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cating that a great deal of merlot wine
will be made in the northeastern
United States.

Tony says many of his customers are
Portuguese who have moved into
the ethnic neighborhoods once occupied
by Italians in places like Yonkers
and Ossining, N.Y., Elizabeth, N.J., and
Bridgeport, Conn. “The Italian immi-
gration is over,” he says, “They’ve
got it made over there now.” But he also
sells to some second- and third-
generation Italians who want to make
wine as their grandfathers did. One
of these is Ed Giobbi.

Out in the cluttered yard in front
of the concrete block warehouse, Ed
is backing his orange 1975 Volvo
station wagon toward a doorway from
which the grapes will be loaded.
Twenty crates of merlot are packed into
the back. At 36 pounds (16.3kg)
per crate, the Volvo is suddenly 720
pounds (326.6kg) heavier, but
somehow it doesn’t sink down on its
springs. I watch carefully, because
a Volvo wagon is also part of my own
household, and I am curious how
it will accept all that weight.

We arrange for Tony to join us
for lunch that afternoon at Ed’s house,
wave goodbye and head up the Saw
Mill River Parkway. It is Ed Giobbi’s
winemobile, and I am following along
behind as we cruise northward, a
tiny convoy enroute to the vintage of
1982 in Westchester County. The
Volvo hugs the road nicely, a vision of
stability with its precious cargo of
merlot grapes.

When we reach Ed’s place, he signals
me up the driveway past the duck
pond while he drives directly across
his lawn and up to the wine cellar’s
door to facilitate unloading the grapes.
Inside the cellar, illuminated by a
single, naked lightbulb, is an electric
grapecrusher for the first stage of
the process that will turn the grapes
into wine. After the grapes are fed
by hand into the crusher, the juice and
the must, or soggy grape skins and
pulps, are then poured into 50-gallon
(189.41) oak barrels for the fermen-
tation, which will last a week to 10 days.
Then the must will be pressed in a
large wooden hand press that sits on
the other side of the cellar.

After the pressing, the young wine
is moved into other barrels, where
it will spend the winter until the second
fermentation takes place in the spring.
Before this happens, Ed will siphon
the wine from the barrels, leaving the
grape solids behind, wash the sedi-
ment out of the barrels with water, then
put the wine back in again.

“Then, when it quiets down by mid-

July or so, I'll start drinking it, the
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white I mean; says Ed. “With the red,
I wait a little longer. I don’t drink

the red before bottling it, but I drink
quite a bit of the white before the
bottling. I like to have about four months’
supply of white and a few more
months supply of red, which I like to
drink fresh. But I really prefer to

age the red. If it’s a good grape, it’s

a shame not to give it a chance to
reach its peak.” This may take any-
where from three to five years, depend-
ing on the quality of the grapes of

a particular year as well as the variety.

He bottles the wine mainly in
one-gallon Italian bottles with glass
stoppers held in place by strong
wire. Hundreds of bottles are lying on
their sides in the old root cellar,
including five-year-old grenache, a
blend of zinfandel with alicante that
is 10 years old, another blend 15 years
old. “I'm saving some of this for
when my kids get married; he explains.
“When they were little, I promised
them wine for their wedding day.” Ed
and his wife Ellie have three children
who are mostly grown up by now:
Gena, 22 years old, Lisa, 21, and Cham,
19, and all have developed a taste
for their talented father’s wine.

On this day Ed is preparing one of
his famous pasta dishes for lunch.
Tony Prospero will arrive soon, and
with him will be none other than
Angelo Papagni, who grew the grapes
in California. He happened to be
in New York and could not resist the
invitation to partake of Ed’s hospi-
tality. Angelo will bring some of his own
wines, commercial wines that are
sold nationally under the Papagni Vine-
yards name, and we will compare
them with some of Ed’s homemade
wines made from the sames grapes.

We leave the cellar and walk across
the lawn into the big, old house and
settle in the kitchen. On the counter is
an entire leg of prociutto, a spicy
Italian ham that Ed makes himself. It
stands in a special wooden rack,
and Ed uses a long butcher’s knife to
slice off pink strips that disappear
into our mouths almost instantaneously.
“I cured it last November,” he says.

Its spicy quality is classic prociutto, and
it is a perfect accompaniment for

the spicy 1981 zinfandel that Ed has
uncorked from his cellar.

Sirio Maccioni, proprietor of Le
Cirque, one of Manhattan’s most ele-
gant restaurants, has told me that
pasta primavera, the glorious combina-
tion of noodles with spring vegetables
in a cream sauce that has made his
restaurant famous, was really invented
by Ed Giobbi, and I am curious
about this bit of gastronomic creativity.
After all, few dishes exist in Italian

cuisine that were invented in America,
and this one has become so popular
that it has been adopted back in Italy.
Craig Claiborne has also told me

that Ed was responsible for it, so I ask
Ed if all this is true.

Ed recounts how he constantly
researches old Italian cookbooks and
finds things that interest him, things
that he adapts to modern methods and
modern ingredients. The inspira-
tion for his pasta primavera, he says,
came from this kind of research,
although to his knowledge nobody else
was familiar with it until he began
serving it to friends. Sirio Maccioni and
his chef came out here for lunch
one day, ate what Ed cooked for them,
modified it slightly for Le Cirque,
and it immediately became one of the
restaurant’s most popular items.

The rest is history.

Tony Prospero and Angelo Papagni
arrive as Ed is preparing to serve
a concoction that he calls pasta a la
campagnolo, made of rigatoni with
chunks of prociutto and onions and
spices. Ellie joins us all at the
table. A 1979 cabernet sauvignon is
uncorked, plus a second bottle of
the same wine, plus a 1978 zinfandel
from Papagni Vineyards, plus a
Chéteau Gruaud-Larose 1962, a superb
Bordeaux of silky elegance.

Angelo and Ed discuss the Giobbi
zinfandel made from Angelo’s grapes.
More wine is poured all around.
Angelo tries some of Ellie’s homemade
bread, adds a slab of provolone. He
and Tony try some prociutto. Ellie sips
Gruaud-Larose '62. I compare zin-
fandels between mouthfuls of pasta.
Ed is almost apologetic about the
Bordeaux: “That wine was given to me
a few years ago.” Angelo rejoins:
“How are you going to appreciate your
own wine if you don’t drink some-
body else’s at the same time?” Tony
breaks off another piece of bread,
stands up to carve another slice of
prociutto from the wooden rack and
says: “Prociutto and red wine go
together.”

The late afternoon sun slants
through the kitchen window onto the
chipped bowl with the pasta in it.
Everyone is eating and drinking and
satisfied. Ed’s cabernet is almost
gone, a few ounces of zinfandel remain,
some of the Gruaud-Larose. It’s all
going fast around the Giobbis’ round
wooden dining table.

Ilook through the window at autumn
leaves of red and gold flickering in
a breeze. Across the lawn the heavy
wooden door of the cellar stands
ajar, the station wagon nearby, its tail-
gate open. The vintage of 1982
awaits us.



TOURING QUEBEC
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by Terri Lowen Finn

You’ll love Quebec. Its mountains,
trout-filled lakes, wind-swept shore and
charming villages are irresistible

to lovers of beauty. It is graced with two
of the world’s most beautiful cities
and with a people whose fierce pride
and irrepressible hospitality are
legendary.

Quebec is the Old World in modern
guise—very European and very
French, with its own distinctive culture,
lifestyle and heritage. Long before
Columbus, Basques fished the Gulf of
the Saint-Laurent. And 370 years
ago, 12 years before the Mayflower
landed, Samuel de Champlain built
“Abitation] the bustling fort that grew
into Quebec City.

Quebec is Canada’s largest province,
sprawling almost 600,000 square
miles (1,554,000 km?). Seventy-five
percent of it is uninhabited. It’s more
than twice the size of Texas and
larger than any European country.

But don’t let the vastness scare you.
Most of what you’ll want to see is
located along the St. Lawrence. The
Eastern Townships, for instance,
less than an hour’s drive from Montreal,
offer a wide variety of cultural events,
historic inns and dozens of sporting
activities. The Charlevoix region is
east of the capital city of Quebec,
where the scenery is breathtaking and
the restaurants and craft shops
of Ile d’'Orléans make shopping and
browsing irresistable.

Automobile travel is the most
popular method of transportation in
Canada. Excellent roads run every-
where through the inhabited areas.
Compared to the United States, speed
limits are higher and there are fewer
toll roads. Seat belts are required for all
front seat occupants, with stiff fines
for violators.

Spring is an ideal time to travel. By
May, the countryside is green and
flowering plants are hung from street
posts across the land. In June, the
days are warmer and all the outdoor

summer activities begin. Summer

is also a time to celebrate; Quebecois
love to party. There’s a festival for
just about everything from a saint and
sailing to blueberries and shrimp.

For Americans, an added bonus is the
favorable exchange rate, which
gives about $1.20 Canadian for each
U.S. dollar.

A one-week holiday will allow for a
sampler in this land of “la joie de vivre]
but a two-to-three-week stay will give
you a real chance to savor some of
these suggestions of what to see and do:

A fine place to start is Montreal,
the world’s second largest French-
speaking city; but tourists needn’t
worry, for virtually all Montrealers
are fluently bilingual.

The city is actually a collection of
islands surrounded by the St. Lawrence
and its tributaries. A special vantage
point from which to get a feel of the
topography is the look-out atop
Mont-Royal Park, the vast expanse of
verdant fields around the heights
of a mountain overlooking the city. A
drive along Sherbrooke Street will
provide a flavor of the architecture of
the city and a sampling of the shops
and galleries.

Don’t miss Notre Dame Cathedral,
unusual in shape with two super-
imposed galleries, a monumental altar
and exquisite woodcarvings.

Explore Old Montreal. Along its
maze of narrow cobbled streets are
monuments and houses rich in history,
museums, boutiques, antique shops
and art centers. The Bonsecours Market
offers fresh produce and flowers.

And at Place Jacques-Cartier the flower-
bedecked sidewalk cafés and out-
door concerts give a true feeling of
Paris. While there, stop in at Chez
Queux to see the magnificent 17th-
century stained-glass windows worth
millions.

Nearby, the city’s historic 95-acre
(38.4 hectares) waterfront section
offers an open-air flea market and a wide

variety of cultural events.

There’s an underground Montreal,
a city of the 21st Century free from
winter’s cold and summer’s heat, with
miles of subterranean shops, restau-
rants and clubs, as well as galleries,
theaters and cinemas.

The heart of the system is the clean,
fast and efficient Montreal subway
—Le Metro. Completed in 1966, it’s
also a work of art. The city com-
missioned Qiebec’s most talented archi-
tects and artists to create decorative
sculpture, stained glass and murals in
the stations. Place des Arts Station,
for example, looks like a cathedral with
its massive stained glass mural, 45
feet high and 800 feet long (13m high
243.8m long). At 80 cents a trip,
it's worthwhile to park the car and spend
an afternoon and evening exploring
underground.

Drive north on Park Avenue and
discover the suburb of Outremont,

a melting pot of ethnic backgrounds
with restaurants to match. Check

out Andrée for supreme chocolates, the
Cressanterie and the Fairmont Bagel
Shop for their specialties.

And then there are the special
events, such as the International Jazz
Festival in July, the largest antique
show in Canada and the Montreal
marathon, both in June.

It would probably take about a
week to see just the important sights
of the city. But no one ever visits
Montreal only once, so you can console
yourself with the inevitability of
the next time.

Moving out of the city for day trips
and longer: The famous year-round
resort area of the Laurentian Mountains
is less than an hour’s drive north
of Montreal. The area has developed
many fine restaurants, luxury lodges,
family-run hotels and inexpensive
inns where you can have dinner and
spend the night for as little as $18.

The landscape is dotted with lakes
warm enough to swim in by July.

Via Volvo, Spring 1983 9










































When the Volvo Turbo was intro-
duced, automotive experts were
impressed with its quickness. But in
the words of one Volvo engineer:
“Det Hir Ar Bara Borgan” (“They ain't
seen nothin’ yet!”).

This spring, Volvo is introducing
something new. Something that will
wipe all thoughts of mild-mannered
Volvos right out of car buffs’ minds.

If you own a Volvo Turbo, you
already know how its turbocharger
delivers smooth extra power “on
demand” for acceleration and hill climb-
ing. By using the normally wasted
energy of exhaust gases, the turbo-
charger compresses the air fed into
the cylinders. This creates a dense

air/fuel mixture. The result? Increased

power.

But nature tries to make engineers
pay for every step forward. When air
is compressed —be it in a tire, a basket-
ball, or a turbocharger —it becomes
hotter. That makes it harder to force
air into the combustion chambers.

Instead of repealing a law of nature,
Volvo engineers found a way around
it: intercooling.

An intercooler is quite simply a
“radiator” that cools a turbocharger’s
compressed air by as much as (135°F
75°C).. The payoff? Denser air in the
cylinders and effective turbocharg-
ing over a wider range of engine speeds.
It’s a system that fights Mother Nature
less—and boosts performance more.

That performance edge is startling
to anyone who believes that Volvo's
reputation for solid, reliable cars rules
out driving excitement. The inter-
cooler will increase the Turbo’s power

by approximately 25 percent. Torque,

which is the best measure of accel-
eration, will increase about 15 to 25
percent over a wide range of engme
Speed

Even drivers accustomed to push-
ing Volvo Turbos hard are excited.
Wayne Baldwin, whose modified GLT
sedan has brought home trophies
from the Pro Rally Racing circuit (Via
Volvo Fall ’81), reports: “The engine
I started with was a twin-cam, 16-valve
normally aspirated model. Before
driving in the Pike's Peak Hillclimb,

I switched to a production-based,
intercooled turbo engine to com-
pensate for the thin air at 14,000 feet
(4,267.2 meters). | st111 can’t believe
the tremendous power.’

The intercooler can be added to 1981,
1982 and 1983 Turbo models. Volvo
dealers have special tools that will help
to ensure that the higher boost pres-
sure and engine speed are perfectly
‘matched. If you want to “do it your-
self; a kit is now available. Installation
takes two to three hours.

Some Turbo automatic transmis-

sions will require changes in the power

train to accommodate the higher
torque. Your dealer will have details¥*
Volvo urges you not to use your
new intercooled Turbo to tease local
“Bimmer” owners—or even to hum-
ble the proud owners of the mighty
Trans-Am. But the next time you
accelerate from a ramp onto a high-
speed freeway, take a moment to
savor the added power— and apologlze
to Mother Nature. & '

*A technical brochure is avatlable at your local Voivo
dealership.
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It started with 50 formal drawings
or proposals. These were translated
into some 20 full-size drawings. Eight
of these were picked to be executed
as full-size clay models.

Then there were six in the running,
then four, and finally one. Selection
of one full-size clay model would, in the
past, have signaled the completion
of the styling exercise. Today, it is just
the beginning.

Small, quarter-scale, wind tunnel
models were executed from the full-
size clay mock up. These were tuned in
the wind tunnel. The downward
slope of the hood, angle of the wind-
shield and rear window, roof height,
and the critical size of the air dam below
the front bumper were adjusted and
readjusted until the model produced
acceptably low drag figures.

The resulting shape was then turned
into a full-size wind tunnel model.
This was shipped to England for further
testing to make certain that the fig-
ures generated by the smaller model
would hold true in the real world
of full-size curves and angles.

The designers at Volvo now had a

i/ N ——

shape they knew could live with

the wind. The next job was to trans-
late it into a body shell, and then
make sure that the result could live
equally well with people. People

are what make a designer’s life difficult.
They’re awkward in outline, easily
damaged and make all sorts of demands
for high visibility and ventilation
—most of which runs contrary to the
solutions needed to turn out a low-
drag automobile body.

The two problems most difficult to
reconcile in a body that has a slip-
pery shape are driver vision and safety.
An unobstructed view precluded
both thick roof pillars and a very low
roof line. But therein lies the prob-
lem. Slim pillars are not strong, and a
low, slick roof line cuts down on
glass area.

Compromises had to be worked out
for these opposing factions in the
760 GLE. And they were. Driver visi-
bility is excellent, the car is Volvo
strong, and it still retains the very low
drag figures of the final wind tunnel
model.

Good ventilation in a well stream-
lined car is less difficult to achieve,
if—and it can be a big if —the designers
use the data they’ve collected in
their aero studies to help lay out the

ventilation system. That’s why the
main air intake and exhausts on the
760 GLE are located in low-pressure
areas at the base of the windshield
and rear windows. This insures the best
possible air flow at all car speeds.

The air just has to enter more easily,
and exit more gracefully, if it’s not
fighting the slip stream generated by
car speed.

Still another annoying problem
with people—at least from a car
designer’s viewpoint—is the fact that
they like to collect things. Cameras,
sunglasses, cigarettes, pipes, maps,
gloves, scarves, thermos bottles,
candy bars, small change, flashlights,
tape recorders, hand bags, dust
cloths and paperback books are just a
few of the things beloved by people.
And they feel most secure when all of
these odds and ends can be stored
inside the car, ready at hand when on
the move. Designers can’t change
people, which means they have to
design to conform to their little habits
and foibles.

That’s why the new 760 GLE has no
less than ten storage areas designed
into the passenger compartment. There
is a valid reason for mentioning
them in a discussion on modern car
body engineering. Internal storage
areas, if they are to make the best pos-
sible use of available space, cannot
be done as add ons. They must be con-
sidered as part and parcel of the
basic body design. This was done on
the new Volvo.

All of the above goes double when
it comes to designing a proper trunk
for a state-of-the-art automobile. The
760 GLE has a proper trunk. It has
aflat floor —the spare tire resides under
the floor, covered by a proper hatch
—and the trunk has a low sill so that
no one need hurt him or herself
loading a piece of luggage optimistically
crammed to the bursting point with
things that will never be used on the
upcoming trip. And, while not strictly
the concern of the body engineers
but worth mentioning, this trunk is
finished with a carpet thick enough
to protect that overloaded suitcase.

But on the 760 the trunk is not
just a trunk. It is part of the safety sys-
tem used to protect the occupants.

It has been designed with a predict-
able crumple rate intended to help
absorb the energy generated by a tail-
gate type of accident. In addition,

the strong trunk floor is meant to direct
impact down and under the passenger
compartment. It is easy to see why
the trunk of a modern car has to be
considered as part of the overall
body design.

Yet another annoying habit—again

from the designer’s viewpoint— people
have gotten into is their objection

to cars that force them to step high and
execute a modern dance step in
order to gain entry. The 760’s doors,
when fully opened, are almost per-
pendicular to the body —and the door
sills are close to the ground.

Volvo body designers have even
considered the problems of that
vanishing American breed, the service
station attendant. The 760’s hood,
when fully raised, points straight up
into the air. Consequently, one doesn’t
have to be slim of figure in order
to get at things in the engine compart-
ment. An attendant might almost
willingly check under one of these wide-
opening hoods. We wouldn’t count
on it, but in this day and age the har-
ried driver needs all the help he or
she can get.

An example of serendipity is the use
of the 760’s superior aerodynamics
to help prevent rust in the rocker panels.
Rocker panels—the sheet metal that
curves from the door sills down under
the body —are usually rust traps.
Sealed areas, they collect moisture
through condensation and rust out
long before better ventilated body
sections. Thanks to the 760’s smooth
shape, the low pressure area at the
base of the windshield produces almost
negative pressure—the air is auto-
matically sucked in without the use of
scoops or fans. Some of this air flow
in the 760 is directed into the rocker
panels. Thus, while searching for
the best possible aerodynamic shape,
Volvo designers arrived at a silent,
energy-efficient method for increasing
the 760’s resistance to rust.

From all of the above you can see
that the auto stylist and body engi-
neer’s jobs have become more and more
complex. No longer are they simply
called upon to produce eye-pleasing
shapes that also offer protection
from the elements for the driver and
passengers.

Today, these requirements are
merely the starting points. A modern
car body must also be crash-resistant,
kind to people, even more kindly to
the eye and, above all, aerodynamic.

Producing a new car body is not
a little chore that you can whip through
your handy dandy computer in a
few hours. It takes time, computer time,
but more importantly, time put in
by talented people. All things consid-
ered, it is engineering that comes
close to being a fine art. And one of
its newest and finest expressions
is the 760 GLE. =

Warren Weith is a contributing editor to Car
and Driver magazine. He writes frequently for
Via Volvo.
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ships is through our Dealer of
Excellence Program. To be recog-
nized, dealers must meet high
standards in customer support sys-
tems and service—not just in sales!
. You've just touched on a poten-

tial sore spot. What about Volvo
owners who are having service
problems and are reading all these
glowing words about the Volvo
philosophy?

. I can sympathize with them. I
want to assure them that we are
genuinely concerned about their
investment in our product. We want
to stand behind it. We want to
meet their expectations.

. But how? Sympathy is nice, but it
won’t fix my Volvo.

. That’s true, but there are lots of
alternatives. If you're having a
service problem, talk to the service
manager immediately. If you still
can’t resolve it, make an appoint-
ment with the owner or with the
general manager. I can’t tell you how
many times we follow up a com-
plaint only to find that the dealer
principal was never even aware

of the problem!

Customers have more power
than they realize. They also have
responsibilities:

—Service maintenance sched-

ules exist for a reason. They

should be followed.

—~Owners should also keep

detailed records of all repairs and

maintenance.

— Before taking their car in for

service, they should make up

a detailed list of problems and

questions. They should review

the list with the service writer or
service manager. And then

try to take the opportunity to

review it again when picking

up the car.

When a dealer can’t resolve a
problem of a technical nature, he can
contact Volvo, through a district
office or directly here. There are 40
Regional Service Managers, 14
District Service Managers and an
extensive technical staff here
in Rockleigh. If a dealer is unable
to resolve the problem through
regular channels to his customer’s
satisfaction—the customer has
the option of contacting our Con-
sumer Affairs Department in
Rockleigh, New Jersey. But based
on my experience over the years,
the most efficient way to solve prob-
lems is direct customer communi-
cation with the dealership.

. You make it sound like everyone in

Volvo but you gets involved.

. Everyone including me! I enjoy

talking to Volvo owners: Either in
the structured environment of a
research focus group or informally
in a shopping center parking lot.

I learn a lot speaking to people on
an owner to owner basis. I find

it easy to identify with them, For the
most part, they are interesting,
articulate people.

And they write as well as they
speak. Some write eloquently;
others use humor to get their mean-
ing across.

A few years ago, I received a
three-page letter from a guy shop-
ping for a Volvo. He completely
took apart our color program. Shop-
ping for a Volvo had actually
solved a mystery that had intrigued
him since he was a small child:
What does the Easter Bunny do in
between holidays? He's employed
by Volvo to advise on color selection!

A.
Q.

. Black.
. It sounds like you really do enjoy

> O»

He then went on for several
paragraphs describing how he liked
one color or another because it
reminded him of a certain egg from
years before. Very nostalgic, but
not appropriate for something he
was going to pay five figures for!

It was a delightful letter. I for-
warded it to our product planning
people in Sweden after I answered
it. By the way, he ultimately
found a color he liked and bought
a Volvo!

Naturally, a number of letters
which I receive are initiated
because of some type of problem.
Of course, I also receive many
positive letters, letters that praise
our product’s safety and relia-
bility. I even get complimentary
letters about dealers and Volvo
employees who have gone out of
their way to help customers.

Both types of letters are important.
The first gives us feedback on
those areas where we need improve-
ment. And the second reinforces
the pride we have in our product
and our people.

. So you enjoy your job?
. Absolutely. I love the company, its

philosophy, the customers, thecar...
You drive a Volvo?

A 1981 Turbo.

What color did the Easter Bunny
bring you?

working at Volvo.

. It's a great place to work. There

are real people here, real human
beings who care about what they’re
doing. It’s got be a special com-
pany when I can drive down the road
after 13 years and still get excited
about seeing a new Volvo! &
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