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Wayne is accessories manager
of Volvo’s Parts Division in Rockleigh,
New Jersey —and one of the coun-
try’s finest rally racing drivers.

He used his special knowledge of
the parts business in a very special
way — by building a Volvo part by part,
from the ground up, entirely by
hand.

Fourteen months and some 1,417
parts after he started in 1980, his
Volvo GLT was ready to rally.

It was, he says, “a great learn-
ing experience. How many people can
say they built their own car? But
beyond that, I developed a heightened
respect not only for the strength
and durability of Volvo parts, but for
the quality control system on Volvo’s
production line. Do you know how
many bolts and nuts I forgot to tighten?”

In the brief period that Wayne
Baldwin and his Volvo have been on
the Pro Rally circuit, they’ve come
home with a respectable number of
victories, consistently finishing among
the top five in fields of 60 or more
cars.

That’s not only a tribute to him as
a driver, but to his Volvo—especially
when you consider how the car was
built.

The fact is, most open class rally
cars are not really production cars
at all—but hybrids reinforced with
frames and suspensions and ultra light
fiberglass bodies.

But this Volvo was constructed
almost entirely of original Volvo
replacement parts and accessories with
selected competition parts and
equipment from Volvo R Sport, the
factory competition department in
Sweden. Only the roll cage, the fuel
cell, and some safety, lighting, and
timing equipment required for the Pro
Series were sourced elsewhere. Says
Wayne Baldwin:

“Approximately 95 percent of
the parts I used came right off the shelf
from our parts distribution centers in
Rockleigh, New Jersey. Some of
the competition parts, like the 2.5 litre
twin cam 16 valve engine, were
ordered from Volvo R Sport. But even
this sophisticated race engine is
based on the standard B21. So nearly
all the replacement parts for it are
on-the-shelf”

How does it perform when the chips
are down and the going gets as
rough as it ever gets?

Wayne has driven in a score of
national events like the Pro Rally
Series from the high Sierras to western
Pennsylvania.

The Pro Rally is patterned after
famous international rally races, such as

the Monte Carlo and the African“Safari.’

Unlike traditional TSD (Time-
Speed-Distance) navigational rallies,
Pro Rallies are generally held on
unpaved forest logging roads, and are
run almost entirely at night, at
distances up to 700 miles.

Because there are 70 or more
competitors and the roads so narrow
that passing is nearly impossible,
each car is started one minute apart
and timed to 1/100th of a minute
until the finish line. The car with the
fastest—that is, the lowest —time wins.

One catch to this form of off-road
racing is that the driving is done
at night, and the driver has never
before seen the road.

“Volvo is a fantastic car to drive in
a Pro Rally —or anywhere else)
Wayne Baldwin says. “To begin with,
we can start up faster because the
car is better suited to rough conditions
than most other cars.

“Half the time, the car is off the
ground. But when it lands, there’s
always plenty of spring in the suspen-
sion before it bottoms out.

“And, often, instead of working
the brakes, I slide the car sideways on
turns to slow down. The strain on
the chassis is tremendous —but it
never shows, then or later!

“And, on the kinds of roads we
travel in rallys, rocks and pebbles con-
tinually pepper the car’s under-
carriage. You'd expect damage to
brake lines, for example. But they’re
well protected —by design.*

In this kind of competition driving,
a co-pilot or co-driver is required
to advise the driver of possible impend-
ing disasters via helmet-to-helmet
radio. The co-driver is given a course
instruction book that warns of most
problem areas divided into 1/100th
of a mile segments.

The skill with which the co-driver
relays information to the driver can
make a difference in seconds. And
those seconds could be vital. If the
warning is too early, the team loses
precious seconds by slowing too
soon; too late and it’s usually the end
of the rally, if not the car.

One of the most unusual facts
about the Baldwin Volvo effort is that
the co-driver is the only female among
the top ten teams—and happens to
be Wayne’s wife, Debra.

“Im often asked why I subject
Debra to the hazards of a narrow,
rough, dirt road lined with trees, and
speeds in excess of 125 mph. But,”
Wayne says, “it’s not as bad as it
sounds.’

“The SCCA conducts a thorough
inspection of mandatory safety equip-
ment like roll bars, shoulder harness,
safety helmets, before every event.

No one has ever been seriously injured
during a Pro Rally in the U.S.

“On top of that, we both feel that
Volvo is probably the most comfort-
able rally car on the circuit today.” =a

If you would like to see Wayne Baldwin’s
Volvo in action, ask your Volvo Dealer
if he has the film, “Blueprint for
Endurance.”

*Ed. note: Do not try this with your
Volvo. Similar treatment may con-
stitute abuse.

e ———— T ——————
THE CAR THAT WAYNE BALDWIN BUILT

CAR:

1982* Volvo GLT 2 door sedan— metallic
silver—*updated to 1982 specifications.
WEIGHT:

2750 Ibs.

ENGINE:

Twin cam 16 valve 2.5 litre B21 Voivo. Standard
production short block with factory competi-
tion cylinder head with twin 48mm Solex
carburetors.

Horsepower: 259 DIN at 7200 rom.

Torque: 198 at 4700 rpm.

Compression ratio: 11.2:1

Fuel: unleaded 92 octane premium.

DRIVE TRAIN:

Standard 4 speed gear box but with aluminum
housing and close ratio gear set. Standard
rear axie with 4.88:1 or 5.38:1 [depending on
terrain) axle ratio and limited-slip differential.
SUSPENSION:

Front— Strut front suspension with heavy

duty 16mm springs and gas pressure shock
absorbers, 21mm anti-sway bar.

Rear— Standard 5 link live axle 12mm progres-
sive rate springs, rally gas pressure shocks
(Volvo/decarbon) 25mm anti-sway bar.
STEERING:

Rack and pinion—manual

3.0 turns lock-to-lock.

BRAKES:

Standard but with adjustable front-to-rear bias.
WHEELS:

Standard Volvo aluminum accessory wheels,
either 14x5%"' or 15x6"".

TIRES:

BF Goodrich 185/70/15 TA or 175/75/14
Trail Maker.

BODY:

Standard steel body parts, reinforced at suspen-
sion mounting points. Fuel cell placed in trunk.
NOTE:

As a condition of partial Volvo suppor, this
vehicle was assembled entirely with off-the-shelf
parts, accessories and competition R Sport
parts contributed by Volvo of America’s Parts
Division. Only the roll cage, fuel cell, lights

and tires are non-Voivo.

This vehicle is a private entry owned, oper-
ated and maintained by the Baldwin's. Volvo
of America limits its involvement to the
contribution of parts and accessories for
replacement purposes only.

A special thanks to our other supporters:
Hella/Racemark, BF Goodrich, Robert Bosch,
Race Weld, Lebanon, NJ.
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“I thought it was a joke.”

That’s how Falls Church Chief
Stanley K. Johnson reacted when it was
suggested he get Volvos for his
police force. “Who would use a Volvo
in police work? Besides, I wasn’t
going to use a foreign car when we
could get American cars’”

What changed his mind? The per-
sistence of the Volvo Dealer Don Beyer
—and a test drive.

Chief Johnson, at 6'6’' and 275
pounds, is, by his own admission,
“very hard on cars.” So he accepted a
Volvo test drive with some misgivings.

“I thought, if Don is crazy enough to
give me this car, he must know I'm
really going to see what it can do. And
1 did just that. I used a route that
I'd used in a chase, remembering the
trouble I'd had trying to keep my
car on the road that night. I took the
Volvo through twists and turns I
didn’t think any car could make. And
I honestly feel that had I been driv-
ing the Volvo during the chase, I
would have caught that gentleman
before he wrecked his car. That’s when
I decided we'd give Volvo a try”

Put aside what you see in films
like “The French Connection” and
“Bullitt.” A police car is used much as
you use your car—only more so.

It’s driven more hours a day (24), for
more miles a year (30,000-40,000
around town), in more extreme condi-
tions. It starts more often, stops

more often, idles more often, and can
be the victim of rough handling by

a number of different drivers. And
with fleet costs accounting for an
increasingly large portion of their oper-
ating budgets, police departments

are as concerned as the rest of us about
good mileage and low maintenance.

The Volvos tested by the Falls
Church police scored high on all of
these points.

“We found; Chief Johnson recalls,
“that the Volvo was out of service for

THE SWEDISH CONNECTION

Engines roar. Tires
screech. Lights flash,
disturbing the night.

Sirens split the
darkness. The pulse
quickens. The chase

is on!

Movies and TV have
taught us to think of
police work in exciting
terms like these.
That's part of it, of
course. But strength
and durability often
count for more than
just brute speed.
That's why in Falls
Church, Virginia, police
cruise the streets in
Volvo sedans.

only about two hours from February
until the first of July. Other cars we've
used averaged 30 to 40 hours apiece
in the shop each month”

The engine is the standard four
cylinder with no special adjustments.
Basically, the cars are standard
production Volvos, with police pack-
age added. This includes heavy
duty suspension components, heavy
duty batteries and alternators to
accommodate necessary electrical
equipment, as well as special service
interior trim.

Patrol division officers are as enthu-
siastic about the way Volvos han-
dle as the Chief is about the cars’
economy. (Falls Church Volvos have
saved more than 100% in fuel costs
over last year.) “If I told my officers
I was taking their Volvos away and
putting them into anything else, I'd
probably have a mutiny on my hands;’
Chief Johnson says.

Because they spend so much time in
their Volvos—up to seven hours of
an eight hour shift—safety, handling,

and comfort are high on their list

of important auto features. The safety
of the Volvo passenger compart-
ment is also reassuring in a business
where high-risk driving cannot
always be avoided.

Says Sergeant Wayne Martin: “It'sa
comfortable car because you can
make so many adjustments to the seat.
If I'm in a car for any length of time,
I start getting back pain. In the Volvo,

I can just change the seat position.”’
Falls Church Volvos have proven
capable of handling high-speed chases

as well as routine patrol work—

often to the consternation of the
chasee. “The Volvo doesn't get its
speed up immediately with smoke
streaming from the tires like the big
American cars; Sergeant Martin
admits, “but once it starts moving, it
will pass some cars with eight-cylinder
engines.”

“I had one chase with a motorcycle
and I think he was really surprised that
I could keep up. The Volvos corner
so well that you don't necessarily have
to go as fast as somebody you're
chasing —you make up the time in
the turns.”

Sergeant Martin’s impressions
were validated on the police test track.
“I believe they took the Volvo
through at 55 mph and never did lose
traction; he reports. “Generally the
fastest they’d been able to go in a
police cruiser up to then was 35 mph””

The final verdict? Says Sergeant
Martin, “I hope we stay with Volvo for
a long time””

Adds Chief Johnson, “It’s probably
one of the smartest things I've done.”

In Falls Church, Dealer Don Beyer
has shown that Volvos are extraor-
dinary cars for extraordinary
circumstances.

And, as it happens, Don has two
Volvo Diesel taxis working Capitol Hill
in nearby Washington...but that’s
another story. &
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' ‘ ineries in Massachusetts, Connecticut, Rhode Island and

New York a century ago is believed to have been the zinfandel,
and nobody is quite sure when it was established there. All that
seems to be certain is that the zinfandel originated somewhere in
Europe and has been thriving in the United States for many years.

But not until the last decade or so was it taken seriously by
connoisseurs, mainly because it was widely regarded as California’s
answer to Beaujolais, the light, fruity quaffing wine of French
bistros. Because the zinfandel conveyed a similar sense of fruitiness
on the palate when vinified in a light style, that is the way most
California producers made it, and only a handful of rebels tried to do
anything different with it.

Then the American wine boom erupted in the 1970s, and Cali-
fornia producers began struggling to fill demand that they had not
foreseen. There was plenty of cheap jug wine to go around, but
American consumers discovered that California’s premium wines
could sometimes compete with the best European wines on a qual-
ity basis. Suddenly there was strong demand for well-made cabernet
sauvignons and chardonnays and rieslings. Not only were Ameri-
can tastes changing, but premium wines from California (which
account for more than 95 percent of all American wines) became
fashionable.

Connoisseurs had recognized the quality of certain cabernet
sauvignons years earlier, acknowledging that they rivaled the bet-
ter Bordeaux reds, but now the discovery was being made by many
other consumers. Cabernet prices began to rise into the stratosphere,
prompting value-conscious shoppers to venture into the world of
zinfandel. Besides the fruity Beaujolais style, they found the more
intense and complex cabernet style in some zinfandels, for the wine
boom had encouraged experimentation with different methods of
vinification. Many producers proved capable of making zinfandels
of surpassing complexity and elegance that reached maturity at an
earlier stage than most cabernet sauvignons. These were charming
wines of great style and character that were more accessible to
consumers not only because they were priced lower than cabernets
but also because they were ready to drink relatively early.

Now there are hundreds of wineries in California producing
zinfandels in many different styles. Some of them are monster
wines, like the Sonoma River West '76, various bottlings by Ridge
Vineyards, David Bruce, Sutter Home and Monteviiia. Others are
more balanced and elegant, in the style of Lytton Springs, ZD
Wines, Edmeades, Caymus Vineyards, Clos du Val, Sebastiani and
Louis Martini. All display spicy accents, and often there is that
minty or peppery quality that sets the zinfandel apart from other
red wines. At the same time, an impression of intense fruitiness
will be evident, sometimes suggesting raspberries, sometimes
cherries or blackberries. The best versions will be fairly high in
alcohol, 13 to 14 percent versus the 11 or 12 percent that is normal
for table wines. Other zinfandels may contain as much as 17 or 18
percent alcohol, but these are best used after a meal, in lieu of port,
when something exotic is in order.

He is also the author of The New York Times Book of Wine (Avon, $6.95) and of the California Wine Label Album (Workman, $14.95).
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Volvo m the News

Some observations about Volvos that have appeared recently in the nation’s magazines and newspapers

i

The National Highway Traffic and Safety Association and imported cars that will be tested this year. According
recently gave the media its first opportunity to see how it to Raymond Peck of the NHTSA, “Tests like these will help
tests new cars. As reporters and TV cameramen watched, make motorists and the general public more aware of the

a 1982 Volvo DL was crashed into a solid barrier at tremendous energies released in a car crash, even at relatively
35 mph. Unofficial results indicate that the car fared well. low speeds. They also, of course, demonstrate the life-
Volvo was the first of approximately twenty 1982 domestic ~ saving importance of safety belts.’

“Out in front of a From Popular Mechanics, January, 1982

$31,000 Mercedes.” (In a five-car comparison test of Citation, BMW, Audi, SAAB and Volvo). The

“The first station wagon
that offers it all.”
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Volvo Turbo is far and away the most well-rounded car in this bunch. The GLT
not only did everything well, but did it with insolent ease. Volvo has managed
to capture that ‘king of the road’ feeling which used to be the exclusive province
of Mercedes-Benz. Indeed, our testers were unanimously convinced that in a
head-to-head confrontation, the $15,000 Volvo GLT would come out in front of a
$31,000 Mercedes 300D Turbodiesel in general fit and finish, high quality of
materials, ride quality and handling performance.

What makes the Volvo right is 15 years spent refining a basically sound design
until all the details fall neatly into place. The instruments are legible, the seats
as comfortable as a chiropractor’s couch, the cavernous trunk softly lined, and the
overdrive button on top of the shifter engages instantly, then disengages auto-
matically when you downshift into third.
...the Volvo GLT was everybody’s favorite sports sedan. It feels safe and
solid and you can understand why Volvo advertising plays up the fact that the car
will last a long time: It really does feel unbreakable.

From Autoweek, November 1981.
Let’s face it, station wagons have always been viewed as a necessary evil
in the automotive world. .. designed specifically for transporting either a lot of people




“The Volvo of tomorrow will
be ltke the Volvo of today”

“Volvo redefines the
station wagon.”

or a lot of things around, only sometimes in comfort, and not much else.

Now comes what may be the first station wagon that offers it all—durability,
reliability, comfort and spaciousness, as well as speed and handling— Volvo’s GLT
Turbo five-door, a car that will let you hold your head up while hauling the
family around.

The GLT Turbo five-door is a station wagon which doesn’t compromise on speed,
handling or even styling for the sake of comfort or space.

...inside and out, the car offers the styling, utility and luxury associated with a
top-of-the-line wagon. (It offers it all in one package). Our test car was equipped
with a tan leather interior, which was both well fitted and well suited to the rest of
the car. The orthopedically designed fully reclining front buckets hold driver
and passenger firmly with a wide variety of adjustments, including lumbar support,
guaranteeing a comfortable driving position no matter what the pilot’s anatomical
makeup. A well laid-out dashboard holds large, easy-to-read instrumentation,
including turbo gauge, oil pressure gauge and voltmeter as well as the centrally
located speedo and tach. Other standard features to enhance comfort in the
turbowagon include air conditioning, power windows and door locks, intermittent
wipers front and rear and electrically operated outside mirrors.

Comfort doesn't end with front-seat travelers, either, as the rear compartment
of the turbowagon comfortably carries three adults with a minimum of impromptu
intimacy. And if cargo capacity is your main concern, the GLT Turbo five-
door has a lot to offer as well. With the rear seat folded down, the nearly square
cargo area handles 76 cubic feet of miscellany, with an exceptionally generous
vertical dimension and a bed length of more than six feet. With the rear seat in
use, the turbowagon still offers 41 cubic feet of cargo space.

From The Los Angeles Times, October 19, 1981

The Volvo of tomorrow will be little changed from the Volvo of today, Volvo's
chief engineer Gerhard Salinger said in a recent interview.

As proof, he cited Volvo’s experimental car, which has been making the
rounds of showroom and auto shows for a year and a half.

“Our experimental car, Salinger said, “contains everything that you can probably
expect to find in a car of the year 1995 or 2000. But, of course, these cars
will have far more computing devices, use lighter construction materials to increase
fuel efficiency and have added safety devices, like safety belts that strap you
in whether you like it or not”

From Auto Showcase, January, 1982.

From afar, the Volvo GLT appears as just another load-up-the-wife-kids-dogs-
cats-and-barbeque utility vehicle, but vis-a-vis, it becomes apparent that it is
indeed a glamorous movie star merely disguised in working man’s clothes. Pirelli
P6 tires mounted on custom aluminum wheels and the word “Turbo” on the
grille are the first indications that the car is substantially more than a subservient
beast of burden.

Upon coming to know the GLT more intimately, it becomes even more
apparent that beneath that utilitarian exterior there beats the heart of a sports coupe.
The 2.1 litre SOHC turbocharged power plant behaves as though it were pro-
ducing twice its rated 127 horsepower. Although acceleration is far from spine-
tingling at low boost, there is no noticeable “turbo lag; and the engine climbs
in RPM quickly and smoothly. Once the turbo begins doing its job, the results
are quite noticeable, with acceleration becoming definitely brisk, and fairly
reminiscent of the performance offered by the American V-8's of yesteryear.

Volvo has certainly done an excellent job in engineering the turbo installation,
and this combined with more than acceptable cornering and braking capabil-
ity plunged me into quite a predicament in coming to terms with the GLT.

Here I was in a vehicle that is absolutely the antithesis of the sports cars I have
come to know and love, and I actually enjoyed driving it. Not only that, mind
you, but this particular station wagon can be flung around corners more quickly
than some British sports cars of the not-too-distant past. The car is an abso-
lute affront to all those who have come to demand and/or expect blandness in utility
vehicles. Even the interior appointments are out of place. By tradition, station
wagons are fitted with flat, vinyl covered benches whose relative immunity to dirt,
mud, grease, oil and spilled beverages is their only redeeming factor—a far
cry from the sumptuous multi-hued velour covered bucket seats of the GLT.

I do hope that I haven’t become too much of a boor, applauding the Volvo’s assets
loudly while whispering about minor liabilities, but I was genuinely impressed
by the car. One often hears about the lessons in automotive technology to be learned
from the Japanese and Germans, but a few classes in Gothenburg, Sweden
might also prove to be quite educational. &
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