute kampioen in wereldkampioenschappen GP zeges is
natuurlijk BMW geworden. Twintig jaar lang regeerde BMW in de
Zijspanklasse, met een eerste titel in 1954 op naam van Noll en Cron, de
laatste op naam van Enders/Engelhardt in 1974. Maar twee keer werd BMW
verslagen: in 1968 en 1971, beide keren door de URS viercilinders van
Helmuth Fath. In 1975 en 1976 werd het zijspankampioenschap gewonnen
door Steinhausen/Huber met Kénig blok, een viercilinder tweetakt
buitenboordmotor uit de Berlijnse fabriek van Dieter Kénig!

Les machines Allemandes et
leurs pilotes

Les deux premigres années de GP ne virent pas un seul

| Allemand. C'est finalement en 1951 qu'ls furent autorisés a
/ courir lors d'événements intemnationaux. Au début, leurs
=" machines n'étaient pas trés compétitives, mais les choses
changerent du jour au lendemain. En 1952, au premier GP d’Allemagne sur le
circuit de la Solitude prés de Stuttgart, un certain Werner Haas sur sa petite

Aln -Shophord
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125 NSU I'emporta sur le grand Carlo Ubbiali, de 0”7 seulement il est
vrai. En 1953, NSU revint pour le titre dans les séries 125 et 250. Grace a
de gros volumes de ventes de motos, ils furent capables de fournir un
important effort financier pour construire les imbattables modéles
Rennfox et Rennmax. Haas fut titré en 1953 dans les deux catégories, et
en 1954 NSU I'emporta encore. Mais la surprise fut le retrait officiel de
NSU apres cette saison, apres que la célebre Rennmax ait été remplacée
par la Sportmax basée sur la 250 Max de route. Ce fut Hermann-Paul
Miiller qui remporta le titre des 250 sur la Sportmax en 1955.

DKW avait beaucoup travaillé pour obtenir la puissance des quatre-
temps sur leurs deux-temps en petites cylindrées. C'est en 1952 quils
produisirent une formidable trois-cylindres 350. Cependant, alors qu'elle
€tait au point et qu’August Hobl termina en troisiéme position derriére les
Guzzi de Bill Lomas et de Dickie Dale, en 1955 et 1956 DKW mit fin a sa
participation aux courses.

Mais en Allemagne de I'Est, un gars plein de cran du nom de Walter
Kaaden continua le travail de pionnier sur les deux-temps, sous la
banniére de I'usine MZ. Horst Fiigner arriva troisiéme avec une MZ 250
en 1958, et en 1959 Gary Hocking termina second derriére Carlo Ubbiali.
En 1960, Emst Degner remporta la troisigme place en 125. Une année
plus tard, il finit second puis dit “au revoir” a ses compagnons
communistes et rejoignit Suzuki ! A trois autres occasions, les pilotes MZ
remporterent le championnat du monde : Derek Woodman en 1956
(125), Alan Shepherd en 1964 (250) et Heinz Rosner en 1968 (250).

Par ailleurs, Dieter Braun débuta sa carriére sur une intéressante
“spéciale” de fabrication artisanale. Mais son succes vint grace a la 125
Suzuki twin ex-Anscheidt, lorsqu'il termina second en 1969, avant de
passer chez Yamaha I'année suivante. En 1973 il fut champion du monde
250, et second en 1974 tant en 250 qu’en 350.

Lorsque la catégorie S0 cm3 fut créée en 1962, Hans-Georg Anscheidt
et son Kreidler étaient favoris. Mais I'Allemand dut se satisfaire de deux
secondes places en 62 et 63, puis de la troisieme place en 1964, alors
que l'usine se retirait apres la troisieme course de la saison de 1965.
Kreidler obtint enfin son premier titre en 1971, puis sept autres suivirent.

Parlant de titres constructeur, BMW s’en tira honorablement. Une fois
leur bicylindre & plat au point, les Bavarois dominerent les courses de
side-cars pendant deux décennies : Wilhelm Noll et Fritz Cron gagnérent
le premier titre en 1954 et le dernier revint a Klaus Enders et son passager
Ralf Engelhardt en 1974. BMW fut battu seulement deux fois, en 1968 et
1971, par le quatre-en-ligne URS. URS désigne les trois premiéres lettres
de la petite ville natale d’Helmut Fath, Ursenbach. En parlant des moteurs
de fabrication allemande, la machine de Rolf Steinhausen et de Josef
Huber, qui gagna le championnat en 1975 et 1976, I'emporta grace a un
moteur deux-temps quatre-cylindres a plat, réalisé a partir d'un moteur
hors-bord de I'usine berlinoise de Dieter Kénig.

75 Years of BMW Motorcycles
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Charioteers

From solo motorcycles with a bit on the side to
purpose built three-wheelers, grand prix sidecar
outfits have come a long way. Passenger and GP
reporter Mick Woollett gets the drift.

RACING SIDECAR OUTFITS WAS CONSIDERED SO
dangerous in the Thirties that, following a number
of serious accidents, it was actually banned in pre-
WWII Germany! Yet this form of motorcycle sport,
which had struggled to establish itself between the
wars, mushroomed into popularity as soon as hostil-
ities were over.

Already popular in England and Switzerland,
where the organisers were one of the few to include
athree-wheeler class in their pre-war grand prix, the
sport quickly spread to Belgium, Italy and France.

Totally unstreamlined, the racing outfit of the late
Forties consisted of a solo on to which a rudimentary
sidecar, a flat tray with a nose cone, was bolted. At
first modifications to the solo consisted of alteration
to the steering geometry to make the combination
easier to steer.

The man in the street could readily identify with
this style of racing, for a quarter of all motorcycles on
the road at that time were fitted with sidecars. So
the spectator, who had driven to the circuit with his
wife and children in the sidecar attached to his side-
valve Norton or BSA, knew only too well the prob-
lems face by his leather clad heroes as they battled
to control their bucking, sliding outfits on the track.

With sidecar tyres screaming, front wheels flap-
ping and seldom pointing in the direction of travel,
and rear wheels spinning, this was real cut and
thrust racing. Sidecar outfits offered a contrasting

yet complimentary spectacle to the solo races that
made up the bulk of the programme.

Organisers were quick to add the class to their
programmes and in England, where short circuit
racing boomed, the sidecars quickly became sec-
ond only to the 500cc solos in order of importance
as far as the race fans were concerned. The prize
money reflected this and there were often two or
more sidecar events in the programme - up to
600cc and over, plus possibly handicap races.

When the World Championship started in 1949
the FIM decreed a top limit of 600cc replaced by
500cc for 1951. England’s Eric Oliver with Denis
Jenkinson in the sidecar won the title.

Oliver used a Manx Norton with a 596cc pre-war
engine and girder forks hitched to a Birmingham
built Watsonian sidecar to beat off the Italian chal-
lenge of Ercole Frigerio with his works four-cylinder
Gilera and the Swiss Hans Haldeman (Norton).

Considered by many to be the greatest sidecar
racer of all time, Oliver won again in 1950 and
1951. Injury cost him any chance in 1952 when
Cyril Smith (Norton) took over to win. Albino Milani
(Gilera) was second after Frigerio, runner up to Oliv-
er the previous three years, had been killed in an
accident at the Swiss GP.

Oliver returned to win the title again in 1953 but
the look and design of outfits was changing. Wheels
were getting smaller, forks shorter and streamlining
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A Eric Oliver winning more comprehensive as the sport became ever A e
the Belgian GP in 1950. more professional. This was starkly illustrated at the e KUt Waltisherger tucks behind Rolf Biland
His Norton outfit Belgian GP. In 1953 Oliver used a completely naked & .
averaged 83.07mph and rather battered oil-streaked Norton to win but : h
Just a year later returned with a completely enclosed . g r——
streamliner in which the driver adopted a kneeling &
position.
That year Oliver won the first of three grand prix
but then broke an arm competing in a hill-climb.
The threat of the German drivers on their factory
sponsored BMWs, re-admitted to the grand prix in
<« Swiss driver Florian 1952, had been growing. It was the studious-look-
Camathias and British ing little Willi Noll and passenger Fritz Cron who
passenger Harry Winter, came through to win the title in 1954.
BMW Until then there had been no sidecar class at »
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<] the Dutch TT. The 10-mile/16-kilometer ‘old’ cir-
cuit with its long tree-lined straights simply was not
suitable. All that changed when the shorter purpose
built course was first used in 1955.

With short straights and open, sweeping comers
this was an ideal circuit for the chairs and one that
every competing team enjoyed. With Oliver retired
and Smith hampered by Norton’s withdrawal from
racing the BMWs took over. Willi Faust/Karl Rem-
mert won that first year in Assen, followed by
Noll/Cron and Fritz Hillebrand/Manfred Grunwald
in1956 and 1957.

Swiss Florian Camathias with Hilmar Cecco broke
the German grip by winning in 1958 and again the
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A Max Deubel leaps Ballaugh Bridge in the 1960 TT
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next year; then it was England's turn with Pip Harris
and passenger Ray Campbell triumphing in 1960.
The grip of the flat-twin BMW engine continued
as Max Deubel/Emil Homer won for Germany in
1961 followed by the new Swiss star Fritz Scheideg-
ger with his English ‘beifaher’ John Robinson in
1962. Deubel/Homer won again in 1963, then
came another British victory when Colin Seeley and
Wally Rawlings came through on their ex-Camath-
ias FCS-BMW to win the championship in 1964.
Tall, quietly spoken Scheidegger, who like Noll
and Camathias wore glasses to race, hit back to win
in 1965 and again the next year. Then the young
German team of Johan Attenberger and Joseph

A Norton power for Cyril Smith, 1954 Belgian GP

Pin Harris and Ray Campbell drift their
BMW Watsonian at the 1960 Dutch TT

Schillinger scored a surprise win in 1968 - only to be
killed a week later when they crashed at high speed
in the Belgian GP.

The BMW monopoly lasted 14 years. The dedi-
cated German engineer-rider Helmut Fath broke it.
He had won the Sidecar World Championship way
back in 1960 using an extensively modified BMW
engine with his own design of fuel injection. He was
then badly injured in a crash and during several
years of convalescing he designed and built, with
the aid of Peter Kuhn, his own four-cylinder, four-
stroke racing engine.

This was named the URS - the first three letters of
his hometown of Ursenbach - and using it he and

|
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passenger Wolfgang Kalauch won the World Cham-
pionship in 1968. That year they could only finish
fifth at Assen but in 1969 they won the race though
they lost the world title to the rising German star
Klaus Enders (BMW).

In 1970 BMW showed who had the upper hand
when Georg Auerbacher and Helmut Hahn won.
Fath had retired but the URS soldiered on with Horst

Werner Schwarzel and Andreas Huber, Konig
flat four two-stroke, Assen 1975

Owesle, now partnered by Hahn, winning in 1971.
The next year, England’s Chris Vincent assisted by
Peter Casey took over the outfit and clocked a
record lap, but was eventually beaten after a long
duel by Enders and Ralf Engelhardt (BMW).

Enders/Engelhardt made it three in a row by win-
ning again in 1973 and 1974 but the four-stroke era
was coming to an end. In 1975 the two-strokes took
over as the all German team of Wemner Schwarzel
and Andreas Huber with a Berlin built Konig flat-four
two-stroke won the race and England’s Mac Hob-
son set a lap record powered by a two-stroke four-
cylinder Yamaha engine.

Yamaha power won again in 1976 when the
Swiss team of Hermann Schmid/Jean-Pierre Matile
took top honours in searing heat and in 1977 when

another Swiss, Rolf Biland passengered by England’s
Kenny Williams won. This was the first of no less
than 10 Dutch wins for the incredibly talented
Biland, who in recent years has been crewed by
compatriot Kurt Waltisberger.

The name Fath returned to the winner’s enclo-
sure in 1978 but this time it was a Fath designed and
developed two-stroke engine that had carried
Schwarzel/Huber to their second Dutch TT. The Sev-
enties ended with another Biland win, now with
Waltisberg in the chair.

The racing outfit had evolved from solo motorcy-
cle with bolt-on sidecar to purpose-built racing car
with three wheels. Those early chairs may not have
been as fast, but they were a lot more spectacular on
the track. >

Colin Seeley chose Matchiess G50
nower for his 1963 Isie of Man TT outing
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\ premiers attelages de course ( \ Solomotorrad, an das der
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ttelée a un side-car rudimentaire

/ '\ bestonden uit een volledig fi
\\\ \.’/ ongestroomlijnde solomotor ¢ \J consistaient en une moto solo
a

- <" met daaraan een primitief zijspan,
meer een plank met een neuskoepeltie,
gemonteerd. Met gillende banden, spinnend
achterwiel en zwabberende voorwielen die zelden
de goede kant opwezen, was het zijspanracen
uitgesproken spectaculair om te zien. De eerste
wereldkampioen in deze klasse werd in 1949 de
Engelse combinatie Eric Oliver en Denis Jenkinson.
Oliver gebruikte een Manx Norton met een voor-
oorlogs 596 cc metend blok, Webb voorvork en
een Watsonian “bak” aan de motor. Maar in 1954
reed hij echter al met een volledige gestroomlijnde
driewieler, waarbij de passagier knielend in de bak
zat. Tot dat jaar was er nooit in de zijspanklasse
gereden in Assen. Het 16 kilometer lange “oude”
circuit met de lange rechte einden, omzoomd
door bomen was niet geschikt voor de zijspannen.
Maar dat alles veranderde in 1955 toen het korte
circuit in gebruik werd genomen.

Dankzij de veel kortere rechte stukken en de
mooie open, doorlopende bochten was en is Assen
plotseling uitstekend geschikt voor de driewielers
en al snel werd Assen dan ook zeer populair bij de
Zijspanrijders. In dat eerste jaar won de combinatie
van Will Faust/ Karl Remmert met BMW, gevolgd
door Noll/Cron en Fritz Hillebrand/Manfred
Grunwald in respectievelijk 1956 en 1957.

De alleenheerschappij van BMW zou maar liefst
14 jaar duren, totdat de fameuze Helmuth Fath de
ban brak met zijn revolutionaire eigenbouw URS.
Maar in de daarop volgende drie jaren was het
weer de BMW combinatie van Enders/Engelardt
die onverslaanbaar bleek te zijn. Het einde voor de
viertakten begon toen echter al in zicht te komen.
In 1975 namen de tweetaken definitief de macht
over, met een overwinning van Werner Schwarzel
en Andreas Huber met hun door een Konig
tweetakt aangedreven machine. Inmiddels zijn de
Zijspannen geévolueerd van motoren met een
daaraan geschroefde bak, tot uiterst
gespecialiseerde driewieler raceauto’s. Die oude
Zijspannen waren misschien minder snel, maar wel
een heel stuk spectaculairder om te zien op het
circuit!

sur lequel était boulonné un plateau a fond plat
muni d'un nez en cone. Avec le crissement des
pneus de side-car, le “shimmy” des roues avant et
les trajectoires rendues approximatives par cet
engin rétif, tout ceci rendait le spectable des plus
impressionnant.

L’Anglais Eric Oliver et son passager Denis
Jenkinson gagneérent, en 1949, le premier
championnat du monde de side-car. Oliver utilisait
une Norton Manx avec un moteur d'avant-guerre
de 600 c, attelée a un side-car Watsonian
construit a Birmingham. En 1954, il pilota avec un
attelage totalement profilé dans lequel le
conducteur adoptait une position agenouillée.

Jusqu'alors, il n’y avait pas eu de course de side-
car au TT hollandais. Le “vieux” circuit de 10 miles
(16 km), avec ses longues lignes droites, n‘était
tout simplement pas adapté. Tout changea
lorsqu’on construisit une piste plus courte pour
I'année 1955.

Avec ses courtes lignes droites et ses angles
ouverts et rapides, le nouveau circuit devenait idéal
pour les sides et chacun I'appréciait. Willi Faust/Karl
Remmert (BMW) remportérent la victoire la
premiére année a Assen, suivis de Noll/Cron
I'année suivante, puis Fritz Hillebrand/Manfred
Grunweld en 1957.

Le monopole de BMW dura 14 ans, jusqu’a ce
qu'Helmut Fath le rompit avec son URS.
Enders/Engelhardt firent briller & nouveau I'étoile
BMW par trois fois entre 1972 et 1974, mais I'ére
du quatre-temps tirait a sa fin. En 1975, les deux-
temps 'emportérent avec Werner Schwarzel et
Andreas Huber (Konig).

L'attelage de course a évolué du side-car
boulonné a une moto solo, pour arriver a des
voitures de course a trois roues ! Les premiers
véhicules n'étaient pas aussi rapides, mais bien plus
spectaculaires sur la piste.

| Seitenwagen einfach
\\_‘K//drangeschraubt wurde. Der

Beifahrer tumte auf einer Art Tischplatte mit
kegelférmiger, Kleiner Bugverkleidung. In jeder
Kurve quietschte der Seitenwagen-Reifen, drehte
das Hinterrad durch und der Fahrer kimpfte mit
dem Vorderrad, das in alle erdenklichen
Richtungen ausschlug. Gespanne waren das
Spektakel schlechthin. Der Englinder Eric Oliver
mit Beifahrer Denis Jenkinson wurde 1949 erster
Gespann-Weltmeister. Oliver fuhr mit einer Manx-
Norton mit Trapezgabel und einem Vorkriegs-
600er-Motor, der Watsonian-Beiwagen kam
ebenfalls aus Birmingham. 1954 war sein Gespann
bereits stromlinienformig vollverkleidet. Bis zu
diesem Zeitpunkt gab es keine Gespannrennen bei
der Dutch TT. Der alte, 16 km lange Rundkurs mit
seinen langen, von Baumen gesaumten Geraden,
war dafiir nicht geeignet. Die 1955 erdffnete neue
Strecke mit kurzen Geraden und fliissiger
Kurvenfolge war fiir die Ménner und ihr Motorrad
mit Boot ideal. Willi Faust/Karl Remmert (BMW)
gewannen in jenem Jahr in Assen, gefolgt von
Wilhelm Noll/Fritz Cron und Fritz
Hillebrand/Manfred Grundwald in den Jahren
1956 respektive 1957.

Das BMW-Monopol hielt 14 Jahre, bis Helmut
Fath mit seinem URS-Gespann kam. Klaus
Enders/Ralf Engelhardt (BMW) gewannen dreimal
hintereinander (1972-1974), bevor ab 1975
Zweitaktmotoren ihren Siegeszug antraten und
Wemer Schwarzel und Andreas Huber mit ihrem
von einem Konig-Vierzylinder-Boxer angetriebenen
Gespann in Assen siegten. Langst war aus dem
einstigen Solomotorrad mit angeschraubtem
Seitenwagen ein kompromiRloses Renngerét mit
drei Ridern geworden. Friiher waren die Manner
freilich nicht so schnell, ihr Auftritt war dafiir viel
beeindruckender.
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