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Foreword by

Emmanuel de GrafFenried

Baron Emmanuel ‘Toulo’de Graffenried. (Pirelli Archives)

| remember verz well being Invited to drive
the Alfetta, Fran(lly | felt 1 Was very lucky to
8e_t the drive, and had gone to Monza for a
prief test which Glanbatista Guidotti had
Invited me to do. Guidotti was satisfied with
the test and asked me to drive. My first impres-

sion of the car was that It was s0 far ahead of

anything else. It had a wonderful motor,
which Was so good at 8,000 revs in those days,
and a four-speed 9earbox_ —not like the
Eearbox In.my Maserati, which was basically a

lat box. For'me it was so different and inter-
esting to drive this car which already had such
an important reputation.

opposite top:Juan Fangio in the Alfetta.

opposite bottom: Two 159s during practicefor the 1957
French Grand Prix. Car #6 is Sanesis car.

The difference between the Alfetta and
anything else I had driven was like mﬁht and
day: It \Was so much better than the other cars
ofthe time. It was also such agood experience
to have been in such a nice téam with Fangio
and Farina_and Bonetto, and then in some
races Sanesi was there & well. Of course, |
knew Fagioli and some of the others from all
the races"we did then, but | found the Alfa
Carse team verg/ CPleasant, and Guidotti very
helpful. In thosé aays It was a very big family
and a great honour for me to drive with 4l
those boe[s —Fangio and Farina, who became
World Champions, and Bonetto, who was
another very fg];_ood Italian driver, We had a
good relationship with each other. We would

0 to the races in the Ar?_entme on the boat in
et wmterl\l/vthentlﬁ tookd|fteen dﬁys, but w(ej atII

ot on well together and we realfy enjoyed It
?t Isnt the kingd o? thing that ha?olpenjs ){od P/
|.used to go to the Workshops at Portello
during 1950 and 1951, which was interesting,
and | felt welcomed there. | also remember
going to see Commendatore Ferrari at his
workshops at Modena when he first ran the
158.. | never thought then that | would be
driving this car late on, but | did know Ferrari
In those days. | was driving the Ecurie
Autosport Maserati 6CM, and"drove against
the first 158 at the Coppa Ciano at Livorrg . ..
they were winning even then. It was all a long
time ago . . . OVer Sixty years . , . but | remem-
ber those days because we enjoyed ourselves.

Emmanuel de Graffenried






1 Introduction

The Greatest Ever?

Was the Alfa Romeo 158/159 the reatest
Grand an car ever built? In m)M prnron the
answer to that questron 15 ‘yes’ any histori-
ans ave arqued the ¢ 1aserngenera terms but
| Intend to Rrovrde ar more detail of what
went on benind the victories of 1950 and
1951, and_to tell the tale ofthe rwaew 0
created this motor-racing legend. While the
\(R/rand Fértr]x Alfa Romeo wton the first t\trvo
orld Championships in those vyears, the
683610 ?oesb ck much further, ba )hrnto the
N the eyes ofman}/ exRerts the signif-

icance of the achrevemen i the fact that Alfa
Romeo won these championships with a car
that was essentially a pre-war one —it had
raced for eight seasons over a span offourteen

ears
Alfas have p Ia%/ed a dominant part in my
motoring |nteress or many years. In around
November 1953, as an " impressionable

twelve-year- oId |'happened across a coRy of

the American magazine Motor Trend, which
like the later Sports Car Graphrf was excellent
In 1ts coverage of nternatignal motor racing.

uan %ros desperate. last hundred or so
miles |n the Mille Miglia the previous May,
when he suffered a steenng arm_breakage
while leading, and had as thé result steennq
on only, one of the front wheels. He fo Ao]
on to Tinish second. The car was an
Romeo Pecrfrcall y, it was a 6C 3000CM
although it was for ever known as the AIfa
Romeo Disco Volante (‘Flying Sauger’) —in
an era of American pre-occupation” with

opposite; Farina in a test session at Spa in 1947
(Alfa Romeo Storico)

Thrs Eartrcu ar 1ssue carned the report of

flying saucers UFOs, and threatening things
froJm otr&er aces i ranidly i the el
an Fangio rose pretty rapidly in the estj-
matlilons of%hat tweqve yearpo dy and would
aIways remain |&;h on my ist of heroes
Interestrn%ll% Formula 1 World Cham

Pron Phil Hill has sard that Fangio% deed o
hat d ay was high on his own list of personal
Insp |ra ons And these days, he is driving that

car himself in historic” races and indeed
wrnnrnE with |t) |t was only a matter of time
before Fangio and Alfas wodld come together
In My interests,

The story ofthe car produced by the Italian
manufacturer is far more complex than the tale
of a great driver who won the World Cham-
Prons Ip. In fact, Juan Manuel Fangio went on

?/a relatively small part in the_history of
eAfaRomeo 158/159: hewas in the Alfa

Romeo Grand Prix sqtuad or only two Years,
and these were the last two years that the car
raced. The year 1951 was no runaway, dream
for Fangio by any means. In his Chamoronshrp
Year the team came close to berng eclipsed. by
heir ItaIran nvaI Ferran whrIe angro’strtle
Was senousxt reatened season nend
and Argenti ecountryman Froilan Gonzales,
and by Ferraris other driver, Alberto Ascari.
Fangiojust managed to squeak the world title,
and” for manY reasons Alfa Romeo  then
decrded to uit Grand Prix racrng That was at
eastFart why the Fangro and Alfetta legend
reman intrinsically link

Alfa Romeo ¢ame back to Grand Prix
racrn% of course, which was great for the fans,
but their effort In the late 1970s did little to

9



Introduction

add to Alfas glory. The dominance of 1950
proved to be d'distant memory.

As dramatic as the 1950-51 portign of the
cars history was, it was put a small part of
the total. The design. for the 158 had been on
the_drawmg board midway. through the 1930s;
It first raced and began its incredible record in

38 at the Coppa ‘Ciano Junior race in Italy,

where Emilio Villoresi gave it a true dream
debut. Immediately the 158 was dubbed the
‘Alfetta’, in accordance with its status as a
junior’ division car, or voiturette. |t raced on
Until. racing was mterruRted by the Second
World War'in 1940, and then, amazingly —and
successfully for the most part —it reappéared at
the end ofthe war to continue racing, becom-
Ing & genuing Formula 1 car. It even went gn
towin the title of World Champion formally
when the Drivers’World Championship com?-
menced, in 1950,
_ Although the 158 became the 159 for the
final }/_ear of its racing life, this Is the story of
essentially a single race-car design that lasted
for a phenomenal fourteen-year period, and
won almost every race it entered. It Is also a
story of design and engineering brilliance, &
Well as intrigue, . political . manoeuvring and
trickery, Industrial connivance, and” true
mator-racing heroism. ,

The period of the ‘Alfetta’—the name has
now become synonymous with both the 158
and 159 versions ofthe car, pre- and post-war
—yas Alfa Romeo’ greatest era in Aerms_ of
design, enﬁ%neermg, anagement ang dnvmg

enius. Although most ren%wned for its Worl
_hamp|onsh|P successes, the Alfetta had links
right back to the period of Vittorio Jano, who
Was present at the outset of the cars career. In
fact, the 158 was_primarily the work of engi-
neerAdeflgner Giacching“Colomho, a name
much leSser known than Janos; indeed,
Colombo$ contribution started much earlier
than has ever been acknowledged.

One of the reasons that the early history of
the Alfetta has remained somewhat cloudy is
that it came on to the world racing stage at a
sensitive time, both in relation to developments

10

In the motoring industry and because of the
political climaté. Throughout the 1930s, and
especially in the last two years of that decade,
two national leaders uséd motor,,racm(I] t0
advance their own persanal and political Status
and Influence. Adolf Hitler had poured hu?e
resources into _Mercedes-Benz and  Auto
Union so that German_ cars could. dominate
International motor-racing. competition, The
second figure, Italy’s Benito Mussolini, was
eﬂuallg désperate t0 play on the world stage,
and heé alsp saw motor racing as a means to an
end. Unlike Hitler, _however, Mussolini
enjoyed the activity In its own right and was
knowledgeable about the mator industry. He
could seé the wider benefits for the Italian car
Industry that might result from involvement in
motor Sport, and manipulated car manufactur-
ers, including Alfa Romeo, to work for
national ends as well as to boost his own pres-
t|Pe._ He IE)arucularly Saw racing as a way of
paglln%o Hitler$ Stage, although in the’late
1930s e remained uncertain and uncommit-
ted to being ‘in the same team’. On at least a
few occasions, motor racmg became a way of
upsta?m? the Germans, andl Alfa Romeo Was
?kgy ool in M_u?sollnﬁstrate% Mussolini also
ad"a substantial impact on Alfa Romeo and
e staff of the company. He forced them into
e Invidious position”of supporting fascism
lthough many of them became expert at
reading the middle ground and blowing with
he_existing political Wind. o
_The nafure of the EuroPean political situ-
atjon ofthe gerlod me?ns hat c(fr%am asRects
of history were less well recorged than others,
Because ‘of the alliances in Italy, or the fear of
being in these alliances, individuals, were
often reluctant to claim resPonsmlIlt o
credit for certain achievements. Giacchino
Colombo was one ofthe few People who did
not make outspoken claims that the Alfetta
was ‘nis’car. _
Many other important people feature in the
story:_In his early career, Enzo Ferrari raced
Alfd Romeos and then became the manufac-
turers competition manager; there was the

Q) —F —+
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Introduction

Benito Mussolini in the 1930s with Nuvolari and the P3. Mussolini always had a special interest in the Alfa Romeo competition
cars and was not averse to using them for boosting his own image. (Alfa Romeo Storico)

Spaniard Wifredo Ricart and his contempo-
rary Ugo Gobbato; Gianbatista Guidotti was
the Post war racing team manager and an
excellent test driver; and there Were many
others. Enzo Ferrari claimed that he was the
‘creative and directive force’ behind the 158
project. There were also more than twenty
drivers, some of whom raced once, while
others were involved for several seasons: Farina
wag one who drove hoth pre- and post-war.

The Alfetta story 1S also one of sacrifice.
Serious Injury -and even death were not
uncommon ddring its time; tragedy visited the
team on more thart one occasion and there was
not always an easy escape from. blame.
However,”above all, this is the chronicle of a
superb racing design, and how, through a

combination of engineering and driver talent,
that design was horied to give arecord number
of years of racing success —a success that was
oten achieved msPlteo as well as because of,
%hg fgrﬁgsj and difficulties that existed during
Pgrlod racing cars, es eC|aII those Wlth a
pre-war provenance, rarel surwvea ectlc
career and then last anotiier f| years, and
then have a further career in his orlc racing.
However, some of the 158/159 heritage has
survived. One of those cars was tested and has
a chapter here devoted to it. The AlfaRomeo
Museum in Arese houses three descendants of
the original 158 and the Biscaretti in Turin has
another, but only one Alfetta ended up in
private hands. Stiortly hefore the Goodwood

11



Introduction

Revival meeting in 2003, 1 had the P[IVI|Q%€
oftestmg this car and finding out what It is like
to get behind the wheel of'the car which, to
all intents and purposes, won the_1951 World

Championship for Alfa Romeo. The story of

this single chassis and how It was discovered
and rettrned to the race circuit Is afascmatmg
ong, and | have been fortunate to talk to th
principals in that drama.

Writing _this book would not have been

possible without the valuable assistance of

several people. First and foremost, Carlo
Voegele was qenero_us enough to allow me to
use “his nearly priceless Grand Prix Alfa
Romeo._ Renowned racing-car restoration
exPert Tony. Merrick %now mostly retired)
helped to facilitate th|sP rt of the story, as did
GTO Engineerings staff, especially” Simon
Bish, who looked after the car dUring Its
test session at the Long Cross test track at
Chobham. Simon helped to strip the car down
for detail p_hotograﬁmf( the d%y afterwards, &
well as passing on the knowledge gained from
looking aftef” it for over_ ten years. Carlo
Voegele and historic racing driver Willie
Gregn shared their experience of drlvm? the
car, and | was able to have a close acquaintance
with, it durin nearl?q a year of hisforic com-
petition. _Voegele confided to me that the car
still remains something of an enigma to him,
and that he believes that its g_ower lies in_the
myth that surrounds it, including the possibil-
Ity thellt his chassis IS a genling pre-war
example.
_Th% Biscaretti Museum in Turin extended
a similar courtes;r] to me and to photographer
Peter Collins, when we needed to gét more
detailed views ofthe 158 in the museums col-
lection; a staff member appeared and left us
with abox of screwdrivers and spanners! The
Mmuseum _also_supglled some Of the pho-
tog_ra hs in this book. Elvira Ruocco, Who
maintains the Alfa Romeo archives at Arese,
?ave the greatest assistance in respect of pho-
0graphs; she has alwa}/s been apersonable and
Rosmve source of historical materials and has
elped thousands of Alfa Romeo enthusiasts

12

over the years. She deserves a very special
thank you for her contribution to” keeping
alive AlfaRomeo s herlta?e. Thanks also go to
Antonio  Magro, Curator of the Museo
Storico at Arése, for access to the cars in the
mugseum and for details ofthe chassis numbers.
Photographic material for this book was
also supplied by Ted (Ferret Fotographics)
Walker, and by Peter Nygaard of Grand Prix
Photographic.” My Iong-tlme friend and col-
league” Peter Collins was responsible for most
of the g_hotos taken at the test session and for
the detail photography of the car, as well as for
some of those taken in various historic events,
Phil and Michael Ward also 8rowded photos at
the test drive, and Keith Booker and Ken Car-
rington photographed Grand Prix Alfas in his-
toric events over a number of years. Further
ghoto%ralphlc assistance and advice came from
am Turner at the Ludvigsen Library, and
from Tony Adriensen, Thierry Inghels, Bern-
hard VolKer, Jos Hugense, Robert Newman,
Bob . Dunsmaore, . Casey. Annis, the Pirell
Archive and Patrick Italiano and Jim Stokes,
who furnished original documents about the
cars and Mario Aquatl. David Venables kindly
shared nis thoughts with me.
| am greatly indebted to Mike Sparken,
who provided defails of his search for discov-
erX and ownership of the car now owned b
Carlo Voegele, and to Paul Grist and Jim
Stokes for Sharing their part in the history of
that car, Mike Sparken brought out his impor-
tant collection of Alfetta drawings, phatos and
detailed notes, and shared his' consjderable
research on the cars, He also described the
emotion of driving that car for the first time
when its restoration was complete. More
importantly, Mike Sparken was the key to
understanding the significance of engineer
Colomno In the Alfetfa story. _
Baron Emmanuel “Toulo’ de Graffenried
was one of only two people still survwmg
during my writing who raced a 158/159 |
eriod; Paul Pietsch was the other. Baron de
raffenried was at the early testing of Mike
Sparken’s car at Monza as well as hdving been



a member of Alfa Romeos race team in the
| am rmmenseby Indebted to him for his
contrrbutron to this hook, and for taking the
time 10 sit down n his Lausanne home and
recall some, of the great moments of his career
and of driving in the Alfa Romeo team.
Thanks are due to Maria Terese di Filippis for
helﬁrng to facil rtate this meetrnd as well & to
Leu. Gertrud Schmid-
Motor-Presse Stuttgart enabled a contribution
to be made to the Story by Paul Pietsch, who
was 93 at the time. Having contact with these
two Preat figures of motor racing was a s%ecra
Errvr ege otorcycecampron Geoff Duke
contributéd a unr%ue piece of the
Afeta puzzle to the story t
Gratitude also goes to Willie Mearns and
his feIIow brograp er Jean-Michel Paris, for
sharing the labours of their detailed research
on thé great Alfa Romeo 158 driver Jean-
Pierre Wimille, the man Juan Fangio called
the %/Ieatest drrver of the period’. Willie and
Jean-Michel Introduced

‘close friend”—the story of that reIatronshrP
should really become & film! Peter Marshall
contributed interesting.bits of information on
158 engrnes that Went into speedboats as well
aﬁ grngsto hunt down the first reference to
te 1 the ‘Alfetta’. Helpful information
59 chassis numbers came from David
Serelstad (aIthough I accept full responsibjlity
for any inaccuracies). John Reynolds assisted
an accessing Information about Sir Harry
icardo as
the Motor Industry Archive, My appreciation
als goes to the ever-helpful arid informative
MikeJiggle and his library. [apologize if | have
left anyone out.
Why was this book written? Most accounts
of motor-racing history include the srdnrfrcant
role of Alfa Corse and'the 158/159, dlthough

-Heupel . of

e to the tale of
Parisian . chanteuse Juliette Greco, Wimille’

Id Rob Palmer and Anne Hope of

Introduction

most of them pay less attention to the racing
of the pre war and immediate post-war
periods. However, very few accounts delve
Into the fascinating world of how the feam
operated, and the politics of those operatrons
Some of those that have done S0 ave arg g
depended on the writings of very few pefio
historians, and thus the Ristory ofthe team and
the cars over the years has beén repeated again
and again, . often arIrngz t0 .question events,
and alSo failing to credit their’ sources. | have
tried to pull the tales together, question the
recorde hrston/ and set asrdeafew m?rths For
example, with the shadow of Mussofini hov-
ering over people sucn as Wifredo Ricart and
Ugo Gobbato, only GriffBorgeson and David
Vénables have treated them with the serjous-
ness they deserve. No one, & far as | can deter-
mine, has ever wanted to give Mussolini credit
for some of the achievements of Scuderia
Ferrarr Alfa_ Romeo and Alfa Corse, bu
clearly’his drive and patriotism and persona
enthusiasm for cars were factors in their
success as well & in their difficulties. Perhaps
ourjustified contempt for fascism has clouded
the picture of some ofthe more positive activ-
ities Mussolini sui)ported A friend of mine,
90 year- oId Virgil Poccioli, worked for the
rall %ys during the war: “Of course Mussolini
%ot trie trarns runnrn% In ItaIy but he would
aveyous hot ifyou didnt gét them running
you have to fook at botf sides of what he

Thrs book attempts to get to grips with the
multiple dimensions qf rdce-car design con
struction and competition pre-war and early
post-war, and to investigate the many myths
and uncertainties about the nature and origin
ofthe Alfetta. Indeed, it was these very uncer-
tainties and contradictions that made me want
to keep on digging.

13



2 158: The Origins

Colombo’s Role

Long before he became a respected enginger
at Alfa Romeo and Ferrari, Gioacchino
Colombo sat In the. co-drivers seat of an Alfa
Romeo_ 1750, which finished third in the
1929 Mille Miglia. The 1,000-mile race round
Italy was won by Campari and Ramponi in a
similar car, at a’speed that was sllghtlﬁ faster
than their winning speed had been In the pre-
vious year. An O.M. was second and Colombo
and Achille Varzi were close behind in third,

The experience stood Colomhg In good
stead for fis career in the late 1930s, When
control of Alfa Romeo racing was no longer
In the hands of Enzo Ferrari, and the great
designer Vittorio Jang had departed” for
L?nma. Colombo found himsglf in cha[%e of
Alfa Romeo race-car design, in somethifig of
a Worklng partnership with LUI% Bazzi, an
early and key ally ofEnzo Ferrari. By this time,
Colombo had. ot only gaineq an’enormous
amount of design and engineering experience,
hut he was alsoa hands-0n racing expert, who
Knew, exactlr what 1t was lik& to be in a
winning racing car. Aged twenty-Seven, he
vas chief of design at Alfa Roméo’ Portello
actory havmg worked alongside Jano in the
ate 19205 and early 1930s, ‘doing the detal
work on much of Janos brilliant™and some-
times eccentric desqns, such as the Tipo A in
1930 with two 6-cg inder 1750 engll)nes lined
up alongside each Other (Venables, D., 2000).

While Hull and Slater {1982) were inclingd
not to pinpoint Colombo’s significant role in
the deveIoRment ofwhat became the ‘Alfetta’,
Colombo had had his own ickeas about racing-

14

Gioacchino Colombo was based at Enzo Ferrari$ premises
but the design work on the 158 was very much his. (Alfa
Romeo Storico)

car design generally —and specifically a 1.5-
litre car” —much earlier. Luigi. Fusi (1978)
equally was cautious about the sqnlflcance of
Colombo in the design of the Alfetta,
although he always accepted that ‘the person
on the drawing pencil throughout was
Colombo’ (Borgeson, 1990, ?.115 . He would
be the key person pehind the development
and success of the Alfetta.



158: The Origins

Gioacchino Colombo

Giaocchino Colombo was born north of Milan, at
Legnano, in January 1903, and started work as an
apprentice mechanical draughtsman at a local factory
when he was only fourteen. He worked on a wide
range of engine projects, which gave him a broad
understanding of engine demgn from an early ag_e. He
joined Alfa Romeo in 1924 and was immediately
involved in Vittorio Janos team, which was working
on the famed P2. He was bright and energetic,
according to Luigi Fusi, who knew him for many
years; Jano had the same view of him. _

In 1928, he was promoted to head the drawing
office at Alfa Romeos Portello plant. He was thus
involved hoth in race- and passenger-car design and

Colombo%role, of course, has to be seen in

engineering, with particular responsibility for taking
design ideas from people like Jano and turning them
into practical realities. Colombo’ skill in this area
meant that he became increasingly indispensable to
Jano, who was working on a wide ran%e of projects,
mcIudmg aero engines and utility vehicles, trucks,
buses and trams. It also fostered in Colomho the ability
to create his own ideas somethlngi_that would later be
helpful when the need for a L5itre engine hecame
apparent. He was used to working on his own and had
a caPacny for seeing what designs would have a future.
He tended not to be the sort of person who ‘blew his
own trumpet’and in some ways could be over-shad-
owed by the strong personalities around him.

the Iight ofthe way in which motor racing and
the context not only ofautomotive andracing ~~ Alfa Romeo had évolved.

design of the period, but more importantly in

These cylinder-head drawings by Colombo are dated 29 July 1937,and it is likely that Colombo3 early hand drawings go back to
1935. XJm Stokes)

15



158: The Origins

Scuderia Ferrari

Racing was & old as Alfa Romeo itself. Vir-
tually “the first cars produced had quickly
found their way into racm%, and had been suc-
cessful at hoth national antl European level. |
the early aays, one ofthe stalwart to,caméaalgn
the cars was Enzo Ferrari, who en{oye [6a-
sonable success as a racmgi driver at the begin-
ning ofthe twentieth century. Ferrari more or
less"retired as a full-time driver in 1924, and
concenirated on bundm% up_his, own husi-
nesses, Including a large and growing chain of
Alfa Romeo_dealerships In” his région. In
December 1929, he used the connections he
had made with businessmen who_ raced,
mostly in Alfa Romeos, and formed Scuderia
Ferrafl. The purpose of the business was to
Prepare cars and enter races for wealthy cus-
omers.

One of Scuderia Feyrari searl%/ artners was
Alfa Romeo, although 1t was_involved with
only a small amount of cash. The agsreement
was that Alfa Romeo would, supply“Scuderia
Ferrari with_cars at substantial discount, and
act as a semi-official team. While Alfa Corse
90t on with Grand Prix car development, ang
an Its own team in major events, Ferrarl
would mainly look after sports cars in lesser
events. The first headquarters for the team was
located in Modena.

Over the next three years, 1930-32, cars
Were run in a variety ot races by both Alfa
Carse and Scuderia Ferrari, and hoth teams
en!oyed consideranle success. However, it was
often unclear which team was supposed to be
doing what. This was hardly surprising, since
Enzo Ferrari knew Alfas and the Alfa Romeo
operation very well. He als had his own engi-
neering team, which contributed to what Was
being developed at Alfa Romeos factory at
Portéllo in Milan, and vice versa

The politics of motor racing were no less
complex. in the 1930s than they are in the
twenty-first century; indeed, perhaps It was
even “more, complicated, a_much more
national pride was at stake, This was also
emerging & the era of the ‘ace driver’, and
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drivers such as Tazio Nuvolari were [qood at
negotiating the best aeals for themselves. At
the end 01932, Alfa Romeo, in the grip ofa
European and worldwide depression, decided
that In 1933 it would not continue as a sepa-
rate enfity In motor racing. Enzo Ferrari
assumed that the cars would be handed over to
him and he would act as the sole racing arm of
Alfa Romeo. Alfa Romeo, however, decided
not to do this, and kept the cars, mainly the
successful P3, locked Up n the factory Tor a
Iar%% part of the season. ,

It was no longer able to field new and
competitive  cars for 1ts cusfomers, 1933
became a crisis year for Scuderia Ferrari, and
Enzo Ferrari &ven thought of going to
Maserati for racing machines, The "Scudleria
endured a hard season until the Alfa P3 was
released for some races, and mamIR/ had to do
its hest with the 2.3 and 2.6 Morizas, which
could be used in both sports-car and single-
seater trim. o
. As 1933 advanced, Alfa Romeo was in dire
financial difficulty, and Fiat’s Giovanni Agnelli

roposed o the government that either” Alfa
omeo should Be absorbed hy Fiat, or be
closed down altogetner. Benito Mussolini
interceled dlrectIrX,_reejec_tlng the notion that
one of Italys enginéering™and production

Jewels should be lost. Variols attempts at reor-

ganizing and restructuring the company were
arqued,”and a series of ‘managing directors
came and went. In Decembel” 1933, Mus-
solini had a direct hand In the appointment of
Ugo Gohhato as the new managing director.
(Gobbato had won Mussolinirespect with his
work at Fiat and he had come to be seen asa
leading expert in industrial or?anlzatlon._He
understood the complexltx of the organiza-
tion, but had a reputation for ne\_/er,losmq
sight of the importance of the _individua
workers. He was welcomed at Alfa Romeo
with open arms, although Mussolinisblessin

would eventuall;i end “Up being the kiss 0

death for this able man. His arfival was also
welcomed by Enzo Ferrari who had been ‘out
In the cold”for almost a year. Ferrari knew



Gobbato would s_uRport the type of racing
grt())iggr%?rpe In which Enzo Ferrari could play

Gobhato and Alfa Romeo

(0bbato s task was tq rescue Alfa Romeo from
financial ruin. As his appointment had been
blessed at the hlﬁhest level of?overnment, he
was assured by the all-powerful IRI, the Insti-
tute for Industrial Reconstryction, that there
would be sufficient funding to .get the
company back on a firm footing. Thi§ recon-
struction plan was based on” shifting the
emi)hasw away from car manufacturé. and
racing to milit r;r productjon. War in Ethiopia
and Fascist invalvement in the Spanish Clvil
War macle this a practical and necessary move.
As GriffBorgeson has said (1990, p.99% uto-
motive outpyt and car racing. went back to
be_mq the |mage-mak|nP Sideline  which
Nicola Romeo had visualized when he first
began building cars’. . o
Scuderid Ferrari had evolved,into virty-
ally an official Alfa Romeo team in 1933, in
spite of car-su#op&/ problems, Gobpato con-
firmed that Alfa Romeo itselfwould not run
a racmg programme and all racing would be
done Dy the Scuderia on behalf of Alfa
Romeo.” Of course, Enzo Ferrari welcomed
this, and In the early issues of the Scyderia
Ferrari ma?azme in 1934, he was effusive in
nis gralse 0T Gobbato, expressing his beliefthat
(Gobbato would save Alfa Ronieo for ‘Fascist
ltaly’. Ferrari, always self-serving, was also
good at dancing to more than one tune, and
Was a_great su ,Eorter and fan of Gopbato
when it'looked like they all had a bright future
together. (Of course, e,verMone In public Iife
who came in contact with Mussolini had to be
very cautious with their alliances in those
days.) Ferrari would, however, change alle-
giance later on when the Alfa Romed man-
dgement made_some decisions that were less
favourable to him.
Gobbatos arrival als created another set of
tensions. Gobbato had impeccable academic
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credentials while Vittorio Jano, still seen as the
design genius at Alfa Romeo, did not. Jano
was ‘sorewhat sensitive about this, and it Is
reasonable to sPecuIate that he was Uneasy
about Gobhato from the outset: Gobbato also
had a strong reputation in the automotive
Industry. Given that the P3 was already an ‘old”
design,” the pressure was on Jano to”produce
cars that would keep the Alfa image healthy
for the next few years. This pressurg was sub-
stantially increased by two factors; the greater
attention being given to racing. cars In
Germany, and Jano’s added responsibility for
WOka_nﬁ In other areas ofengine developrhent,
esgecla VN 8ero engines. axb,eJanos even-
tual |nab|I|tY t0 %ro Uce awinning car in the
mid- and late 1930s had ifs origins’in 1933. In
retrospect, It seems Ingvitable™that, against a
background of redyced resources in thé racing
depaftment and an increased workload, he was
bound not to live up, to expectations, That Is
not to sa?/ that he did not try, and it was in
this envifonment that Giaocchino. Colombo
gained greater influence in racing design.

Early Origins of the ‘Alfettad

Historian Griff Borgeson believes that it is
Impossible accuratelfy to trace_the origins or
aternity’of the Alfa car that flnaIIY appeared
in racln% In 1938. This Is a reasonable assump-
tion; Intleed, the situation Is not particularly
unusual —In motor racin generallﬁ and n
Italian design particularly. HoWwever, Borgeson
was on personal terms with Colombo,” who
shared his view ofthe hlstoray and showeg hjm
his drawings, Colombo hdd drawm&;s In i
own hand of parts of the car dated 1936 and
1937, Mike Sparken has had access to further
drawings of Colombo3, via his family, which
were dated early 1936; these were so'early yet
S0 advanced, thiat his design work must have
started as early & 1935, if ot even earlier.
Borgeson 15 almost poetic on the subéect of
the car’s ‘paternity’. He dates Colombos ‘rise’
to importance in“design terms from 193233
whenJano was working on other projects, and
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doing less direct drawing-board work. When
the racing department from Portello was trans-
ferred t0_Modena, Colombo remained at
Portello. This meant that whatever work he
was doing was likely to he seen as emanatin
from Jan0,_or at least & being under Jano
Influence, This fact alone makes understand-
mg,exactly what Colombo did on his own ini-
tialive less than easy to understand. Colombo
moved to Modend in May 1937, when the
Tipo 158 progect was officially given the go-
aheadl. Enzo Ferrari requested” Gobbato's per-
mission to develop a L.5-litre engine project,
and this permission was forthconting. Fefrari
himsglfhas, cited his ch|_efeng|neer|n? advisor,
Luigi Bazzi, as the leading collaborator in the
project, and Angelo Nasi, the draughtsman,
Wwas credited with the deslgn of the 1585
steering and front suspension. According to
Ferrar|, Ferrari employees Federico, Giberti
and Alberto Massiming were responsible for a
range of parts, the latter’s name heing assocl-
ated with the transmission and rear ale. On
occasions, he gave collective credit for the
Intellectual inpat to Bazzi and Colombo.
Despite all these contributions, many com-
ponents of the engine and suspension were
classic Jano. Jano himself once said of the 158
that It was one of ‘my engines’, although he
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Was S|tt|n(I1 in front ofa drawing of that engine
with Cofombo signature of it. Jano “was
ﬁatronlzmg at times, about Colombo, saylng
e was a Clever designer, but that he lacke
the courage of his™convictions. However,
Colombo¥ convictigns must always have been
shaped by Jano% wishes and control, some-
thing that inhibited Colombo, and to some
extent seems. to have forced him to produce
designs on his own that could later be used
when a particular project was to be developed.
_In later ¥ears, nzo Ferrari claimed res_Pon-
sibility for the 158 project and for the car itself.
Wouyld the claims have heen the same [fthe car
had been a failure, or if all those Involved had
seen the Colomha drawings with earl¥ dates
on them? Even Luigi Fusi Was inclined to give
Ferrari a great deal of credit for the momen-
tym of the car & a project, although he was
clear that the_design Came essentially from
Colombo. Given “the. existence Of the
Colombo drawings and ideas, it s not then so
dramatic a scenaflo to comprehend, and the
role of many of the players was to act on
Colomboy ideas, As for Ferrarj himself, his
e_?o played a major part in the history of his
life, cars, team and business, and this means
that he sometimes loses credit for his actual
accomplishments. Indeed, it seems likely

Spaniard Wifrcdo Ricart was a
contentious character at Alfa Romeo,
but played an important part in racing
car develogment In the late 1930s and
early 1940s. (Alfa Romeo Storico)



Ing. Ugo Gobbatto became managing director ofAlfa Romeo
in December 1933 and revitalized the company's fortunes.
(Alfa Romeo Storico)

that he did initiate the notion of a 1500cc
voiturette formula, which the Automobile
Club of Italy organized in 1938, Maybe
Ferrari saw triere Was a formula for WhIC
winning car could be built, in which case, he
can be” given credit for the Tipo 158
however,” the basic plan. for the car area
exrsted some time earIrer perhaps Ferrarl
dreamed Up a cate éroryt at would suit a car
that he knew could be built! In either event,
Ferrari deserves credit —but for what?

It is important_to note that while inifial
work was, going into developing a L.5-litre

engine, this'was a small, less impartant part of

the’ overal| racing scene at the time, and the
reater effort wi qorng Into full-size Grand
rix_cars. Neverthéless, the scene was being
set for a serious change, which would coms
Into being at the end 0f the decade.
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Racing in the Mid-1950s

While 15-litre cars were not new to the Euro-
pean racrn scene they were very much in the
second rank for many years, possibly even in
the third rapk behind Grand Prix_cars and
sports cars. Certainly, the major racing events
across Europe, I not America, were for Grand
Prix and s§orts cars. This would change sig-
nificantly, but in the mia-1930s, the_battle of
the mariufacturers and teams was going on in
Grand Prix races,

The list of Alfa Romeo victories in 1933,
1934 ‘and 1935, when _the P3s had been
handed over to Scuderia Ferrari, [0oks | |mgres
sive: six wins In 1033 with the P3, fourteen in
1934 and fifteen 1n 1935, However, although
there were a number of gallant performancés,
many of these wins were’In Iesser races. When
the P3 days were over, and the new cars, the
8C-35 and 12C-36, arrived, the list of Alfa
Romeo victories became much shorter: the
wins were more eIusrve and none of them
Wwere comrn% In the b |9nraces Alfa Romeo
struq led to Duild a car that could exploit the
requ atrons as well as the other teams could.

equlations governing_mator racing had
been rn existence since 1895, The Automobile
Club of France was formed |n that year, and
organized a race that was called the ‘Grand
Prix’. The French Grand Prix was first run in
1906 and from that year the ACF attempted to
influence other countries to run races to an
agreed formul a This initiative was reasonably
sticcessful | |n th Irght of the task faced hx the
ACF. Local and ndtional requirements meant
that, there were numerous varratrons and rep
ulations were often limited to particular events
r Specific aspects of racing, such as the size of
the car or class variations, The voiturette class
first appeared in 1900 and referred to a class of
‘lesser "vehicles’, usually those with smaller
engines, often more similar o cycles,than cars.
ngine-capacity requlations’ varied across
the World, and "Amgrican racing evolved
according to_the needs of American many-
facturers.” In Europe, Grand Prix racing had a
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2-litre formula in 1925, and riding mechan-
ICS Were barred. A minimum weight limit of
650kg was established. Formula Libre rules
a’ogeare in 1935, hut these tendeg to dictate
en th of races. The most significant set of
rules, w hich would influence racing, through
the rest of_the 1930s, came Info being 1n
1934. The 750-Kilogram Formula mandated
a maximum dry weight of 750kg, a free
chaice of fuels and a minimum race distance
0f500km. This formula was to run for three
years, from 1934 to 1936, but it was later
extended through 1937. What this meant was
that design efforts were focused on extracting
as much power & possible from an engine in
a car that was as light as possible. This Was an
expensive enterprise for the period, and it
surted those teams whose resources were
undant—essentrally, the German teams. At
Alfa Romeo, where"the will to win was not
necessarily matched. by the means, Scuderia
Ferrart struggled with outdated and under-
powered cars.

These requlations led to some unique devel-
opments, stich & the Alfa Romeo. Bimotore
with two P3 engings. This car was immensely
quick but a failure in terms ofresults because it
wore out res at an astounding rate. The pres-
sure on th e racing side was such that there Was
neither the Orientation towards or time_ for
testrn%an development over a sensible period.

Imotore might have been reasonably
successful with t}/re deve opment and the time
0 reco%nrzet at Jt needed to be driven rathe
less than flat qut, but neither of those possibi
itles seems to have been considered at the time,
(It is a side issue here, but nejther Enzo Ferran
nor Alfa Romeo, nor even the great Nuvo ari
seemed able to develop a strate %ttrng
the best out ofagiven car especia yt e Bimo-
tore When Nuvolari drove’it, he”drove 1t to

d_ which meant not winning; In retrospect,
the Bimotore seems to have been a car capable
of winning If driven with some restraint.) In
those (a5, a sense of strategy was never
allowed the time to develop befdre the Scude-
ria found itselfengaged in'the next project. It
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Is then somewhat_surprising that the Alfetta
was born out of this_period.

n 1934 Scuderia Ferrari_ had Iearned a
number o |essonst hat he A{)ed it to gain results.
They widened the 2 Ifa Romeo Monza
chassis to meet the new_ regulations and
Inserted the 2,9 P3 engine. This car was quick
enough to win the Monaco Grand Prix for
French-Algerian Guy Moll. The early races
saw battles between the Alfas, Bugattis and 2,9
Maseratis, In Tripoli, in arace ruf to Formula
Libre rules, Maserati_ brought the. W5  16-
cylinder cars, but Achille Varzi won in an Alfa

Guy Moll managed to beat the Auto-
Union 4.3-litre 16-cylinder car at Avus in
Berlin later in May with the ‘streamlined’ P3
wrth enlarged 3.2"engine, but the Mercedes
team had been absent™ Only a week later, the
Mercedes W25 3.3-litre 8-cylinder dominated
at the Nurburgrrng Ieadrng the Auto Union
Auto Unjons: ‘the ‘Alfas cotld not match the
Pace at all. TheAas did have a lucky win at
he French Grand Prix at Montlhery, where
the Mercedes and Auto Unions Both had
Pro lems, and te%/ had won at Le Mans n
he.24 Hours, o ope remained_high. Auto
Unions won gt the German rand Prix.
For the rest of the 1934 season, whenever
the Mercedes and Auto Unions were present
the Alfas, Bugattis and Maseratis could not

At the end of 1934, a somewhat discour-
age Vittorio Jano was Iookrng for somethrng

redress the balance agarnt the Germa
teams, but he was limited in terms of both
financial resources and time; he ad t0 apply
his brilliant mind, and came uEIwrt a signifr-
cant modification for the P3. He replaced the
exrsttrng rear suspension a{td frtted uarter

Intic” rear springs, mounted in erse
osﬁ)tron He gda gted the successfuf1 hedru
desrgned Dubonnet front suspension, which
Wwas an independent front suspension using an
axle heam mounted to the frame. Jano cuf'the
dumb |rons from the front of the P3 and
clamped the Duponnet axlg to the Alfa frame.
While this provided a good handling race car,



it was only an interim measure. Jano was intent
on a V-12 but this was still some time away.
Instead, he géauned (0bbato$ agreement fo
develop the 6C-2300 that had “appeared in
1934, and, with an enlarged P3 engine, even-
fually produced anew car’ the 8C-35. This car
did ot race until September 1935, and durln%
that period the concept of the Bimotore_wa
turned from avaﬁue I0ea into a real car. This
was essentially .the work of Luigi Bazzi at
Scueria Ferrari, who saw it a something that
could do well in the races run to Formula
Libre rules. The idea was clever but it has to
be said that much, more might have been
accomplisheq if rog)ects such s this had been
t&etter,coordmat d between Alfa Romeo and
errari.

When the 1935 season_ proper started, at
Monaco, it was not the revised Alfa that chal-
lenged the Mercedes but the Maserati;
Fagioli’s Mercedes was still the winner. Auto
Unilon then beat the Alfas in Tunisia. The
Bimotores showed great potential at Tripoli
and Avus but they ‘shed tyres at a rate that
dropped. them well back, even though
Nuvolari led at various stages. He ran the car
with two 3.2 engines whilé Louis Chirgn had
two 2.9 litre engines in his, ,Frank,lx, Chirop
had the wiser agproach to his racing, which
showed in the results. The 3.8-litre éngine in
the modified P3 was able to threaten the
German cars but not beat them, although the
Power of the engine gave Jano some” hope
hat the 8C-35 mI(%ht Possmly be a winner,
More races went To the Gérmans, and it
was expected that Mercedes would win the
German Grand Prix at the Narburgring. |t
certainly looked like Manfred von Brauchitsch
would do just that. Late in_the race, however,
Nuvolari tarted driving with abandon, catch-
mgL the Ieaders, until a totallg disorganized
Scuderia Ferrari pit stop dropped him back to
sixth. He went out and started again caught
the leader on the last lap, forced tiie Mercedes
to burst a tyre, and won in front of 200,000
dumbfounded spectators.

In retrospect, the glory of that race and of
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Nuvolari at his best are long remembered, but
the_reality of the time was harsher: the Auto
Unions Wwon at Pescara In August and the
Mercedes and Auto Unions both led the Alfas
at the Swiss Grand Prix at Beme, The 3.8
engine was then taken from one of the P3s and
triéd for the first time in the 8C-35, with
Guidotti and Marinoni doing the testing.
Nuvolari and Rene Dreyfus wére behind the
whegl of the 8C-35s at Manza on 8 Septem-
ber for the Italian Grand Prix. The opposition
consisted of four Mercedes and four Auto
Unions, and the new Maserati, which was
already out of date. The Alfa Romeos received
a huge welcome, and Nuvolari was Ieade
when' Stucks Auto Unjon pitted for fuer.
When Nuvolari’s car broke a piston, Gobhato
himselfwas in the ths and insisted that Dreyfus
be brought in so that Nuvolari could drive. It
was a Serious mistake. Not only did the
Mantua driver ruin the. brakes “and need
another stog but the m_lshudgement meant
that Dreyfus/Nuvolari finished'second by [ess
time than the driver change had taken. Left to
carry on, Dreyfus would Rave won on the car’

(.

The 8C-35 won a lesser Italian race before
retiring at the Spanish Grand Prix and losing
to the” Auto Unigns in Czechoslovakia. I
early Qctober, the Italian Army  Invaded
Abyssinia and Italy was at war. This brought
carproduction at ‘Alfa Romeo fo a complete
stop, but it fired Myssolini’ desire to demon-
strate Italian industrial superiority. In practical
terms, this meant that there would be support
from Important quarters for continued gevel-
opment of racm? cars, and this was HOOd news
for Scuderia Ferrart and forJano, who felt that

the 8C-35 with a 12-cylinder engine could

win.,

In 1936 there were numerous changes in
motor racing, many of which were the™result
of a world edqlng ever closer to hostility.
Several drivers e|t"they could not drive for
certain teams, and certain teams only wanted
drivers of their own nationality. The French
decided to turn most Grand Prix races into
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events for sports cars so that the Germans
would not win as much. New drivers came on
the scene: Englishman Richard Seaman went
to Mercedes, while Giuseppe ‘Nino’ Farina
signed for Scuderia Ferrari. They were_both
accomplished voiturette drivers,” and Farina
particularly was destined to have a Iong-te[m
relationship with Scuderia Ferrari and with
Alfa Romeo. ,
Several new 8C-35s had been built, and
testing showed them to be quicker than the
P3s, but the Mercedes W25 now had a 4.7-
litre engine. The first 1936 clash was at the
Monaco Grand Prix, scene ofamulti-car pile-
up and awin for Caracciola and the Mercedes.
For the Trlﬁoh Grand Prix, Janos V-12 was
ready and three of the 8C-355 had the V-12
engine fitted, but little else was done to the
cars. The engine was_loroducmg 370bhp from
its 4064cc bt was still less powerful than the
main rivals. In truth, althouqh the engine
Internals hag many clever Jano touches, Itwas
fundamentally two 6C-2300s on a common
crankcase, arid did not represent any revolu-
tignary development. Venables (20 g) 112)
refers to cars, at Tripoli & both 8C-353 and
12C-36s, and s not clear whether what was
being called the “12C-36" was just the 12-
cylinder engme In the old chassis, or whether
flrther modlifications had been made to the
chassis. Hull and Slater, however, are clearer
on this point, stating that the chassis was the
8C-35 chassis and the only outward difference
was that the 12C had twin exhausts, running
underneath the car, while the older car had an
outside exhaust on the offside (Hull and Slater,

_The Auto Unions now had a remarkable 6
litres and the Mercedes 4.7 was in a smaller,
shorter chassis. TheK were getting the power-
to-weight keK to the formula more quickl
than an% of the other teams, and were muc
faster.

lap down on the German oppasition. Carac-
clolas Mercedes won_in Tunis, but at the
Penya Rhin Grand Prix, in Spain, Nuvolari
raised Italian hopes enormously by taking the
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e 12C-36 cars all finished hut were a

12C-36 10 its first win ahead of Caracciola,
with Farinas 8C-35 in third. At the Ndrbur-
gr_lnﬁ a week later, 1t looked as if Nuvolari
ml(% t repeat his 1035 win, but Rosemeyers
Auto Union beat him by two minutes. The
Jano . 12C-36 was showing considerable
promise, although a lack of relability had dec-
Imated much of the opposition In"that race.

The Coppa Ciano was run at a very fast
road course at Livarno, and Nuvolari pulled
offanother ofhis miraculous drives. When his
12C-36 retired, he walked back to the pits
eventually. took over Pintacudat, 8C-35, ‘and
proceeded to drive through the field, past the
Auto Unigns, bringing thie team cars ofBrivio
and Dreyfus with Tim. Rosemeyers win the
following . week at the Coppd Acerbo at
Pescara gained some revenge but Nuvolari was
clearly Tapable of incredible driving. Auto
Unioh won again in Switzerland, ang then at
the Italian Grand Prix at Monza. Nuvolari
won the American Vanderbilt Cup in a 12C-
36 at the end ofaYear In which Alfa Romeos
had done reasonably well, Mercedes badly, and
Auto Union had had their best season yet.

The new 3-litre formula for Grand Prix
races was not announced until September
1936, so It was decided to continue with the
750 Kilogram rules_for one more year. Alfa
Romeo ran the 12C-36; they eventlially pro-
duced a lower version of the chassis, the' £2C-
37, later in the year, but it was meffective and
slower than the older car. Mercedes had done
major develogmen_t work between seasons to
compensate for their terrible year in 1936, pro-
ducing the 5-litre W125, and 1937 saw the
Mercedes and Auto Unions very evenly
matched. None ofthe other teams had a chance
against them. Alfa Romeo won only one race
with the German cars present, at the’ Circuit of
Milan inJune, when Auto Union sent a single
car for the young Rudolf Hasse to %am some
experience.” Nuvolart won In the 12C. Alfa
Romeo experimented with engines befween
4.1 and 4.5 litres in 1937, but they could not
come near the pace of their opponénts.



3 The Arrival of the 158

A number of threads had come together in

1936 and 1937 which were to_shape the future
for Alfa Romeo_and Scuderia Ferrari. Mid-

through 1936, Gobbato had recrurted
Wr redo Ricart to Alfa Romeo, ostensibly to
work on aero engines, although he_soon
moved on to other areas of endeavour. Ricart
had left Spain.in something of a hurry during
the Spanish Civil War and fis political and icle-
ologrcal views made him more comfortable

he Fascist-leaning environment at Alfa
Romeo. Gobhato knéw Ricart when he was
working for Fiat in Spain.

At around the same time, Jano’s inability to
design a successful and competitive racing car
to beat Mercedes and Auto Union, and the
immense workload he carried m other areas,
saw him yeceive what was effectively a demo-
tion at Alfa Romeo. He had been chief engi-
neer, with responsibility for all technical
deveIoRment His responsibility and authority
were then reduced to the automotive sector
alone. Ricarts arrival was another blow for
Jano, who saw him gurte nghtly, & a threat,
Then, in March 193 ato confounded
ever oneb announcrng thatAfa Romeo had
purc ased 80 per cent 0f the shares of Scude-
|

a Ferrarl, aI ost certainly benind the pack of

Enzo Ferrari. The racing woud continue tQ
operate from Modena, but under the control
of Gobbato himself. Enzo Ferrari would, at
this stage, remain in charge of the day-fo-day
running of the team. One major aim of this
‘reorganization’ was a shift in"focus. towards
beating the German cars, somethrng that
clearly”did not happen. How it made Ferrari

feel about Gobbato and Ricart is largely
unrecorded, but when the war ended some
vears [ater, it seems likely that he was not offer-
ing support to the parr Wwhen the antl-Fascists
were Ioo mg for peop e f0 (punrs
The failure ofJanos 12C-37 at the Italian
Grand Prix, at Livorno in September 1937,
was the official nail inJano’s coffin as far & Alfa
Romeo was concerned. There are indications
that Jano had deciced to leave Alfa Romeo &
he was frndrnﬂ conditions so bad. There is
stronger evidence that the Livorng result was
(Gobbato’ excuse tg dismiss him, claiming that
he was no fonger able to produce good work.
What is clear IS that, at the time, tfiere was no
acknowledgement of how much Jano had
done for the compan V\y and how bn liant his
designs had been hat IS less clear 1s the
extent to which Jano’ views of Ricart and of
Gobhato himself, and the political climate
may have hastened his departure. He returned
to Turin andjoined Lancia, where, Years later,
he would reappear with further master designs
rand Prix racrn]g Vittorio Janos expen
ence s OWed |cut It was to wor at
omeo uné; that period,
bad ysuc ataIente person coudbe treated
P, Colombo was transferred
from Portello to ‘Scuderia Ferrari at Modena
to work on a number of projects. The exact
chronology of these projects —the 158, 308,
12 and 316 —is impossible to ascertain, There
are Ion heId views that the 316 engine was
srmp 1y Iberto Massimino’ concept ofta | nq
58 8-cylinder engines andjoining the
wrth acommon crankcase and twrn crankshaft
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system. On the other hand, there are those
who have it the other way round —Colombo
developing an enqrne using half of the 316!
Enzo Ferrari said Tater in his life that he had
asked for Colombo to come to Modena to
WOrk on variqus projects, specrfrcallt( the 158,
and that he had made this request early in
1937, He argued that this timing was refated
o his own pressures on the Automobile Club
of Italy for a national 1500cc formula. This
makes sense Ifhe was at that time still unaware
Gobbato$ intention that Alfa Romeo
shouId buy the major share of the Scuderia.
Venahles §2000) 15 Clear the buy-out was, n
March and that Ferrari would go on running
the racrn(I; programme from
euallr( ear that In December of that ear
37, The situatjon changed comP etw
operations would returnto Portell hatever
was happening at Modena between March and
December would have been reatI affected
each rndrvrduasperc trono Who was In
c arge. It is therefore d rcuIt to_understand
how Ferrari could later see the 158 & his Ini-
tiative If Gobbato was so clearly the decision-
maker, It leaves the door open’to speculation
that Gobbato was capable of making Enzo
Ferrari think he was responsible for a iumber
of projects when these were already under

¥t 15 rmPossrbIe to establish an indisputable
trmetab e to which the 158 was designed, built
and fested. Even authorrtatrve Sources such S
Denis Jenkinson (Motor Sport, August 19 8)
have said that the 158 was desi ned In 193
which Is certainly inaccurate. Many writers —
both at the time, "and subsequently —have dif-
ferrng vrews on the timing of the Alfa Romeo
urc arse of the Scud%rra Ferrar] shares the
roe of Enzo Ferrari then, the_timing of the
move back to Portello, and Ferrarrs subse-
quent role and title there. Some sources have
him & ‘a mere employee’, some as team
manager, some g diréctor of Alfa Corse, and
some"a consultant or_combination of the
above. Some accounts have four, five or six
1585 being built completely at Modena and
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odena. He s

tested, partly built with the en%mes run at
Modena, o completely assembled at Portello.
Subsequent ‘autfioritative’ reporting of these
therefore deoends on. which account the
Writer had ead or believed. Many such
accounts have Ipasse into le end (Inciden-
tally, asimilar problem occurs in relation to the
diverse cars built to contest the 1938 Grand
Prix season: the 308, 312 and 316. Colombo
rs variously described as having worked on the
desi nof hese cars in 1937 ar in 1938, hoth
at Modena and at Portello. He would have
found 1t difficult to do the work at Modena if
In fact he and the cars were at Portello!)

Borgeson (199(2} from his personal contacts
with Colombo and Guidotti, states that the 316
emanated from Modena under the manage-
ment of the Scuderia Ferrari, and, in contrdst,
the 308, another effort to exploit the 3-litre
requlations, was an Alfa Corse in-house
Prorect Hull and Slaters work, often cited as
he best book written abouf Alfa Romeo
history, especially the competrtron hrstory does
not deal with the details ofthis period. It Simply
says that after Vrttorro Jano Ie future racing-
car desrgn was. 1 the hands of roacchrno
Colombo, and Luigi Bazzi workrng under the
Sganrard ‘Wifredo “Ricart’” (Hull ‘and  Slater,
1982 199}1 Interestingly, Luavigsen (2001,
P67) states that Colombo designed’the 308 by
ate 1937, but he also indicates - somewhat
oddly —that the Alfetta was first called the 308,

which seems unlik et;

Several people have claimed various degrees
of responsibility for the 158, or have had it
claimed on their hehalf. Whatever the exact
chain of events, it is clear that 1500cc engines
were not new to Alfa Romeo, and that Jano
had been mvolved in the design of them,
although these had been 6-cyfinder units.

ith Colompo3 range of exPerrence by the
mrd 930s. his _wor rng] re atronshrp Wrth
Bazzr at Ferrari, and the knowledge that
motor racing demanded flexibility, it rs not s
surprising that he had already committed
numerous icleas to the drawing”board which
might possibly be called upon™in the future.

=
=




Also relevant during this period were the
actions of people such’as Raymond Mays and
Enzo Ferrari, who wanted to"give wideratten-
tion to avorturette cIass of racing. The, argu-
ment was that such racrn% waS gaining” in
popularity, and there would be an addiencg for
a voiturette race at Grand Prix meetrnt{r
There was also reasonable speculation tha
1.5-litre formula would be a possible successor
to the 3-litre rules when they ran gut. While
a number of organizing badies listened to
these arguments,” no immediate action was
taken to Tormalize them, except in Italy,

Certainly, when Colombg was drawing up
versions of a L5-itreengine, he was"not
thinking of something for*vorturette racing,
but something that would one day be an effec-
tive race engine for whatever needs existed at
that time. It'should be added that the drawings
that appeared as earIY 8 1935 and 1936 did not
show a single 1.5-litre unit, but variations.

Mike Sparken has in his possession drawings of

the engine which differ from others thaf still
exist, and from those that have been publishea
by Alfa Romeo. It may onl
coincidence that some of Colombos early
drawings were penned around the same time
that Mays and Enzo Ferrari were putting
forward arguments for upgradrn volturette
racing, buf it seems likely that Alfa Romeo
and Colombo sensed that having a 1.5-litre car
would be a ﬁractrcal dea. Indeed, Venables
oints out t at a document emerged after
oIom oS death ayrngnout the specification
ofacomplete 158, and that this document was
dated 25 January 1936, some thrrt months
before the 158 apoeared in Rublrc 1S POSSI-
ble that he even thought that 1.5-litre rules
would come into effect instead of the 3-litre
supercharr{red/45 -litre unSU{)ercharged requ-
lations that were passed for

Perhaps, as far & credit for the 158 is con-
cerned, we should |eave the final statement on
this issue to Colombo himself. When he sgoke
to Griff Borgeson in 1964, he acknowle ged
that Enzo Ferrari had p h/P/ed avery key rolg in
the 158 being built at Modena. However he

be a matter of
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aIso ut hrs Views in writing in his book
apout the design of the earlist Ferrari cars
(Colombo, 1987, p.13-6):

%tt years earlier, in Ma 1937 1had arrived
of ena with awell-oefined plan in mind:
to build a small car with arear engine, a kind
of miniature Auto Union. For some time |
ad heen thrnkrn%about this ro lect and 1
een studying some possible so utrons |n my
pare trme Enzo Ferrart listened very closely
P, proposal. He Wanted t know all the
detar s, andl. asked for explanations which he
followed with qreat attention. And then he
vetoed the whole scheme! ‘No,” he said, it$
always.the ox that pulls the cart.”It was clear
that this was hisjoking way ofconcludrno the
discussion on gzood terms. But | learned from
then onwards that while Enzo Ferrari alweys
?ave his designers ahsolute freedom to put
orward their iceas and paid the. closest possi-
ble attention fo what they said, he always
reserved the final decision’ for himself, to.
In aittle room in the old Ferrari works In
Modena, we worked very enthusiastically for
several months on planning the new car
Cavaliere Bazzi, Ferrarrs friend and rrgn
hand man, wes with me: years ear ler he ad
been one of the technicians who worked
most cIoser with Vrttorro Jano. Then there
was Nasi, & very young designer, also ‘on
loan”from Alfa Romeo; and finally Alberto
Massimino, the eng Ineerwho had been taken
on drrectly by Ferrarr 0 stren then our little
working feam. | recalled all the episodes of
that exCiting experience; the Ionﬂ] a5 In the
little room in the Ferrarr Team, the evenrn S
we all spent together in a tratioria, nzo
Ferran racing from one supglrerto another to
put together"the varrous IS otthe car we
Watched growing to life | |n front of our egaes
And then carrie the other memorable (ays
which followed in rapidl sucgession: the excite-
ment ofthe first trial, on afine mornrn% Inthe
spring 0f 1938 - 5 My, to be exact - when the
tester”Nardl took the wheel of the Alfetta for
the first few miles on the Monza track.
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Colombo%swaords raise a numper of issues, but
one thing is clear: a rear-encl]lne car may have
been on‘the cards at an earfy stage, Whether
this had qrown from discussions with Ricart,
whq was later malnl?]/ re_sponsmle for the rear-
engine 512, or whether it was another prodyct
of C.olombo’ own fertile mind, is uncertain.
It did not take a qreat deal of imagination to
see how successtul a rear- or mld-en]glne car
might be, but it fell on Ferraris cleaf ears. It
was & If Auto Union had not been there,
although the ‘i it wasnt invented here’ syn-
drome” existed at Modena for many years.
Colombo does make the Alfetta se¢m’ very
much a team project, whatever the details of
the design origins and motivation. Finally, he
notes that Enrico Nardi, the man who would
go on to build his own race cars and create a
steennq—wheel empire, first tested the_car on
5 May "1938; there Is evidence that testing had
taken:place considerably earlier, although Karl
Ludvigsen has; the first testing ofthe 158 in the
handsof Attilio Marinoni inJune 1938 (Lug-
wgfen, 2001, p.67). There are other errors in
Colombo’ book, ‘locating the Ferrari work-
shop in Milan rather than"Modena, and there
Is always the feeling that this retrospective |ook
at his career perhaps plays down some of the
less pleasant events.

The ‘Alfetta’ Comes to Life

Although 1937 would be atumultuou% ear
for Scuderia Ferrari, there were nevertneless

Thefirst 158 protototype, perhaps as
early asJune 1937. According to Mike
Sparken, the veryfirst chassis built
were not raced as they requiredfuller
development. (Biscaretti Museum)
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certain constants. One was that there would be
continuing support to develop a Grand Prix
winner even though there were constraints on
these ambitjons, and Ifalian dictator Mussalini
Was mc_reasmply wanting to rival Adolf Hitler
In gaining glory throu%h Industrial achieve-
ment. Therg wés also the growmq belief that
there would be a place for dgood 1.5-litre car,
albelt in voifurette racmq[i abeliefheld largely
by Ferrari himself, probdoly by Colombo, and
e,rha?s even by Gobbato and possibly by
icart. As the yéar advanced, despite a lack of
success on the Grand Prix front that would see
hopes increasingly pinned on the followin
year, work In edrhest was pequn_on the 158§,
_convertlnP Colombos initial ‘design drawings
Into a real car, .

. Venables (ZOOOQ dismisses the Iongi-held
view that the 156 ‘was barn ouf of Ttalian
despair’, aview shared even by meticulous his-
torians such & David Hodges (1966), among
others. The notion was that the car was a reac-
tion to the beatmg{ Alfa Romeo and Italian
cars were taking at the hands of Mercedes and
Auto Union. But this was in Grand Prix racmg
and the 158 was not being bujlt & a Gran
Prix car but as g voiturette;” at the time It was
started even the most imaginative team
member could not have accurately predicted
when, or even if, there would be a 1.5-litre
Grand Prix formula. o

As Colomho himself admitted, it was prob-
abIY better for himself and for Jano™ that
Colombo should be based at Modena. This



Overhead view of thefirst 158
prototype. (Biscaretti Museum)

ressure o Jano In his final months at Aﬁ'g
omeo., The team that went_to work on the
b8 project was a small one, There IS 1o evi-
dence that the project, at this stage, had either
a Ferrari or Alfa Romeo tipo number or desig-
nation, but there is some evidence that the term
‘Alfettffwaf] alread beln_g useq. Credit for that
term, like the car jtself, IS attributed to diverse
sources —the public, team members, Colombo
himself. This Is an imponderable, but there was
a precedent for use of the term. Numergus
accounts say that ‘Alfetta’was used after the first
gubllc apﬁ]earance ofthe car because the car was
maller than a Grand Prix car it was a
voiturette, and it wes relatively small in size, and
this name came from the ‘gublic’. The more
likely scenarjo is that the team, some ofwhom
had also worked with Jang on the 1500 b-cylin-
der, recalled that ‘Alfetta’was used as the nick-
namT for that car, asthe engine and cha§5|f Were
smaller than those of its Prgdecess_or. Alfetta’,
of course, means ‘little Alfa’in Italian. Pre-war
Issues of Motor Sport reveal that, when the over-
seas press heard apout the car, especially in
Britain, ghe¥ anglicized the name and called the
cars the ‘Alfettes’, _ _
The nomenclature used in the workshop is
not record?d, and 1t seems, likely that the car
may have also been referred to as*158', denot-
Ing' the engine size and number of cylinders.
According™to current practice with Grang

E{ave him %reater sco%e tg work, and put |

Prix cars, it would have been 8C-38, but it was
not then g Grand Prix car and that would have
been confusing. In any event, in 1938 there
Was a change In noménclature, whereby the
308, 312 and 316 referred to engine size and
number of ¢ylinders withoyt reférence to Fhe
year as ,preV|ousI¥. some diehards arque_that
Alfetta’referred to the 158, but not the 159 of
1951, hut this Is inaccurate, as the 159 was vir-
fually the same car as the 158, and by this time
the 158 itselfwas a proper Grand Prix car, no
longer a voiturette. .~ L
he orlglns of the nickname ‘Alfetta’ will
remain another mystery, then, but It was a
name that came to"be Synonymous with Alfa
Romeo victory. . .
Borgeson, again, from his discussions with
Guidotti and Colombo, probably provides the
best evidence &s to the d%tan of what was hap-
Penln at Modena with the 158s. He states that
our ¢hassis were laid down at Modena, and
that these were not revolutionary buf relied on
Alfa Romeo state-of-the-art “design jdeas.
According to Mike Sparken, a st of chassis was
laidl down and tested and found to be wanting.
It s not clear whether these were then modi-
flﬁd and used or whether they were scrapped.
The dlsparlt}/ I discussions adout when testing
first took place gives some credence to this
view. It may also be the case that, when the
grOJect was moved hack to Portello, in Decem-
er; serious changes were carried out.
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The 158 Chassis

The first of the chassis frames built at Modena
was. made up of flat steel tubing, which had
a thickness of 0.06in (.5mm), and wes 0.87/in
I(22._3mm) wide by 4.8in (lZZmng) high. The fol-
_owmg frames were changed and the width was
IncreaSed substantially, to” 1.38in (35mm). The
frame was thus comPrlsed ,ottwg sets of |paraIIeI
rectangular-section tubes, joined py four crogs-
members, and the rectangular sections were 18in
(457mm) apart. The final drive and the engine
Were also used as chassis cross-members, with the
Intention that this would produce a rigid frame
assemply. It seems likely that this did ngt happen
with the first chassis, arid that modifications were
made. It is also possible that the lack of rigidity
was not discovered until testing had taken place,
leading to further modificatiqns. _

It iS useful to note that, in total, only nine
engine blocks were ever cast. This is an indi-
cation of how much develolpment,went Into
the 158 over a period of years. Qwing largely
to financial restrictions, the development team
was not able continually to produce new parts,
but had to make the best ofwhat was available.
The car was therefore under continued devel-
opment, some of which was recorded, and

uch ofwhich was not. . o

Front suspension consisted of trailing links
and there were swing axles at the rear, enclosed
In_housings with in-hoard u-{omts based on
American”types. At hoth front and rear were
Six-leaf transverse springs. _H){draullc dam[[J_ers
of a direct-acting telescowc ype and fric |?n
dampers were used, and these Were adjustable,
The front leaf springs were low-mounted and
connected to the wheel hubs, which were
located by the trailing arms. At the rear the
single transverse spring was located under the
main axle housing and connected to the hubs
by means of pivot links. Pomeroy (1965, p.36)
describes  the suspension’ ‘sdlient. features
being swing-axle rear suspension with nega-
tive Camber and a neutral position, and toe-in
a the wheels rise to.the full bump. Front sus-

pension 15 by trailing arms, transverse leaf

springs being used foré and aft.’
28

Braking was by means of hydraulic dryms,
which were mounted outboard on each hub.
The drums. were ventilated and had very
prominent fins. The brakes, like most aspects
ofthe 158, were refined over the years. Power
Increases came raPl ly, which “meant " the
brakes needed development. The original size
and location of the fuel tank, in the'tail, also
changed as fuel consumption increased with
greater power. Steering was by means ofworm
and wheel gear mounted directly above the
clutch housing, with a ‘push-PuII rod, which
extended forward underneath the exhaust
system to a bell crank mounted on the front
CToss membey. Equ_aI-Iength track rods were
split and inclined slightly backwards.

The 158 Engine

Although  there are, some variatigns in
ColomDo’s early drawings, the major features
ofthe 158 en?_me remaified reasonably consis-
tent and the Tirst engines were hardly altered
In any major way over along period, althoulqh
various refinements and a move from single-
0 two-sta_%e Su ercharge_r br_ou%ht_enormous
advances In power. The Initial Uesign had an
Inherent weakness, which was nevertully cor-
rected in the nine blocks that which were cast
(It was quite amazing.that Alfa Romeo could
achieve what it did viith cracked blocks!) The
cylinder liners and single-stage superchargers
Were made_a%Po_rt llo father than in l_\/Iodenfa.
. The straignt-eignt 158 engine consisted ot a
light alloy Crankcase, which™was split on the
céntreliné of the crankshaft, with dry-sump
lubrication. Colombo had moved the cam
drive to the front of the engine, and this
allowed the use ofa shorter block than on pre-
VIous 8_-C¥I|nder engines. The scavenge Eump
drew oil Trom the Tear end of the crankcase,
after oll had been fed through an external pipe
to the seven main _bearlnqs, and an eighth out-
rigger bea_rlngi adjacent to the flywheel. The
crankcase itself was finned and the surplus ol
from the su ercharg?r gears was also drained
back into the sump. The cylinders were bolted



on to the top_of the crankcase, which was cast
In electron.” The C}llmders consisted of two
alloy castings holted o?ether, and_the dry liners
were_inserted into the Tour bores in each cylin-
der. The. crankshaft itself had been machiined
from a single chrome steel billet. Nye (1989,
B.97) had ‘Stated that there were elght main
earings and a subsidiary ninth, but later
amended this to what Pomerog had described
some Years earlier (Nye, 1993; Pomeroy, 1965).
Most of the existing written materidl on the
etail of the 158, and many other Grand Prix
engines, emanates from the meticulous work of
Pomeroy, who subfected en?lne design and
construction to endless analysis, and to-whom
all historians are 6%reatly Ingébted.)

_ Pomeroy %19 , 0.34) describes the opera-
tion by wic

a train of gears drives accessories and two
overhead camshafts from the nose of the
engine, also a Roots-type supercharger Elaced
initially in the centre ofthe engine on the left
side ofthe crankcase and inspiring through an
updraught carburettor which feeds mixture
directly to a manifold placed directly above it.
Two valves per cylinder are used with a 90-
degree included angle, with central position
for sparking plugs, and the water offtake is by
four risers mounted on top of the cylinder
blocks directly beneath the exhaust ports.

There was one plug per cylinder fired by two
Marelli magnetos, which were driven fram the
front ofthe e,n(h;me. Bore and stroke was 58mm
X 70mm, with a capacity of 1479cc. The fuel
pump was driven from ttie rear end ofthe inlet
camsnaft, and the water and ol Rumps_from the
train of gears at the front of the engine. The
mziﬁneto was driven from this train 0f gears as
well.

When first tested at Modena, the 158 engine
Was p,roducmgf 180bhp at 7,000rpm” with
17.6ps1 boost from the supercharger. Unsur-
prisingly, in view of what was a relatively rapid
develdpment, various authors quote different
but similar power outputs at this early stagg.
However, the final figure in 1951 was neafly
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450bhp, showm? what a solid basic design this
was, since very Tew major design changgs had
been made to’it. The stspensian had followed
Jano principles as used on the 8C 2900 and so
did the engine, in that the cam followers and the
ear%y blowers were the same as on the 8C 2900,
he drive from the engine went through a
multi-plate clutch to the Tear-maounted four-
sReed gearbox, which was built in unit with
the findl drive. Here, the term ‘rear-mounted
I5 a_relative one, meamnq to the rear of the
engine, as the gearbox itsglfwas situated under
the drivers seat. The final drive unit was
bolted 0 one of the cross-members of the
chassis frame. Final drive ratios between 4:1
and 6:1 were used. The gear selector was
located in a left-mounted g{ate In the cockpit,
with an ol tank located in’the right side. This
transmission did not depart from"existing Alfa
Romeo practice in any potable manner.”

The car was essentially a trim and simple
machine, de5|%ned and constructed to be eas
to work on. The first version ofthe, 158 bod%
work was not particularly atractive, and it
would not have won many prizes for aesthet-
ics, but it was nevertheless to prove effective.

Technical Specifications - The Early 158

Cylinders

8
Bore and stroke 53mm X 70mm

Stroke/hore ratio _ 121
Piston area 32.850 in (21232 cm)
Capacity - 1480cc
Supercharged Single-stage
Power 180bhp @ 6500rpm
Piston speed 3,136ft/min (956m/min)
Valves no. and anlgle 2 @ 90 degrees
Horsepower per litre 120
Gears _ 4
Wheelbase 98.6in (2.5m
Track ~ Front and rear —50in (1.32m
Front suspension Trailing arms
Rear suspension Swing axle
Frontal area 115 sq ft (1.073(1 m
Laden weight 19.5cwt %99_ kg
Fuel capacity 315 6gallons (217 litres
Maximum speed 168mph (269km/h
Tyres 550 X 17 front, 7.00 X 18 rear
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The Creation of the ‘NewbAlfa
Corse

The 1585 were being built at Modena under
the supervision of Enzo Feyrari, and some
early testing may have taken pIace at that stage,
althiough this has not been con |rmed In Sep
tember 1937, Jano final \% %ot IS marching
orders, much against the wis es ofthe major-
ity of Alfa Romeo and Scuderia staff. On 1
JanuarY 1938, Gobbato made an announce-
ment that_came & a shock to most of ltaly:
Scuderia Ferrari was to be closed down and
Enzo Ferrari would become the manager ofa
newly constituted Alfa Corse,
THis was, a blow to Ferrari, who had come
0 belleve that Gobbato was hagp'y to let him
run his part of the Alfa Romeo facing effort
from Modena. Ferrarl would be based at
Portello under the new arrangements and all
the staffand equipment would™be moved from
Modena to Portello. Venables (2000, p. 131)
sa?/st IS mcluded the partly built 1585 With
Il th 1jlgs and all tecomponents for these
cars’. Thie term ‘Tipo 158" would appear to
(Ft)atet Ioltflmally from the return of the cars to
ortello
There remains a question over whether any
of the cars had in fact already been completed
and tested, and, 1f so, what Was transferred to
Portello could have been revised chassis, or
Possml even new chassis if early testlnP had
ound the. onﬂlnals wanting. This uncertainty
has occasionally left the dbor open to those
who would, like to believe there were addi-
tional chassis left at Modena! The detective
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work of Mike Sparken eventually located a so-
called ‘lost’ 158, more of this later.

The ‘new’Alfa Corse was wholly owned by
AlfaRomeo, and the separate Ferrari team wes
placed in the hands of 4 liquidator. The stated
Intention of Alfa Corse was to develop, con-
struct and manage new racm% cars from a two-
storey bmldmg adjacent o the Portello
factory. Phatographs published ofthis bmldmg
InJanuary 1938 Indicated that work_on it ha
been gomg on for some time. The  Alfa
Romeo ealers MD run b%/ Enzo Ferran Was
left behind at Modena but everything else
came to Milan. Alfa Romeo wére pitting
their hopes for future racing success in the
158, even_though this would”not be a Grand
an car. The 3-litre fpro lects also came from
Modena so that Alfa Romeo had greater
control over the general racmP eﬁort and this
amounted to a serious crificism of Enzo
Ferrarjs work. It does, perhaps, seem odd that
Ferrart was kept on, or it would have seemed
S0 at the time; aerhags his future departure was
already on the c

With the return to PorteIIo a %reat we|ght
of responsibility fell on the “shoulders ~of
Glacching Co ombo to design, improve and
develop the contenders for Grand Prix races,
aswell'asthe 1585 forvmturette races, once the
decision was made by Alfa Corse fo.race these
cars in that catet%ory In 1938, It Is impossible
to say whether there was a clear decmon not
to enter these events until later in the year. It
Is more likely that there {ust Was not enou%h
time for Colombo and ‘the team to get the
Grand Prix cars and the 1585 going & well.




Venables EZOOO) argues that the 158 had heen
tested at the end 0f 1937 bg/ Marinoni, on one
of the autostrade. If seems possible that this
might well have occurred when other cars
were gettln? similar tests. Records were not
kept for testing as they are now, and it seems
uite likely that the cars went out more times
than were ever noted for ostentY.
In the early manths of 1938, Alfa Corse was
engaged_in i nmgi drivers for the coming

season. Tazio Nuvolari had heen serlousLy dis-
couraged by the unrellablllt% of the Grand
Prix cars, and had had a number of accidents,
but he signed a contract nevertheless. Within
weeks he'nad another accident, at Pau, He said
he was retiring and made it clear to the press
that he was very unhappy with Alfa Romeo
and the cars he had_been"given. This led to a
rebuke from ‘certain FasCist quarters’ about
giving press interviews. _

There were ten Grand Prix races in 1938,
and fourteen voiturette races. Alfa Corse
entered eight and ran in seven of the, former,
and six Of the latter, not entering any
voiturette race until August, as the major focus
remained on the Grand Prix events.

Grand Prix Disappointment

Emilio Villoresi had been brought into the
Alfa Corse team to partner Tazig, Nuvolari in
Grand Prix races to the new 3-litre formula.
This was a very short-lived partnership;
Nuvolari s Pau crash in practice saw his depar-
ture from the squad, and Villoresi himselfhad
a fire In practice, so neither of the 308s started
the race —a had omen for the season. Rene
Dreyfus scored a good win at Pau in the Dela-
haye 145 from 3 Mercedes W154 shared by
Lang and Caracciola, , o

e 308s entered for Nuvolari and Giuseppi
Farina did not materialize at the next race, at
Cork in Ireland, and Dreyfus won again, and it
seemed at first that the German cars expected
supremacy. would. be challen%ed. Sadly for
Dreyfus, his ‘winning streak’did not confinue.
In fact, ten Alfa Romeo-powered cars had
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been entered for that race, including six private
Tipo Bs, or P3, and Chris Staniland’s Multi-
Union, but only Ken Evans’P3 showed up; he
was fourth. Jean-Pierre Wimille was a retire-
ment in his Type 59 Bugatt].

In mid-May, the _flrst,ma[Jor race of the Year,
the Gran Premio Di Tripoll, took place at the
Mellaha circuit. Sixteen 1500cc volturette cars
were also invited, but all of these were Maserafi
4CMs or 6CMs, It was a tragic race for Alfa
Corse as Eugenio Siena’s works 312 crashed
while lapping a slower car, with fatal results for
Siena. Then"Giuseppi Farina, a driver always
known for_his a?_gresswe style, touched the
Maserati 4CM of Caszlo Hartmann. Hartmann
was Killed, and Farina suffered minor injuries,
The forty-la[l) race went to Hermann Lang$
Mercedes W154. Raymond Sommer managéd
to salvage fourth,in his works, 308, but that Was

00r compensation considering the effort Alfa
orse had made for this race, with fwo 3125, a
16-cylinder and the 308. The Alfa Romeos

Emilio Villoresi

‘Mimi’Villoresi has always tended to he overshad-
owed by his older brother Luigi, and rather less is
known“of the details of his ea_rly driving career.
Born in 1913, he raced small Fiats for some time,
competing in the Mille Miglia. Like his brother,
he raced a 1.5 Maserati in voiturette races, and was
signed to drive for Scuderia Ferrari in 1937. He
finished third at the Coppa Principessa Di
Piemonte at Posillipo in Naples in a 2900A
behind Farina and Biondetti, and was third again
a few weeks later, this time behind Trossi and
Tadini, at the Circuito Della Superba in Genoa.
These were relatively minor races hut there were
good drivers in the field. Villoresi also drove a

cuderia Ambrosiana Maserati 6CM in five
voiturette races in 1937, where he won heats, then
often led, and was forced to retire with mechani-
cal problems. In 1938, he raced the 308 at Pau,
where he had a fire in practice, and he practised
for the Italian Grand Prix at Monza but was a
reserve driver for the race in the 308. He made his
1938 voiturette debut at the Coppa Ciano Junior
race in the 158. He came to be considered the
quickest of the pre-war 158 drivers.
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and some of the Maseratis had been able to
match the pace ofthe Mercedes in practice, but
could not sustain It in the race, and, in. many
ways, that was the end of any opposition to
Mércedes for the 1938 season.

No Alfas went to Reims mJu% Wwhere von
Brauchitsch won In the W154. A few weeks
later, Nuvolari —out of retirement, and having
defected to the opposition —showed up in an
Auto Union for the German Grand Prix at the
Nirburgring. It was a move that did not_go
down viell at Alfa Corse, or with Mussolif,
although the latter could hardly argue gs the
Mantuan was drlvlnﬁ for his ‘colleague’. The
race went to Englisiman Richard Seaman in
one offive W1545, Farina and Clemente Bion-
detti both retired the 312 Alfas and privateer
Renato Balestrero finished a creditable seventh.
This was the race which history.has was in the
hands of von Brauchitsch uritil a huge fire
during his pit stop put Seaman in the lead. Von

Brauchitsch rejoined, but crashed, claiming the
steering wheel had come off, and that he would
have won, although team members have said
that neither claimWas true!

. Seven voiturette races had been run by the
time the Coppa Ciano at Livorno was diie to
be run on 7 August 1938. This was the type of
event to which many organizers asRl_red, with a
full Grand Prix suppoited by a high-quality
1.5-litre voiturette race. The’ Italian” National
Championship, was now being run fo the
1500cc regulations, and that gavé added impor-
tance to fhe events. The smaller division had
been dominated by either 4CM or 6CM
Maseratis, which were virtually the only cars in
Italian races. In other events in France, and at
the Cork race earlier in the year, there had
been a handful of ERAs, Tafbots, MGs, an
Alta, the occasional Bugatti. and Delage.
However, testing had been” taking place with
the 1585, and thrée cars were enteréd for Emilio

Thefirst public mewing ofthe 158 was at testing at Livorno prior to the Coppa CianoJunior race, in August 1938. (Alfa Romeo

Storico)
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Villoresi, Clemente Biondetti and Francesco

everi, _
After limited testing, the team mana?ed
to improve the power output of the 158
8-cylinder engines to 195bhp .at 7,000rpm,
mainly by increasing the manifold pressure.
According to Ludvu%sen (2001, p.67), Scude-
ria Ferrari's chief tester, Attilio Marinani, was
out in the car In June, pronouncing. it com-
petitive. Hull and Slater (1982) confirm this
and were probably the source of the orlgllnal
Information. Unfortunately, Hull and Slater
had such a wide brief for their research that
much of their detailed _knovvledge IS not
recorded. Francesco Sever carried out testlnq
at Livorno In the days before the race, and i
was evident then that the three cars could be
competitive with the Maserati opposition.

In the main Co Pa Ciano race for Grand
Prix cars, works Alfa 312s were entered for
Farina, and for new team member Jean-Pierre
Wimille, while Balestreros private 308 was in
the hands of Vittorio Belmondo. Farina and

Clemente Biondetti

Biondetti was a native of Sardinia, and started &
a motorcycle racer in 1923, moving to cars four
years later. He raced a variety of machines,
Including Talbot, Maserati and Alfa Romeo,
wmnln(I; the Italian Championship for 1100cc
cars in 1929 and the 1500cc class in'1930. He was
a works Alfa Romeo driver for the first time in
1936, coming eighth in the Mille Miglia. In
1937, he drove the Scuderia Ferrari Alfa Romeo
12C in the same race at Naples where Villoresi
was behind the wheel of the 2900A, beating him
by one place. He retired in the Genoa race in the
3.8 12C (he had driven the 4-litre version at
Naples). He retired at the Monaco Grand Prix in
the Scuderia Maremmana Maserati 6C, and from
the Italian Grand Prix in the 4-litre 12C again.
Like Villoresi, he found himself doing a number
of Grand Prix races in 1938. He qualified the Alfa
Corse-entered 316 on the front row of the grid
in Tripoli and ran well until forced into_retire-
ment. He was in the 312 at the Niirburgring but
crashed on the second lap. He was a versatile
driver, coming to prominence in long-distance
sports-car races particularly.
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Francesco Severi

Severi is something ofa mystery man, and there
are references to a Giulio and Guido Severi, &
well as a Francesco, but it is thought that these all
refer to the same person. (There Is also a Martino
Severi, who tested for Ferrari, but he was involved
a number of years later) Francesco Severi was
racing Scuderia Ferrari cars as earlz as 1931,
takmgi the wheel of an Alfa Monza at Pescara. He
won the Targa Abruzzo sports-car race in 1934
with Franco Cortese, and did it again with the
same partner in 1935. In 1936 he appeared in an
Alfa 8C-35 in several races including Tripoli and
the Eifelrennen at Nirburgring, and he and
Raymond Sommer won the Spa 24 Hours in a
2900. Severi entered a Maserati 6CM at the
Tripoli Grand Prix in 1937, finishing seventeenth
overall and third in the voiturette class. He crashed
a3.7 6C Maserati in the German Grand Prix. He
completed the rest of the season in voiturette
races, eight in total, gaining a number oftop three
finishes, “including a win in the XXVIII' Targa
Florio (run as a single-seater race in a park In
Palermo). Severi was running his own 6CM
Maserati, although twice he appeared in a works
car, He won the Spa 24 Hours again in early 1938
before racing the 158. .
Venables (2000, p.133) refers to Severi as one of
Scuderia Ferraris ‘competent drivers’, and else-
where he is van_ously viewed as ‘an occasional test
driver’. According to Hull and Slater ((11982), he
distinguished himselfby his sports-car drives, but
this underestimates his experience and skill. He
was far more than just a sports-car driver, and his
Eﬁstlrfggnput influenced the rapid development of
e 158,

Maserati 8CTF driver Carlo Trossi both gave
the three Mercedes, drivers a dlfﬁcuwW time,
Trosst was quickest in qualifying, and he and
Farina bracketed Carraciola and Lang on the
front row. Trossi led some of the race’until he
had brake and engine problems, Farina then
finished second to"Lang, with Wimille havin
handed over to Biondetti in the other 312,
which came third. It was a good race for the
ltalian_teams, but nothing comﬂared to what
the voiturette cars had done in the earlier sup-
porting race.
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Francesco Seven see in thefirst public testing ofthe 158 at Livorno, August 1938. (Alfa Romeo Storico)

First Race for the Alfetta

It seems fair to say that no one expected the
Coppa CianoJunior on the Montenero circuit
at Livorno in Italy to be a major turning point
In the racing. of the period; never mind in
motor 5£)ort in general. Twelve Maseratis, a
mix of 4CMs and 6CMs, turned up for the
race on 7 August 1938, and these were all cars
which had been_contesting the. numerous
voiturette races. The only ~‘outsiders’ were
three red Alfa Romeos. They were seen &
both different and more attrctive than the
Maseratis, although in fact the ‘cheese-cutter’
%rllle and front-end shape of the new car was
ot aesthetically brilliant, and would pe
chanqed the ollowmﬁ season. Still, the
know ed(rqeable and the local race-goers
flocked T0 see the new cars. Photographer
George  Monkhouse and German ™ driver
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Manfred von Brauchitsch were hoth admirers
ofthe new-look AlfaRomeq 158, or ‘Alfetta’,
& the public came tq know it.

The main Q%posmon would . come from
Emilio Villoresys brother Luigi in his works

M~ Maseratl, and from™ the Scuderia
Ambrosiana 6CM of veteran Frango Cortese.
German Paul Pietsch, who would figure in the
Alfa Corse hlstork//| some years later, wes there
with his own 4CM, along with Aldo Marazza
in a 4CM. They were al drivers who had
proved themselves in the closely fought
voiturette races for the last few seasons. LUl
Villoresi’s Maserati en(lllne had been uprated by
the factory with a Tight alloy. block and &
number ofchanges to the susperision, and atten-
tion had heen paid to reshaping the body for a
better aerodynamic effect. Word of the, Alfa
testing had Deen leaked —hardly surprising,



The Coppa CianoJunior race, 7
August 1938, at Livorno. Thisfirst
racefor the 158 saw a victoryfor
Emilio Villoresi in number 14 with
Seven (26? seventh and Biondetti (24)
second. (Alfa Romeo Storico)

since much of it was done on public roads and
atostrage, Indeed, it was not unusual for the
competition fo show Up and watch a team
testing, with their own stopwatches in hand. As
late &5 1963, testlnﬁ_vyas sl belnq done out In
the open; Carlo Chiti’s ATS had 1t first run_on
the dirt roads of the farm where he was putting
up his new factory! o _

Practice on the street circuit ended with the
three Alfa Romeo 1585 on the front row.
Francesco Severi was quickest of all, on 2min
32sec, ahead of team-mates Emilio Villoresi
and Clemente Biondettt, and a full three
seconds faster than the Maserati of Luigi Vil-
loresi. Commentators on the event have sub-
sequently arqued that the prewouslr dominant
Maseratis had been rendered obsolete as soon
8 the race was under way. This may seem to
have been something of an overstatément but
It turned out to be dccurate.

Cortese, Pietsch and Edloardo Teagno were
on the row behind the first four as the flat%
came down, and Franceso. Severi led for mos
of the_first lap, until LUI_?_I Villoresi got past,
with Bigndetti and Emilio Villoresi chasmg
Severi. On the fourth l?P" Emilio was ufp t
third, and Severi dashed into the. pits for
Ionfg stop. ngl Villoresi [ed until just before
half-distance, but he was drlvm? the Maserati
on the limit and the engine could not take the
strain. The two Villorésis had run very close
together, and younger brother Emilio took
oVer as Luigi was fofced to retire. In the end,
Emilio won the twenty-five-lap, 90-mile
(145km) race at an “average speed of

0 the. pits for a

82.75mph S]l_SZ.Sk_m/h), with Biondetti two
seconds behind him. "An Alfa 1-2-3 was
ruined as Severi had a spin and another stop
for nevv_pIuHs, S0 he was seventh. Aldo
Marazza in the second works Maserati was
third, from Cortese, Barbieri and Ruggiert,
with Severi another lap down. The Maseratl
drivers just could not contain the Alfas, and
Emiljo "Villoresi set fastest Tap at 85.69mph
137km/h). _ _

The Coppa Ciano Junior had been an
amazing debut, and, although not a Grand
Prix, was an, indicator of what was to come.
Enzo Ferrari was n the pit that day with
Gioacchino Colombo to see ‘their’carwin its
debut event. _

Overseas news of the Alfa Romeo victor
was quick to break, Motor Sft])ort (Sept. 1938,
P.340 acknowledging that the appearance of
he Alfas ‘was undoubtedly the most |mﬁor-
tant event of the month ..~ at Livorno where
they won, they never gave the sllqhtest
trouble’. The ma?azme even ran a photo of
Severl, although it had been taken the follow-
Ing week at Péscara, not at Livorno.

Failure at Pescara

The Italian motorm? press was glowing in its
tributes to what Alfa Romeo “had accom-
Pllshed. The win in the voiturette race and a
easonable showing for the Grand Prix cars
had gone a long way towards restoring Alfa’
wanin regutatjon. owever, the team$ joy
proved to e slightly premature,
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One week after the voiturette race, the
teams moved south to Pescara for the Coppa
Acerbo on 14 August. If was an exceedingly
busy race prodramme with a SIx-hour sports-
car race on ‘the Saturcay,. followed by the

p§)a Acerbo Junior race in the morning on
the unday and then the Grand Prix cars, wo

08s, now regularly bernlg referred to in th e
Press & ‘Alfettas were entered for Emilio Vil-
oresi and Francesco Severi. Biondettr was
berng saved for the main event, In. which he
was, driving a 312. It was a smaller field for the
Junior racé, but nevertheless. an experienced
one, with IVIarazza and Lurgr Villoresi in the
works 6CMMaseratis, . Etfore Bianco in
4CM and Pietsch alg_rarn in his 4CM; the only
non- Italran car was urgr Plate’s Talbot 700. AS
had h a pened the week before, the 1585 were
quic eﬁ in practice, with Emilio Villoresi this
trmet |ng pole from Severt, and Marazza also
on_the front row.

The race turned into an Alfa shambles
almost _immediately when Emilio Villoresi
went offthe roadjust after the start and pitted,
retrrrn? on the second Iap Severi then had a
long |nan he dropped to fourth at the end
behind Lui |V|IIofresr Paul Pretscr%puttrng n
an impressive performance, and_ Barbieri
Marazga Ba 20 retired The Alfa unre?rabrfS
ity took everyone by surprise after the previ-
oUs weeks victory; the long 15-mile (25km)

On 14 August 1938, Severi (8) was
fourth at the Coppa AcerboJunior at
Pescara, while Emilio Villoresi retired.
(Alfa Romeo Storico)
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Pescara road_circuit had severely tested the
new Alfa 158, In fact, neither Severi nor
Emilio Villoresi could match the speed of the
Maseratis in the race, although at one point
Severi was being timed at, over 140mph
&zr%?khﬁ”’h) for a Sustained period on the long

Itgrs the view of Venables (2000) that Emilio
Villoresi s carburation set-up could not cope
with the change of altitude, as the circuit ran
from the sea into the mountains. Hull and
Slater (1982) arque that the cars had spark-
plug problems and later histories tended to
repéat the view that somehow the spark pluds
were at fault. Most subsequent comments
about the performance in that first Season
were based on the remarks of Laurence
Pomeroy (19652< who described what actions
Alfa Corse togk at the end of the season to
improve reliapility. It would alopear that no
one at the time’ ever seriously questioned
what the problems were. Motor” Sports ‘Aus-
ldnder’. In his Contrnental Notes and News’
(Sept. 1938), also accepted the story that the
plugs could not cope with, the altitude
changes, and predicted that this would soon

be clired,

Fortunately, Griff Borgeson pursued the
question through his good relationships with
ex-Alfa Corse personel, and used his inside
knowledge to write a two-part tribute to the



Alfetta in Road and Track (March and April
1965). Borgeson probably knew more about

or%e
the people ht Alfa Romep over the period, of

its history than anyone else, certainly outside
of Italy. "He sum$ up. his discussions with
Colombo and mechanic/test and race driver
Consalvo Sanesi as follows:

It was during this early period (between the
races at the end of 1938) that the one real
weak point of this engine manifested itself,
The bearing caps were held in the magne-
sium crankcase by two short bolts each.
Directly above them were short hold-down
bolts for the cylinder blocks. It was between
the ends of these upper and lower bolts that
each of the original four crankcases devel-
oped large and serious cracks. Colombo
pleaded for new castings in which he could
run big single bolts from cap to block and
thus eliminate the repetition of this failure.
But this was never a large-budget operation
and his management told him to make the
best ofwhat he had, which he did. He drilled
the cracked cases, installed the new through
bolts, and in this patched up form the engine
went on to develop ever-higher output for
another dozen years. And of course no one
ever knew. (Borgeson, Road and Track, March
1965, p.56)

The timing of Colombo% intervention to
effect repail’s is unclear. The team missed the
next two races and returned a month later to
win, but then the cars failed agam aweek later.
Temporary work may have faken place after
the oRpa,Acerbo méeting, but it seems more
likely that it was done at thie end of the season.
There are alsq reports, that Six cars were com-
Plete by this time, s0.it has to be assumed that
he same weakness in the blocks had to be
dealt with In the other two engines, Indeed
there 15 some suspicion that all nine blocks that
the team used over the period of 1938 to, 1951
had some cracking, and this was evident in the
engine ofthe MiKe Sparken car. One interest-
Ing' aspect of this little-known occurrence is
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that it indicates that either Alfa Corse were not
willing to share information in the period, or
that they were never asked ... or hoth!

The oppa Acerbo for full Grand.Prix cars
followed the voiturette event. With three
Mercedes W154s for Caracciola, Lang and
von Brauchitsch, and Auto Union T¥ e.Ds
for Muller. Nuvolari and Hasse, optimism
about Alfa’ fortunes were guarded & Farina
In the 312 was only on the third row, and
Biondetti and Vittorio . Belmondo, also in
312, were slower_ Luigi Villoresi in the
factory Maserati 8CTF was two places behind
Farind. After three hours of racing, Caracci-
0la’s Mercedes was the only Gerntan car still
running, and a restrained Farina finished a
good second, four minutes behind, with Bel-
mondo five minutes further back but still on
the winners lap. Comotti’s Delahaye was a
further lap behind. These were the only fin-
ishers, so' Alfa Corse went away with ‘some
sense of achievement,

Withdrawals and aWin

The Swiss Grand Prix at Bremgarten took
place a week later, and Alfa Corse had made
entries for Farina and Jean-Pigrre Wimille in
312s, and for Emilio Villoresi and Raymond
Sommer in the Prix de Bern%_for VoIt{rettes,
Farina trailed home In the I([] race behind
three Mercedes and Stucks Auto Union, and
Piero Taruffi was sixth in a Scuderia Torino-
entered Alfa 308. The 158s were withdrawn
from the Prix de Berne after the Pescara disas-
ter so that some work could be done before
the next Italian races. Alfa Corse did not want
to do badly in one of the most prestigious of
the voiturette races, and the Swiss crowd were
happy when one of their own, the relativel
little "known Armand Hug, In his Maserat
4CM, won the final after two heats, =~
A single car was entered for Emilio Villoresi
at the ona Edda Ciang at Lucca on 4 Sep-
tember, but a more Important race was
coming.up at Monza a week later, so the 158
was again withdrawn. Luigi Villoresi won the
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race in his works Maserati 6CM from Franco
Cortese, and Paul Pietsch managed third, with
Villoresi securing the Italian 1500cc Champi-

onship.
OnIO 11 September, the Italian Grand Prix
and the Gran Premio di Milano for voiturette
cars were to be run at Monza. Alfa Corse was
makln? a major effort for this final important
race 0f the season: two 312s for Piero Taruffi
and Wimille, and two 316s for Biondetti and
Farina were entered, and private 308s were in
the hands of Belmondo and Pietro Ghersi. No
less than four 1585 were wheeled out for prac-
tice, for Emilio Villoresi, Raymond. Sommer,
Francesco Severi and test driver Attilio Mari-
noni. The opposition was almost all Maserati,
with the exception of Arthur Dobsons ERA
B and Plate’ Talhot. _ _
Emilio Villoresi was on form in practice at
Monza and he and Sommer headed the first
row from Luigi Villoresi, with Severi next and
Marinoni on the third row. The opening laps

Attilio Marinoni

Marinoni was not a well-known public figure, and
was generally described as an ‘Alfa Romeo test
driver’. This was partly true as he did most of his
testing on Alfa Romeos, but he was also a chief
mechanic at Scuderia Ferrari and had done some
serious races, although not as many as Severi. He
was born in_ 1896, so he was already 42 when he
drove the 158 at Monza. In 1934 he was third in
the Mame Grand Prix and fifth in the Italian
Grand Prix, then fourth in Belgium in 1935, and
fourth in the Italian Grand Prix. He went to the
Rio de Janeiro Grand Prix in 1937 but did not
finish, and in 1937 he was eleventh at the German
Grand Prix. He drove the Scuderia Ferrari 8C-37
in that race, was on the same row of the grid as
Severi and Sommer, and was the only Alfa
running at the end. The Monza race was his only
event in 1938, although he did the bulk of the
limited testlng that was carried out that season,
and was regarced as an expert test driver as he was
also a skilled mechanic. He was a good example of
that group of test drivers/mechanics, like Severi
and Sanesi, who were also capable racing drivers.

The 158 at Milan in September 1938, before the Gran Premio di Milano at Monza, on 11 September 1938. (Biscaretti Museum)
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Raymond Sommer

Sommer was born in Paris in 1906 and rapidly estab-
lished himselfas soon as he began racing in 1928. His
father was one of Frances pioneer aircraft manufac-
turers. Sommer was probably the most committed,
never-give-up driver of the pre-war period, and he
turned down a number of works drives to be inde-
pendent. He seemed to relish the task of running out-
classed machinery against works opposition. He drove
for Alfa Romeo in sports cars, and he won at Le Mans

in 1932 in the 2.3 with Luigi Chinetti, and again in
1933 with Nuvolari. He did"a number of Grand Prix
races in 1934, with some results and a number ofnon-
finishes, had a better season in 1935 when he won the
Comminges Grand Prix, won the French Grand Prix
in 1936 and the Sga 24 Hours, and had more sports-
car victories in 1937. He drove the Alfa Corse 308 at
the Tripoli Grand Prix in 1938 and was fourth, the
best-placed Alfa Romeo.

A rare photo ofRaymond Sommer signed to ‘Toulo’ de Graffenried; Sommer was only tenth at Milan, (de Graffenried

Collection)

were scintillating, with Alfa and Maserati
almost indistingtiishable. Sommer held the
early lead and "Marazza, Severi and Pietsch
got"past the Villoresi brothers, who were
embroiled in their own fight. It was atwent())/-
five-lap race but the strainstarted to take a toll
at an early stage when Raymond Sommer

made the first of a number of stops, allegedly

for Plugs, an indication that the engine
problem’ had possibly not been sorted by this
%tage. Alfa Corse did not say this time that it
ad to do with the altitude, and were just as
h,z%f)p?/ that Emilio moved into the lead on the
fifth [ap, when his brother’s Maserati engine let
go. As various cars pitted, Marinoni” found
Imself in third, behind Severi, but then he
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stopped on lap 17 and retired three laps later
for Unspecified reasons. , ,

On the last lap, Sommers engine caught fire
on the run_—ug to the fl % probablg/ becuse of
abroken piston, according to Venables (2000).
It is thou?ht that Marazza, who had s opPed
and then Tegained third place, was distracted,
missed the flag and drove flat into the Lesmo
corner. He crashed into the trees and died later
from his injuries. Marazza was mourned & a
?reat talent who had yet to peak; it was very
Ikely that he would have been signed by Alfa
Corse for 1939,

The 158s lead away at the drop of the
flag at Monza. (Alfa Romeo Storico)
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Emilio Villoresi took a very welcome win
W one. second from the flying Severi, with
Hug third, Cortese fourth, dnd Marazza cred-
itec with fifth. Sommers stops saw him finish
tenth, Alfa Corse were left in the puzzling
P_osmon of having two cars that finished bril-
lantly and_two that broke. =~ =~

In"the Grand Prix race, Farina did another
face-saving job for Alfa Corse b comm(%
second to Nuvolaris Auto Union. The defedl
of the Mercedes, unexpectedly, and Nuvolari
winning at Monza tended “to . overshadow
Farinas™ good drive, while Biondetti was

The 1585 heading the grid at the
Gran Premio di Milano: Sommer
(centre, 2), Severi (far side, 16), and
Villoresi (closest to the camera, 8).
(Alfa Romeo Storico)
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Francesco Severi was one ofa number
ofAlfa Romeo test drivers who did well
in selected races. He was second to
Villoresi at the Gran Premio di
Milano at Monza.

fourth and Ghersi sixth. Only these six
managed.to complete the distance. It looked
like apositive omen for Nuvolari and the revi-
talized Auto Union for the race at Donington
five weeks later, and, indeed, he tota,\IX domi-
nated that last race of the season. Mercedes
went but no Alfas were entered,

The final voiturette race in 1938 was sched-
uled for 18 September, aweek after Monza, at
the Circuito Di Modena. There was some
doubt & to whether the race would go ahead
a5 War was coming ever nearer; German and
Italian activities in"Africa and Eastern Europe
made many commentators feel that conflict
was now inevitable, The race was not can-
celled, however, and Alfa Corse had an ambi-
tious entry of four cars, for Emilio Villores;,
Severi, Sommer and Clemente Biondettl
who was free from Grand Prix _commit-

ents). Again, the opposition was all Maserati
with the exception of Arthur Dohson, who
remained In laly with his ERA, which had
broken a half-shdft at the start at Monza, (The
EnPhsh drivers often came In for criticism in
ltaly and at home for_not supporting the
1500cc racing abroad. Good start and “prize
money was given to forelgn entries, but most
Prefe red to race at Brooklands and Doning-
on for far less.) Dobson improved his Monza
P_ractlce performance b movmlg up to the
ifth row ofthe grid at Modena. However, the
Alfas were quickest again, with Severi again
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fastest of all, from Biondetti, Luigi Villoresi
Emilig on the second row, with Cortese, and
then Gherst, Pietsch and Sommer.

The Maseratis charged away at the start,
Lmr%l Villoresi towing”Franco” Cortese awa
from the pack at first, With the 158s ofEmili
Villoresi, Severi and Biondetti opening a gaP
to Pietsch and Sommer. Then Biondgtti
moved to the front and just & quickly was
rushing into the pits after onI_Y four laps 0f the
fn‘ty-flve-laP race on the 2-mile circuit. Emilio
moved to the front as his brother retired —
again —and Severi chased Cortese. Then
Sommer made a st_oR with no oil pressure, fol-
|lowed by Severi with the same complaint, The
bearln(lys were ap,parentIY beginning to_ break
up, but Emilio Villoresi Tooked safeuntil half-
distance, when Cortese caught up and went
Past. Emilio was having his brakes fade, and
hen he was in the P,lts and out ofthe race, and
all the Alfas had retired.

Villoresi had set fastest Ia[? at 65.91mph
105km/h), but that was [ittle consolatjon.

Il-system and bearing problems were given
as the reasons for all thie 1585 gomP out, and
the promise, they had shown“earlier in the
season remained l{ust that, Severi also had his
suspension_break, the first time that had
occurred. The cars were clearly very quick,
but had not done engugh races to estaplish the
reputation that would Come later. Alfa Corse
also knew there was a major difficulty to sort
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out over the winter to get ready for 1939, if
there was to he a 1939,

In the end, Cortese won the Modena race,
Armand Hug was second and non% other than
ﬁrthur ?Qb on |nt |stRA Wwas t |rg| ttaklng

ome a fair amount of prize money. Plate wa
the fourth and ?lnal flnlgher. ‘Aus?gnder’ln NS
column (Motor Sport, October 1938, p.373
expressed surprise that the Alfas had failed but
In‘an optimistic mood was predicting that the
new 158 was going to be sold to private cus-
tomers, that Louis Chiron was aIreadgl gr%a-
mzmq the purchase ofmore than one, and that
a. Well-known English driver [had] been in
direct negotiation With the factory’-Who this
might have been is unclear, and no such
rumours seem to have appeared in the Italian
motoring press, or in the reminiscences of Alfa
Corse Rersonnel. This odd story was followed
up in the November issue of Motor Sport, with
uslander mdmatmg a belief that Alfa Corse
were selling all the cars and building new ones
and that at least two English drivers who had
raced on the Continent"were making serious
enquiries. All of this speculationténded to
divert attention from the possibility of war,
althougnh there were a few acid comments
anout the Rome-Berlin axis’.
. In the political climate that existed at the
time, .those with an interest in_motor sport,
especially avested interest, were inclined to see
that what they cared about would survive. Al
the important Italian races in 1939 were to be
run to the 1500cc rules rather than the current
Grand Prix rules. There was concern in
Britain about this —not that the Italians were
tryln? to have it their own way, but that it
might open the door to Contiriental sticcess
for”the ERAs. Certainly, the [talians were
looking to ensure sticcess for Italian cars, bué
there was also a political ed?e to this move, an
It is difficult to imagine that Mussolini had not
been consulted. Making all Italian races run to
the 1500cc regulations would reduce the
impact of German wins. The move came at a
time when_Mussolini was eing pressed to
establish a firmer alliance with Hitler and the
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axis”. He was ambivalent, wanting fo extend
his own power and influence, wanting to use
Hitler’ support to achieve this, and perhaps
hedging his bets alglalnst Hitler$ ﬁlans not

_commg to fruition. He must surely have been
involved In usmﬁ motor racing in.much the
same way a Hitler did. Mussolini also sup-

ported the ban on Italian drivers and teams
competing in France in 1939, and it was made
clear that Alfa Corse were not to use non-
Italian drivers. Raymond Sommer, however,
was kept on for some sports-car races, and he
had a 308 available to him & a non-works
entry for Grand Prix events.

Engine Revisions for 1939

At the end ofthe 1938 season, it was clear that
1500cc racing would be very important to
Alfa Romeo “the following year. Colombo,
from his Partello base, had {0 find a remedy for
the reliability problems which had affected the
158, engines. ‘1t became clear that the basic
engine was caPabIe ofvery considerable devel-
opment, and that a great"deal of power could
be extracted from it, especially by use ofsur?er-
charging and the relatively simple expedient of
incréasing manifold pressure. However, the
power Increase put additional strain on many
of the components and_the engine would not
run efficiently, Beyond 7 ZOOrP]m, the existing
plain rod bearmgs would ‘wash out’.
Borgeson  (Borgeson, Road and Tr

March™ 1965, p.57)" detailed the solution tha
Colombo put into practice as follows:

The remedy was found in needle bearings,
which embodied some interesting touches.
There were *big’needle bearings which alter-
nated with ones which were 0.0008in.
smaller. The smaller ones had blunt ends
because they acted as guides hetween rod and
crankshaft and their ends were chamfered for
oil flow The larger needles had radiused ends
for the same purpose and the microscopic
difference in diameter between the two pro-
vided perfect clearance for oil film. These



bearings and the through bolts put an end to
the Alfettas lower-end troubles and the top
end was never significantly changed, except
for one major change to the cooling system.

Laurence Pomeroy. (1965% confirms that the
power output had Tisen to 225bhp at 7 500er
after the engine had been modified to the
roller needle-bearing crankshaft arrangement
Instead of the rod hearings. Pomeroy also con-
firms that the englne specifications remained
largely unchanged from this point, although
e{ [ciéncy and power were increased at a later
Slage. o

. Somewhere. in this period of development,
It was also decided to dispense with the single
exhaust _s%stem and replace it with a dal
system with a single manifold and exhaust pipe
serving cylinders 1, 2, 7 and 8, and another
manifold and pipe serving the others. It was
|ater discovered that this could be modified
further by having the two manifolds feed into
a single exhaust.” This would improve torque
on fast circuits, and the full dual system was
more efficient for the remainder of circuits
with slow, medium and some high speed ele-

ments.
All of these develor?_ments occurred against
a backdrop of worsening European relations,
and an mcreasm% alliance between German

and Italy. Mussolini had, or thought he had,
some_thln% of a restraining influence on some
of HitlerS ambitions. In the s_prlngnof 1938,
Hitler annexed Austria, which "had been
clearly opposed by the ltalian dictator, but
there Was little he coul?_ do abou(} It. It seemed
that Hitler and Mussolini played a long-term
cat and mouse %ame with each other, each
requiring the others support in various ven-
tures. The atmosphere deteriorated consider-
ably at the end of the summer and into the
autumn as Hitler pressed his plans to occupy
Czechoslovakia, while Mussolini tried to hang
on to belnﬂ negtral._By the end of September,
Neville Chamberlain“had .made his famous

trip to Munich, and effectively the door was
open to Hitler to go into the Sudetenland.
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This %ave the rest of Europe time to prepare
for the war to come and Mussolini was Seen,
in some circles, and for a short time, & a
Beacemaker; in hmdsqht, he was a go-
etween who would not oppose Hitler with
force, Even at the beginning of 1939, Mus-
solini was attempting to retain some degree of
neutrality for Italy.

Ricart’s Projects

Some name Wifredo Ricart asthe father ofthe
158, but his rolf in the_158, story is mostly a
matter of speculation. Certainly, ‘the clainof
his paternity is inaccurate, but™his position as
technical consultant to the Pene,ral manage-
ment and head of the special”projects section
did give him authority and responsibility in
diverse areas, and he had freedom to hire’the
eople he wanted. In 1938, he recruited
Orazio Satta, who would becom?akey erson
In the post-war years. The special projects area
Included Alfa Corse, and thus, techrically, &
Director of Alfa Corse, Enzo Ferrari answered
%ﬁ Ricart, although he acted as if that were not

e Gase.

Ricart_masterminded the design of the
TI%O 162. The design work started in_late
1937 and was progressed through 193839 &
the 3(?8 312 and 316 were bemg raced in
Grand Prix events. The 162 nCorporated
Ricarts two-stage supercharger, and this was
the first-gver atomotive use of a two-stage
blower. Ricart intended to, try this on the 158
before the war but he was insistent on it being
carefully developed first. This suPerchar er
was made up of two Iow-pre_isureJ hree-lobe
Roots blowers, a pair of similar high-pressure
blowers, a centrifugal diffuser and‘two three-
barrel downdraft carburettors. [t was consid-
ered a technical masterpiece and, when mated
to the 162% 3-litre \/-16, |mmed|ateIP/ [0-
duced 490bhp, at 7,800rpm. The car fan for
the first time in April 1940; just two months
later, Italy found itselfat war. | _

Ricart'was equally involved in the de3|?n, of
the radical 512, a "L5-litre flat twelve Tying
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behind the driver. Ricart was gne of very few
eople who could see the wisdom of ‘Auto

nionsapproach, but his engine, also with the
two-stage suRercharger, produced 335bhp at
8,000rpm. That was g remarkable and record-
sefting 2250np per litre, 90 more than the
Alfetta. Not even the Mercedes W165 could
match that. Sadly, the car never raced, and the
war put an end to both the 512 and 162,
though much of what was learned from these
PrOJects_was applied to other cars, especiall

he158 in the post-war period under the Pm -
ance of Satta, who had collaborated closely
with Ricart.

Ricart or Ricardo?

Wifredo Ricart pla¥ed an interesting role in the
development of Alfa Romeo, especially in the
racing department, although his influence spread
much wider than that. He had been brought to
Italy personally b{ Ugo Gobbato, and that had
immediately upsetJano and his supporters. Enzo
Ferrari never liked him, was threatened by his
power, and never missed a chance to vilify him.
Griff Borgeson has a collection of stories that
exemplify the negative feelings towards 1o spagnolo
or ‘the Catalan’, as he was sometimes referred to.
Once, Enzo could not resist asking Ricart why he
wore what Ferrari considered to be gauche and
thick crepe-soled shoes. Ricart, with a straight
face, told him that it was necessary to cushion an
intelligent man’ brain. Ferrari totally failed to
recognize that he was being wound up and
repeated the story as a sign of Ricart$ arrogance
and InStabI|It)é! _ _

There has been much confusion and inaccuracy
re!atln%to Ricartsname. He was often confused
with the British designer Sir Harry Ricardo.
(Indeed, he consulted with Ricardo in 1933 on
aspects of the 162 engine, and Ricardo offered
him some advice. He was criticized by some for
‘Joing outside the family’, but Ricardo later
wrote about how impressed he was with Ricart’
ideas.) Luigi Fusi failed to spell Ricarts name
correctly, and many others referred to him as
Wilfredo, including a prominent English motor-
racing historian. The Ferrari memoirs call him
Vilfredo Ricard, and his name was even spelled
incorrectly in his own obituary.
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Racing in 1939

There were_only seven Grand Prix races in
1939, Alfa Corse sent official entries to only
one, the Swiss Grand Prix, and that was for the
1585 & 1500cc cars were Invited to fill the
field. Where 3-litre cars aPpeare,d, they were
entered under the name ofthe driver: Sommer
In 2 308 at Pau, where he was third; Faring in
a 316 at Spa, which retired, and Sommer in a
312, which was fourth quoth ‘works cars, of
course): and Sommer at the Nirburgring In a
308, which retired. Hermann Lang won’ four
races for Mercedes and Caracciola‘one, while
Hermann Muller and Tazio Nuvolari won
one each for Auto Union.

Fourteen voiturette races were scheduled
for the year, and Alfa Corse despatched cars
to only “four of these, one of which was the
race combined with the Swiss Grand Prix,
The last race of the season, the Bangkok
Grand Prix, was cancelled as war had com-
menced, and it seemed likely that the
Yugoslav Grand Prix would alsg bie cancelled.
It only took place because the German teams
were in the country when Germany invaded
Poland, on 1 Septémber. Nuvolaridrove his
Auto Unign to wctorx over the Mercedes of
von Brauchitsch, the Auto Union of Muller,
and, as Lang crashed, one Bosko Milenkovic
was fourth n a Bugatti Type 51. 1t was appay-
%%I)éa?g exciting face déspite a field of only

The first 1500cc race in 1939 for Alfa
Corse was to be the Gran Premio Di Tripoli
over thirty laps, of the Mellaha circuit, a dis-
tance of 244 miles (390km), on 7 May 1939,
The British motoring journals were full of
debate as to whethgr the English EILAs
would be ready and able to make the trip for
this |mPortant race. Motor Sgort _‘De_c. 938
0.434) Telt that the high-speed citcuit would
mean the ERAs had a good chance of
winning. Thatjournal was aware that consig-
erahle work was qolng on at Portello to make
the 158s more réliable, and had by that time
learned that needle bearln?s Were replacmq
the rod bearings. They dlso reported tha



The thirteenth Gran Premia di Tripoli
was on 7 May 1939, and the Alfas
were surprised by the presence of the
Mercedes W 165 and the streamlined
Maserati 4CL of Luigi Villoresi
(shown here), which wasfastest of all
but only lasted one lap. (Ferret
Fotographics)

‘Righetti and AIdrlghettl (funny they should
rhyme with spaghetli!) have been enlisted for
the 1500cc tean next yearl The January issue
of the same maq_azm_e also reported rumours
of a Mercedes 'L5-litre engine being devel-
oped, ‘Auslanderlused his column tosupport
the idea for a future 1500cc formula for
Grand Prix cars, and, in spite of the anti-
German sentiment, was logking forward to
these cars racmlg In 1940, 41 and '42. The
same colymn also predicted that the Tripoli
race would now be contested between the
Alfas and the Mercedes, as the ERAs were
not ﬁomé;.__ L

The British commentary is interesting in
the. light of the number of historians Who
believe that the 1.5 Mercedes W165 was built
In utmaost secrecy, and that no one knew about
It until it appeared at Tripoli. Alfa Corse knew
about it when the entry Tist was published, but
It seems that the_team may not have taken this
entry seriously. The political scene at the time
meant that Mussolini was very keen that Alfa
Romeo should win this racé, and was fully
behind Gobbato In ?ettlng the cars ready t0
take victory, The taclic of Using motor rating
for nationalist purposes had réached a peak,
with the Flhrer now hestowing awards on his
drivers. Benito Mussolini had, by early 1939,

more or less fallen into the German camp, but
he still wanted to retain parity with Hitler and
may have been instrumentdl In getting the
Tripoli race run to . 1500c¢ rules So thdt the
Alfas would win, This would provide credibil-
|tg athome and in Africa, There was undoubt-
edly a strong element of beating Hitler at his
OWN ?ame, and thus the stage Was set for the
158s fo rule. L
Mercedes either read the Italian intentions,
or found out about them in some other way,
but clearly work was started on a 1.5-lifre car
In late 1938, This may well have been with the
notion ofbuilding a car for a 1.5-litre formula
anywa¥,, rather than a car for one race, which
Iswhat it turned out to be, Luigi Villoresi later
said that he went to Tripoli exp_ectlng the
battle to b? between the Maseratis andl the
Alfas, He also was of the view that the Mer-
cedes. had been built in secret. However,
Valerio Moretti reports an Alfred Neubauer
account i which Auto Unions team
manager Sebastian had heard the rumours and
managed to discover when the car was gomg
to be tested at Hockenheim. He apparently
came ouf of the woads with his field glasses
and Neubauer asked him ifhe had lost Some-
thing. . Sebastian_replied that, he had —the
Tripoli Grand Prix! (Moretti, V, 1994). It
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seems an unlikely event or remark, & Auto
Union would nat have been preparing a car

anyway.
y)\’\\{yAIfa Corse, whatever they knew or
thought about Mercedes, preRaratlons were In
hand™for the Tripoli race. Tnhe cars had final
testing at Monza_on_30 April, and were now
known as the 158B. The B was in recognition
of the modifications which had been Carried
out. The early 158 does not seem to have been
known as the 158A in period, but in reto-
spect. Reference will be made to the changing
desllv?natlo,ns 8 We progress.
orettl (1994) arques that Alfa Corse were
over-confident after the Monza test and
despatched the cars off to Tripoli without a
check-over or an engineer to go with them
ang fettle them beforg the race."Meo Costan-
tini was, sent as the team manager for the race,
something he was probably going to regret.

Bartolomeo ‘Meo’ Costantini"was a friend of

(Gobbatos from his younger days, and had
been working at Bugatti. Gobbato lured him
away In 1935 to work on the racing projects
hoping he had some new ideas. He worked
reasoriably closel%/,wnh Ricart, which did not
earn him“many friends, especially among the
supporters of Enzo Ferrar, .~

he Tripoll entry was |mPresslve. Alfa
Corse sent their full complement ofsix cars, all
to the B specification, for Emilio Villoresi,
Clemente _ Biondetti, ~Francesco — Severi
Gluseppn_e Farina, Glordano Aldrighetti and
CarloPintacuda. .

As practice started in Tripoli, the heat was
oppressive. Costantini was worried that the
heat would force the coolln? system to purst, 0
he ordered the mechanics 1o Teduce the pres-
sure in the system. The 1585 were, in immed-
ate trouble wiith overhea_tm(%, and it apparently
did not occur to Costantinj 10 raise the pressure
In the system. Farina only managed fourth-
quickest, but that was four Seconds 0ffthe pace
ofthe pole-sitter, which somewhat surprisingly
was not a Mercedes, but the Maserati 4CL"of
Luigi Villorest. This new car was clothed in an
attractive aerodynamic all-enveloping body,
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Dr Giuseppe ‘Nino5Farina

Nino_Farina made his first appearance in the 158
in Tripoli. He came from a wealthy family, his
father having been the founder of the coach-
building firm Stabilimenti Farina, and started
racing in 1930 at the aqe of 24 with an Alfa
1500. His win over Nuvolari in 1933 earned the
Mantuan’s respect, and to some extent Nuvolari
acted as a mentor for him. Farina was always
considered to be a very stylish driver, whose
straight-armed manner at the wheel is known to
have inspired Stirling Moss. He also had a repu-
tation for heing aggressive, was involved in a
number ofunfortunate and sometimes fatal acci-
dents, and was Qccasmnallﬁl accused of having
pushed other drivers off the road. He was an
Intelligent man with a doctorate in political
economy, rather uncommunicative, and could
seem brusque, if not arrogant. He drove for
Maserati in 1935 and moved to Scuderia Ferrari
Alfas in 1936. He drove in both Grand Prix and
sgorts cars, and was an adaptable driver. He won
the Italian Championship in 1937 and 1938 and
shared the title in 1939. He was the only driver
at Alfa Corse to be involved with the team for
the entire period of the 158/159, a remarkable
record in itself,

Giordano ‘Nando5Aldrighetti

A_Idrlglhe_ttl was born in 1905, and established
himself internationally as a motorcycle racer,
%enerally riding a Gilera 4-cylinderin TT races.

e was a Scuderia Ferrari driver as early as
1934, but was mainly seen in sports-car races.
He made his debut”as a voiturette driver at
Tripoli. There is some argument that he was in
the team as ‘new blood’, but that seems unlikely
as he was the same age as most of the other
drivers, if not older. Although Tripoli was his
first race in the 158, he had done some of the
testing of the car.

roads of the 6-mile (9.5km circuit, ,
The two Mercedes W165s were next, with
Hermann Lang less than a second slower, and
Caracciola another second back. Some cars at
the back of the grid were over a full minute

and it looked superb as it sged_ roynd the quick



Carlo Maria Pintacuda

Pintacuda was born in 1900, and was agraduate of
the so-called ‘Florentine”school ofracing drivers
along with Biondetti, Brilli Peri, Masetti an
Materassi. He had come by an inheritance at the
age of 25, which allowed him to start racing,
mainly in minor events in Italy. He ran out of
money in 1929, but was offered'a chance to drive
at the Mille Miglia in an Alfa Romeo. He was off
the scene until 1934, when he_reap?eared in and
won the Giro d’ltalia in a Lancia Astura. He then
won the Mille Miglia in 1935 in an Alfa with
Alessandro Della Stufa, and was third there in
1936. He won again in 1937 and in that year also
beat the Auto Union of Hans Stuck to win the
Grand Prix of Rio de Janeiro. He took that race
again the following Gy,ear aswell as the 24 Hours of
Spa, and was second in the Mille |\/|Ig||la, always in
Alfa Romeos. Pintacuda was a r_e%u ar voiturette
racer in 1938 in a Maserati, with a number of
good results.

slower. The 158Bs of Emiljo Villoresi, Bion-
detti and Aldrighetti filled the second row,
with Pintacuda on the third, and Severi on the
fourth among the Maseratis. Severi was thir-
teen seconds”slower than Farina, & the high
speeds of the Tripoli circuit demanded more
of a certain type of drjving experience than
many of the competitors” possessed. Even

The start of the Gran Premio di Tripoli
race in 1939, with the two Mercedes
already disappearing with Farina$
158, while Emilio Villoresi (48) leads
his brother Luigi in the Maserati. (Alfa
Romeo Storico)
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Ghersi, Ruggieri, Plate and Barbiéri were way
offthe pacé.
. The race day was full of pageantry and lool-
itics. The Fascist Governor, Marshal Italo
Balbo, something ofan air ace and a car enthu-
slast who possessed some interesting machin-
ery of his own, reviewed all the compefitors,
moving through the field to greet all the
drjvers. Walking with him was the Swiss-hom
Giuseppe Furmanik, who was the secretary of
the Fascist rac_m? drivers sPortmg feeration,
and a Maseratl dfiver himself, Thére was some
suspicion that Furmanik might have been
keeping an eye’ on Balho, & Mussolini was
said to e sorhewhat jealous of Balbo's local
popularity. _
It was’ later thought that perhaps the Vil-
loresi brothers had put together a race strateﬂ]y,
whereby Luigi would use the speed of fre
streamlined Maserat] to force the pace for the
two Mercedes. Luigi was Pretty sure he would
not last the distanc®, but thought the reliabil-
|t¥ of his brother’ Alfetta woyld v@asy off and
%ve him a win. Although this was another
ripoli Grand_ Prix with“a Iarﬁe lottery win
attached to Jt, it was not th,ougD t they were In
any way trymgoto do anything'but win. What-
ever the possible strategy, it did not work, &
Luigis Maserati giearbox (TJav,e problems at the
start, the gear selector refusing to work, and
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then a piston broke, so he only completed a
smgle lap. Trossi and Cortese suffered similar
piston failure in their Maseratis and_did not
complete alap, and neither did Ghersi, Baruffi
or urqg|er|. Luigi Villoresi described his
streamlined body on the Maserati as akin to a
white-hot wrapper and said no one could last
more, than five or six laps in the car in those
conditjons. _

Farina managed to_put the 158 on the tail
of Lan%’s W165 for five laps until Caracciola
steamedl past, and Farina retired on the ninth
lap with an overheating engine. Emilio Vil-
loresi hung on out ofpure détermination &s all
the other Alfas dropped out as heat got to the
engines. As cars expired, drivers stuck out on
thé" course were gesperate for a drink, and
stories of some of the substances that passed
their lips do not hear repeating. Villoresi
finally ‘managed third place, Some eight
minutes beping Langé wmnmg car and five
minutes benhind run er-ugp Caracciola. Lang
averaged 122.90mph (196.5km/h) for two
hours, setting the fastest lap at 30.9_4mﬁh
(209.5km/h).” In temperatures of 35°C in the
shade, that Was very impressive_as the Mer-
cedes never missed d beat. Pierg Taruffi started
last in his Maserati 6CM and finished fourth,
with the reliable Hug in fifth,

48

Many years later, Giacching.Colombo was
to comment on the race in critical terms;

We could have put up an honourable defence
with a good final result, instead of which all
four of our cars were forced to retire because
the engines boiled and vapour formed in the
fuel lines [in fact, there were six cars and Vil-
loresi did finish]. Although we sportingly
accepted defeat, we were very upset over this
fault because we thought we had taken all
possible precautions to prevent it. It was only
after the race, once the team had returned to
ltaly, that we had managed to understand
what had happened. The Alfa Romeo team
manager and famous Bugatti racing driver,
Meo Costantini, had been worried about
the May heat in Tripoli and had told the
mechanics to reduce the water pressure in the
radiators in order to prevent them bursting. It
was an incredible misunderstanding. Evi-
dently Costantini did not know that we in
Milan had foreseen the kind of weather
which was to be expected and had designed
the water system to withstand temperatures
up to 110 degrees centigrade. (Colombo, G.,
1978, in Moretti, 1994, p.159)

Not only had the Mercedes punished the

Villoresi made a quick pit stop with
overheating at Tripoli in t939. (Alfa
Romeo Storico)



ltalians b beatlng them so thoroughly, but
they . had” also adided injury to, insglt by
Pourlng noxjous fumes out of their exhausts,
he result of an additive that the Mercedes
engineers had put_in the fuel. Many of the
drivers came in with red and sore éyes as a
result, Moretti quotes Villoresi recalling how,
after he retired from the race, Capellcame
Into the pits in his Maserati, ‘stoned”from the
effects of the fumes. Villoresi gave him a
sponge to wipe his face and a lemon for his
thirst Capelli ate the sponge, wiped his face
with the lemon, and jumped into the car
before he could be stopped. Fortunately, he
pulled off down the road before fainting
(Moretti, 1994, p.164).

It is surprising that punishment was not
meted out to Costantini on his return to
Portello, althou%h clearly he was being used as
a scapegoat In this matter. Colombo, in retro-
spect, Would appear to have, been Ruttm_%;, the
blame squareleé_on Costantini, but the wri mgs
of Sir Harry Ricardo reveal that Ricart wrote
to him shortly after Tripoli about the over-
heating, and made critical comments about
the water flow in the cylinder head, around
the valve seats and liners (Reynolds, 1999).
Borgeson confirmed that the work was aimed
at dealing with the heat that was the natural
result of'increased power, something _in the
order of 240bhp by the time of the’ Tripoli
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Giuseppi Nino’Farina made hisfirst
appearance in a 158 at the Tripoli race
in 1939, held on to the Mercedesfor
five laps, but then retired. (Alfa Romeo
Storico)

race. Alfa Corsg increased the cooling systems
cap pressure squlcantly, from 4 to" 17.6psl.
They then drilled the’ C)(Ilnd_er heads and
installed a coolant manifold with a pressure
outlet for each of the combustion chambers,
while retaining the manifold at the base of the
block. This provided an effective and Perma-
nent cure for overheating for the Alfetta.

One account at least inplies that Ricart may
have_contacted Harry Ricardo in advance of
the Tripoli race, as he’knew that the conditions
would be ver% hot, and that the Information
that came back was unheeded. Venahles (2000,
p.l46? wonders ifin fact Colombo himselfwas
unwilling to admit that the original design was
not up t0 the task, but that the blame for this
was passed on to Costantini. There would have
been those who_were willing to see anyone
connected with Ricart as responsible for prob-
lems in_the car. Some resented Sir Harry
Ricardo’ visit to Alfa Romeo in 1938 to sge
Ricart, and a few may well have had knowl-
edge ofthe on-going carrespondence between
this talented pair. At the time, many loeo le
frankly disbelieved Pomeroy’ occasional refer-
ence 1o the fact that Harry Ricardo was
involved in the design of an Alfa Romeo 16-
cylinder engine, and thought he must have
been confusing. the names of Ricardo and
Ricart. Many ofthese doubters did not believe
that a 162 16-cylinder had existed, as the car
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never raced and did not survive the war. This
was true.in the 1960s even after Luigi Fusi pro-
duced his listing of all Alfa Romeo” models. It
was only after Harry Ricardo’ death that his
correspondence was discovered in the Ricardo
archives.in Shoreham in Britain, revealing in-
depth discussions between the two.

After Tripoli, on 20 June, disaster struck the
team In the most unexpected manner. Alfa
Romeo was hosting a reception at Monza for
trade personne] and dealers, and the race cars
were being displayed. Emilio Villoresi was
present and was asked by Enzo Ferrari to take
the 158 for a demonstration after lunch. Vil-
oresi did not want to, a he had not expected
0 be driving and had been drlnkl_ng wine at
unch. Ferrari was apparently insistent, Vil-
oresi reluctantly drove off, and, within a few
aps, the fastest Italian voiturette driver had
neen Killed, At first it was announced that he
had been killed in atestm? accident —Hull ang
Slater (1982, p.206) record Villoresi s death a
occurrmg during testing —but Luigi Villoresi
would nat let the matter rest. To add to the
pain, the insurance company refused to Ray the
claim on_Emilio} pohgy & they said he” had
been unfit to drive. Enzo Fefrarl took no
action to accept responsibility or to support the
family’s claim, the claim wds never paid, and

b

I

Luigr”held a life-long grudge against Ferrari.

ﬂm loss of ViIPorgesi, ga th?Ny valued
member of the team, was a blow to Alfa
CorseShopes for the future. If was a bad time,
L ater that week, the Grand Prix team returned
from Spa, where Englishman Richard Seaman
had been killed In"his Mercedes, then the
popular and ever-improving voifurette driver
Armand Hug crashed at thé Albi Grand Prix
fracturing his skull and damaging his spinal
cord, which left him partially parafysed for the
rest of his life.

Three Wins in a Row

The significance and location of the voiturette
races on the schedule for the rest of the 1939
season Influenced Alfa Corse to miss a number
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of events. The growing threat of war also
encouraged Alfa” Corse™ to reduce, its pro-

ramme; They had an_ entry at Reims on 9
uIY for three cars but this was withdrawn, Klos-
sibly because Mussolini did not want Affas
racm(I; In France, and possibly to give sufficient
time to modify all the team Cars. They did pot
appear again” until the two magor ltalian
voIturette-races at Livorno and Pescara, on 30
July and 8 August.

_The Coppa Ciano race on the Montenero
circyit at Livorno was divided into two heats,
the first for independents or amateur drjvers
and the Coppa Clana itselffor the professional
and factory teams; the second race had only
eleven entries, including four 158s, more or
less in the form they would retain until 1950,
They had shapely new bodies, which. were
striking and more aerodynamically. efficient.
The réar-view mirrors \iere now” inside. the
cockpit, although this location had a habit of
changing according to driver preference rather
than Sciéntific considerations. The new body
had been re-shaped to enclose, the front sus-
Rensmn, and there was the addition of a small

ead fame. With a more rounded nose and
elegant tail; the Alfetta was now a superb-
loo mq car, but performance was needed to to
match the new look. . _

“The four cars at Livorno were for Farina,
Biondetti, Pintacuda and Aldrighetti, with
Farina, comfortabIY quickest, from Cortese
and Biondett]. Pintacuda did not adapt quite
so well to a cicuit favoured ny Farina and was
at the back of the Frld. Before the start, there
was. an emotignal” one-minute’ silence for
Emilio Villoresi, and considerable compassion
for his brother who had decided he would
keep to his racing programme. Faring was in
the lead from_ the stat, chased by Cartese,
Luigi Villoresi, Pietsch and Biondetti, the
Alfas and Maseratis both having a comparable
performance. Farina, befre the halfway point,
Set a new Jap record, which was quicker than
von Brauchitsch had achieved in the Mercedes
Grand Prix car the )rear before.

Cortese eventudlly finished over a lap
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In 1939, Alfa Romeo had several cars contesting Grand Prix races, including the private Francis Matra-driven 308, which bears a
strong family resemblance to the early 158. (Ferret Fotographics)

Four 158s with the revised body with afifth being constructed, probably mid-1939. (Biscaretti Museum)

51



The Racing Begins — 1938 to 1940

behind Farina, Biondetti took over Pintacuda’
car to come third, and Severi drove Biondetti s
rePalred car to fifth. Pintacuda had apparently
refused to take over Biondetti s car, which had
repairs to the carourettor. Aldrighetti retired
on Ia{l)v31 for reasons that were not sgecmed.

A week later, the team went to Pescara for
the annual Coppa Acerho over the long, 15-
mile (24km) circuit with ifs combination of
long seaside stral(%ht and twisty mountain sec-
tions. The format was the same as at Livorno,
with one heat for the independents and one
for the Professmnals, with the difference that
the first three from Heat One would be
allowed into_the final. Four Alfettas were
entered, for.Farina, Pintacuda, Biondetti and
Severi. Aldrighetti was nominated as the alter-
native driverfor Pintacuda’s car, and he went
out in eractlce and crashed seriously. He was
traﬁpe underneath the burning car and,
alt ou?h he was extracted, he digd of burns
the folfowing day. It was the second tragedy to
strike the tedm in less than two months,

The race itself produced a further fatality
when poor_Catullo Lami finished third in his
Maserati 6CM |n the first heat, so was able to
start in the final. He started late after needlnﬁ
a spark-plug change and, in his rush to. catc
the field, crashed and overturned on his first
lap. He died a short time later.
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Nino’ Farina scored hisfirst 158 victory at the Coppa Ciano
at Livorno on 30July 1939, when the 158s appearedfor the
first time in the revised bodywork that would remain
fundamentally the same to 1951. (Alfa Romeo Storico)

Clemente Biondetti$ 158 (44) takes
theflag at the Coppa Acerbo at
Pescara. (Alfa Romeo Storico)



Clemente Biondetti. (Alfa Romeo Storico)

In the race Villoresi had an earh{ lead, but
Farina was soon past, and V|IIore3| hen had a
st and fuel problems,  Farina. made a Jo Og
stop on lap 8, allowing Biondetti into the e
he pursting Maseratis ran out of fuel, and
that meant Pintacuda was second and Farina
third, with the fourth 158, in Sevenshands, in
fourth. The official results are somewhat
sketchy: Villoresi and Cortese should have
been riext, but ran oyt of fuel so were not clas-
sified, S0 fifth was %lven to the ERA of Con
Pollock, who somehow had been allowed mto
the ‘orofessional’ race, much to his delight.
Aldrighettis  accident occurred . ear
Spoltore wllafg]e on the mountainous section of
the course. The road turns right at Pescara intg
the hills and the crash was about 3 miles (5km)
Into this section. His car was destroyed in the
fire, and Villoresi’ car had also been’destroyed
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at Monza. The car which Pintacuda raced in
Aldrighettis place was one of the teamss total
of six; and the hody had not yet been updated
on it. It would appear that the team was now
down to four cars, although it is unclear
whether erther engine survived the crashes.
However, Consalvo Sanesi, who had been
working at Alfa Romeo since 1929, and had
risen to” number two collaudatore (test dr|ver
recalled the event very clearly. Through
former Ferrari team manager and translator
Franco Lini, Sanesi remembered some, if not
all, of the chassis changes made to the 158. In
later interviews he alSo said that four chasas
came from Modena to Portello and a fifth was
built at Portello so that five cars were available
In. 1938, He also said that he believed that hoth
Villoresis_and Aldrighettrs crashed cars had
been rebuilt. This ofcourse confuses the total
count of chassis, and there are those whao will
%that it was unli er that these cars.could be
ebuilt —and what I5'the correct definition of
teterm ‘rebuilt™
It was now only a matter of da Dys before the
next race, at which the Prix De Berne for
voiturettes was run as a heat, from which the

11111

The technicians, mechanics and drivers celebrate the team$ win
at the CoppaAcerbo on 15August 1939: Sanesi kneeling,
Severi standing left, and Farina next to him. (Alfa Romeo
Storico)
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first six finishers would run in the main Swiss
Grand Prix with the bigger cars. Acgording to
one source, Alfa Corse Were so confident that
they sent only two cars, for Farina and Bign-
detti, but in reality it is much more likely that
they were attempting to recover from the’great
loss of fwo drivers and two cars (Sheldon”and
Rabagliati, 1993). Tension was increased at
this meeting by news of the German military
pincer movement, which was cutting Poland
Into chunks; some British entries wefe said to
be virtually packed and ready to leave Brem-
garten immediately after the race to avoid
Jetting trapped on” the Continent when war
Came.

Farina was nearly three seconds quicker
than the second car, the works Maserati 4CL
of Rocco, followed bg Paul Pjetsch, also in a
works car this time, a 6CM, Biondetti seemed
to have recorded second-quickest time but was

somehow down on row two. It took him all of

five laps ofthe 4.5-mile (7.25km) circuit to get
Into Second hehind Farina, who was nQw
flying, and led all the way to the ﬂ_aﬁ, With
Biondetti half a minute behind. Neither the
Maseratis nor the ERAs had much to offer
an%alnst the Alfettas and Heat One was an
IMpressive Alfa win. Heat Two wauld be for
the Grand Prix cars, and then the final would
ut both qroups Up against each other. Baron
mmanuél de Graffénried chose to run his
voiturette Maseratl 6C-34 with the Grand

Farina car before practice at Bremgarten, August 1939. The
new hody shape is evident. (Alfa Romeo Storico)
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The cockpit ofthe 158, which hardly changedfrom 1938 to
1951, (Alfa Romeo Storico)

Prix cars, but there was no E)racuc_e time
recorded for_ him to compare, this with the
Alfettas, Farinat qualifying time, however,
would have put him on’thé third row of the
Grand Prix heat. That would put him behind
the Auto Union of Muller and the Mercedes
W154 of Hartmann, but ahead of Dreyfus
Maserati 8CTF., Lang led a Mercedes 1-2-3 In
the heat from Caracciola and von Brauchitsch.

The final was to be. the last round of the
European Championship and proved to be the
last major Grand Prix before war fmaIIK broke
out. Just before the start, the fine weather dis-
appeared and.a light rain dampened proceed-
Ings. 1fthe rain lasted, the conditions certainly
favoured Farina’s Alfetta. As It was, he made a
superb start, launching hjmselfpast the row in
front of him until the only car ahead of him at
the first corner was Lang’s Mercedes, which
was on pole position. Muller, on the fourth
row, who had failed to get his steering wheel



Thefirst heatfor the Swiss Grand
Prix at Bremgarten on 20 August
1939 was also the Prix de Berne for
1500cc cars, which Farina won.
Biondetti (right) was second. Farina
then came sixth overall in the Grand
Prix itself with Biondetti ninth. (Alfa
Romeo Storico)

fastened in his heat at the start, was now busY
firing uR_ the car when the flag came, so all
behind him made huge avoidances. _

At the end of the first lap, Lang led by five
seconds from the crowd- Ieasmg Faring, and
then the rest of the Grand Prix Cars; Carraci-
ola, Nuvolari, von Brauchitsch, Hasse, and
then Biondettl in the second Alfetta. The rain
stop?ed on I_aﬁ 7 and the Mercedes were able
to start ?ettl 0 past Farina, except on one
stretch of track'with overhanqlng trees where
it remained wet. Eventudlly, Caracciola
cleared Farina and set off after La g failing to
catch him by only three seconds, Another
Mercedes, driven "by von Brauchitsch, was
third, followed by thg Ayto Unions of Muller
and Nuvolari, and in sixth the magnificent
Alfetta, which was not giving a lot away to the
blg er cars, even In the dr(;i/. e Was I_ap[?ed by
the Taster cars but managed to keep his nose in
front of Hartmanns W154. Biondetti was
ninth behind Dreyfus, so the Alfettas were firsf
and second am_on%the 1500cc cars, asthey had
been In the Prix De Beme. .

Although a few Grand Prix cars went to
Yugoslavia, that was the end of the season, and
the final voifurette race. Less than a fortnlght
after the Swiss race, German tanks and trodps
were In Poland and the war, had started. There
would be only two international races in 1940,
one of which was significant for the Alfeftas,
but, for everyone else, racing was to go into
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mothballs, and many of the projects_that were
being developed never materialized. The Mey-
cedeS W165, which was so quick in Tripoli,
never raced again. However, the complex two-
stage supercharger that was being advanced by
Ricart, and was hoped to be ona 158 hefore
war started, was destined to survive and reap-
pear later.

1940: a Taste of Revenge

For historians, motor racing is divided into
two periods: Pre-_war and post-war. This is a
somewhat artificial division, but useful in
many ways, and technology developed rapidly

There was very limited racing in 1940 and the 158 had its
only event at Tripoli on 12 May 1940, where Farina avenged
the defeat ofthe previous year. {Alfa Romeo Storico)
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just before, during and immediately after the
War years, However, there is no cateﬁory for
the period during the war; ofcourse, there was
very little racing"at that time, so the dilemma
15 16ss taxing. _ _
[Ofthe 8w races that did take Place during
this period, hardlg any were internationals
although there had been the expectation that
racing In Italy might continue for some time.
Mussolin pressed. Alfa Romeo even harder
to turn its attentions towards military and
aviation Tqm ment, which, it did, although
car development, and racing development
Partlcularly,_ carried on for" a reasonably
ength%p riod, presumablg with a nod and
a Wink” from on high. Racing work was
restricted by a number of factors, including
work demands on the staffand fuel shortages;
but there were many who were optimistic
about the war lasting'no more than a year or

WO,

At Alfa Corse, Ricart continued to be
engaged in anumber OfPYOJeCtS. Indeed, work
continued on several fronts for Alfa Corse
which had to keep an open ming about what
would happen In the future. According to
Venables, “two 1585 had been destroyed, o
durlng the winter months_ a further §ix cars
were Duilt. These were similar in specification
to the orlglnal cars in thelr final 1939 form ang
It seems that four surviving 1938/39 cars were
broken up and parts pro abI% incorporated
Into the new cars’ (Venables, 2000, p.149). At
this r?omt It is not totally clear whether that
means SIX cars, incorporating the earlier ones
then existed in 1940, or possibly ten aIthou%h
the_former figure seems more likely.. The
notion that the cars were ‘oroken up’is inter-
esting & It |mPI|es they were in Some way
estroyed, but there Is very little evidence of
nat. In fact, it seems that the routine proce-
ure at Alfa Corse was probabl?{ to strip cars
own after the races, rebuild what needed to
e rebuilt, and put the same components back
0gether. Inspection of the components_of
e Mike Sparken car (see pages 169—181|),
emonstrates that components™did not only

oo o
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not go back into the same chassis from which
they”came, but enging components also did
not alwagls end up In the engine that they had
come from. Alfa’ Corse’ practice ofs_taumg
every (Part from each car has helped historians
to understand that components moved around
considerably. Often, the identifying numpers
of one part do not match those ofthe others
In the same engine. Major engine parts carried
the numbering that was assigned {o a particu-
lar block and Tylinder head.” Griff Borgeson’
revefation In 1965 that there were only nine
blocks. ever cast is important, & it would seem
to Indicate that no more than nine cars ever
existed, and probably that many never existed
at the same time. Thie_term ‘or0ken up’has to
be viewed with caution, therefore, and, It Is
much more likely that chassis were refurbished
and repaired hut not necessarily replaced.

The most significant event at Portello at the
end of 1939, i relation to the Alfa Corse per-
sonnel,_was the departure in November of
Enzo Ferrari. Ferrarl, who had been very
much used to_having his own way in running
Alfas within Scuderia Ferrari, took that atti-
fude with him when Alfa Romeo bought the
large shareholding In the Scuderia. Evefl as the
Director of Alfa Corse, it was impossible for
Ferrari to alter his style very much, and the sit-
uation became increasingly difficult &
Gobbato wanted to make greater use of the
talents of Wifredo Ricart, An agreeme,nt Was
reached whereby Ferrari would be %IVEH a
R}Ienerous compensation and would return to

odena. Additionally, he agreed,_on paper,
not to revive the Scuderia for"a period of four
years, or to engage in motor racing in his own
name for the Same period. When™ Ferrari Jeft
Alfa Corse, Alberto Massimino and Enrico
Nardi went with him, but Colombo decided
to stay at Portello. More surprising was the
decision ofLU|g| Bazzi to remain there as well,
after his long assoclation with Ferrari.

In Februdry 1940, the Ferrari-constructed
815 was heing tested on the roads around
Modena. Two cars were built, under the
company name of Auto Avio Costruzione,



essentially for use by Alberto, Ascari in associa-
tion withi the I\/Iarq#ls Lotarip Rapgonl. The}/
Were QbVIOUSJg constrycted In a hirry, but it
seems impossidle that the whole process, from
design to'a running car, could have happened
between Novembér and February The new
815 had immediate teething probléms, It was a
stralght 8-cylinder based onthe use of two Fiat
blocks, with a 1500cc capacug although it
bore no relation to the 158's 1500cc engine; It
was very much production-based. Most chassis
and suspension” components were taken from
the Fiat 1100, with two separate cylinder heads
that were standara Earts & were valves and
con-rods. The crankshaft, engine block and
camshaft were made by AAC.

The cars looked good, but failed in the
event for which they were built, the Mille
Miglia, the first even{ on the 1940 Italian cal-
endar. Alberto Massimino took_the brunt of
the blame for the cars nof worklng well. The
onset of war ended any further use of them,
which was Berhaps Just aswell for Ferrari, who
was then anle to keep to his aﬁreement with
Alfa Romeo by not racing them until the
four-year deadline was up. Nevertheless, even
In 1940 Enzo Ferrarl was a racing-car con-
structor. o _

Given the world situation by the time the
T[I%Oh Grand Prix was due, on"12 May 1940,
with war ra%mg In Northern Europe, it is
amazing that the"race took place. In one sense,
Libya was virtually an Italian enclave, and only
ltalian cars —twénty-one Maseratis and four
Alfa Romeos —were entered for the race on
the usual Mellaha circuit. An appeal had been
made to Alfa Corse by the Fascist Party of
Milan for Tazio Nuvolari to drive one of the
cars, but the team had not forgotten the bit-
terness that had surrounded his departure two
years earlier, and refused, Instead, four cars
Were sent, for Farina, Pintacuda, Biondeti
and the new recruit from Maserati, Count
Carlo Trossi, who was no longer enjoying his
term at Maseratl. o

With no Mercedes at Tripoli, the race
was bound to be an Alfetta walkover, as the
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Carlo Felice Trossi

Born in Biela in 1908, Count Carlo Trossi did a
ot more racing than some of the drivers who got
behind the wheel ofthe Alfetta. Despite playing a
major role in Italian motor racing, he remains a
relatively little known character.

Trossi began racing in the late 19205 and
attracted atténtion for his driving of a Mercedes
SSK, the same car that now belongs to de3|Pner
Ralph Lauren in the USA and ap%ears regularfy in
preStlﬁIOUS concours events, In 1932 he Started as
an Alta Romeo driver and he and Brivio were
second.in the Mille Miglia that year. At that time,
Scuderia Ferrari was running Alfa Romeo$ race
cars, notably the P3. The Scuderia’ president,
Caniato, reigned and _Enzo Ferrari picked_the
twenty-three-year-old Trossi to succeed him. This
would appear to have had more to do with Trossis
aristocratic background than his driving ability.
Trossi lived in @ magnificent castle, and his friend-
ship with that other ‘minor’ aristocrat, Marquis
Antonio Brivio, meant that Ferrari had two
wealthy and well-connected men in the Scuderia.

Trossi won five races in 1933, and took part in
that years Monaco Grand Prix, said by many to
have been the _tou%hest Grand Prix of all time
when Nuvolari and Varzi fought tooth and nail
the whole distance. Trossi was fifth, in the smaller
2.3 Alfa. At the Italian Grand Prix he was runnin
a Dusenberg %strangely, under the Scuderia
banner), which had piston failure and left a trail of
oil. Compari and Borzacchini_crashed and were
killed, and then Czaykowski did the same thing.
Trossi bore the blame for this for some time
although there were also reForts that no oil had
leaked from his car, and that the track was damp
and the drivers pushing,too hard. _

The finger was Fr:mnted again at Trossi at
Monaco in" 1935 when he was alleged to have
baulked Nuvolari and caused him to crash,
although the claim did not come from Nuvolari.
Trossi was on the Alfa team ofP3 drivers who beat
the Mercedes and Auto Union at Montlhery. He
re(ﬁlularl appeared in a 12C-37 during 1937 hut,
when Brivio retired, Trossi left Ferrari and went
to Maserati. He was a prominent 8CTF and
voiturette driver in 1938 when the Alfetta first
appeared. He was rarely seen without his pipe in
hand, and was _begmnmg to have health problems
& a result of his heavy smoking. He did not like
the atmosphere at Maserati after the Orsi family
took control from the Maserati brothers, so he was
happy to be invited to drive an AlfaRomeo again,
although no longer for the Scuderia Ferrari.
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Maseratis were no longer on the_pace of the
Portello cars, When, Giliseppe Farina went out
for the practice session he was soon turning |n
very impressive times, and he finall rt/ mana
a pole position time a full trve seco ds quicke
than the W165 Mercedes had the prevrous
Kﬁar It must have rankled at Alfa Corse that
erce es were not there to be beaten to make
up for the humiliation of the previous year.

Count Carlo Trossi made his 158 debut at Tripoli. (Alfa
Romeo Storico)

A holiday atmosphere was conjured up at
the Mellaha circuit, in a vain and slightly des-
Perate attempt t0 be optimistic about the
uture. In fact, Germany had been at war with
France and Britain for erﬁht months, and
ItaIYSformaI entrance into the war on the side
of the axis was Inevitable. There were no
parades or orergn visitors for this final running
of the Tripoli Grand Prix, but the Govemor,
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Marshal Balbo, was present to greet the teams
and start the race.

The intrigues. behind the scenes in Tripoli
Were & fascrnatrn%las the race Lrsted in the
entry Was Tazio Nuvolari, who had com-
Pleted his contract with Auto Union. due to
he war, and was looking at other possibilities.
The approach to Alfa Corse did not work, but
he was Welcomed at Maserati, where he tested
the new car, the 4CL, In ltaly, coming to the
conclusion that it had potentral However,
when Nuvolari showed up i Tripoli, It was
for appearances only. The success of his testing
had reached Auto” Union and the German
overnment, and they were disturbed to think

at anyone might imagine that he had left
Auto Union because Maserati was better. Of
course, with the world situation, the Auto
Union’ drive was impossible, but none the less
someong brought pressure to bear on both
Maseratr and “Nuvolari. Nuvolari was In

Tripol] enjoyrng himself, therefore, but the car
was officially withdrawn for being ‘too slow’.

That verdict must have come asasur rise to
Lurgr V|IIoresr whose new 4CL was the only
car 10 get and stay anywhere near the Alfettas.
Moret 9994 ar?ues that Villoresi did not
need the car to mofivate him, & he was embit-
tered over the recent death of his brother,
blaming not only Enzo Ferrari, but also the
entire Alfa. Corse team, and I\/Iorettr Implies
that this Included the cars.  Villoresi " had
revealed that it took ar too Iongr for medical
ald to reac Emilio, and ewas |erce anti-
Farina, who had taken Emil 0% place asteam
leader. All was not well, therefore when the
cars started o run very close together in the
race.

There was another name to conjure with on
the entry list, one Alberto Ascarl, He had
ordered one of the new Maserati 4CLs, but 1t
was not ready for the race, so he bought a share
In one_of the Maseratis, a 6CM, dwned b
Piero Taruffi. Ascari was in the second half of
the grid, and did not particularly shine in the
race —all the drama Was at the front. Farina
looked untouchable, six seconds faster than



The start ofthe 1940 Tripoli Grand Prix. (Alfa Romeo Storico)

Biondetti, seven seconds faster than Villoresi,
and elght seconds ahead of Tross, all members
of thé front row. A time was posted for
Nuvolari but 1t is not totally clear & to
whether he drove at all. Photos of him during
practice show him in asuit and tie, and he was
said to have had afair entourage ofwomen fol-
lowing him. One report “said he drove
CorteSes car and was not_impressed, but it
seems possiole that it was Gortese who drove
the Nuvolari car and set a time for it, Morett
mentions Nuvolaris _ ast-minute defection
from the race, but it is quite possible that the
f)deeainonfi rr]um driving had been staged from the
arshgl Balbo dropped the flag for the start
and the determined Villoresi charged into the
lead. This did not necessarily mean that Farina
was not as quick at the beginning, but it seems
that Alfa Corse had learried thelr lesson from
the previous year and were anxious to preserve
the cars and win. In fact, Meo Costantini was
back acting a team manager, and he had
drilled the “mechanics on pit stops, the cars
were jmmaculately prepared, and the drivers
were briefed to drive a sensible race, .
Farina got back_in front, then Villoresi re-
took the Iead, Farina charged back, and then
the Maserati had it a(IJaln on lap 7. Costantini
had wanted the Alfettas to run'in convay, but
Villoresi smoad, focused on Farina, broke this
up, and s Farina responded the two of them
broke away. Villoresi reported later that Farina

June, Air Marshal Balbo was
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was edging him on the sand at the side of the
road, a 4 shﬁ_ht but difficult bend on the
circuit, being Pis usual aggressive self, but Vil-
loresi was,in"no mood forbacking off, and the
duel continued right up to.the fuel stops. .
Coséantmls practice with the mechanics
worked beautifully and, even when three of
the team cars came In at once, they were dll
refuelled and sent out in under thirty seconds.
Farina$ stoH_was in the order of twenty-four
seconds, which was astonishing for the’ time,
Villoresi took a full minute mare for his, and
%ﬂgtr\é\é%s the gap right through to the end of
After the fuel stops, the three Alfettas of
Farina, Blondetti and Trossi were in command,
with Villoresi still in the fight ahead of Pin-
tacuda, who made a stop as he sensed an engine
problem. Cortese got past him and he was Sent
out to finish sixth, but it was finally a real Alfa
triumph, with Farina twenty secorids anead of
Bionaetti, having eased off tg orders towards
the end. There was no sign of the overheating
that had destroKﬁd the effort in 1939, but also
there were no Mercedes. To be fair to Farina,
he ran the same distance as the winning Mer-
cedes had done the year before in five Minutes
less. This was a tribute to the speed of the car
and to Costantini, whose pit work redeemed
his previous effort. Ascari finished in a reason-
able ninth, but there was no evidence of what
was fo come from him. o
There was a sad postcript_to this final
running. of the Grand Prix in Tripoli. On 28
_ ﬂxl_n a Mission
and returm_nﬁ to land at Tobruk Airfield shortly
after a British bombing raid. On his approacti,
|talian anti-aircraft guAs opened u_F_on him in
error, and_brought nim down, Killing him in
the crash, There were thegries that this was no
miscalculation, but a deliberate attack, given
that Balbo had made forthright attempts to per-
suade Mussolini not to enter the war. This was
asmuch to save Libya from an onslaught as any-
thing else. The weight of qulon, however,
tendS to favour the ideg that It was just another
serious blunder of wartime.
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With the death of Balbo, the man who had
been its spirit for some time, the sun really did
0o down on the Tripoli. Grand Prix —and on
motor racrnr% for the time bern% With the
exception ot the running of the so-called
Targa Florio as a voiturette'race for the second
timé |n the park in Palermo two weeks after
Tripoli, racing. was finished. Perhaps It was
only fair that Villoresi should win that last race;
although it was an all-Maserati field.

Racing Stops but Development
Continues

Although racrnrq had ended, development did
not, ang to a Nimited extent neither did car
Productron particularly on prog]ects such &
he passenﬁer car desrrinated the 6C-2500.
Whereas all previous Alfa Romeo passenger
cars had been sent to coachbuilders for the
bodywork, Alfa Romeo had decided that it

vrrr]ould provide the bodies for some models of

C-2500. This was a car that the company
felt had a strong future, perhaps in the Amer-
rcan mar (et and some versrons Were therefore
influenced by Amerrcan esign. The records
of chassis numbers on the 6C-2500 rup rr%ht
into 1943 before commencing again after
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The team celebrates Farina$
win next to Trossi$ car. Meo
Constantini (in the hat)
managed the team, Sanesi and
Trossi (glasses) are to the right
ofthe car, and Farina is at the
back. (Alfa Romeo Storico)

war, and work continued in some parts of the
factory on these cars, alongside the work on
military and utility projects.

Ricart’s work an'racing cars also continued
well past the outbreak Of war in September
1939, After Harry Ricardo had Wrrtten to
Ricart in Novembér of 1939, asking him wh h/
nad nt heard from him about thé 16-cylind er
car, Ricart replied with an explanatron of the
constraints under which he was working: ‘We
also are busy but racing has been relegated to a
secondar impartance.” The implication was

arn Wi h rts German rivals qtherwise 0ccu-

e and with any Grand Prix contest with

ercedes Benz and Auto Unron unlikely for the
foreseeable future, fund rnp of the AlfaRomeg
project (almost certarnly ovided by Mussolrnrts
government In a bid" to impress Hitler and
Uphold Italian prestrge on the Grand Prix_cir-
cuits of Europe) hadl been Wrthdrawn Once
again, circumstances had conspired to den

arry Ricardo the opportunity o be identified,
annﬁ with his_partner Wifredo Ricart, as a
mechanical designer of the hrghest caljbre and a
master of the desrn o h-performance
enrirnes tReynoIds

n spite of the efforts of Marshal Balbo and
others to convince Mussolini that he should



stay out of the war, Italy declared war on
France and Britain on 10 June, believing that
the war was likely to be over in a few months.
This was In somie ways useful to Alfa Corse
because it allowed them some leeway to con-
tinue developments, although there would be
veresllmlted funding for it. _

. On 18June, AlfaTCorse suffered another sig-
nificant loss when veteran test driver Attilio
Marinoni was killed In a bizarre testing inci-
dent. The 48-year-old Marinoni had long been
a valuable member of the team, and had acted
4 ndmg mechanic as _earIK a5 1919, There are
anumber of variations in the accounts of what
happened —the Ferrarl memoirs state. clearly
that Marinoni was Killed while driving the
Ricart 512, giving_ Ferrari_another chance to
get a dI(I] In_at Ricart. The incident itself
involved the fairly common practice oftestlng
on apublic road, In this case the Milan-Vares
atostrada. A truck coming from the opposite
direction ran head-on into Marinoni s car, the
driver apparentl?{ naving fallen asleep. Venables
2000) was of the view’ that_is now the more
accepted one, that Marinoni was testing new
rear suspension for the 512, which had been
fitted to' a modified 158 chassis. This is more
likely as the 512 tested in SeFtember 1940 and
theré isno record of there be m{: two cars at the
time. Itisalso possible that front suspension had
also been changed. There Is also reference fo
the crashed car'as an exRerl_mentaI 158, 50 In
fact It might have been the first attempt to use
a de Dign rear suspension on the 158, which
eventually came some years later.

Another p033|b|l|t¥ Is that the car was the
162, which was run Tor the first time in April
and then again inJune, at about the time Mari-
noni was Killed; Ricart himself was the driver
on at least one occasion, There are no more
details than that, but the two-sta(lye SUper-
charger from the 512 had heen fitted to the 158
with™hardly any modifications at all, and there
Was o_bwous_l?]/ a great deal of exPerlm_entaI
swapping goifg or at this time, As there Is no
clear accont, Vear by year, of how many. 158
chassis survived, it isnot possible to eliminate
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the slim chance that the car may have been the
162, which seems to have disappeared around
this time, When Consalvo Sanesl, another test
driver who had started & a mechanic (in fact,
still was a mechanic) and then become a
respected team driver, did test the 512 on 12
September at Monza, he found the handling
sertously lacking. In slolte of prodigious power,
the car’ could"not lap Monza ‘ithin two
seconds of the Alfetta. In fact, Sanesi said that
he could lap Monza quicker, which also means
that he had become a test driver for the Alfetta
In this period. He appears to have taken over
Marinoni s role as chief test driver.

The poor handling of the 512 wasjust more
fuel to the fire for”the anti-Ricart faction.
Ricart was immensely sensitive to the criticisms
of his work, which accordl_n? 0 Bor?eson
(1990) made him even less willing to, listen to
comments, even those that were well intended.
Sanesi discovered this and flnallg got(Rlcart t0
listen to his very consiclered feeclack. _

In a 1986 interview, Sanesi was asked if
Marinoni_had been driving the 512 at the time
of his accident;

No, it was a 158, actually an updated 158
which was called the 1588 with the semi-de
Dion torsjon-bar rear suspension of the 512
Instead of the reqular swing axles. He wes
testing it on the” Como-Milano atostrac
whichi then wes a simple two-lane main road,
and he crashed at the Bivio Castellanzajunc-
tion, He wes runmng towargs Milano, he
couldnt see what was on the other side ofthe
bridge and there wes a large truck commg n
the midale of the road anche hit it ahsolutel
head-on. We didnt close the road for sl
tests, there was not a lot of traffic, we just
drove the Grand Prix cars in amon?st it His
158B wes comgletely destroyed In That acci-
dent. (Nye, 1930)

Everything Stops

Ricart worked on into 1941 on acomEetition
coupe with rear-mounted engine, the 163, but
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this car was never built. More of his time was
glven OVer to aero projects such as his vast Tipo

101, a radial enginé of twenty-eight cylin-
ders. When this first ran, mJanuaH/, 1942, 1t
was producing 2,000th and then Ricart tur-
bocharﬁed it and got the. output up to
2,5000 E? or would nave If it had ever been
built. Bombing finally reached Milan in
October 1942 and that meant that much of the
aero, racing and experimental divisions had to
move. Marly accounts say the racing cars were
Racked 0ffto acheese factory where they were

Idden for the duration of the war. That was a
somewhat over-simplified view of a rather
more complex situation, _

Ricart moved special projects, design and
experimental personnel to Lago d’Orta, north
of Milan, with many stafftaking up residence
in Orta. In Borgeson’ accoudt, a ‘wealthy
Alfisti’had a number of properties and he was
able to 8rowde shelter for several cars (Borge-
son, 1990). Alfa Romeo already had a number
of factoriés and warehouses In the area and a
lake venue for testln? boats with Alfa engines.
According to Consalvo Sanesi, the 5125 went
to the motor-boat factory at Abbita Grasso
which was owped and rin by a man named
Castoldi. He also had a stocking factory, an
was, It seems, the person who ownéd the
cheese factory at Melzo. The 158s were first
moved to_various sites around northern Milar
In the Brianza area, then to Lago d’Orta and
Melso, where margjy other pieces ofequipment
had been relocated.

Ludvigsen ismore precise ahout the dates of
the movements, stating that ‘seven of Alfa
Romeo’s 1K-litre racing cars were stored in the
Paddock garages at Monza’ in 1942, and that
hey weré then moved further north to the
Lagfo d’Orta area after the Germans came into
Milan, in September 1943. This implies that
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these were the Alfettas but could well have
Included the 512, which seems likely (Lud-
vigsen, 2000, p.112). At least one accaunt sa

that one ofthe cars was an experimental 158

with ade Dion-type rear suspension. This par-
ticular account fias Marinoni being killed'in a
158D, but also mistakenly. dates that accident
a happening in 1942. This casts some doubt
on whetherne was in a 158D, If that car was
then secreted away, unless there was more than
one of these experimental cars gNye, 199%).

Bombing of Milan continued through 1943
and into 1944, the Americans causing 8art|cu-
larly heavy damage to Portello in”October
1944, killing many Alfa Romeo workers and
local civilians.. Mussolini had resigned in July
1943 and was in hiding in numerols locations.
Through this dan%/le,rous period, Ricart. made
requlatrips into Milan to argue that his staff
snould not be moved to work for the Germans.
Ricart had a contract that expired on 31 March
1945 and he worked until the very last day,
although it was clear he was being’ seen &°a
friend of the Fascist-friendly management. He
iImmediately left and returned to Spain,

Less than four weeks later, Ugo Gobbato
was assassinated on the way to work bg
unidentified ‘partisans’. He had been charge
with criminal collaboration with the Germans
before a Peoples’ Court on two occasjons, on
25 and 27 April, and found not quilty, but
there were 8rudges to be settled ang someone
had to pay. Gohbato was akind, dedicated man
who savéd Alfa Romeq from disaster and had
enormous resgect for his workers. The ant-
fascists were busy that day; Mussolini, who
had been located and captared on the way to
Como, Presumably heading for Switzerland,
was shot, with his mistresS Claretta Petacci.
Their bodies were taken to Milan and hung
before the public.




5 The Post-War Revival

At the end of the war, Orazio Satta Puglia was
%n pointed as the new technrcal directo of Alfa
omeo, and one of his first actions was to
announce that Alfa Corse, would ret&rrn and
that racing would he a priority.. As devel o[n
ment had never entirely ceased in many Alfa
Romeo departments, thrs meant thal Alfa
Corse could get an early advantaﬁe If motor
racrng recovered (h rcklré It was t ou ht that

Colombo mr ht_ have Deen elevated to the
position finall y given to Satta but the unions
insisted that he Be investigated for his connec-
tigns with the Fascists, and he was suspended

héle th',? Was going %n e onDortunity and

nzo Ferrarijumped at the opportunity an
worke on antjrmbgr of rJeas vﬁﬁh CoIo¥n%
until Colomb owas Cleared and brought b ac t?
Alfa. Romeo. However,
outside the mainstream area of design and
racing, and that was not to_his liking. It was a
serfols blow to someone like Colombo, who
had worked for the company and had few ifany
Bolrtrcal ambitions. Of course, Gobbato could
e said to have worked even harder for the
comEany and the workers, byt was seen by the
antl-FasCists & being part of a pro-Mussolini
management.

A Tace meeting —the Coupe de la Libera-
tion —was organized in Paris in the Bois de
Boulogne on™9 September 1945, only four
months after the war had ended, while'much
of Europe was still in financial and social chaos.
|t was aminor event, but it did show that there
were people who wanted to get racing qorng
as quickly as Possrble The major race dt this

meeting Was the Coupe des Prisonniers, run

found himself

Orazio Satta Puglia, the man behind Alfa Romeo's advance

in production cars, was also responsible for the development of
twin superchargers on the 158, and/or the 159 modifications.
(Alfa Romeo Storico)

In memory of the racrng Fgeople killed, in the
resistance, most notably”Robert Benoist and
‘Williams® (although Some rumours have it
that ‘\NrIIrams was not killed durrng the war
and survived for many P/ears subsequently as a
Brrtrsh agent). As well as these two severa
other rrvers never rea‘ppeare after the war,
rnc luding Johnny Wakefield, Ernst Burggailer;
|_leorg eier, Hermann Muller and Hermann
asse

Wimille, Sommer, Etancelin, ‘Levegh’,
Trintignant, Chaboud and several other
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drivers of note. managed to find sufficient cars
for the race in Parls and,the¥] put on an
extremely good show. Wimille had been late
In arriving and was not allowed to practise his
Bugatti so he started from the back ofthe grld.
At the end ofthe 75 miles (120km), he ha ?ot
through the entire field and gulled ouf a
twenty-second gap on Sommers Talbot. The
race Rad managed to stir serious enthusiasm
for the next season. o

France was at the forefront of organizing
race megtings, and these gradually began t0
Increase In Aumber. [t was not long before an
event was being held every week. The Italians
dropped the ban on drivers racing in France,
although Germany remained banried for some
years. The only country in Europe which was
Slow offthe mark was Britain, with the loss of
Brooklands and Donington, and the, number
of British drivers gom? abroad was limited at
first, in sglte of the exfent to which the ERA
threat had been touted even into. 1942,

The Paris Coupe des Prisonniers race had
been run to the 3-litre supercharged/4.5-litre
unsupercharged Grand Prix rules. The races in
1946 were. &ssentially Formula Libre events,
Incorporating. the 3-litre and 15-litre cars,
Luigi Villoresi was at the head of the field at
the end ofthe Grand Prix de Nice in April and
Raymond. Sommer won the Gran Prix de
Marseille in mid-May In his Maserati 6CM.
He repeated his victory a week later at the
Grand Prix du Forez at'St Etienne, a pleasant,
little-known _circuit which hosted very few
events. The Coupe de la Resistance was un in
the Bois de Boulogne in Paris on 30 May, and
this time Jean-Pierre Wimilles Alfa Romeo
308, entered by Ecurie Naphtra Course, was
the victor from Louis Chiron.

Alfettas Return

A race in Paris, the Coupe Rene La Begue
was announced_for 9June, to be run on astreet
circuit in the St Cloud area of the city, and
promoted as having works entries. This was
not, however, the first race to do so post-war,
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although it may have been the most important.
Automobiles Ettore Bugatti and Automobiles
Talbot-Darracq were there H?ht from the first
race In 1945, although the Alfa Corse entry of
two cars was seen asa signal that serious Euro-
Bea_n motor racing was again ungder way, The
aris race did not have anx particular Signifi-
cance and it Is uncertain why It was chosén by
Alfa Corse for the post-war debut. The twd
158s were to be driven by Nino Farina and
Jean-Pierre Wimille. o

After the death of Marinoni, Consalvo
Sanesi_had been elevated to the role of chief
test driver, and as part of that rgle he brought
the racing cars that had been dlsPersed north
of Milan back to the factory, or at least to that
E)art of the factory that waS sufflclently Intact
0 house the racing team. According to Ny,
two cars hasﬂlgl hauled out of their cheese-
plant hidey hole, were race-prepared and
competed In the June 1946 Paris GP” (Nye,
1993, p.44). Apparently It did_not take very
long for them t0 be fettfed and Sanesi was soon
dnva up and down the autostraca closest to
Portelfo in late 1945, However, it was any-
thm% but hasty as the cars were in Portello for
seven months before the race, and It would
appear that all the other cars were t0o, notjust
the two 158,

. Company Pre3|den_t Pasquale Gallo had
iven Satta Tull authority over Alfa Corse and
atta decided which rdces would be run in
946, The Federation Internationale Auto-
mobile (FIA), through its new sporting arm,
the CSI, announced the L5-litre Formula A
for Grand Prix cars for 1947, but races were
belng run to those regulations by the later part
of 1946. Formula B Was to catef for the unsu-
percharged 2-Jitre cars. The jmportance ofthe
1.5-litre” engine which Alfa Romeo, and
Scuderia Fefrari, had worked on for so Jong
was now becoming clear. Under Safta’ direc-
tion, Sanesi supervised the first revisions to the
158 in the post-war period, although the
details of these remain somewhat sketchy.
Borgeso,n (1965{ implies that the 1585 ran in
1946 with"the two-stage blowers but is not



sPecific about the date and he quotes, 254bhp
at 7,500rpm as the power output. This would
seem to come from Pomeroy’s history of the
158 5 development, as Pomeroy also states that
‘the engine output when the cars reappeared
in the Immediate post-war racing of 1946
was 254bhp at 7.500rpm, this refresentl,ng
a hmep of 29Zl1b/suP n at 3 450ft/min
(Pomeroy, 1965, p.35). Pomeroy also makes it
Clear that this was prior to the” adaptation of
two-sta?e blowers, . N
Whatever the details of the revisions, two
1585 were sent to Paris for a race that wes
Important mainly in retrospect; it turned out to
be the event that spurred Alfa Corse to make
the in-depth modifications that would result in
arun ofno losses until July 1951, It seems that
this race came ahout at least ,oartEI;y through. the
efforts of Jean-Pierre Wimille. By now, Gian-
batista Guidotti was acting as Alfa Corse team
manager, althouqh he may not have been offi-
cially“appointed to that post and was also car-
rying out other re_sFons_lbllltles in Milan. He
had heard of Wimille s involvement in a Paris
garage. selling cars and. apParentIy had the
authority to_invite Wimille to Italy; where he
asked him if he would like to import Alfa
Romeos into France. A little-known story had
emerged about what h%pened at this megting.
Perhaps to celebrate Alfas gomﬁ to Francg,
there was a gathering In Nic& where Wimille
drove the Alfetta in & demonstration run start-
Ing at the Hotel Negresco; he even drove it up
the La Turbie hill-climb course, beating his
old record with the 308, in the presence of

Jean-Pierre Wimille was Alfa's best
post-war driver and, according to
Fangio, one ofthe all-time best. (Alfa
Romeo Storico)
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Jean-Pierre Wimille

Wimille was born in Paris in 1908 and started
racing in 1930. Until recently, his place in motor
racing has been generally overlooked, although
Juan Fangio had enormous resBect for his talent
and considered him to be the best driver in the
immediate post-war Jaerlod, by which time he had
already accumulated an impressive record. The
recent biography of Wimille is a very important
addition not onIK to what is known about the
driver, but to what is known about the 1940s.
Wimille would have been better known but for a
number of factors over which he only had partial
control. One_was that he was a Blgatti driver
when Bugatti was less successful, and he then
engaged in a fascinating war-time period in the
French Underground, “about which very little
ever came to light. He was a star Gordini driver
but the Gordini was not a star car, and of course,
the 1945-49 period of racing was hardly recog-
nized in historical _vvrltm%. _

With the exception ofthe Monte Carlg Rally in
1931, when he drove a Lorraine, Wimille raced
onlr Bugattis from 1930 to halfway through 1932.
At that time, he started racing the Alfa Romeo SC-
2300, and gained his first victory at the Lorraine
Grand Prix on 26June 1932. He remained with this
Alfa, in spite of its reliability problems, to the end
0f 1933, and then returned to Bugatti for forty-six
races in 1934, '35, "36 and "37. At'the end 01938
he was in the Grand Prix Alfa Romeo 316 before
returning again to Bugatti in 1939 and after the war
in 1945, accumulating a total of twelve wins for
Bugatti. He was the winner of the first 1946 race in
Paris in the 308 and for the rest of his career drove
only Alfa Romeos and Simca-Gordinis.
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luminaries such as Porfirio Rubirosa, Charles
Faroux and others. _ _
Wimille had heen in the Air Force in the
war and one of his pilots, who also had raced
had subsequentlg/_become the I\/Iaﬁor ofthe St
Cloud area ofParis. A section of altoroute with
a tunnel was being completed there, and
Wimille convinced the Mayor that a race was
the hest way to celebrate”the project. Alfa
Romeo werg persuaded to pa¥ thelr expenses
to the French-Italian border, Trom where the
Mayor would pay the remainder (Paris and
Mearns, 200%{ ether Wimille %o his drive

on the strength of this deal is not certain. It
seems.more [ikely that he was offered the drive
8 Guidotti thought he was a prime candidate
for the team, and the race came apout as.a
result of the sales deal and the relationship
Wimille for?ed with the ltalians.

The St Cloud circurt was impressive to sa
the least: 4 miles (about 6.5km) in length an
the tunnel half a mile (almost a kilometre)
Ionﬂ. The entry for the race was the best so far,
Par because this new street circuit had cap-
ured the magination of drivers and the
public. Tazio_Nuvolari, Raymond Sommer
and Araldo Ruggiert were” all in_ Scuderia
Milan Maseratis, ~Chiron had a Talbot 26,
Eugene Chaboud a_Delahaye 155, Harry
Schell and Maurice Trintignant were also in
Maseratis and Charles Pozzi had a Delahaye.

Farina$ car before the start ofpractice
at the 1946 Grand Prix des Nations
in Geneva. (Biscaretti Museum)
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Raymond Sommer was not put off by the

8ene_ra| reckoning that the Alfas were about to
ominate and he flew around the circuit two
?econds ﬂumker than Wimille, with Farina
our seconds further back, ahead of Nuvolari.
Race day was wet, which made Sommer
hapPy,as e thought this gave him a chance to
contain the Alfetfas. He Was off into the lead
but Wimille came around n front at the end
of the opening lap, just holding_ off Sommer,
and Farina headed Nuvolari, Chiron, Rug-
%|er| and Mazaud. Farina got np st Somm%r,
ot eastly, on lap 10. He then ended up In tne

pits with a failed clutch, and then Nuvolari
was gone with a broken cylinder. After nine-
teenTaps, Wimille too wés in with a clutch
failure_and Sommer went on to win from
Louts Chiron.

It was a humiliating defeat for Alfa Corse.
The sleeve h0|dln% the disc pressure-bearing
of the clutch overheated and this caused it to
seize on the spline shaft (Hod%es 1966).
While ey historic accounts say that the cars
were ‘hastily prepared’, this is untrue; Sanesi
himself has”said that the)( were beln? sorted
before 1945 was over. [t might be that the
clutches were not changed, or that the small
|m§_rovem nt in gower, ut too much of a
strain on the clutch. Virtually all subsequent
historians agree that Alfa Corse learned an
Important lesson, that cars would be prepared



Before the start ofthe Grand Prix des
Nations at Geneva, on 21July 1946,
where Wimille and Farina won a heat
each and Farina thefinal. (Alfa
Romeo Storico)

much better in the future, and that there
would be . sufficient entries to quarantee
vrctora/ This strategy worked.

anesi Was charged with the responsibilit
ofproRer a/ prepari g the Alfettas for the next
race, the Grand Prix des Nations at Geneva on
21 July. According to Pomeroy,

& early asJuly 1946, a car made its appear-
ance wrth two- sta e s erchargrn THIS Wes
contrrve by gacrng an enl arge first-stage

blower behind the orrgrnal central blower,
the first-stage compongnt drawing mixture
from a triplé-choke downdraught \Weber car-
burettor and feeding, through an intercon-
necting pipe, into an'u drauirht Inlet gort on
the second stage (Pomeroy, 1065, p.35)

Nye (1993) ar(T;ues that two 0fthe cars entered
for the Swiss Tace were 158/46B models for
Farina and Varzi and they had the two-stage
blowers, and Hodges, “agrees with this,
although he says that this raised the power to
254bh8 at 7,500rpm; Hull and Slater g1982)
contend that the power was rated at Obh
and that three cars, rncIudrn Wrmr es, had
tetwo sta g suPerc ardrn an on Oy Trossr
rantesr le-Stage  version.  Sheldon and
Rabagliati (1993) hoId to the versron that has
Farrna and Varzi rn the Tater’cars, referring to

the other two as ‘1939’ cars, and this implies
that the twin-supercharged cars were some-
thing newer and had perhaps more than just
the addition of the blowers,

The .Grand Prix ges Natrrins Was [un on a
street circuit of less than 2 miles (3km), passrnd
the Palace of the Lea%ue of Nations in centrg
Geneva, Venables’ (2000) account of this race is
rnterestrn? from several points ofview. He notes
Varzi§ return to health and freedom from his
earlier drug addictions, and he also says that the
team of mechanics wes headed by Alessanaro
Gaboardi, rather than Consalvo Sanesi. Perhaps

aneercafoco audatore designation meant some
mechanical responsrbrlrty but did not include
the role of chigf mechanic. The other note s
that the team, In spite of looking well prepared
and orcerly, was working on”a very smll
budget. Much of the AIfd Romeo hierarchy
attended this %restrgrous race rncIudrng technr
cal drrector razio, Satta Puglia, his de ut;i
(arcea, who was heading the experimentd
drvrsron and Garceas deputy Livio Nicolis,
W o was about to assume much greater resRon
S| rr% for racing | ro rammes.  Gloacchino

bo was Visiting nd reporting back to
Enzo Ferrari, who, had Colombo working on
severaI engrne designs; at this stage, rt Seems,

Colombo Was eng a%rng in some ‘moonlighting’
a well & retaining his ost at Alfa Roméo.
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Achille Varzi

Little is recorded about how Varzi came to be driving
an Alfetta in Geneva. Team manager Gianbatista
Guidotti must have made the choice when he was
recruiting Wimille, but there does not appear to be an
account & to how this came about.

Varzi was a Iegendary and charismatic person. Born
in Galliate in 1904, he always seems to have been a
chilly and unsmiling driver, and there are few photos
of his remarkable career that portray him with a smile
on his face. He started on motorcycles in 1923 and
then raced Bugattis from 1928, His success with the
French cars led to an offer from AlfaRomeo to drive
the P2 and he finished second at the Grand Prix of
Europe at Monza. His victory in the 1930 Targa
Florio was one of several that earned him a reputation
s a Iegendar¥ driver. Certainly, he was capable of
incredible performances, always with a smooth and
calculated style.

With four. 158s_on_ hand, for Farina
Wimille, Varzi and Trossi, Alfa Corse looked
like 1t had the uRper hand. Venables expresses
some surprise that Wimille rmmedrate et
fastest time, r%;rven that Wimille was, & he
beIreved in.orte ofthe sin gle stageblown cars
The opposition appeare to be formidable,
with Sommer, Vil Ioresr Nuvolari_and Rug-
giert in Scuderia Milan Magerats. ERAs were
present to challenge the Continental teams
some time after theBritish Boress had hoped f or
thrs confrontation, with Bira and Ra mon

Mays ent red, amop othe]rs The ven was 0
consrsto two qualr Ing heats an afrna the
first six from each hea orng] Into the rnaI
Wimille put his 158 on 0 pole position
second over Varzi who was just quicker t an
Lurgr Villoresi in the quali rng for the frrst
hea Farina, Tross an avr
shrreSex Seaman eIa[qe led the other group
. In the wet first heat, Wimille drsappeared
into the distance and left Viarzi and Villorest in
his wake. In the second heat, it took Faring
three laps to catch Nuvolari, and then Trossi
did [ikewise, with de Graffenried fourgh.

The final was dramatic, in front of a huge
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In 1934, Varzi won the Mille Miglia and the
Bordino, Tripoli, Penya Rhin and Nice Grand Prix,
aswell as the arga Florio. The following ear he won
the Tunis Grand Prix and finished well in several
others, ashe did in 1936 when he won in Tripoli for
the second time, That victory is now also viewed as
marking Varzi s descent into drug addiction. After dis-
covering that the Trrpolr race had been fixed to
appease Italian interests, Varzi fled the politics he
hated, into the arms of lse Pietsch, wife of driver Paul
Pietsch, who comforted Varzi with morphine. Their
relationship and mutual addiction caused erratic
behaviour in Varzi, although he is considered to have
been ‘rehabilitated” after the war. His sensational pre-
war Mercedes drives tended to make his signing for
Alfa Corse seem too late in the day, but he none the
Itess became a force to be reckoned with within the
eam,

crowd. Wimille, Farina and Varzi blasted away
into the lead, and VrIIoresr crashed on the first
lap, forcing Re Parne to do the same. Trossr
caught up with the ea ers havin passe
Nuvolari (to Trossis del rght %nd a}/mon
Sommer, but Varzi sto rnt Its {0 have
his en Ine ooked at arrna an Wrmrlewere
exc anp\lrngt e lead everg lap, and when they
appe uvolari on lap 32, he took exception
to this and knocked Wimille off the road.

Wimille had to bumﬁ -start the car but Trossi
ta%rg gr;roene past and then the aggouss (rJncrr]dep(t

U Was Show
Nuvolarr for hrs %ehavrouP but he studiously
r nore rt and the organizers finally gave up

R‘tte lag away. Count Lurani’ later said
that uvoIarr \Was desperate to beat the 1585 &
an act of revenge for the way he felf he hd
been treated by Alfa Romeo (Lurani, 1959)
Some reports state categorrcally that Wimille's
ﬁ t0 keep gace with Fafina In sp]rte of
aving the srntI; stage blown engine showea
how remarkab e a drrver Wimille was.

Varzr managed to get Cg;orng again and was
seventh. It took a gréat deal Of persuasion to
get Wimille to shake hands with Nuvolart after



the race, and the crowds hissed and shouted at
the Italian for the way he had broken up the
lead battle. What no one knew at the end of
this race was that Alfa Corse and the Alfettas
would not lose another race until 1951,

The ‘FirstSFormula 1 Race

The FIA had decreed, with general agreement
from national organizations ‘and con3tructors,
that the 1947 Grand Prix races would run to
Formula A, which rapidly became known &
Formula 1 This meant “that 1500cc super-
charged or 4500cc unsu ercharged_ cars, with
no Weight restrictions, would rae In events of
not less than 300km In length, or three hours in
duration. Some of the organizers in 1946 were
using this as the rule of thumb In their events,
but 1t was the Gran Premio del Valentino in
Turin on 1 September 1946 that became the
first_race to accept only cars meeting the new
947 requlations. Turirt therefore goes down in
history as the ‘first Formula 1 racé’, in spite of
the fdct that many people believe Formula 1
onl _befgan in 1950 when the World Champi-
onship for Drivers was instituted and the offiCial
fggﬂg% of name from Formula A to Formula 1
ace.
_ Jeal?r-Prerre Wimille fastest lap at Geneva,
In the 158 that most historians' consider to
have been running with only the single-stage
supercharger, Was viewed & a credit to s
considerable anility, and did not interfere with
plans to continue adaptations to the other cars
at Portello. Two more_cars then had the two-
stage arrangement fitted. The same_four
drivers & at”Geneva —Wimille, Varzl, Farina
and Trogsi —were entered, along with a fifth
car for Consalvo Sanes.

Venables (2000) alludes to some Rressure
being brought to bear on the team by the trade
unions at Portello to gut a ‘working’mechanic
Into the driverSseat, but the true situation was
somewhat more complex. Inthe Alfa Romeo
archives at Arese, among the important histor-
ical documents, the recaras of the unions have
been preserved, including the newsletters of
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the communist unions of the. variqus periods.
Many ofthese records are militant in tone, and
the communist union was often putting pres-
sure on a number. of areas of managenent to
provide opportunities for the workers. With
some sense of |ronr( mar%y of the anti-Fascists
who looked carefully at Sanesi record imme-
diately post-war were the same characters who
were arguing for SanesiS inclusion in the team
as a driver. _ _

Sanesi’s view of his role in the team was
somewhat different. ‘I was capo collaugatore and
It was_normal for him to drive on the racing
team if he was willing to do so. | was never
aRpomted for the unions, | was not a sfron
union man. This was not true! ((jNﬁe, 1986,
g.49). Piowever, Sanesi also agreed that it was

atta who came and invited him to drive after
he had done_such a good job preparing the
cars for the Geneva race.

Mechanic and test driver Consalvo Sanesigot hisfirst race in
the 158 at the Gran Premio del Valentino, in Turin on i
September 1946. This was the veryfirst race to be run to the
new Formula 1 regulations.
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In_an interview in 1994, Sanesi was less
definitive about how his first race had come
about, agreelnﬁ that while 1t was within his
role to race, and he had raced hefore, it was
cerfainly likely that technical director Satta
had come under pressure from the unions, not
only the. communist. unions, and may have
thought it was expedient to include. Sanesi in
the feam. ‘At that time,” Sanesi said, ‘T was
confident enough In mK own ahility to accept
the offer and believe that | could do a good
Job.” Borgeson .does not mention the union
Issue In his writing and that in itselfgives some
cregence to the view that Sanesi did not know
that pressure may have been applied to Satta.
Borgeson had numerous discussions with both
Satta and Sanesl, and there would appear to be
some evidence tha Satta would not have made
this %est_ure Ifhe did not want to do it himself.

This 1ssue also raises the other quirk of his-
torical writing —recollections of an event not
only change With time, but do_so inconsis-
tently, In interviews, Guidotti, Colombo and
Sangsi have_all been reported to be charmmg
men, seemingly reluctant to contradict th
Inerviewer, and the interviewer sown version
of events. Perhaps this IS characteristi allg
Italian? Certainly, 1t occurs often enougn. t
warn the interviewer to be cautious in making
an_absolute statement about complex events.

Thirty-five entries were received for the
Turin rdce, but twelve dropped out when they
learned that the narrow width of the circuit
had forced the organizers to allow only twenty
starters. This would mean three wauld no(s
qualify, and that included Wimille sriend an
associate ‘Raph’, and Harry Schell.

The five Alfettas had thé first five places on
the grid, and even Sanesi was quicker than the
Maserati 4CL of Nuvolari, Farina had been
quickest. of all, but when the flag dropped it
[ooked like Alfa Corse might strugg_le Paln &
Farinas transmission broke immédiately and
he was out. Other reports_say it was a broken
nalf-shaft or an axle, Varzi and Wimille_were
In front as Nuvolari nipped past both Trossi
and Sanesi into third. Varzis position in front
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Consalvo Sanesi

Sanesi was born in 1912 just south of Florence,
where his family k()Jy coincidence got. to know the
family of driver Gastone Brilli Peri. Sanesi was
thoroughly overwhelmed by rac_m? at an early a(]Je
and his parents asked Brilli Peri it he could heF
the seventeen-year-old Consalvo get ajob. Brilli
Peri had won the Italian Grand Prix and other
events in Alfa Romeos and he arranged with Jano
for Sanesi to have a trial at Portello. Sanesi was
then subsequently employed. He essentially
worked and rode"as mechanic with Brilli Peri
until his death in a crash in 1930, when Jano then
assigned Sanesi to work with Campari, Borzac-
chini and Zehender. o

When Scuderia Ferrari took over racing in
1933, Sanesi remained at Portello to work with
Marinoni, until Marinoni also went to Modena,
being replaced by Guidotti, They did not have an
£as relatlonshlf) and Sanesi became a roving con-
sultant to dea ershlgs in Itale/ until the racing
efforts returned to Portello. Gobbato wanted to
turn some testers into drivers for development
work. He then officially became a test driver in
1938 alongside Emilio” Villoresi and Giordano
Aldrighetti. This meant he did some races as well,
and he won the so-called ‘African Mille Miglia’
(the Tripoli-Tobruk road race), in 1939 with co-
pilot Ercole Boratto, who was Mussolinit per-
sonal chauffeur. o

Villoresi and Aldrighetti were both killed in
1939 in 158, and when Marinoni came back, he
was also killed, in 1940, and thus Sanesi became
chief test driver. He worked closely with Ricart,
both testing and consultm%, and continued to do
anumber of races such as the Mille Mlﬁ]la_and the
Carrera PanAmericana before Pettlng IS first race
in the 158. Sanesi probably put more miles on the
Alfettas than any other person.

was appreciated by the Iar?e crowd, and he
seemed to_have retUrned to ull health. Sanesi s
good position was also applauded, and the

heldon and Rabagliati version of this race is
strongly of the view that Sanesi was there
because of the unions (1993, p.152).

A groan went up as anesi coasted to a halt
on la 8 with magneto failure, and then Trossi
was overtaken by Sommers 4CL, the steady



Just before the start ofthe Gran Premio
del Valentino, which was won by
Achille Varzi.

Chaboud in_his Delahaye 135, and_Enyico
Plates’4CL. The latter was about to retire from
racing to_become a team entrant and manager.
Trossi s sixth place looked hetter on paper than
it actually was, as he was a full nine laps behind
at the finish. Varzi and Wimille had a close
battle for several laps, until they had opened up
ahuge lead, and team orders intervened —the
first time there was clear evidence of team
orders with the Alfettas, Varzi took the victory,
V\alt_t}thllle on his tail, and Sommer two laps
adrift..

Paris _and Mearns (2002) speculate that
Guidotti began to worry that Wimille would
disobey team orders and take the victory he
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The cars preparefor the start of the
Gran Premio del Valentino, withfour
158 on thefront row: (left to right),
Farina, Wimille, Trossi and Varzl. (Alfa
Romeo Storico)

felt he deserved: in the presence of a large
section of Alfa Romeo™ management, this
would not be desirable. In the evént, whatever
Wimille thought, he did allow Varzi to win,
althout%]h there would be repercussions later.
Both fad driven extremely well on the tight
and difficult circuit and thé mechanical weak-
nesses of the other Alfettas did not afflict the
first two, although the Valentino Park circuit
put considerable Strain on brakes and transmis-
sion. (This circuit still exists just above the
River Po in Turin, surely orie of the most
evocative_of the old street circuits of the
period.) This race had been run in the dr){<
although a number of subsequent events tod

h
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place there in much worse conditions on a
very slippery surface.

he final race of 1946 for Alfa Corse was
run —to the same 1947 requlations —two
weeks after Turin, at Sempigne Park, which
was not far from the Portello factory in Milan.
Using public roads, the very tight and arduous
L.7-mile ‘2.75km) Circulto dir Milano, was to
consist oftwo twenty-lap heats and athirty-lap
final, In front of another large crowd.” Five
Alfettas were entered, for the Same drivers &
at Turin with the e_xcePtlon of Wimille who
was absent. According to, Venables &2000), he
was dropped & not~being needed for this
nome race, which seems an over-simplifica-
tion. He had clearly been annoyed at the
outcome of the Turin race, and this, added to
he fact that he had requested Alfa Corse to
end him a_car for the Grand Prix du Salon In
Paris on 6 October and had been turned
down, may have led him to opt out. Alfa
Corse were beglnmn% to demoralize the
Maseratis with the speed ofthe 158, so it does
ieerrgJI odd that they would drop one of their
op drivers,

IONevertheless, the race on 21 September had
a_strong entry, with  Nuvolarl, Villores,
Rth anfi Sommer all prepared to challenge
the Portello cars in their 4CL Maseratis. Piero
Dusio was entered in a Cisjtalia but did not
appear. Villores proved quickest in_pratice
for Heat One, with Varz and Trossi behind
him. With only five cars quahfyln([]_ from each
neat for a ten-car final, the competition at the
front was_ferocious. It was Trosst who was
moving slightly before the flag dropped, with
Varzi in tow,"and he. eventtally. took over
the lead from Trossi, Nuvoldri, Villoresi
and Georglo Pelassas 4CL. Farina blatantl
jumped the start of Heat Two, so much so that
everyone went with him, but this time the
officials put out the red flag for a restart, Con-
salvo Sanesi had difficulty starting and had to
be pushed at.the first attempt so"would have
been disqualified but for the restart. Farina
agr?_m anticipated and (Jumped the start, for
which aminute was added on to his time. This
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meant the_lucky Sanesi won the heat, from
Sommer, Faring, Req Parnell in an ERA A-
tgpe, and de Graffenried$4CL, while the new

isitalia driven by Piero Taruffi just failed to
qualify for the final.

The drivers before the start ofthe Circuito di Milano on the
road circuit in Milan, on 30 September 1946: (left to right),
Trossi, Achille Varzi and Maserati driver Luigi Villoresi. (Alfa
Romeo Storico)

Farina was on the second row for the final,
but was a%aln on the move hefore the flag fell,
although this time_he was forced to brake to
avoid exclusion. The smooth and unruffled
Tross] cai”ne farour{}i i frq?ﬁ Et the eng| gfthe_
opening lap from Varzi, with Farina and Sangs|
cf%se b%hlrﬁ)d. Tazio Nuvolari hada been wit
the lead group but retired on only the third lap.
This was a sad departure for a man who was
now ill and for the most part in decline. Trossi
Was overtaken by Varzi but retook the lead in
one of his best drives, Farina spun and Is
alleged to have retired hecause he could not



accept that the Maserati of Sommer was going
to beat him to the flag. Trossi won, from Varzj,
Sanesi, Villoresi, Sommer and de Graffenried.
Varzi and Farina shared the fastest lap. Venables
(2000) arques that Trossi, with his characteris-
tic pipe I his. mouth, was earmarked for the
win, and Farinas petulance may have been

Varzi won Heat One and was second
in thefinal, to Trossi. (Alfa Romeo
Storico)
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related to this. There were many drivers who
wanted strong action taken against Farina for
his behaviour at the start and perhaps also for
his.general recklessness.

IS was to be the last race of the season,
but activity dig.not stop, and a fairly ambitious
winter plan of improvements was put in hand.

The start ofthe Circuito di Milano,
with Varzi (2), Trossi (12) and
Ruggieri$ 4CL Maserati movingfor
Heat One. (Alfa Romeo Storico)

13



Changes for 1947 —the 158/47

b T

lﬁ Pace der these ne H
Corse made % r?]
rqpoFant CISIOﬂS for 1947, alt L%g F]ere
15 |tteeV| ence as to the rationale [ 5
3 a Corse would enter only four
ran Prlx events for 1947, picking presum-
ably what were ee asthe r stl ortant as
gn mtern%lona amglon g notY
een esta |she There were to etweny
one Grand Prix races throy houh urope’—
niosto t aFm In France, with others t |ng
Pjiace in [taly, Sweden, Switzerland, Belgium:
ster, the Tsle ci{ Man and Jersey —so' four

seems a very small number indeed:

MechanicAugusto Zanardi and chief
mechanic Alessandro Gaboardi test the
revamped 158/47 at the San Siro
Park in Milan in the beginning of
1947, with snow still on the ground.
(Alfa Romeo)
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Sanesi required a push start before he
couldgetgoing in Heat Two, which he
won, after Farina was penalizedfor a
jumped start. (Alfa Romeo Storico)

The sec?]nd significan decmog cog ermned
&“ee S o g ICh g reucecy e
uBltatedb m? cat|ons frommﬁse egm ﬂwgf
ean- |erre |m| e wou be éeam |eacer
Accord mtg to Ton "nis pride and gatrl
Athcsm made || elva le oFarln that
3 omeos ould orfer r| e0 flace on the
team to a Frenchman’ 9%\/
There are no other references fo-Wimille haV|
umber- oge séatus and In fac% he ?t ]gt some
e Qn Rre| ner

thing of a disadvantage ?ﬁt X
mteteam Farina Woulq not r Ietq
ntll 1950, and even then he wou be In simifar
|s%es over Fa o*ssatus at Alfa Cqrse.

e major c e mvolved modifications
to the cars, an ecame In two areas. In



1944, Livio Nicolis, who had been with Alfa
Romeo since 1941 except for his spell a an
Inspector of aircraft in the ltalian Air Force,
was back working under Giampoalo Garcea in
the new experimental department. In 1947,
Garcea, with Sattas agreement, put Nicolis in
charge of all racing Activities, ang ga_ve him
direct responsibility for the Grand Prix cars.
Nicalis, In close “collaboration with Satta,
headed development for the cars and together
they established the policy of compétition
development for customer Cars that would last
for_ many years. , .
. Ther€ are several versions of the modifica-
tI(inS made to the team 158s for 1947. Basi-
cally, five cars had_minor changes ang a new
variant, the 158/47, was developed althour%;h
not raced in that year. All the writers who
describe the changes for 1947 tend_to mix
those modifications for the five cars with some
of the adaptations to the 158/47, and thus
exact detail ofthe cars used throu?h the season
remains somewhat clougy. Pomefoy (_19653 15
the source of most of the other méterial, and
Pomeroy s style of recording construction and
subsequent development isnot easy to follow.
However, he_states that gow,er for 1947 was
raised primarily by means of increasing mani-
fold grﬁssure. He adds that the shield between
the exhaust and the magneto was not suffi-
ciently effective_and the magneto was moved
to acooler location to be driven from the front
end of the inlet camshaft. He descn?es a
rearranged water circulation system as follows:
The four offtake pipes, placed on the centre
line ot the heaa aﬁtjio %et\R/een numbers 1 and
2 3and 4 5 and 6; and 7 and 8 cylinder
bores, were supplemented by four” down
Plpes feeding high-velocity cold water into
he head iramediately aove the exhaust
ports of cylinder nurhbers 2, 4, 6 and 8
(Pomeroy, 1965, p.37)

Ludvigsen f2000) quotes the engine power &
254bhp, although™ this had already been
achieved in 1946, and in his slightly later work
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Blueprint drawing ofthe 158/47 front view. (Alfa Romeo
Storico)

o

Blueprint drawing ofthe 158/47, rear view. (Alfa Romeo
Storico)

2001) he says that it was up to 265bh£.
Jowever, according to Nye 61 85), the 1947
flqure was 275bhg at 7;500rpm. Pritchard
( 65% had It at 265bhp but also (inaccurately)
Nad the twin-stage superchargers being used
for the first time Tn 1947,
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Venahles (2000). dates the work on 158/47 &
happening alongside that being done. on the
teamfivé 158 Which would be'racing in 1947,
However, he indicates that further work  was
done on one of the cars, and it rs not entirely
clear whether this might have been a new
chassis, one_of the frve or a Sixth which had
been in use jn 1946. Wark on the 158/47 con-
sisted of enIar?mg the low-pressure first- staﬁ
blower, and fitting'an additional fuel tank to t
right side of the cockpit. Changes were aIso
made to the ductrno for the blowersair intake.
It would now draw from the vent in front ofthe
cockpit, which had been used to force cool air
to the driver. The exhaust was retumed to the
single-pipe system, which had been tried some
time earlier, and the modifications gave 310bhp
atv, SOOer The additional fugl tank was nec-
essary as the fuel consumption increased signif-
icantly, and more tankage would be addéd at
|ater “stages. Some  accounts claim that the
Increase “in power brought other problems.
According. to Hodges, the 275bhp 1947 cars
were certinly sufféring from it

But eventhe smallin grease Inpower achieved
In the engrnes face durm% the year found
aweak spot. Crankcases - Elektron castings
with an uItrmate tensile strength of approxr
mately 16 tons/sq( in developed minor cracks
at thé main bearings. On all the engines,
therefore tie rods were fitted hetween the
oagso the crankshaft main bearings and the

k(s). With this seemingly “makeshift
reparr t eg Were to serve for” another four
years. (Hodges,

As these repairs are not mentroned In any race
reports It Seems rmpossrble 0 date them. It 1S
also unclear 8 10 Whether Hodges mag have
been ref errmg to the en?me I the

Nye (1993) makes almos the same statement
85" dloes Hodoes and, in the roht of no refer-
ence to Colombo’S repairs 10 the engines
before the war in ejther of these works, it
seems that these repairs must only have come
to light In 1947, but must have happened at a
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much earlier stage The limited detail in le
comments abolt what repairs took place
makes rt lite possrbe that he Is referring to
Colombos earlier ‘patch m% up’.

Pomero %ave further e arIs of the 158/47,
and imp res wastemode for the 1950/51
Gars aswe He says that ‘air was ducted to the
downdraught carburettors by a forward-facing
trunk, this"at first extending to about the mid-
point of the engine and o later models being
carrred forwar to just behmd the front spring:
T e exhaust svstem at rrst had asrnole dis-
charge pipe u on later models the cen re four
cylinders and the two end parrs disch ar(?_e|
INto Separate pipes fPomeroy 1965,
also notes that the Tront and rear errng rates
were lowered on the 158/47 and this Carried
over into later cars.

Borgeson discussed even further refine-
ments made to the 158/47, which had con-
tinued deveIopmentaI work into 1948;

Orr%mally alar Tge air horm had delivered air
to the blower from a low position near the
front ofthe car, This resulted in the aspiration
of dust and grit, raﬁrd blower wear and even
jamming. Then the air horn was turngg
aroung and (Pomted towards the frrev\aII with
Some |mﬁ ement In this problem. In the
158/47 the air horn Wes brought throu Tgh the
firewall, where 1t drew air |recty fom a
shutter n the cowI This shutter h a been a
coc prt cool rn% feature ofte odywork
from th every egrnnmg and sotecange
went unnoticed by all bit Alfas racing team,
which thought that the ‘forced alr thus delv-
ered to the blowers at high speed added &
much as 250hp to the engingSoutput, Some-
thin r%] el that went unnotrced and_ has not

mentrone until now 1 the fact that
a ert 15 change Alfettas always started a race
with these shutters closed. Usually after two
aps a white flag would be waved & each car
Passed the Alfa its and this was the signal for
he ariver to open the blower-intake Shutter.
The reason for this wes that it had been
|learned from hard experience that during the



Team manager Guidotti (left),
driver/journalist CountJohnny Lurani
(centre) and Giacchino Colombo (right)
at the 1947 Swiss Grand Prix at
Bremgarten.

first couple of laps of any race great quanti-
ties of rubber particles were thrown from
brand-new tyres. This was of no significance
to the unsupercharged competition but it had
been known to causejamming ofthe Alfettas
blowers. (Borgeson, April 1965, p.49)

A Year ofVictories

The 1947 season had started somewhat sur-
prlsmgly at the far northern circuit of Rom-
mehed n Sweden in February, on an airfield
with grav_el embedded In the snow for trac-
tion, Dut It was a disaster, as all but four cars
were in an ice-bound ship In harbour at
Gothenburg. Req Parnell led the three finish-
ers in an ERA! The second race took place
only a few weeks later on a frozen lake, after
the” cars had been released from the_ ship.
Pagani s 4CL Maserati won the race at Pau_In
April, and Maseratis shared V|ctor¥_ with
Talhots for the next few events until Alfa
Romeo showed up at the Swiss Grand Prix at
Bremgarten on 8June, o

The Swiss Grand Prix was the first important
event of the Year, even though it was already
June. Again, there was a Iargt;e crowd and this
made the Brem?arten circuit even more dan-
gerous than usual, as there was virtuall not_hlng

etween the cars and the spectators. Trossi an

Varzi were able to show the Alfa threat in the
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first of the two heats and final. Trossi was a,Iong
way (some thirteen seconds) ahead of Varzi an
this was partly accounted for by the. crows
pressing on to’the road. As it was, Gujidotti had
done,wrt,ual!)y all the driving on the first day of
practice in grder to make sure the cars \iere
running well. Bira in a Maserati 4CL was
another seven seconds offthe pace. However, &
the heat got under way, Trossi gave way to Varzi,
who won & rain made the conditions even
more treacherous. Mays, and Pagani followed
the two Alfas in as conditions worsened. On the
slowing-down lap, a small oy ran across the
circuit,"to be hit by Varzi. The, unconfirmed
story Is that he died of his injuries, but details
and” confirmation apparently” never emer%ed.
Disaster was close at hand'In the second heat
as ell. Villoresi and Sommer now had two-
sta?e superchargers fitted to their Maseratis,
bu ﬁractlce seemed to dispel an}/ hoBes the
might have of defeating the cars from Portellg.
Wimille was eleven seConds quicker than Vil-
loresi, with Sanesi four seconds further back
and. Sommer. a huqe twenty-six - seconds
behind  Wimille. Although Villoresi and
Chiron made a fight of it at first, while
Sommer was in Plug_ trouble, Wimille and
Sanesi eased away 1o Win. LeslieJohnson in his
Talbot 150C struick two spectators standln% on
the road, Killing them, and the atmosphere
became tense hefore the final. Many wanted
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Tiie engine of Sanesis 158 is worked on in practicefor the
Swiss Grand Prix, 1947.

Varzi in practicefor the Swiss Grand Prix. He won thefirst
heat and was second in thefinal. He and LeslieJohnson both
hit spectators in practice, when crowd control was poorly
managed. (Ferret Fotographics)

the race abandoned, but the organizers
worried there would be a *oad reaction’ from
the crowd. éEventuaIIy, the Le Mans disaster of

55 would provoke action from the Swiss,
who decided to stop racing completely, rather
than provide reasonable sgcurity, which they
should have done years before.)

/8

Team mana%er Guidotti drove all four ofthe teams cars in
practicefor the 1947 Swiss Grand Prix.

Althouqh Sommer got thejump at the start
of the findl, Wimille and Varzi soon sped past
and Wimille ogened up a.0ap.to Varzi, He was
supremely In control and drlvmq at his best.
He slowéd towards the end to_let Varzi catch
up, and this pair led Trossi and Sommers inter-
venln% Maserati across the line before Sanesi
brought the fourth 158 over the line. The
drivers all stopped immediately as the crowd
Invaded the circuit.

Wimille at Spa

The Belglan Grand Prix was considered
another otthe ‘important’races, so most ofthe
reqular teams were present at the daunting and
magnificent 9.2-mile 514.75km road circuit
In the Ardennes on 29 June, although there
Was no |?n of the two-?tage Maseratis after
their proplems in Switzerland. -
Alfa_Corse sent four cars, for Wimille,
Varzi, Trossi and Sanesi, and the Frenchman
was quickest, and full of confidence after his
Swiss win. In fact, Wimille did only three
practice laps and set his time on the “second
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Swiss Grand Prix i947: Varzi laps the Cisitalia D46
ofHarry Schell in Heat One.

Swiss Grand Prix 1947:Jean-Pierre Wimille had superb Swiss Grand Prix 1947: Count Carlo Trossi was on pole for
victories in Heat Two and thefinal. I-rl]e?t Olne but finished second behind Varzi, and was third in
thefinal.

Swiss Grand Prix 1947: Varzi$
total concentration is evident.
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Swiss Grand Prix 1947: Varzigrits
his teeth over the bumpy Bremgarten
cobbles.

Swiss Grand Prix 1947: Consalvo
Sanesi mz_ina%ed second in Heat Two
and fifth in the final.

Swiss Grand Prix 1947: Wimille was
at his relaxed best in both his heat and
final. (Ferret Fotographics)
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Varzi leads Wimille at the Grand Prix de
Belgit1ue on 29June 1947, although
Wimille won, with Varzi second, and Trossi
and Guidotti and Sanesi shared third place.
(Alfa Romeo Storico)

with a new lap record. Varzi, Chiron, Trossi
and Sommer were next on the grid, with Vil-
loresi not _appearm({/at Spa.. Team orders seem
to have dictated a’Varzi win but it was soon
anarent that Wimille was unhappy with team
orders when he was fastest. Chironcrept at the
start better than the gthers and was away first,
aIt_ho_u?h Varzi and Sommer were soon past.
Wimilfe was not content to sit back, and
forced the pace. In the early stages, Trossi was
hit in the face by a stone from another car. He
came into the pits and team manager Guidotti
took over while Trossi had his injuries treated,
much distressed by the damage”done to ‘my
beautiful nose™ °

Wimille and Varzi started an enormous
battle, changing places lap after lap, disregard-
Ing team orders; as Guidotti was on the circuit
h|m_f<elf, there was little he could do. Varz,
unlike Farina, was on good terms with the
other drivers, but still wanted ever% advantage
he could get. Sanesi has said that he checkéd
out each tar for an advantage, but the cars
were allocated on. a random “hasis. Varzi was
gbsolutely de%ermmed to win where possible

ut Wimille had the edge. As It turned out
Varzi Eut considerable strain on his brakes, and
a brake Rlpe broke. Even after losing nine
minutes ne manalqed to_come back olt and
regain. second place, five minutes behing

imille; the shared Trossi/Guidotti car was

third, in a tribute to Guidottis ability & a
driver. Sanesi should have been fourth but
stopped and failed to cross the finish line,
giving the place to Bob Gerard and Cuth Har-
fison"sharing an ERA B-type. Both Sommer
and Chiron™failed to finish, and the 60,000
crowd gave Wimille a rousing reception.
Winning the European Grand Prix, & this
race wa entitled, also made Wimille the Euro-
pean_ Champion, an appropriate recognition
of his position In Grand Prix racingat the
time. He had als% set the fastest lap™at over
IOImEJh (L62km/n). , _

Hull and Slater (1982) make an mteres,tlng
point in quoting Trossi & having complaine
about the slowpace of the racé in the early
stages, the Alfas being so much faster than
everyone else. Apparently, Trossi felt it was
ratnér like being in a concours d elegance instead
of a race, and réminiscent of the Alfa team at
Spa in 1925 when they took a lunch break in
the race, just to rub in"their superiority.

Varzi at Bari

Alfa Corse made the decision to skip the
Grand Prix de Reims and also the race at Alb
on 13July, and chose instead to o to a very
minor méeting at Bari with just tAree cars, for
Varzi, Sanesi and Trossi. There isno indication
8 to whether this was a warning to Wimille
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Sanesi, Trossi and Luigi Villoresi's
Maserati were on thefront row of the
grid at the Gran Premio D ’Italia in
Milan on 7 September 1947, with
Sanesi quickest. Trossi won,from Varzi
with Sanesi third. (Alfa Romeo
Storico)

for not obewng pit signals, and it seems mare
likely that there was an aqreement to let him
race"the Simca-Gordini at Albi. Wimille was
racing for the Gordini team whengver his Alfa
commitments allowed, although it is not pos-
sible to say whether there was & clause in either
contract which gave preference to one gver
the otner. Pres mablg)/,_ driving the Alfetta
would have been moré important,

There was virtually no_opposition to the
Alfettas at the 5.3-mile (8,5km) circuit on the
south-east Adriatic coast. Chico Landi showed
up In an Enrico Plate-entered Maserati 4CL
and managed to_ get on to the front row with
Varzi and “Sanesi, but that was because Trossl
had not made it to Barl. The race was some-
thing of a farce as Landi retired and there were
no other quick cars. Consalvo Sanesi injected
some interest when he had a spin and was
forced to push the car to an incline, then set it
off downhill, jump 1n and restart. While, the
158 was the hieight of technology at the time,
it was_still possible to get it restarted while
hot without ﬁreat difficulty, a feature which
remained with the cars until their career was
over. Varzi also added to the ‘show’by slowing
and waiting for Sanesi to catch up so they
could be running together. This was possibly
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an example_ of sportsmanship on Varzi s part,
butjust as likely a slap in the face to Wimille,
who was considered at the time to be a little
lacking In team spirit,

Season Finale at Milan

While the rest of the 1947 races were belng
shared petween Chiron, Villoresi and Bo
Gerard in the British events, Alfa Corse chose
to do only .one more.race, the Gran Premio
d’ltalia, which was being run on a 2-mile (3-
km) circuit in the Milap fairgrounds, not far
from Sempione Park, which Rad been used in
the past. Monza was still belnfg repaired from
war damage, as thousands of heavy vehicles
had heen Used and then stored there. .
Five Alfettas were entered, for Wimille,
Varzi, Sanesi, Trossi and Alessandro Gaboardi,
Wimille then failed to appear and opinion is
divided as to what had occurred, some arguing
that Wimille had been dropped because 0f his
falure to follow team orders at Spa, and some
saying he was replaced b}/ Gaboardi under
pressiire from the _unions; the same had hap-
pened to Sanesi in the past, in spite of his
denial of it. Both arguments probablg arppIY;
Guidotti presumably” bowed 'to pressure to



sanction the non-Italian, and followed this up
b refusm,g(to loan twa cars for Wimille for the

rand Prix de L'A.C.E, which was to run two
weeks later, on 21 September. Five cars, not
four, had been entered so it seems unlikely that
(aboardi substityted for Wimille, and” Alfa
Corse surely would not have been so churlish
as to_replace the clear team leader with a
mechanic™? Of course, the team was churlish
enough to .drop. drivers for indiscretions,
whether this_ might mean the difference
between winning and losing a race.

The race at Milan was’ interesting from

Trossi on his way to afine win from Varzi at the 1947 Gran
Premio D ‘ltalia. (Alfa Romeo Storico)

several perspectives. Consalvo . Sanesi was
quickest of al| in practice on a gircuit new to
everyone, and that was by 0.8 ofa second over
TrosSi and a full 1.5 seconds over Villoresi in
the new 4CLT Maserati with tubular chassis.
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Alessandro Gaboardi

Relatively little is known about the life of the
Grand Prix newcomer Gaboardi, at least before
his Alfetta drive, although he was Guidotti s assis-
tantand chiefmechanic in the period between the
wars. He had also been arldm% mechanic in the
R/E_e-war period, sharing fifteenth place at the 1935

ille Miglia with Mercanti in an Alfa 6C-2300.
He is credited with one voiturette race in 1937,
and went on to take part in many more races after
1947, He did a substantial amount oftesting ofthe
Alfettas alongside Guidotti, when the cars would
?etdrlven down to Sempione Park for impromptu
Bsts.

Varzi was relegated to the second row, three
seconds slower than Sanesi, and he was fol-
lowed by Ascari in_a 4CLT,. Chiron and
Sommer”in 4CLs. The. ever-im rovmg{ de
Graffenried was next in his own 4CL and'then
came Gaboardi, acquitting himself well after
beln? flung in at the d_eeP end. N
Al the &nd of the first lap, it was Trossi in
front, and Villoresi already having troubles. By
lap 6, Trossi, Sanesi and Varzi were the frorit
trio. When Varzi went into_the lead, he started
swapping Places with Trossi to keep the crowd
happy, but these two drove an excellent rage
and pulled away from the field. The Maseratis
were having a terrible time and one bY one
they dropped by the wayside, only Alberto
Asari staying anywhere near the Alfas, until
he too struck trouble, Gaboardi moved up Into
fourth behind the other Alfettas for an Alfa 1-
2-3-4. It hecame obvious that a decision had
been made to give the win to Trossi. He had
eased away from Varzi but slowed to let Varzi
catch hint, and. Trossi then crossed the line
with his hands in the air, making it clear that
he knew he was not quicker thdn Varzi. The
crowd resented this and booed, to Trossis con-
sternation. _ _ N
With no cars %omfg to Reims for Wimille,
that was the ent of the 1947 season. The
Maseratis had presented less of a challenge this
year, although some of the other cars stich &
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the Talbots did, but none were in the same
league & the Alfetta, _

s Venables gZOOO) ?ets to the end of his
review of 1947 he méntions the problems the
team had with cracked blocks, but again there
IS no certainty as to when this was dealt with.
Clearly, he chooses to link it to 1947, which
may mean either that it was dealf with at the
end of the year, or that Venables is as much in
the dark about it & all the other writers.

1948: Highs and Lows

While Alfa Corses first Grand Prix race did
not, take, ?Iace until 4 July, at Bremgarten,
again entitled the European Grand Prix. It cer-
taml}/ was not the case that the racm(I] depart-
ment was Inactive. In addition to The busy
sport?-car calendar, anumber of cars had been
sent for a Squth American season during the
European winter, where Jean-Pierre Wimille
had done particularly well. Tt was a a result of
his performances In those races that Juan
Fangio would later recall Wimille as the great-
est river of the time.

The. race at Bremgarten is a source of some
confusion, and was"the occasion of a great
tragedy for Alfa Corse. According to Venables
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EZOOO), four cars were sent. for Wimille, Varzi
anesi and Trossi, and a fifth, the 158/47, went
to be used in practice. Venables states that it
was in.this 158/47 that Varzi had the accident
in which he was killed. He also clarifies the
Eom_t that no further conversions to 158/47
pecification had been made in 1947, and the
‘regular’ cars were viewed as sufficient for
1948, Pritchard (1965) confuses the issue by
sa%/m% that the cars for 1948 had 310bhp
which they did not, as only the 158/47 had
that power rating. Pritchard does say Varzi was
killed driving an ‘experimental tar’. Lud-
vigsen, (2001) on the one hand says that Varzi
was killed when he rolled the 158/47, but
contradicts himself (2000) by arguing that the

47 was only raced first t thé end of 1948.
Nye. (1993) dgrees with Ludvigsens first
vérsion. HadgeS _has both_ Sanesi”and Varzi
trying the 158/47 In practice in Switzerland
with Varzi crashing. Hodges then has the car
reagpearmg at Reims, bt Pomeroy has the
158/47 being used for the first timé in prac-
tice at. Reims, not Switzerland, and ‘then
racing in the followmg races. Hodges has Its
race debut at Monza Tor Wimille. "Borgeson
dismisses the 158/47% presence at the “Swiss
race and says it made its debut at Reims.

The Swiss Grand Prix of 1948, at
Bremgarten on 4July, was also the
Grand Prix of Europe. It was entirely
overshadowed by the death ofVarzi in
a practice crash. (Alfa Romeo Storico)



The variety of interpretations is interesting
but largely academic, IfVarzi was killed in th#
more powerful 158/47, it mlght have Indi-
cated serioys problems inherent in the design.
If he was drlvm,% that car, and photos of the
car after the accident show light dam,a%;e then
it was obviously repaired and Immediately run
again at Reims, as no second car to that s‘)ec-
Ification had been built, Hull and Slater

1982) were also adamant that Varzi was killed
In the' 158/47, but said that he had misjudged
the corner on the quarry leg.ofthe circuit’in
the rain and mist, overturnlnq angd causmg
crushing injuries to the skull, Paris. an
Mearns (2002) quote Canestrini in describing
Varzi s accident as having hapPened hecause
Varzi was blinded by the water from Wimille s
tyres, as Wimille wasjust in front ofhim. The

imille biographers accept that Varzi was In
the 158/47."In fact they remind us that this
model was also occasiorially called the 158A,
and they do say that the car was immediatel
repaired as Wimille drove It next. The 158,
designation adds more confusion and David
Owen g19822 refers to this car as the 158D.
Sanesi later refers to Wimille driving the car
with two blowers as the one that wauld later
become the 159 and Lurani (1959) mistakenly
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The car in which Varzi was killed
showed relatively little damage.
Christian Kautz was also killed,
in another crash. (Alfa Romeo
Storico)

says that Varzi was killed in a 159, This is an
Interesting comment & twin blowers were
heing uséd on the other cars and it seems
likely that the particular type of blower
arrangement, as well as the chassis modifica-
tions,”were essential ingredients in the latest
version of the car a few’years hence,

Satta and Nicolis, shéttered b)(/the, loss of
the charismatic and legendary "Varzi, were,
along with many others, keen to cancel the
race.” However, Norma Colombo, a former
attachment of Varzis, whom he had married
on breakln% off with llse Pietsch, persuaded
Satta that the team must race as a tribute to
Varzi. The other drivers. must have had some
reservations about this, given the terrible con-
ditions that persisted throughout the weekend.

The race had Wimille,”Farina in his, own
Maserati 4CLT, Villores), Trossl, Ascari and
Sanesi In the leading grid positions.. Disaster
was not far away andstruck on the third lap, &
de Graffenried, Fagloh and Christian Kautz,
in an Enrico Plate-entered Maserati 4CL
tangled and Kautz was killed. While he did not
enjoy the fame and stature of Varzi, Kautz was
onie 0fthe few to have raced the Mercedes and
Auto Union pre-war; the race was now totally
overshadowed by these accidents. Wimille was
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Trossi leads Wimille in Switzerland in 1948; Trossi had
anothergood win and Wimille was second. (Alfa Romeo
Storico)

leading and it took Trossi twelve laps to pass
Farina’so that Alfas were 1-2. Then Wimille
made a stop to add water and Trossi was in
front, and Wimille spent the rest of the race
trying to catch him. When Farina had his
engine go, Villoresi inherited third and Sanesi
1‘rotljtr)tht head of Ascari and Chiron’ quick
albot.

Tr0ssi enaoyed his win in this dismal race,
but it would prove to be his last victory as he
was already il with what would turn out to be
lung cancer. Four drivers had now died in the
158 Emilig Villoresi, Giordano Aldrighetti,
Attilio Marinoni and the great Achille™Varzi,

French Win for Wimille

Although the Grand Prix de LACF. took
place only two weeks after the Swiss race, on
18 July, Trossi was stood down by Alfa Corse,
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Trossi concentrates on the road during the Grand Prix of
Europe, 1948. (Ferret Fotographics)

Sanesi’s Role

Some Years after the Bremgarten race, Sanesi con-
fided that he rarely looked for or received help
from any ofthe teamS drivers, and ifany had been
offered it would have been vague and not likely to
help anyway. The exception was at the Swiss race,
when he had said to the management that he was
too slow and wished to stand down. However, he
spoke with Wimille whom he saw in a very pos-
itive ll?ht éunllke some of the other drlvers%l and
Wimille advised him that he should be taking a
particular corner in fourth rather than second gear
and using the throttle to balance the car to get it
to come out of the corner more_quickly. This
confirms Wimille s ability to use higher gears on
specific corners than some of the other drivers

Id, accounting for his rare damage to ?earboxe_s
and engines, and it possibly demonstrates his
better feel for using the torque inherent in the 158
engine. Sanesi also remembered his time as being
two or three seconds offthe pace when in fact he
was twelve seconds slower than Wimille, and this
must cast a degree ofdoubt on his memory. Sanesi
also expressed unhappiness at the pay” he was
%e_ttl_ng as a regular empIoYee whose job included

riving, as opposed to the fee the contracted
drivers received, perhaps indicating he was more
of an ag?rl_eve_d worker than some of his earlier
statements indicate. (Nye, 1986)
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Wimille takes time to look at the
photographer. (Ferret Fotographics)
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or more I|keI¥| by himself, on the grounds of
ﬁoor health. He was very keen to make sure
e could do the Italian races later in the season
S0 agreed to be ‘rested’. His place was taken
Iberto Ascari, who had been virtually
a  works Maserati driver In the S%udena
Ambrosiana 4CLT/48 only. one race before,
and had been given permission to take up the
offer of a one-off drive from Alfa Corse. This
was at a time when Ascaris skill was clearly
emergmﬂ, S0 it I surPn_smg that any team
would aflow a driver of his talent to drive for
the opposition.

The Grand Prix De L’A.C.F. at Reims on 18July 1948

saw another Wimille win and Alberto Ascari$ only]_appearance

|Sn an Alfa Romeo Grand Prix car;Ascari ended third behind
anesi.

Four cars, according to the most reliable
sources, were brought to Reims by Alfa Corse,
one of these beln(% the repaired 158/47 with
which Wimille attempted to break the 1939
circuit record of Hermann Lang in the 3-ljtre
Mercedes. He did not manage o achieve this,
although he improved his own circuit best by
several seconds, making it clear that the Alfet-
tas were very much at iome on this very quick
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Alberto Ascari

Alberto Ascari washorn in 1918, the son of driver
Antonio, who was killed just before Alberto’s
seventh blrthday, while leading the French Grand
Prix at Montlhéry. Alberto was determined to get
into motor racing from an early age, perhaps to
emulate his father, and he was active on motorcy-
cles as soon as he could buy one. His first race was
in the 1940 Mille Miglia, where he drove the
Auto Avio Costruzioni 815. This was Enzo
Ferrari s first car, but it was run under a different
name so that Ferrari would not be caught violat-
ing his contract with Alfa Romeo. That was not
very successful, but after the war, Ascari teamed
IL\JE with Luigi Villoresi and was able to buy a

aserati 4CLT. While he did not achieve many
wins at the start of his career, Ascaris skill was
evident and it was only amatter oftime before he
became a force to be reckoned with.

track. Even in the ‘reqular’ 158, Wimille was
miles faster than everyone else, aIthough It 1S
not clear whether his ﬁ“d time was sef'in the

158/47 or in the car fe raced. He was more
than e:%ht seconds quicker over the 4.8-mile
(7.75km) road circutt than Ascari, who had
ada Aed q#ute well to the new car and the hlgh
speeds T Reims. Sanesi was another SiX
seconds further back, with Etancelin’ Talbot-
Laﬁo go_mg well, & did Chiron’ Talbot 265,
Villorési had set what appeared to be second-
quickest time but was starting from the back,
while Sommer Tand de. Graffénried were slow,
In the middle ofthe %rl was one Juan Manuel
Fangio, making his debut in the smaller class
that"was supparting the Grand Prix, and also
running the' same”Simca-Gordini-11 in the
Main race.

. As expected, the three Alfettas more or less
d|saPpeared at the start, although Villoresi
charged throu%h the field. HIs" passionate
contempt for the Alfettas was, apﬁaren_t a he
passed Sanesi, but he soon paid the price for
over-working the engine. He handed qver to
the ailing Nuvolari,"who really should not
have beén racing at all. Wimille made an
unscheduled stop to change a tyre, which



gave the lead to Ascari, then he and Ascari
made their reqular. stops, and Wimille was
forced In a third time a water was Ieaklng
from a hole In the radiator from a stone an
he was beginning to overheat. Qn the forti-
eth IaP, Ascari was ordered to slow to allow
Wimille to catch up, which he did, along
with Sanesi, and they finished in that order:
Ascari could and shauld have won —perhaps
his career direction might have been aifferent
had Alfa Corse allowed him to take the
victory that he had eamed.

Although Ra%mond Sommer had dane
onIK two™ laps Defore his, Maserati engine
broke, it was a completely different story iri the
supparting event. Whilé Formula B fiad fol-
lowed Formula A into the rulebooks in 1947,
It was being referred to a Formula 2, &
Formula A was seen as Formula, 1. Fiowever,
some organizers still preferred to invite cars for
an 1100~2000cc class race, the old voiturette
formula, and it was here that Enzo Ferrari was
finally appearing a& a constryctor. In the
Reins sug ort Tace Sommer, In a Scuderia
Ferrari 166GP, was seven seconds quicker than
Fanﬂlos_ GordiniIn_practice_and he and
Righettis  Ferrari  166SC _ finished three
minutes ahead of the competition.

Ferrarl was starting to come to the fore at
this time, Giacchino™Colombo had left Alfa
Romeo in 1947, after being awa%/ from main-
stream competition, and he was apﬂy to take
up an offer to join Ferrari. He had heen
Involved in a number of projects, and had Alfa
Romeo had the sense to use'him where he was
most capable, history might have been quite
different. As Enzo Ferrari himself would not
have come UR with the V-12 design, the Scug-
%rla would nave remained well"behind Alfa

omeo.

Back to Turin

When the entries were announced for the
|talian Grand Prix, to be held a([}am in Valen-
tine Park in Turin, on 5 September, there
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were three Ferraris. on the list, for Sommer,
Bira and ‘Nino’Farina. They were all the new
1.5-litre supercharged 125 model, which had
beeln seen testing"in the park a few weeks
earlier.
. Alfa Corse brought four cars again, includ-
ing the 158/47, Which some Writers have
reported & makmg its debut here, altho_ulgeh
this seems inaccurate according to Wimilles
own, words._ Apparently, the damage to the
Varzi 158/47 was light”because it rolled on a
grass bank and the injury to, Varzi was inflicted
y the windscreen on to his head. According
t0 Hull and Slater (1982), the threat ofthe Fer-
rarjs at Turin encouraged Alfa Corse fo et
Wimille run the 4158A ,ias they referred to the
158/47) in the race, with Trassi returning to
the whee| alongside Sanesi. Two Alfas were
quickest in practice, although Wimille was
‘only” 1.8 seconds ahead of Trossi who was
the “same gap ahead of Villoresis Maserati;
Ra¥mond ommer in the new Ferrari was also
on the front row, less than a halfsecond slower.
Sanest was, quicker than Farina,.and Bira was
down on the fourth row, not quite getting the
harFmiq of the new car. ,
ain poured down on Turin on race day
and the crowd was small for Ferraris big
debut. The Ferrari of Sommer led offthe ling;
but before Ion%,Wlmlll,e was in his stride, with
Sommer,_SaneSi, Ascari, Farina and Trossi fol-
lowing.. The best duel, between Sommer and
Villoresi, carried on for many, laps. After forty
ofthe seventy-five laps, Sanesi slid into the hay
bales, bending the front axle and suspension,
and_had to retum to the_pits. Trossi came in
fee mg? unwell, to be relieved by Sanesi, but
the cars supercharger broke, a rare occurrence
for the team. Wimille drove a.superb, con-
trolled race in appalling conditions, taking
fastest lan, six seconds slower than his qualify-
Ing time. Villoresi had done well t0 keep
second, and a Ferrari with Sommer driving
}\%ok thtl_rd. Alberto Ascari was fourth in th
aseratl.
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The start ofthe 1948 Gran Premio

D ’ltalia, held at Turin on 5 September
1948, with Wimille on the left next to
Trossi. The race took Flace in wet
conditions, and Wimille continued Alfa
Romeo's winning streak. (Alfa Romeo
Storico)

Wimille was complete master of the wet

conditions at Turin in 1948. (Alfa
Romeo Storico)
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Wimille laps de Graffenrieds Maserati
during the Gran Premio D*Italia of
1948, notablefor the terrible conditions
and the debut of three of Ferrari’ new
Tipo 125. (Alfa Romeo Storico)
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Jean-Pierre Wimille after his Turin
victory. (Alfa Romeo Storico)

The Season Finale and aYear Off

Jean-Pierre Wimille had again tried to borrow
a 158 for a French race, tis time the Grand
Prix du Salon at Montlhery on 10 October; it
had heen entered b)( Alfg Corse, but it was
withdrawn _before the race. As the Gran
Premio delTAutodromo at Monza was due to
take place on 17 October, this would have
been a good enpugh reason not to go to
Montlhery. Sanesi was testing at Monza in the
week hefore the race on thetrack, which was
being used for the first time since before the
war, and presumanly was in qne of the three
158/47s that had "been built. Conversion
seems to have taken place In the six weeks
since the previous race at Turin and Sanesi was
testing their race-worthiness. In the process,
he hecame. the first person to drive on the
reqpened circuit,

The three  158/47s were entered for
Wimille, Trossi and Sanesi, with a ‘reqular’ 158
for Piero Taruffi. The race would be"run over
eighty laps of the 3.9-mile (6.25km) road
cifcuit, a repairs were still needed to the

anking,
Taru%fi fulfilled his potential & far & Alfa
Corse were concerned by putting his less-
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Piero Taruffi

Taruffi had started as a motorcycle racer and had
been very successful, winning a number of cham-
pionships, before turmn%_to cars, and particularly
sports cars. He finished tifth overall and won the
voiturette class at the Tripoli Grand Prix in 1938
in @ Maserati 6CM, and then drove a Scuderia
Torino Alfa 308 at the German Grand Prix in the
same Year, but had to retire. He drove the same car
at tha dyeart Swiss Grand Prix to sixth place, and
this led to a works drive in the Alfa Romeo 312
at Monza, where he was forced to retire once
again. Taruffi was fourth in the voiturette race, the
oppa Edda Ciano, in his 6CM, and had several
good results in voiturette races in 1939, He drove
a Cisitalia in 1946, 1947 and 1948, before return-
ing to his Maserati. He ended up having a long
career, with most success in sporfs-car races.

modified 158 second on the grid behind
Wimille, by a margin_of some fQur seconds.
Trossi matched TarUffi's time, as did Sanesi, so
the front row was all Alfa Romeo and closer
than usual. Taruffi had spoken ofbeln? Invited
to drive the 158, which was the mos Power-
ful car he had driven up,untll that time,
although he mistakenly attributed 400bhp to
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it (Taruffi, 1964, p.78). His saloon and sports-
car drives earned him support at Alfa. Corse.
Trossl was as smoath and Quick & ever in spite
of his worsening. health.

Villoresi and Ascari were next and after that,
again, no one else was in the hunt.

It was a strange race aglaln dominated
by team orders. The Alfas Ted away, with
Sommers Ferrari among them, but Trossi got
past Sommer when it séemed that the Ferrari
Was in trouble. Sommer was in fact having an
asthma attack, which forced his retirement,
and from then on the Alfas,had it more or |
their. own way, especially after Farina and Vil-
loresi hoth dropped out.” Most accounts have a
stralahtforwar report that the 158s finished 1-

2, which they did, but it was more dra-
matic than that. Paris and Meams describe the
race as follows:

The Alfa. Romeo .management had pre-
selected him [Sanesi]_to be their winner of
the Gran Premio geITAutodromo. . . . The
Frenchman [Wimille] wes content to hold
station behind Sanesi; who had loyally served
his team and deserved the reward of a win.
Trossi, however (might he have realized this
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he two Ferraris of
Sommer and Farina and the two Maseratis of

Piero Taruffi, more usually seen in
a Maserati or Ferrari, came into the
Alfa teamfor thefirst of three races
at the Gran Premio
DelVAutodromo di Monza, on 17
October 1948,

could be his final race?), shot past the pair of
them, Seeln? the team orclers being torn up,
Wimille pulled out from behind Sanesi, gave
acheery Wave, and set offin pursuit of Tross
He caught ang passed him, and never looked
back. Some slu%ht consolation for Sanesi vies
that he had set Tastest |ap, but the man of the
&a{y wies agan, undoubtedly, Jean-Pierre

Imille. (Paris and Mearns; 2002, p.257)

Sanesi had indicated that it was Wimille who
had suggested that the race should go to
Sanesi, and although Sanesi had little affection
for Trossi, he. apparently keﬂt his Views t0
himself. Sanesi had also Switched to the spare
car as he was havaq aproblem with the super-
chargler of his regular car. He had found that it
was Slower and he had been strquImg to keep
ahead, a factor that could well"have had a
bearing on Trossi s decision to pass his team-

mate,

Alfa Corse took no part in the last two races
of the 1948 season. A week after Monza, the
Circuito del Garda race saw awin by Farina in
a Formula, 1 Ferrari. This was officially a
Formula Libre race but all the cars met the
Formula 1 requlations, although ther% Was
nothing in the competition t0 match the



Rare photo ofTaruffi testing before the
Monza race, October 1948. (Parabola)

Thefield lines up on the pit straight
hefore the start ofthe Monza race, with
the Alfas to the right: Wimille (32),
Sanesi (36) andTrossi (18);Taruffi (6)
is obscured. (Alfa Romeo Storico)
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Guidotti also tested before the Monza
race, as was his habit; many of the
circuit workmen took time to watch.
(Alfa Romeo Storico)



Wimille led an Alfa [-2-3-4 at Monza, thefirst time the classic road circuit was used. This was the last racefor the team until
1950, and it was also the last raceforTrossi and thefinal Formula 1 racefor Wimille. (Alfa Romeo)

Trossi, sufferingfrom cancer, was brought in to Monza by Guidotti (in beret), to see if he was well enough
to continue. Hefinished second, but it was to be hisfinal race. (Alfa Romeo)
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Taruffi infor hisfuel stop in the Monza race, with Guidotti, in hisfamiliar beret, in the background.
(Alfa Romeo Storico)

Wimille has a drink at Monza during his stop, while Guidotti advises and Wimille$ wife ‘Cric’ takes
notes. (Alfa Romeo)
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Wimille smokes as ‘Cric’congratulates him after his Monza win —his lastfor Alfa Romeo. (Alfa Romeo Storico)

Ferrari. Villoresi won the final event, the Gran
Premio de Penya Rhin at Barcelona in Spain.

Retrospective reports of Alfa Romeo’
decision to withdraw from Grand Prix racing
In 1949 have often stated the reasons for this
decision to be the death of the team drivers,
and, ‘financial problems’. The timing_of this
decision Is also somewhat mysterious, “Sheldon
and Rabagliati (1993) implying that it was
made at the end of the 1948 racing season and
Paris and Mearns (2002) saying it Was taken in
December 1948, "However, only Varzi wes
dead by this time, and the diagnosis of Trossi’
cancer’had only Just been made, and he was
still very much alive. Hodges (1966) arques
that the’ company was preoccupied with™the
new production” 1900, .and much of the
company funding was (T;om Into this project.
He also” gives the death of the drivers & a
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reason put does not offer a date. Hull and
Slater (1982) S|mPIy say that the withdrawal
was for financial ‘reasons. Even Borgeson
1965, p.54) gets confused on this issue, sa mg
that Alfa Romeo lost three drivers in the 194
season: Varzi, Trossi_(who did not die until
May 1949) and Wimille, and then confradicts
himself by _saPllng Wimille was killed in early
1949, It |5 interesting that, Borgeson does nat
discuss this in his [ater fine dnalysis of Alfa
Romeo people and i)ollcy. Pritchard (1965)
offers the view that Alfa Romeo management
had seen the 1585 as eleven-year-old cars, and
thus a new mogel was_required, for which
there was not sufficient finance. Pritchard also
says that the 159 was built in 1949 for 1950
and that the car campa\llgned at first in 1950
was the 159. However, \enahles FZOOO) would
appear to have the most comprehensive view



Farina in the 1950 Italian Grand Prix. (Biscaretti
Museum)

Paul Pietsch makes apit stop during practice for the 1951 German Grand Prix. Satta is standing on the wall under #9. (Paul
Pietsch Collection)



Fangio behind the wheel, at Laguna
Seca in the early 1990s. (Bob
Dunsmore)

The Alfa Romeo 159 in the Alfa
Romeo Museum. (Alfa Romeo Storico)

The 158 in the Biscaretti Museum in Turin. (Peter Collins)



This is the 158/159 that Mike Sparken fiberated* from Alfa Romeo,
which the author tested. (Peter Collins)

One ofthe 159s in the Alfa Romeo Museum.
(Keith Booker)

Two 1595 at the Alfa Romeo Museum. (Keith Booker)



Thefront suspension and large drum
brakes. (Peter Collins)

*9

[l r<wWeti; of the M ike Sparken
car now owned by Carlo Voegele.
(Peter Collins)

The very small 158/159 gearbox, located
under the driving seat. (Peter Collins)



The ‘elephant trunk’ air-intake
fabricated byJim Stokes from an
original wooden model. (Peter
Collins)

The cockpit, with drive from the engine passing under the driver to the gearbox. There is a central throttle pedal. (Peter Collins)



Detail of thefinely engineered rear
suspension. (Peter Collins)

The mirrors are now located outside the cockpit on this car, A close-up view ofthe gear lever, a straight-forward 4-speed
though they often appeared inside. The gear-shift lever is on mechanism, with afuel tap down to the left. (Peter Colling)
the left. (Peter Collins)



This overhead view shows the clean
lines of the body, even with the engine
cover removed. (Peter Collins)

The author experiences the power of
the 56-year-old-plus Alfetta. (Peter

Collins)

The author accelerates in the Alfetta,
which could easily spin the wheels in
anygear with little effort. (Peter
Collins)



A study of the smooth and
aerodynamic lines of the Alfetta atfull
speed with the author behind the
wheel. (Peter Collins)



of what happene, although not necessarily
whep, although he implies it was after the
death of Wirnille and ‘when it was known
Trossi was dying, so this would have been Feb-
ruary 1949 at the earliest,

enables agrees that the key was the 1900,
AlfaRomeos first mass-_Produced automonile.
However, he adds that it was the mgectlon_of
finance under the Marshall Plan to, ré-estanlish
European industry that made racing in some
way nappropriaté when all eyes were on a
production Vvehicle. There were elements
within Alfa Romeo —and elsewhere —who
Were quite content to rest on the laurels ofthe

The Post- War Revival

last three years, as Well as those who had less
use for ra mg. Venables argues that the com-
bination ofthe focus on thé 1900 and the lack
of drivers brought about the decision,
However, he addS that Pasquale Gallo and
Orazio Satta both wanted a one-car effort
with the 158/47 in 1949; team manager Gian-
batista Guidott] was up In arms about this,
ansolutely refysing to aé)ree. His Iong-standmg
argument_ had béen that Alfa Corse shoul
never again o to a magor race without suffi-
clent force to win, and to him that meant a
team of at least three cars as well as excellent
preparation. The management howed to that

Chassis and Chassis Numbers

It is and always has been difficult ifnot_imPossibIe to
attribute particular chassis and particular chassis
numbers to a given event, year or driver. Yet, this
aspect ofracing-car history is an obsession with man?{
fans, historians and collectors (either of cars or of suc
information). For a table of chassis types, see page 183,
but how many chassis were built and how many sur-
vived in the pre-war, post-war and 1950-51 period,
and beyond? o o

Venables gZOOQ) uotes Gianbatista Guidotti as
saying that the first batch of six cars comBIeted in
1938 were given factory chassis numbers, but were
stripped after every race and the components were
transferred to other chassis, so that individual identity
was lost. He apparently did not sa% at that time what
Identification maK or may not have been put or
stamped on to chassis or components, although at
least some 159 had numbers linking parts fo an
engine number. Guidotti added that a second batch
of cars (six) was built in the winter of 193940, and
that these were not allocated chassis numbers but that
at that point components were numbered. The grac-
tice from this time was to attach a plate to the bulk-
head with Tipo 158/ plus the race number of car in
the event to which it was gaing, this being solely to
satls? customs officers. As these were the cars that
raced post-war, Guidotti was ofthe view that a similar
practice had occurred before the war, althou?h it is
also known that there were chassis numbers stamped
0n chassis cross-members.

According to Venables, when cars were sold to
Brlvate owners, they would have had a chassis number,

ut while the cars were in the hands of Scuderia

Ferrari and Alfa Corse, the ‘identities were specula-
tive’. This may have been true of some cars sold to
private owners, but no 158 or 159 was sold to a
private owner until the 1970s (see page 169 for more
on_this one car). o
There may have heen early chassis built that were
found wanting and discarded &mdeed, this is Mike
Sparkens wew%, but apart from these it seems that six
chassis were built in time for the Coppa Ciano, on 6
August 1938, and these six chassis were comﬁlete at
the end of that year. Best indications are that the
Emilio Villoresi and Giordano Aldrighetti cars were
destroyed, leaving four cars at the end of 1939. It
would appear that the four chassis were used in the
building of six new’ cars in the winter of 1939-40.
Marinoni’s car was destroyed in 1940, leaving five
cars, but reports say that six cars were in the Monza
%ara esin October 1942, possibly meaning a new car
ad been built, or that at least one of the above had
not been destroKﬁd. In August 1943 six 1585 were
moved north of Milan, to Melzo and other locations.
Six cars comprised the team at the be?mmng of
1946 and were in existence at the end of that year,
The same number aPplles to 1947 and 1948, it being
reasonably certain that the 158/47 had not been
destroyed, although there is evidence that this was not
the car crashed by Varzi. The 1948 cars then survived
essentially unused through 1949 and it is likely that
they were the cars that eventually appeared for "1950.
[t seems safe to say that, as there were no records
kept of chassis numbers, ver){ few absolute conclu-
S|hons.can be drawn about total numbers or individual
chassis.
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wish, so 1949 was to he used as a rest year,
during which the 158/47 could be improved.
WHhile these developments were going on,
the South American season was he mnmg in
Argentina, with the first race, the Grand Prix
Juan. Domingo Peron, at the Palermo circyit
outside Buenos Aires, Wimille was to race the
works Simca-Gordini, and went out for very
earlg practice on the morning of 28 January
1949, After a handful of laps he went off the
road, struck a hay bale, lifted into the air, and
came down, striking a small tree. He suffered
head injuries and crushing_chest injuries and
died very soon afterwards. There were numer-
ous accounts and rumours, of the details of the
incident, but they matter little —the best driver
ofthe time was dead, and Alfa Romeo had lost
another star, although not this time in one of
Its own cars.
he improvements to the 158/47s went
ahead and consisted primarily ofwork on the
superchargers and the mani oIdln@l, and the
sIX cars that were the team complement by
the end of the year were all to. 158/47 speci-
fications. Work on the induction system was
now Producmg 3500hp at 8,500rpm accord-
Ing to Ludvigsen (2000) and Pritchard
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£1965), althou%h Hodgﬁs (1966§ SayS it was
50bhp at 8,6 Ogam. ye ?19 5% also Uses
the 3 Oth at §,600rpm for the engine
during 1949, specﬁ?ilné; this was while 1t'was
on the test bench. Ludvigsen also states that
the Improvements to the braking and a
stronger gearbox warranted the new glesigna-
tion 0f 159 and thaf these cars were phased in
during 1950, implying also they had been
built in 1949, How@ver, Ludvigsgn agam has
a djfferent view in his later work (2 013, In
which_he says that the 310bhp achieved for
the 158/47 "with occasional production of
335hhp In 1948, reappeared in 1950 in the
310th quise,. and oné)é as the Ferraris got
more threatening in 1950 was the boost put
up to 20psi, which gave 350bhp at 8,500rpm.
In this later work, . Ludvigsen does not
! tion the deS|8nat|0n of the 159 before

=

b1, Pomero?/ (1 653, however, says the cars
were lying idle In 1949 and that the. defail
changes were not made until 1950, brin |nﬁ
the power u% to 3500bhp at 8,500rpm. Hu
and Slater (1982) slip in.the added note that
despite the 350bhp available, the agreement
was 10 run the cars at an 8,000rpnt [imit at
which the power was 335bhp.



6 1950: “The 3 Fs’and a Worla
Championship

A Return to Grand Prix Racing

The details of the return of Alfa Romeo to
Grand Prix. racing are about & clear as the
details relating to“their withdrawal for 1949,
The keﬁ factor seems to have been the lgosen-
Ing ofthe strings attached to the Marshall Plan
funds and the West’ concern that Italy would
fall to Communist dominance if it was alien-
ated b%/ the West, and es emallR/ b¥ the USA,
The 1900 was, now reaay and those, same
parties who said It did not need racing to
promote it now said the opposite, so it seemed
In early 1950 that a return would be welcomed
In many sectors. This was all helped by the
success of Ferrari in 1949 when Alfa Corse
had heen away, and a fear that Enzo_Ferrari
would scogp the recently announced Formula

World Championship”for Drivers. After all
the effort made by Portello, and bearing in
mind Alfa Romeds awareness of just what
Enzo Ferrari intended, it did not take long for
the team to resume its role as a serious con-
tender for the new tile. _

While_ rumours of this return circulated a
early as January, the announcement was not
made b%/ Alfa’ Romeo until May, and that
mean; the start of the season was not far off,
Funding, however, was still inadequate and
sources outside of Alfa Romeo itselfneeded to

be found. These came mainly in the form of

Italian dealers and distributors, some. ofwhom
were probably ‘coerced’ into fprowdlnr% funds,
although thefe were others for whom_pride
made Them support the effort, According to
Sanesi, one key source of funds was “the

Juan Manuel Fangiojoined the teamfor 1950. (Alfa Romeo
Storico)

managing director of the Como de,alershi% a
Signar Pivarelli, who was a great racing enthu-
siast (Nye, 1986).

There had been twenty-two Formula 1
races In 1949, and there was a strong Ferrari
presence at only seven or eight Of these
(depending on how you view the privateer cars

99



1950: ‘The 3 Fs’and a World Championship

of Tony Vandervell and Peter Whlteheadg.
Giuseppe ‘Nino” Farina had gone back fo
driving his own Maserati. 4CLT/48 and
managed a few wins and placm%s; Juan Fangio
had _Victories In his Squadra Argentina
4CLT/48; and Villoresi and Ascari had wins for
Scuderia Ferrari, It was perhaps surprising to
see Villoresi in a Scuderia car after his vehement
oath that he would never drive for them again.
. The process of driver selection for 1950,
glve_n_ that it was already fairly ‘late’when the
ecision o return 10 racmg was made,
remains, like many other isSues, obscure,
although It appears that feelers were already
out to"drivers at the end of 1949. Satta and
Gallo at Alfa.Romeo had had some discus-
sions about this, and as the season came closer,
they realized it would be necessary to, have a
strong driving team If Ferrari particularly
showed improvements. The Ferrari twin-
supercharger had not proved to be that dom-
inant in 1949, but the begmmnq_ofa proPer
champianship would be af incentive to all the
teams. Thus, when it was seen that Farina had
remained independent for 1949, he was a
logical choice for 1950, and his lack of team
spirit and temperament were overlooked in
favour of his Seventeen years of experience
and knowledge of the cars. .
On the basis oftheir impressive record up to
1950, Alfa Corse were confident that a return
would pay good dividends, although clearly

An Impressive Record

From the start of the 158% racing career to the
beginning of the 1950 season, the Alfetta had
appeared in twenty-eight races, which included
those events with heats and a final. Ninety 158
entries had taken place in those races and Sixty-
eight finishes had been achieved, of which
twenty-three were wins, twenty were second
places and thirteen were third places. The cars had
Placed first and second twenty times and 1-2-3 on
en occasions, and they had not been beaten in
}he'b'ﬂ%t seventeen races before their withdrawal
or 1949,
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Juan Manuel Fangio

Fangio was born in 1911 in Balcarce, about 220
miles (350km) from Buenos Aires, in Argentina,
and by his own account was,a car fanatic as long
8 he ‘could remember, starting work as a.gara%e
assistant and mechanic as axoun boy. In his early
twenties, he took part as the riding"mechanic in
the first of many Ion%-dlstance road races in an old
Chevrolet. He started driving in these events
himselfin 1938, and entered twelve of them until
1942, winning for the first time in 1940. He drove
in fourteen more of these events in 1947 before
ghettmg a chance in a Magerati in early 1948, and
then went to Europe to drive a Gordini at Reims
inJuly 1948. The Automobile Club of Argentina
backed his 1949 expedition to Europe with a
Maserati 4CLT and he won at San Remo and
ﬁam at Pau, Perpignan, Marsgille (rln a Gordini),
Monza and Albi. In the early part of 1950, he was
in a private Ferrari 166C, then won at Pau in the
ACLT on 10 April before starting as a member of
Alfa Corse the following week.

they were not complacent as they had some-
tlme% been in the past. The%/ decided to hire
the brightest ‘new’.driver on the European
scene, the Argentinian Juan Manuel Fanﬂlo.

On returnlng to Argentina at the end ofthe
1949 season, Fangio“had implied that Alfa
Romeo were making him an offer to drive in
the future. When he"went back to Europe in
March 1950 he was a[)proache_d for a one-race
deal with no contract, to, which_ he agreed a
he wanted some flexibility with his Blans
for the year (Fangio and” Carozzo, 1992).
However; this contradicts Fan%lo‘sexplanatlon
in his 1961 autobiography of how he came to
drive for Alfa Romgo:

| opened atele(%ram from Alfa Romeo, invit-
Ing e to race Tor them. The news wes even
more exciting because the year before the
Milan firm ha? given up racing. Soon after, |
went to Portello'to visit the factory. With me
were Juan Carlos Guzzi, sent té/ he Argen-
tine AC.,. and Jose Froilan Gonzales."We
were received by Alessio and Gallo, fwo
directors of Alfa, who made it clear that their



firm would helg the drivers who, in their
eyes, had a chance ofwinning the world title.
| did not hesitate to accept the offer they
made me to drive the 158 Alfa, spoken ofhy
every Eur%ean driver with extreme admira:
tion. The Alfa team was also to include Nino
Farina, and the stout-hearted dean of drivers,
Luigi Fagioli. As reserves, Alfa were thinkin
ahout thejr_chief test driver, Gonsalvo [sm?
Sanest and Felice Bonetto.
AlfaRomeo contract retained me forall
the races on the F.I.A calendar for the World

Championship. That meant the Grand Prix of
Europe at Silverstone, .the Grand Prix of

Monaco, the Grand Prix of Switzerland, a
Berne, the Grand Prix of France at Reimg, the
Grand Prix of Germany and, firelly, the Grand
Prix, of Italy at Monza. /A few minites after the
signing with Alfa, the heads of the firm took
Ime 10 See a 158 model, covered with a tarpau-
lin. When | laid my eyes on her, | sawwhat a
gem she was. Immediately | wanted to get
ehind the wheel, to take it In my hands, It \ies
anew sensation; one that | felt again each time
| made the acquaintance of & new model.
(Fangio and Giambertone, 1961, p7)

Luigi Fagioli

|f Fan%lo was the ‘youngster’in the 1950 team, at
38, and Farina was his senior at 44, then Fagioli at
52 was positively ancient, certainly in today S terms.
He hadalong and distinguished career behind him,
having driven for Maserati, Mercedes, Auto Union
and Lancia. He had first been part of the Alfa team
s Ion%_ago as 1933, when he replaced Nuvolari
upon his move to Maserati. In a P3 Fagioli had
beaten Nuvolari at the 1933 Italian Grand Prix and
that had helped to clinch the Italian National
Champlonshlp for him that year. In 1934 hejoined
the German teams. In 1937 he had stellar perfor-
mances in the Auto Union at Tripoli, Avus, the
Coppa Acerbo and in the Swiss Grand Prix,
although he did not manage a win. He was off the
Grand Prix scene for a while before rea}{J earing at
San Remo and Bremggarten in 1948 with a
Maserati, retiring both times. Aside from a few
sports-car races, ne appeared to have retired com-
pletely when he was called up by Alfa Romeo.

1950: ‘The 3 Fs’and a World Championship

The choice of I_:aﬁuoll & the third team
member was astonishing, not so much because
of his age, but because he was practically
retired. Nejther F_an(ﬁlo nor Farina seemed to
have questioned it, Rowever; indeed, Fangio
seemed delighted that such a veteran wollld
race alongside him at Alfa Corse. .

The two major formulas were now officially
known as Formula 1 and Formula 2. Farina
manaﬁed to crash in the first Formula.2 race in
March and broke s clavicle, Fputtln him on the
sigelines for the first Grand Prix, af'San Remo,
The first non-Championship race at Pau had
already gone to Fangio n his Maserati, and
Ferrarl Rad sent two “Formula 1 cars to I:get 8
much track time In & possible. Enzo Ferrari
could not get the twin-Stage superchargers to
work for him with the power that Alfa Romeo
had, demonstrated and had already made the
decision to bujld a 4.5-litre uns_upercharqed car
forthe Championship. This motivated Colombo
eventually to leave Ferrari and return to Alfa
Romeo, S0 Aurelio Lampredi was left with the
resgonsmlllty of desi nt the 4.5-litre car.

an Remo, on Io April, was also a non-

Champ_lonshlp even, and Alfa Corse were
regret mlg their decision to send asingle car, for
Fangio; Ferrari were going to try to overwhelm
them with numbers,”and” Fangio was still the
new hoy who_had not yet Rroven himselfin the
team. The original entry had been for Farina
and there were murmurings in the ?ress that
Fangio, a foreigner, should™not be in the team.
The engineers were in a flap, wanting to with-
draw the car in order to gvoid bad”publicity,
Ferrari looked bound to win, as they had sent
no fewer than six works cars. Vllone and
Bracco had the new F2 166s, but with Formula
1 engines, and there were Formula 1 cars for
Sommer, Villores1, Ascarf and Serafini, as well
& Whitehead$ private 125, _

Fangio, In his later autobmgraghg gFan 0
and Cargzzo, 1992, p.133), descrined the situ-
ation &s follows:

| had never driven an Alfetta. Then on
Saturday, they let me try one out a hit.
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Fangio made the mechanics very happy with his debut 158 victory at the Gran Premia di San Remo on 16 April 1950. He beat the
six Ferraris sent to overwhelm the single Alfa Romeo. (Biscaretti Museum)

Unfortunately, there was a terrible down- This revelation is interesting from several per-
pour, but | drove a few laps. They [the engi- spectives. The decision to ‘take only one car
neers] retired to talk among themselves and nad reversed the lon -standlng policy that Alfa
reach a decision. It was then that | said this to Corse would never 3_0 t0 a race with only one
them, to cheer them up and convince them, car/driver. It also slightly overlooks the fact
‘Look, youve got nothing to lose. I'm an that, In the Practme Session, Fantllloputhlmself
unknown, and if I lose, Fangio loses. If I win, on the front row of the grid only a few tenths
Alfa Romeo wins.’ They agreed to let me behind Ascari. Fangio goes on to recount how,
race. Sanesi took the tyres to Genoa to have after the race, the contract was brought out for
them treated for the rain, and brought them him to sign for the rest ofthe season (Ialthou%h
back on Sunday, not long before the race, | his ‘other” autopiography clearly recalls that he
didnt even have time to test them, At the nad already SIPned for the season). It also
start | accelerated too much and skidded. A Ignores the fact that one account sald Fangio
group of the leading cars got away from me. signed for the World ChamPIOHShIp races, and
That was one of the worst starts I ever made San Remo was not one of these.

in my life, as my future depended on that In any case, Ascari did lead the race but a
race. spin let "Fangio into the lead, having passed
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Sommer and_ Villores) after his bad start, Some
of the Ferraris were in trouble by lap 13, and
Fangio stretched his advantagé to twenty
seconds. Ascari was trying hard and beginning
to, reduce this g_arﬁ) whien he_had another spin,
this time damaging the car. Even though it was
a damp _daY the “Ferraris were ovefheating,
Fangio finally recorded a masterly win by 1ust
ovel a minute_from Villoresis "Ferrari” 125
which had survived; none, ofthe other fancied
runners were in the top six.

According to Fanglo, Colombo, who had
not yet come hack To Alfa Romeo but was
presént at this race, asked the Argentinian
driver whether an automatic gearbox had been
Installed because he could not detect Fangio
maklng gear changes. Fangio often com-
mented On the smoothness of the  Alfetta
ﬁearbox, and it was certainly something that

e would use to his advantage later.” The
gearbox also benefited from “flexibility, in
combination with the stunnl_nﬁ torque” Alfa
Corse was_now getting, withi the’ engine
capable of 350bhp.” The "car used In this Tace
was, 0f course, the 158/47, as all the team cars
had been raised to this specification. The
Alfetta had also appeared for the race with part
of the ?rllle covering in place to keep the
engine Temperature Where it should be and
this would reappear in several later races,

Considering the team’s misgivings before
the race, the Alfetta had performed well. The
view of Venables (2000) was that the easy days
of the past were over'as Ferrari was ?ettlnq
stronger. While that was undoubtedly true, |
was ot demonstrated very well at Sah Remo,
where bringing six cars had made the Scude-
ra Iﬁok prétty weak when they failed to get a
result.

The First World Championship
Race

The RAC British Grand Prix was also the
European Grand Prix, scheduled for Silver-
stone on 13 May, the converted airfield having
been used several times for major races since

1950: “The 3 Fs”and a World Championship

the war. Four 158/47s were_ entered, each
with the front radiator cowl painted a different
colour. The drivers were Fangio, Farina, who
had recovered from his m*unes, Fagioli and
Reg Pamell. The choice of Parnell was a sur-
Pnse, as Consalvo Sanesi had been considered
he most likely reserve or additional driver for
the team. However, Sanesi had suffered a
mlnor_lnjurY in the Mille Miglia. Reg Parnell’s
son Tim’ later said that he o_u%]_ht London-
based Alfa Romeo engineer Giufio Ramponi
mlq_ht have had sométhing to do with Reg
getting the drive.

Reg Parnell

Reg Parnell was born in 1911 and Eot_ behind the
wheel early, driving buses and trucks illegally as a
teenager. He got In to racm? in the 19305, and
raced an MG K3 Magnette from 1934 to 1937,
when he was banned from racing for a year as the
result of an accident mvolvmg Kay Petre. He
resumed in 1939 with BHW Special at Brook-
lands and Donington. After the war, he raced in
Europe in aMaserati 4CL and ERA B-type R8B,
gettlng some results in 1946 and 1947, although

oth cars were unreliable. Wins came his way In
1948 in a 4CLT, which he raced regularly through
1949, and into 1950. Most ofhis victories seemed
to come at Goodwood but he was considered the
best and most professional of the English drivers
by the Continentals.

Ferrari chose not to enter the British Grand
Prix, demdln? to concentrate instead on the
4 5-[itre development programme. This meant
there were ng. seriols challengers to Alfa
Corse for the first-ever Champidnship points
to he won, although Prince Bira was not very
far behing the_four cars from Portello on the
grld In his_Enrico Plate-entered Maserati

CLT/48. Farina was Eumk_est on Imin
50.8sec from Fagioli and Fangio on the same
time of IminbIsec and Parnell with Imin
52.2sec, only four-tenths ahead of Bira. A sur-
prising YVés Giraud-Cabantous was next,
with “a Talpot-Lago T26, from Eugene
Martin's similar car ahead of 1949 winner de
Graffenried, Birat feam-mate.
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(Great pomp and Cceremony accomBanled
this Grand Prix, which was_dttended by the
King and Queen. The ‘great British hope”, the
BRM _16-Cylinder car,”did a demopstration
run; it remained uncompleted, despite a
number of years on the project. Indeed, it is
hard to understand how anyone at that staqe
still managed to see it as a Grand Prix hopeful.
The race “itself was something of a let-down
after all the fuss and royalty, as the Alfettas went
off and left the OP 0SItion. Interestlngéy, the
ERA E-H/Res cquld not take the pace, out the
older ERAs of Harrison and Gerard. kept

going. These cars had also started life &

Voiturettes the same time as the Alfettas but
they ver& much looked their age, while the
Alfas looked and performed like modern _cars.
It was a stunning contrast, as the Alfa Corse
team members “swapped places. The only
weakness showed when Fangio$ car hit a hay
bale, but it managed to continue until the
eng&ne went offsong and it was retired with a
broken _con-rod. Farina won by three seconds
from Fagioli, who was forty-five seconds
ahead of Pamnell, whose car was fitted with a
nigher rear-axle ratio; Pamell in turn was two
lags in front of Giraud-Cabantous.

According to team orders, Reg Parnell was

Nino’ Farina started his road to thefirst World Championship with a win at the British Grand Prix at Silverstone, 15 May 1950,

(Ferret Fotographics)
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The 3Fs —Fagioli, Fangio and Farina
—made theirfirst appearance together
at the 1950 British Grand Prix.
(Biscaretti Museum)

due to finish fourth but took third after the
retirement of Fangio, despite hitting one of
Silverstone’ resident hares, which did little
more than dent the car. Reg’ son Tim, later
to drive  Formula 1 himself and manﬁge

M, was at the race & a boy and recalléd
staying at Northampton’s Grand Hotel, where
Luigi “Fagioli starred on the piano in the
evemn%s

Graham Gauld adds an additional note of

Fangio preparesfor practice at
Silverstone, 1950, (Alfa Romeo
Storico)

mterest about this race, saYln that the Alfa was
omg 15m6)ﬁ (188 Ttrf100km), and that
gallons (4001t were beln? carrled In
tanks In thetll on either side o tecockglt
and In the saddle tank over the drivers kne
In spite of this, Parnell stopped twice for fuel
and tyres. The camber {0 the wheels was
o VIOUS when the fuel tanks were full. and
nged & the fuel was used, forcing the driver
to a apt to altered handling (Gatld, 1996).
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Cockpit shot of Farina$ car at Silverstone 1950, showing Farina in practice at Silverstone with Livio Nicolis, who had
little changefrom the pre-war layout. (Ferret Fotographics) technical responsibilityfor the racing team, and mechanic
Augusta Zanardi behind him. (Alfa Romeo Storico)

Guidotti adjusts his glasses while sitting on Fagioli$ car in practice. Watching are Orazio Satta, Livio Nicolis, and Giuseppi Busso,
one of Satta$ two deputies. Busso was responsiblefor design of mechanical partsfor race and production cars. (Alfa Romeo Storico)
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Luigi Fagioli in the pits at Silverstone, 1950, during practice. (Ed McDonough)

Fangio (left) and Farina chat during practice at Silverstone, 1950.
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British driver Reg Parnell was
invited into the team at
Silverstone, andfinished third,
behind Farina and Fagioli.
(Ferret Fotographics)

Luigi Fagiolifinished less than three seconds behind Farina at the British Grand Prix, 1950. (Ferret Fotographics)
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Farina on his way to winning
the 1950 British Grand Prix.
(Ferret Fotographics)

Monaco and the Ferrari Challenge

The Monaco Grand Prix, the second Cham-
pionship round, brought some suarses.
Although it was only EIHht days since the last
race, Ferrari had used the timie well and had
saved themselves the. trouble of going all the
way to Silverstone in order to~come hack
almost to where they started. The Alfas were
In the hands ofThé 3 Fs’, as Fangio, Farina
ana Faq_loll became known. Gonzdles Put his
Maserati 4CLT/48 on to .the front row
partly because of some spirited driving and
partll;r because. of Monaco’ peculiar system
of aflotting grid Vposmo_ns by session father
than by time. Villoresi should have been
second.on time_but was down on the third
row, with Ascari, who should also have been

Igner up.
gAIthoLhogh the weather for the race wes fine, a
strong wird was whipping the waves and Tabac
Cornier was wet. Fangig had got past initial
leader Farina and got” through™ Tabac, when
Farina spun; Villoresi squeezed past, but Gon-
zales did not and he hit Farina. 1t was 1936 all
OVer again. FaFglol_l Was stopped siceways on, and
was hit by Rosier havm[q heen _Pushed b
Manzon, and then Schell pifed in, with de Graf-
fenried nitting Rosiers car. Then Trlnt_lﬂnant
Rol and Cutht Harrison all collided, with Rol

suffering the only injuries, which were slight.
(5onzalés’ car was on fire just down the rgad,
Nine cars were out on the first lap, including
two of‘The 3 Fs’. Fangio came upon all of this
carna%e on the second lap ana Hust managed to
get through but Villoresi stalled t[ym? 0
manoeuvrg through and Alberto Ascari got past
Into second. Villoresi later caught.him Up, but
Was eventuallg forced to retire” with a broken
rear axle. Ascari found that his Ferrari required
two fuel stops to Fangios one, and Fangio
cruised to victory by & full lap from Ascar,
Chiron, Sommer-and Bira, _Althou?h much, of
the competition had been WIRed out on the first
lap, there was no doubting the driving skills of
Juan Fangio. He and Farina now eachhad nine
Championship paints.

Fangio Retires Again in Swiss GP

The Bremgarten venue again hosted the Swiss
Grand_PriX, on 4 June, and while stories of
Ferrari s new engine persisted, the real chanqe
came In the shape of a de Dion rear axle
Instead of swing axles on Villoresis 125. The
Alfettas were unchanlged, although they had
ungergone the usual” precaution of & tofal

strip-down back at Portgllo, and a rebuild with
new parts where required. As far a can be
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The start ofthe 1950 Monaco Grand Prix, on 21 May 1950, with Farina (32) centre, Gonzales's Maserati 4CLT on the outside,

and Fangio's 158 on pole by oner two seconds from Farina. (Alfa Romeo Storico)
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Fangio speeds past Farina (32) to win
the 1950 Monaco Grand Prix. Fangio
got the lead by Casino Square on lap
1, which meant he avoided Farina's
spin, and the resultant pile-up that
eliminated ten cars on thefirst lap!
(Alfa Romeo Storico)



Fangios 158finishedfive seconds
ahead ofAscari$ Ferrari 125 at
Monaco. (Alfa Romeo Storico)

determined, this process happened as a matter
ofcourse, and In retrospect must be seen as the
ke_Y to the team continued success, although
fatlures nevertheless occurred. _
Fan_%m and Farina comfortab!’y dominated
the qrid, with Fa_gloll three seconds slower, and
the Ferraris of Vilorest and Ascari were qn the
second row, Sommer was, further back, in the
car that he_had used to win the F2 race earlier
In the day. The two FI Ferraris de?arted In the
first ten laps, leaving the Alfas of Farina and
Fangio to draw away from Fagioli. It would

Fangio leads Farina in the Swiss
Grand Prix at Bremgarten on 4June
1950. Fangio eventually retired on lap
33 with electrical problems. (Alfa
Romeo Storico)
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appear that Farina’ old aggressive, style had
returned as he was forceful Th keeping’ Fangio
at bay. The Argentinian decided he would hang
on In Farinas'wake, but he suddenly stoppe

out on the circuit on lap 34, with what has var-
lously been described & a cracked valve seat
or electrical troubles. Hull and Slater (1982)
regort that the rev counter on Fangio’s car read
8,000rpm while Fagioljsread 7,700rpm. They
do not comment of whether there was a con-
nection between Fangio’s higher use of rpm
and the valve problem, and it seems slightly



Rear view of Fagioli$ 158 on the cobbled suface at Bremgarten.

odd, as the englnes were tested regularly. for use
at 8,500rpm. Perhaps this was an indication that
the 15§ engine could deliver an impressive
power figure, but could not actually do'so for a
prolonged period. _
Rosier, Bira and Bonetto came next behind
the two Alfas, The Talbot of Rosier was
Impressive for its durablllt%/ If not for outright
Ba_ce, and managed to do the complete Grand
rix without a fuel stop.
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Ferrari’s ‘New’ Car at Spa

While it was known by now that g 4.5-litre
Ferrari was on the way, the Scuderias frans-
porter disgorged a re?ular 125 for Villores,
and a simifar chassis for” Ascari, but with a 3.3-
litre engine. It was surely an interim measure,
although it was unclear why the Scuderia was
unable'to produce a4.5. Apparently, the point
ofthe race was to allow Ferrari to sée how theK
could improve fuel consumption, and & suc



It did not work. The, Alfettas got on with thel
job In hand and Farina and Fangio set equa
fastest time, with Fagioli third, and then Vil—
|oresi and Sommer on the same time. The 4.5-
litre_engine in Sommers _TaIbot-La%o Was
quicker than Ascaris, showing that the 3.3-
litre Ferrari engine was not meant to be com-

petitive, _
In the race, the Alfettas again went off on

Rear view of Farina going past the huge crowd at Bremgarten.
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their own but, to everyone amazement, it
was Sommer up In fourth giving chase, and
when the Alfas came in earlyfor flel, Sommer
was in front. This lasted only four laps as the
Alfas ?ot past and then Sommers engine gave
ug, alfowing the steady Rosier to keép on“the
same lap & the leading trio. Farina felt his
gearb_ox begin to bredk up so_he slowed,
llowing Rasier into third. Fangio thus won
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another World Championship Grand Prix,
with Fagioli second, Rosier and Farina next,
and then the two Ferraris. _

The Spa race had been substantially longer
than the previous two, with a total distance” of
307 miles (491kmr), and was a test ofendurance
as well a speed for the 158s. There were ng
comments in the reports about what rev limit

In the Belgian Grand Prix at Spa on
18June 1950, Fangio leads Rosier$
Talbot-Lago T26C. Sommer had led
forfour laps. (Alfa Romeo Storico)

114

Fangio would occasionally invite afriend
to sit in his car. Gonzales was the lucky
one at the 1950 Belgian Grand Prix.
Satta looks on behind Fangio. (Alfa
Romeo Storico)

had heen used, a there had been in the Swiss
race, hut Fagioli had been timed on the Masta
Straight. at 200.75mph (321.25km/h). The
drama in 1950 had. come down to seelng
which Alfa driver might take the first Worl
Champlonshllp, and when_ Ferrari would start
to offer significant competition to the Alfettas,
& clearly no one else could.



Gonzales the Alfa Driver?

One photograph dating from the Spa Grand Prix
has caused much confusion and questions over the
years. During the weekend, a picture of the Alfa
Corse team had been orPanlzed and all were posed
and ready when Froilan Gonzales walked by.
Fangio called him over and he was put into the
race car, and thus appears in the team photo that
can be found today In the Alfa Romeo archives.

The 159 ‘Mystery5

Hull and Slater (1982) suggest that interest in
a ‘new’ 158 was aroused when the teams
arrived at Reims for the Grand Prix de
L'A.CF., on 2July. Fangios car was described
as ‘experimental’ and
20bhp, brlnglng It up.to 370bhp, and Fangio
broke Lang$Sold circuit record gmade in the 3-
litre Mercédes) by 1.5th (2.5km/h), some-
thing Wimille® had got close to but could not
manage. Venables {2000) contends that this
Increase was achieved by usm? more super-
charger boost, and also mentions that the
brakes were improved. This was probably due
to a developmental improvement in the brake
linings provided by Ferodo, and the 158 brake
coolln_(I; had always been efficient in compari-
son with Ferrari and Talbot. Nye (1993, p.44
repeats the above claims but does not lin
these changes to the French race, impl |n8
they occurred ‘some time’ during the 195
season. He then adds ‘at the same time some
described the cars modified this way as the
Alfa Romeo 159°. While Venables does not
use the term ‘159°, Hodges (1966) dates the
370bhp engine as coming after the Swiss race,
and says that a,‘158/50 with a 159 eane’was
driven by Farina at the International Trophy
Race af Silverstone. Borgeson (19_65} S
adamant that the 159 did not'appear until 1951
and that the big change in the 159 included
use ofade Dionrearénd.
What does this all mean? First, it indicates
that the difference between the 158 and the
159 was not a hig one, that is, it did not

had an increase of
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comprise a clearly different design to the car.
Very few people could ever distinguish
between the two by standing next to them. It
also reveals that the designation ‘159’ was
phased in, and that it referred hoth to suspen-
Sion changes and_engine changes, but that it
was not used universally at the time. Some
believe that two-stage Supercharging was an
element of the 159, although that s clearlg
inaccurate, as this was emploged on the 15
long before the notion ofa 159 or other mod-
Ifications had even been considered. Histori-
ans depend on what other historians have said
before them, sometimes repeating what has
been said and sometimes interpreting it
When, the facts laid out are unclear, asthey
sometimes are_in the comlnlex writing of
Pomeroy, certain writers will put their own
‘Spin’on what they think is being said and that
maY turn out to e inaccurate. ‘The reality is
that there Is no indisputable evidence about
the exact timing and definition of a 159, and
this issue will surely remain ambiguous.
Whatever the designation of the Alfetta
driven by Fangio at Reims, it was extremely
quick, and it probably had the addition ofa
h!gher top ?ear ratio to _achieve the speeds it
did. The only outward difference between the
three cars of “The 3 Fs’was that Fagioli had his
rear-view mirrors outside the cockpit, while
the other two had theirs inside, but this could
be changed according to driver preference.
The other significant “aspect of this race was
that Scuderia Ferrari did not bother to show
up, realizing that work had to proceed on the
4.5-litre car. This meant that the Alfettas
would be even further in front of the oppasi-
tion in arace that was slightly longer, by 2 miles
1(_Skm), than the Belgian event. Fangio quali-
fied two seconds quicker than Farina, who was
In turn two seconds ahead of F_agloll, and no
one else was near the Race. Whilg these races,
In retrospect, may not have seemed very exhil-
aratlng, anyone who was there at the time was
moved by the awesome Xower of racing cars,
especially the 1.5-litre Alfetta, which had a
booming exhaust note that was unforgettable.
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Fangio led the race for all sixty-four laps,
Farina'nad to st(%p With fuel starva lon, started
again, but then oun that his fuel pump was
not Wor mg an ended up unclassified with
ony fifty-five laps. Fagioli was twenty-six
secons ehind anglo Brltlsh driver Peter
Wh |tehea . ver¥] loyal Ferran prlvate
impressed again wit |ssmoot and Unruffleg
driving; his™125, which had been at the back
ofthe (rmd managed to finish third. Fangio set
the fastest lap.

With the completlon of the race at Reims
five of the six races counting for the World
Championship had been rlin. With each
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Farinagets readyfor the start of the
XXXVII Grand Prix de LA.C .E,
again held at Reims, on 2July 1950.
(Alfa Romeo Storico

aner’!sbest four results belnq counted, Fangio
ed on twenty-six points,. followed by Fa[qloll
on_twenty-four and Farina on_twenty-fwo
On 90 y, arather thin ent%showed UB for
the non-Champignship Gran Premio di Bari,
with only two Alfettas for Fan%m and Farina.
The Ferranis had scratched the Formula 1
entry athough two 1950 Formula 2 cars were
sent for Ascarl and V|IIore3| Farlna led first
until Fangio took over and then Farina %?t
back In front on the fourteenth lap, but
race Was ?enera 3/ significant onIY for the
skilled |spayPut nbya%our\wla Stirling Moss,
at the wheel ofa Formula M-Alta. Moss



Fangio (6), Farina (2) and Fagioli (4)
watchfor the drop ofToto Rochebfag
at Reims, 1950. (Alfa Romeo Storico)

Farina hadfuel-starvation
problems and his pit stop saw him
finish seventh, but unclassified.
(Ferret Fotographics)
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Fagiolifinished twenty-six seconds behind Fangio at Reims. (Ferret Fotographics)
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Farina and Fangio celebrate, with Fagioli behind the hottle! (Pirelli Archives)

harried the two Ferraris into retirement with
rear axle failure and finished third overall. This
was almost as close to an Alfetta as Moss would
ﬂ,et, but not quite. Fangios mechanics gave

Im Insufficient fuel in his _stoP and he had to
come in for more on the final lap, losing any
chance of catching Farina,

While Fangio™ and Farina both _drove
Maseratis at the non-Champions IP Circuit
de I’Albigeois at Albi on 16July. as the Alfet-
tas were not entered. a 3.3-litre’ Ferrari and an
older supercharged machine showed up for

Villoresi and Ascari, but none of the_ four
drivers achieved very much. It was very similar
for all concerned at the non-Championship
Dutch race at Zandvoort on 23 July.

Fangio at Geneva

Even though the Grand Prix des Nations at
Geneva on30July was another non-Champi-
onship round, the entry was superb. Ferrari
sent @ 3.3 for Villoresi“and a similar car for
Ascari, but with the engine now hored out to
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Farina beat Fangio at the non-Championship Gran Premio Ai Bari on 9July 1950.A young Stirling Moss was third, in an

HW M. (Alfa Romeo Storico)
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Fangio in practice, with
mechanicAugusto Zanardi,for
the Grand Prix des Nations
non-Championship race, held
on 30July 1950 in Geneva.
(Alfa Romeo Storico)



4.1 litres. Alfa Corse, for unspecified reasons,
decided to replace.Fagioli with Pierg Taruffi
who had one previous race in the Alfetta, and
offered a fourth car to the veteran Swiss priva-
teer Baron Emmanuel ‘Toulo”de Graffenried.

Emmanuel de Graffenried

Swiss driver de Graffenried was ?rlmarlly known
for being one of the most loyal of all Maserati pri-
vateers, both before and after the war. He started
In voiturette races in 1937 in Team Autosport, and
in that erar had good results at Naples, the Isle of
Man, Picardie and the Czech Grand Prix. He
started in the 1938 German and Swiss Grand Prix
races and in 1939 at Pau, Albi and, again, the Swiss
GP. By 1948 he was ath_ Maserati driver, and his
best win came at the British Grand Prix at Silver-
stone in 1949, A further win in 1950 led to his
?emg offered an occasional place in the Alfa Corse
eam.

1950: ‘The 3 Fs”and a World Championship

_In spite of the technical interest at the_ra?e
in Geneva, the main focus was on the likely
battle between the Alfas and at least one of the
Ferraris. The race was also enhanced hy the
gre_sence_ of a new car, the Scuderia Milano-
uilt Milano-Speluzzi.. This Maserati-based
device had a Speluzzi engine, which had
marine origins. Bonetto had on%_of these
engines In "his_Maserati 4CLT while, Gian-
franco Comotti had a new chassis with the
same engine. While well off the pace, they
were by o means the slowest. .
Althouqh Fangio was on pole position by a
comfortable two™ seconds, the Ferraris, both
with de Dion rear ends mat ad of swing axles,
were now threatening and had the other two
front-row spots, with” Ascari and Villoresi on
the same time. Farina was halfa second slower
than Villoresi with de Graffenried next,
showing his ability to adapt to a car he had

Fangio practised his and Farina's carfor the Grand Prix des Nations and is here ahead ofRobert Manzon$ Simca-Gordini 15.
De Graffenried made an excellent Alfa debut,finishing second. (Alfa Romeo Storico)
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tested only very briefly. Taruffi was on the
third row, 3 further second and a half behind
de Graffenried.

Fangio took the lead but found that Ascari
could stay with him, and these two pulled
away. The other Alfettas could not keep up
with Ascari and the race looked to Pe the first
straight confrontation_between Alfa Romeo
and Scuderia Ferrar. Then there, was a major
accident on lap 60, & Villoresi slid on oil dnd
overturned over the protective hay bales, seri-
ously injuring him and killing three spectators,
Farlna hlt the bales to avoidstriking Villoresi
% %out alt ou%h he had been f la
anead oft e Ferrar at the time. Two laps late
Ascari s head gasket failed and water poured
from the exhalist pipe. This allowed de Graf-
fenried and Taruff] into second and third with
Ascari classed as fourth and Farina sixth, At
last, a real threat to the Alfa dominance had
pIQToqu (e Graffenried recalled with enthu-
siasm his races in the Alfetta in 1950 and 1951,
Sitting in his home overlooklng Lake Geneva
at Lalisanne, in. March 2004, de Graffenried
recounted his first impressions:
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Piero Taruffis 158finishedjust behind
de Grajfenried in the Grand Prix des
Nations. During the race, Farina spun
to avoid Villoresis Maserati, which
overturned and killed three spectators.
Swiss racing quickly came to an end.
(Alfa Romeo Storico)

| was invited into the team by Guidotti
because, | believe, Sanesi was still recovering
from an injury. | went to Monza for a short
test and this went well and | was offered a
place on the team, though it would be on a
race by race basis. | was very impressed with
the car, and | considered it a step above every-

thing else. | was very lucky again in Geneva
for the Grand Prix des Nations, where Vil-

loresi had a very bad crash. | was behind him
and I went into the bales. . . Farina was there
already . . . and I stalled the engine, but it was
so well tuned that | was able to get it started
again, and that was what allowed me to finish
second. The road holding and power was so
advanced compared to the Maserati, with the
combination of the eight cylinders and the
two blowers, it was like the difference ofnight
and day. After Geneva, Guidotti spoke to me
and said | should do some more races with
them. | think they were satisfied that | got
second place, especially after the accident and
Farina retired.

Both works, Ferraris and Maseratis withdrew
from the Circuito di_Pescara on 18 August
another non-Championship race, and that



meant the Alfas would have it almost all their
own way over the long and fast Pescara road
circuit. Fangio was in another sphere in prac-
tice, hurling his 158 around no. less than
twenty seconds quicker than Fagioli, who was
twenty-eight seconds faster .than Rosiers
Talpot-Lajo. Fangio was timed on the
straight, anarrow piece of road that ran along
the sea, at 192.84mph (308.5km/h). The gri
was hardly livened up by the appearancé of
Otto Schwelm_in aJaguar XK120, which may
have been a C-Type, and Clemente Biondetti,
with a C-Type Jaguar with a Ferrari_engine.
How they %ot Into the race i uncertain..
_Team 0rdlers had come into pla_)( again for
this non-Championship race and 1t had been

1950: “The 3 Fs’and a World Championship

decided that Fagioli would win. The two
Alfettas were playing anIOH(F{ themselves, miles
ahead of anyone”else and Fagioli was in the
lead on the”final lap with only a couple of
miles to go. A front trailing link broke n the
suspension and one of the front wheels sa ?ed
In on to the bogywork as Fagiolj was brlng ng
the .car to a halt. Fanqlo pulled alongsme
Fagioli, determined that the wheel would not
come, off and ur%ed his teammate to drive to
the finish. As they hoth looked oqver their
shoulder_for the third-placed Rosier in his
Talbot, Fagioli set off slowdy. With less than
halfa mile {1km) to go, Fanqlo spotted Rosier
In the distance and sped offTo make sure both
Alfas were not overtaken. Rosler went past

A non-Championship Circuito di Pescara race was held on 15August 1950. Fagioli was leading when hisfront suspension collapsed
on the last lap. He was about to retire when Fangio pulled alongside, inspected the car, and urged him to continue. In the end, Rosier$

Talbotjust beat Fagioli into second place. (Alfa Romeo Storico)
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Fagioli with a few hundred metres to go, and
took second place, six seconds ahead 0f poor

Fagiol.

, %an 10 himse_lf(19612 identified the offend-
Ing part on Fafg}mh s car & one of the springs,
and says how the pair had come fo a compléte
stop 0 decide what to do. Fangio said he was
almost seasick watching Fagiol damaged car
heave up and down & they headed for the
finish. By the time the pair had left the Capelle
Pass on 1o the stra_lpht the wheel was locked
solid. Fangio says it was his team-mate who
first saw Rosier and urged him to leave and
\t/\rth{ a_r;]d later Fangio said he really regretted

win,

There were now only two races left for the
Alfa Corse team and only one was a Champ-
lonship race. The first™ non-Championship
event was the International Trophy at Silver-
stone on 26 August. Hodges (1966, p.7) makes

the point that by this stage of the 1950 season
‘the” Alfa drivers had kept revs in hand (to
order), certainly they had not used all the
bench power available to them, and at least
one car in the team had been run with an
“easy” final ratio. Time, was catching uR with
the twelve-year-old design, and as few changes
8 possiblewere taken™to ensure reliability
(further to this end, major components such &
crankshafts were used for only a few races, and
then dlscarded%.’ At this paint, Hodges also
arques that the Increased engine power
((13 Obhp) and brake improvements)ustified the
esignation of the car as the 159, It was at the
Intefnational Trophy that Hodges, says that
Farina was driving”a ‘158/50 “with “a 159
engine’, using a set oftermmoloqy that has not
beén used elSewhere. It could also be argued
that the 159, whenever It came out, was essen-
tially a 158 with a more powerful engine.

At the International Trophy at Silverstone on 26 August 1950, Farina and Fangio were the drivers, but Consalvo Sanesi (left), Felice
Bonetto (centre) and team manager Gianbatista Guidotti (right) all tested and practised. (Alfa Romeo Storico)

124



Farina refuels during practice at
Silverstone.

At Silverstone, which took place only a
week before the Championship decider at
Monza, two Alfettas appeared, for Fangio and
Farina, and they each dominated their feats. A
supposedly néw supercharged Ferrari was
present for Ascari, entered” by Tony Van-
dervell, but it was angther stam by Enzo
Ferrari. Vandervell cau?ht on, and this led to
}I/vears ofargument aboyt who_owned what and
who owed what to whom! The BRM made
its famous, or infamous debut, and after a rea-
sonable wet practice rup, specially arranged &
It had missed the regular session; it managed
about one foot at thestart when the transmiis-
sion or a half-shaft broke, _

. The two Alfettas went out in front in the
final, where the more forceful Farina kept
Fangio four-tenths of a second behind at the
finish, with Peter Whiteheads private Ferrari
again_ third. Ascari had tussled briefly with
angio but spun_and retired in. the Second
heat. Fangio (1961) later complained that his
car was performing dpoorl}/, and that he was
?ettln unhelpful and contradictory informa-
lon from the mechanics when. fe quizzed
them. It is slightly odd that Fangio should say
this. when his race times were comparable t0
Farinas and he set fastest lap; perhaps he felt
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that the car should have been quicker at Sil-
verstone. ,

The saddest feature of the Silverstone
meeting was the appearance of Tazio Nuvolari
who had been invited to race aJaguar in the
sports-car race. He did three laps and had fo be
told that he was too slow. His worsening illness
meant he never drove on a circuit again.

The Championship Decider

The 3 Fs’ all had a chance of wmmng the
inaugural World Championship_at the ltalian
Grand Prix at Monza on 3 September. In
addition to cars for the team leaders, there
were also entries for Sanesi and Taruffi. \Ven-
ables (2000) states that Sanesi was hack again a
asop to thé unions, which may be true, but It
Is just & likely that Alfa Corse wanted this
capable driver pehind the wheel anyway. Pre
sumably, Sanesi himself would have sdid that
he wgs gust doing his job. Sheldon, and
Rabalglla | (1993 %o & faras sa_ymg that it was
the pressure from the Communist Union/s that
ut Sanesi behind the wheel. No record of the

ommunists or any other union wanting
Sanesi to drive appears in the various uniof
newsletters, and It may well have been Satta
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Farina (right) leads Peter Whitehead$ Ferrari 125 offthe line for Heat One at Silverstone, which Farina won. (Alfa Romeo Storico)

Fangio won Heat Two at Silverstone andflushed second to Farina in thefinal.
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Farina acknowledges the flag after winning thefinal of the International Trophy. (Alfa Romeo Storico)

and Gallo saying they agreed to this move to
keeX the unions happy and quiet., o
Ithou%h Fangio was quickest In practice, it

was only Dy two-tenths of a second, and he
was followed not by one of his teammates, but
by Ascari, making the debut ofthe Ferrari 375
with unblown 4.5-litre engine. Dorino_ Ser-
afini was replacing the injured Villoresi in a
similar car, but he was six Seconds slower than
Ascari, and Farina, Sanesi, and Fagioli were
uicker than him, with Taruffi Just_ behind.
ccording to Sheldon and Rabagliati (1993),
Farina was chosen to win because he had been
given the latest car, a 159, although in their
View it was a reworked 158. (This 1s probably
true of all the 159s.) Hull and Slater (1982) say
that Farina had the latest 370bhp car but do
not call it the 159, while other writers are

of the opinion that the 370bhp engine had
already been used.. Perhaps this was the car
Fangio drove at Reims? _
According to Fangio (1961, p.10,82L Farina®
159 had ‘additional horsepower built in by the
factory engineers. |, too, had a very fast"159,
but in factit let me down on the eighteenth
lap in an inexplicable way.” Hull and Slater
1982& report Ascari retiring on lap 22, and
then Fangio pulled in with a seized gearhox.
As Ascari took over Serafinos car, Fangio
took Taruffis, but this later retired with a
dropped valve. Venables _(200_0% however,
argues that Fangio came in_with a bmlmq
en(IJmeL and agrees that the Taruffi car wen
out . with the” dropped valve with Fangio
driving, Farina was left in the lead and Ascari
did well to come back up into second place,
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Fangio in practicefor the Gran Premio D ’ltalia, held on 3 September 1950 at Monza. Fangio is in the 158.
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Farina was afull second and a
halfslower than Fangio in
practice, although Farina was
driving the hew’ 159: in truth, a
158 with a more powerful engine.
Fangio chased Farina but was
forced to retire. He took over
Taruffis car but thatfailed as well.
(Alfa Romeo Storico)
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The unions arguedfor mechanic/test driver Sanesi to be in the Italian Grand Prix. Hegot on to the front row but retired with engine
trouble. (Alfa Romeo Storico)
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ahead of Fagioli. The reliable Rosier was ~ Formula 2 race, in a major blow to French
fourth, althotgh only Raymond Sommer got racm% enthusiasts. _
anywhere, near the pace 0f the, Alfas and Fer- \When the first Waorld Formula 1 Champi-

rans In his Talbot-Lago. Tragically, Sommer onship went fo ‘Nino’ Farina, the Italian
was killed at Cadours a week fater in @ press went wild, and Fangio went’ home,

Nino’Farina became thefirst World Drivers’ Champion, although there were many whofelt Fangio was more deserving of the title.
(Alfa Romeo Storico)
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felt because thé “foreigner’ hdd los |smter
esting that in his ‘other’autobiography, Fangio
199 recaIIs the events. at Monza & having
mvo ve a tyre puncturing and the radiator
being holed, "as steam was pouring from under
the gngine cover. Indeed, he says, the_ valve
failure stopged the Taruffi car. His co-wrjter in
1992 arques that there was no need to be bitter,
but his earher account displa I_ys considerable
bitterness; whether this was anglos View or
that of the co-writer i impossible to s.

aggomted b Iosm% ang r%the {OYt that was
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Farina_ had won the Championship on
thlrt%/ gomts with Fangio second on twentz
seve d Fagioli third on twenty-four. The
three rlvers had won a tofal of eighty-one
points an a the other drlvers Who Scored
managed only fifty-one omts between them,

Autos ort (Sept.” 15, 150 p99 ) announced
that ‘Alfa Romeo are sad to have a new 4.5-
litre Formula 1 car, and also a hush-hush 4-
cylinder Formula Two 2-litre’. These rumours
and stories of the revised 512 also appeared In
the press hefore the 1951 season.

After winning the 1950 World Championship, Alfa Romeo was asked to exhibit their cars and the complete range ofproducts,
including ovens and buses, through the streets of Milan. (Alfa Romeo Storico)
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GE3TIOHE COii SE 1950

Freal tocassatl |_ 59000000,

Speoe: traeferte, vinggi,
aeeleurusiorU , trauperti,

precl a corridor! |_ 45000000,

Speee studio,progettaxioao,
costrueione, revicionc.oon-

tadfiio, rlparazione 37000000,

L. 82.000.000,— L. 59.000.000,

Ferdlta a pareggio " 23.000.000,

L. $S2.000.000,* L. 82.000.000,-®

S«1 cooaiderare 11 bllanoio di cul sopra occorre teuere pr*-

aeata cha uache quaado |I'Alfa aoa ha preao parte a coapetixioni

sportive ha dovuto uguolcente aopportare oposo per studio a aiglio-
raaeato delle vetture da corsa. Queute apeoa, nel 1949 ( atagiona
aellu quale 1'Alfa aoa press parte a conpctisioai aporttve), asaon-

tarono a L. 21.000.000,*

til consagueora, so dalla apeea per lo etag:one 1950, togliiK
so queato isporto fisao di L. 21.000.000,-, il Glancio & preaaoche

a paregglo.

S/ M

An outline ofcosts incurred during the 1950 racing season. The accounts are done in a fairly basic manner! (Patrick Italiano)
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An account ofincome and expenditure during the 1951 season, in various currencies. (Patrick Italiano)
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If there_had been a Canstructors Champi-
onship 1n 1950 and points awarded on he
same asis & In the Drivers’ Championship,
Alfa Romeo would have scored fifty-four and,
on the basis of best scores, thirty-six for four
wins, while Ferrarr would have had erdhteen
gross and eighteen net, wrth TaIbot on Tifteen
ng thrrteen A year or two b eore or 0ssibly
not even that fong, many would have had
Maserati at Ieast thrrd and ossrbl second In
that table. They onymanade elg tpornts n
1950, anddrdnot look like they would do any
etter at the beginning of 1951 It seemed that
1951 would be a strarglr_ht frg between Alfa
Romeo and Ferrarl dds were pretty
even & to whether Ferrari could toppIe or
even beat the Alfas, although. their final per-
formances of 1950 looked Sarious indeed.

Plans and Developments for 1951

Twent one Formula 1 races were scheduled
rn 1 51, alth ou Zseven would Qount for
World C pionship, Spain havrnri een
added after the frrst year. |t seemed like that
AIfa Corse would enter all seven Cham
onsh rp races and per aps four non- Champ
onsh r(p events —the same number & the
previous year —and budgets were worked out
accordrn gly. Ferrari weré expected to do more
early-sedson races {o 1get the 4 |tre car
runnrn%/I rpetrtrvely hey appeared at Sira-
cusa in March, where Villorgsi won and Ascari
refired and again at Pau later in the month
with the same cars and the same result
although the new Ferrart twin-plug cylinder
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head had notyet appeared. In April, this devel-

pment I0 appear for Ascart and he duly won

F ian Remo; this time, Villoresi was out of

The first direct confrontation would be

at Silverstone for the International Trophy,

which had been moved to an earlier spotin the
caIendar on 5 May.

InJanuary 1951, Groacchrno Colombo left
Ferrarl aftef bejng replaced in the important
design areas by Aurelio Lampredi, and
Pasquale Gallo asked him to return to Alfa
Romeo.. He returned to Alfa Corse with a
briefto improve the team’s chances of retain-
Ing the title for at least ope maore year There
had already been discussions about w hat was
fo be achieved after the Championsh Ih)
been won 1n 1950, hut the ma ageme twas
in.favour of a second attempt, and possibly
third. There had also been some initial drscus
sions. aboyt what formula the World Champi-
onship might be_run to in 1952, & there was
concern 11 the FIA and elsewhere that there
Wwere not enough manufacturgrs to make the
Championship attractive and draw the crowds
for the race organrzers A decision on this was
still some Way ‘away, however,

Colombo and Guidotti planned their season,
and convinced the management not only to
modernize the six existing 1585, but also to
build four new cars. These would be officially
known g the 159, even though they would
share many characteristics of some of the 1950
cars which had already been tagged with that
Ia el yvarrous reporters') In fact; there would

be ven(] little_differences in the chassis.
thony Pritchard (1965) had several sets of
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These two cutaway drawings show the early 158 with single supercharger, and the 1951 159. (Alfa Romeo Storico)

figures when he described the new 1951 cars,
and stated that, while 8,500rpm was the

normal limit, the 1951 cars were capable of

390bhp at 9,000rpm, could give 405bhp at
10,500rpm on the test bench, and had sur-
vived longer runs at 9,500er. Pritchard was
less convinced ahout the value ofthe de Dion
rear axle, which he_thouglht gave little advan-
tage over the swing-axles.” The de Dion

arrangement was adapted to the existing hubs
at the rear, with double-jointed half-shafts on
each side of the final drive. Pritchard did not
seem to agree with Pomeroys view that this
arrangement improved cornéring stability. He
also noted that the 159 had enlarged brake
drums fitted and that the fuel capacity had
been raised to 75 gallons (3251tr1). He sdys the
new ‘159A’, by which he is referring fo the
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four new cars built for 1951, was consuming
fuiel at better than 1.5mpg (188 Itr/L00km). AS
his views were retrospective, he advises' that
various fuel tank sizes and numbers were tried
during the season.

Pomeroy seems to refer only to the cars used
for the last two races of 1951 as TH9A’, and
says that these had the forward-facing orifice
air intake removed and replaced by a'conduit
drawing air from an opening cut into the top
of the scuttle. He also says that the fuel capac-
Ity was 65 rather than 7 gallons §2_821tr rather
tan 3251tr). Pomeroys argument in favour of
the de Dion set-up —not only with the Alfetta
but with other makes as well'—was that the de
Dion maintained the vertical balance of the
wheels on the road, being less susceptible to
significant changes of camber when the hea
fuel load lesséned. This had hecome a
Increasingly important factor as fuel consump-
tion rose With power and weight went up a
well as more fugl became negessary.

Pomeroy (1965) confirms,” some of
Pritchards” views v\Sperhap_s Pritchard, like
many others, drew” his " information from
Pomeroy in the first place), writing that by
April 1951 an engine had héen on the test bed
Broducmg 404bhp at 10,500rpm and 385 at

,SOOrRm, and that engines with this caﬁ)acny
were the basis for the, 159 designation, Inter-
nal coolln[q was provided. by Very rich mix-
tures of alcohol fuel having good values for
latent heat, and .. . very Iarﬁ]e_ angles of valve
overlap, to a point where this phase of the
en%lne’so eration was referred to in the Milan
Design Department asa cooling “fifth stroke™
(Pomero?/, 1965, p.37). It was & a result of this
process that fuel consumption rose so much
and, of course, some 1350bhp were being
absorbed just to run the twm-sta%e super-
chargers. “Ludvigsen (2001) adas that Cool
water was now being pumped directly to alter-
nate exhaust valve guides to aid the cooling,
and that a return was made to the use of twin
manifolds and exhaust pipes, also to reduce the
heat loadings. .

By 1951, Alfa Corse had established a clear
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policy on maintenance, whereby the fransmis-
sion and axle gears were replaced after every
race, pistons, cylinder liners and roller bearings
every four races, connectln% rods every i,
and “crankshafts and superchargers after the
season. This contradicts at leaSt one report
ahout crankshafts being replaced much more
often than that (Luavigsen, 2000).

According to' Venables (2000}, one of the
new cars bullt in 1951 was fitted with the de
Dion rear end, and this had been derived from
the the that had been tried on the 512 and on
the 158 In which Marinoni had been killed.
He also states that the cars had longer tails to
assist In accommodating the néw tanks,
aIthougkr} all the cars were fitted with more
tanks. “Venables helpfully explains the new
nomenclature for the 159 as follows:

The four new cars were called the 159, but
to avoid customs and frontier problems all the
cars, including the six veterans, were now
called Tipo 159s, and when outside Italy
carried T59/..." plates on the bulkheads, a
point that sometimes confused contempo-
rary journalists.

Venables resrts, in his story of the 191
season, to calling the older cars ‘158sand the
four new ones ‘1595’ (Venables, 2000, p.184).
It seems that not onlyjournalists of the period
were confused by this'sysem!
Borges_on (1965) was firm in his belief that
the 159 did not exist before the new 1951 cars
whatever specifications may _have %npeared
on_earlier cars, While quoting 420bhp at
9,600rpm, he differs from some™of the Other
sources on this subject, but presumabl Palned
his  knowledge dlrectl% from  Colombo
himself. He points out that Colombo never
nad to redesign the valve sprlnggs, which main-
tained the same pressure_ as h% had many
years before when some 2,600rp
Used. As Jim Stokes was to arque later, the
cars were ‘over-engineered’ in “several aregs.
Colombao did mana?e to_remove some 23¢
from each of the valves. The oil tank to thé

Was being



Fangio won thefirst heat of the 1951
International Trophy at Silverstone, and
Farina the second, but the heavens
opened during thefinal and Fangio,
shown here in the 159, dropped away
tofourth. Reg Parnell was in the lead
in the Vandervell Ferrari Thin Wall
Special when the race was stopped, at
six laps. It was thefirst time since
1946 that the Alfas had been beaten.

driver’ left in the cockpit had been moved for
1951 to a location under the cowl, and
replaced b?]/ an adaitional fuel tank., .

_Throu? his  relationship with principal
figures at Alfa Corse, Griff Borgeson had
more detailed information than many others
writers, much of which never_apﬂeared until
many years after the cars finished racing.
Colombo revealed to him that the chassis

changes for 1951 —to the four new cars —

included an increase In the thickness of the
chassis tube material, to 0.079in, and the addi-
tion of 1-in cantilever tubes high above the two
frame rails, The cantilever frame was only used
once, In the last race of the season, but the
thicker tubes, were used on all the new cars. An
exhaust cooling box helped to keep heat away
from the engine and this box also had an air
intake to the blowers. This air came in throu%h
a tube located undemeath the right side of the
radiator, and it also pushed aif” through _the
exhaust box to carry the heat away, The
Porsche-type trailing” arms were lightened
sllghtlg/ and worked on_one friction and one
tuie shock on either side. The two leading-
shoe front brakes had Alfin drums, now

enlarged to 14.8in diameter and 2.2in wide.
The four-speed shift mechanism for the unsyn-
chronized rear-mounted transmission remained
on the left of the driver, and was gated with a
lock-out for reverse gear, A perforated metal
cover had heen added'to fit over the driveshaft
8 It passed hetween the driver$ legs. The stan-
dard"St Christopher medal wag refained on the
dash of the 159 as on the previous cars.

The First Race of the Last
Season

A stroqg entry was received for the Interna-
tional Trophy, %t Silverstone (although Scude-
ria Ferrari withdrew its entry for Ascarl and
Villorese), resulting in a good field for the two
heats and the final” Alfa"Corse_sent four cars,
which_Sheldon and Rahagliati %1993) list &
159, This is technically cOrrect because they
would have carried 159 chassis plates, but Veri-
ables points out that theX were 158s, cars from
the Rrewous years; in another puzzling aspect
of the Alfetta history, they mjght have been
many. years old. Fangio, "Farifa and Sanesi
werd joined by Felice Bonetto.

137



1951: The Final Chapter

Felice Bonetto

Bonetto was no youngster when he came to drive
the Alfetta, He was 48, three Kears older than
Farina (but five years younger than Fagioli). He
came from the Brescia area and had raced motor-
cycles for ayear in 1920 hefore switching to cars.
After many years in fairly minor cars and events,
in 1933 he drove a privately owned Alfa P3,
coming third at the Monza Grand Prix_and
winning the Mountain Grand Prix in Switzer-
land. He disappeared from racing for many years,
before reappearing in Portugal to win a race in a
12-cylinder Alfa Romeo, which he had driven
from’ Italy to the race. He went on, after 1951, to
become “an important long-distance driver,
although only for a short period.

At Silverstone, the weather was changeable
through practice, and Sanesi was the Tastest
qualifier of all, several seconds ahead of every-
one else. However, Heat One turned into" a
fierce battle between Fangio and Reg Pamell.
Parnell was entered by Tony Vandervell in the
Thin Wall Special, a4.5-ifre, Ferrari that the
Vangervell team was turning into the ﬂumkest
of these cars by using technology. that was
often well ahead of What Scuderia Ferrari
could come up with, particularly in the bear-
my\%s department, which was Vandervell s forte

cDonough, 2003). Pamell hung on to

angio and was onIY three seconds behind at
the end of the heat, and forty-two seconds
ahead of Bonetto. In spite of having to come
from the third row of the grid, Farina soon
made 1t Into the lead, and \ias fhlfl}/ secondis
In front of Sanesi at the end ofthe fifteen laps,
with_Prince Bira$_ Ecurie Siam Maseratl
ACLT/48 an equal distance behind.

_As the grid lined up for the thirty-five-lap
final, the ‘skies opened and the rain soaked
everyone and everything on the circuit. The
officials decided, none the less, not to deIaY the
start and Bonetto went out into a short Tead,
which was taken over by Pamell, who stayed
In front for six laps. By this time the Alfeftas
were dropping back, beéing unable to put their
power down, and the race was then'stopped
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and not restarted. In his report, Venables
(2000), calling the cars the 159 gat oug
earlier he had"said they were the 153s), states
that the 159 engine m,lﬂht not have been
strong enough todeal with the Ferraris.

. Venables also claims that this was the first
time the Alfettas had lost since 1946. Strictly
speakln(]l, this IS not accurate, since the race
was declared ‘no race’, which means there was
no result. Even though the places and prizes
were awarded to Pamell, Hamilton and
Whitehead, with Fangio ‘fourth’, the race had
no real meanlnlg. In any case, the conditions
were o appalling that" the final order was
something of & lottery, although many
reporters Credit Parnell for staying in front and
out of trouble. The six laps ¢ Ioowe[-boatlng
simply bare no relation to a full race in wet or
dry conditions.

Taruffi in the BSwiss Mix’

As there was no Monaco Grand Prix in 1951,
the first Championship race was the Swiss
Grand Prix at Bremoarten on 27 May, three
weeks after Silverstone. Farina in a Scuderia
Milano Maserati had beaten Froilan Gonzales
In a Talbot-Laqo at the Grand Prix de Paris In
the Bois de [ oqu?ne. Gonzales had earned
respect for his performance over the winter
when some pre-war Mercedes were allowed to
race in the South American series by the FIA,
and the rotund Argentinian had Been quite
SU(icessfuI. His Paris rac%,ln the Talbot had
only served to enhance his growing reputa-
tion. Fangio had led that race in the_ super-
charrqed ordini, but as usual the Gordinis did
not [ast the distance. , _
Five cars were sent, for Fangio, Farina,
Sanesi and de Graffenried, who Was back in
the team, a Guidotti had J)romlsed, and was
the best Swiss driver, There was a spare, and
the cars consisted of three 1585 and two 159,
according to Venables (200((?; one ofthe 159
had the de Dion rear end and the other had the
older swing axles. Sheldon and Rabagliati
(1993) again list all the cars as 159, and for the
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Consalvo Sanesi wasfourth in the 1951 Swiss Grand Prix, held at Bremgarten again, on 21 May 1951. (GPP)
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first time indicate that Sanesi had chassis
number 9, a hint that possibly. this car was
examined more closely, as it might have had
the de Dion rear end.” In fact, Venables con-

firms this, and Sanesi was in the de Dion car
and Farina In the swing-axle 159, with the
othéer tW(t)Ilnft158S Tthe aIIocatron was not
made untjl after practice, whi een
dominated by F angeo and Farrna and t?ten Vil-

loresi, who Was four seconds behind Fangio
but ahead of Sanes, with de Graffenried going
well again, Taruffi and Ascari in the other
Ferrart. At this point the Ferraris were looking
unthreatening.

Race day Was wet but not nearly as bad as
at Silverstone. The cars were fitted with splash
(fruards behind the front wheels for the’ first

Ime, having learned alesson at Silverstone and
In other races. Fuel was topBed up on the grid,
although there was some ettrnq that Sanest
Wwas going to try an mana?e without a stop.
Fanqro Was s uteY de ermrned that e
would get In front in the Wetas e had been
enormously drsapRornte the Silverstone
race. He realized that he had to be in front of
the blinding seray If he was to have a chance
of winning J arigio, 19613 He did exactly
that, follovie Sanesi in front of
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by Farina an

The rain reappeared at Bremgarten as
it had at Silverstone, but Fangio
splashed his way to victory. (Alfa
Romeo Storico)

the first Ferrarr of Villoresi, . which passed
Sanesi and, blinded, drove ‘into a hedge!
Fangio made a fuel stop but came out behrnd
the one stop Farrna an r%gasse |m w |e
Taru | was making Ing overwhelmea
Fy the wet at the start After aruffi got past
arina, Farina spun near the end, but was il
third, in front of Sanesi and de’ Graffenrie,
with an unimpressive Ascari_sixth. Fangio
1992) recollected that the 1595 had four”of
e first five places’, indicating that possibly he
drd not pay much attention to the precise
labelling of the Alfettas as it would seem he
Was in 4
De Gra?fenrred threw more light on the car
situation In a recent interview:

The Swiss race in 1951 was when it rained,
and | had been given the most powerful car.
In those days there were four drivers in a
team and they could change cars. That car
was meant for Fangio but he didnt need it
because it was wet. That one had 400 horse-
power and | managed to keep the car on the
road, which was not easy because it was so
powerful, but | finished fifth and Fangio won
the race; he had made a good choice, and he
was very good at planning his race.



Sanesi on the slippery cobbled Bremgarten track.

In answer to the (iuestlon & to which car he
Was drlvmg and the difference between the
158 and 159, his answer was very Interesting:

| think the main difference was that the 159
had the de Dion suspension, and that made it
have better roadholding. This didn't matter
so much in that race because it was wet and
we were going slower, but | felt the de Dion
car was an improvement, even in that race.

This will come as something of a surprise to
anyone who thought Sanesi Was racing the d

Rare photo of'Toulo’de Graffenreid in
the 159 in the Swiss race, where he
wasfifth, (de Graffenreid Collection)

Dion 159, although de Graffenried Bomted
out several times that there Was No problem in
swhchmg cars aroun n those days, even at
the last minute, H ge leved |twas U|te 00S-
siple that Fan |o ha sett ed for the 655 POW-
erful car WI de. Graffenried had
Practlse This makes sense in light of the fact
hat Fan%m setapl |ster|ng Bace IN the practice,
presumably dhvm? the 400bhp car, coming
close to Langs outright cwcmt record, set In
the Auto Union, His fastest ap In the wet
race was. considerably slower, at 95mph
152km/h).
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A Biker in the Alfetta?

There was a long-standing mystery relating to a
certain photograph ofayoung man sﬂtmg behind
the wheel of one of the Alfettas, apparently at this
Swiss Grand Prix. It seemed to be multiple World
Champion motorcyclist Geoff Duke. Apparently,
he had been in Switzerland that weekend for a
bike race, and it was not far from the Grand Prix,
so he went along to_have a look. As Duke was
looking at the car, Fangio recognized him and
invited him to sitin it, being very pleasant to him,
one professional to another. That was when the
photo was taken. Although Duke would go on to
do some interesting races in cars, he did not
manage to get back into an Alfetta,

Motorcycle champion GeoffDuke was racing in the
500cc Grand Prix on the same day as the Formula i
race in Bremgarten, and was invited by Fangio to sit
in his 159.

Farina’s Trips to Ulster and Spa

In the three-week gap before the Belgian Grand
Prix, a single car, a 158 accordln% fo Venables
(2000), _was sent to the non-Championship
Ulster Trophy race at Dundrod in Northern
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Ireland,_on 2June. This was a difficult and dan-
gerous 7.4-mile (11_.85_km3 road circuit. While
Sheldon and Rabagzllatl (1993) say this was a 159
In Farinahands, it did not seem’to make much
difference. Farina’ skill and the cars roadhold-
ing on.the twisting circuit meant that Reg
Parnell in the Thin Wall Special Ferrari was less
ofathreat than he had been on the open spaces
of Silverstone. Parnell finished over a minute
behind Farina after 200 miles g320km) with
Brian Shawe-Taylor gettmg another good result
in third in his ERA B-typé.

When the cars showed_up at Sﬂa for the
Belgian Grand Prix_on 17 June, there were
three Alfettas, all 159, with Fangio in the de
Dion chassis number 9, and Farina and Sanesi
in the swing-axle 1595, ghls time, the ke
sources seem to agree on the cars for the race.
The Fangio car now had the full complement
of fuel tanks, with the usual one in the tail, two
alongside the drivers legs, one in the, scuttle
and even one on the offside of the engine bay,
This meant that there was a 70-?allon (30511r)
capacity, and with all that fuel af the start, the
driver must have been required to have a lack
of imagination. Farina% car did not have the
tank 10 the scuttle, and Sanesi had three
cockPn tanks (Hull and Slater, 1982). The
Alfettas had 19in Engelbert tyres on 19in rims
with offset spokes, these tq raise the gearing on
the Ion% long Masta_Straight. o

The Ferrarl opposition was for the first time
complete with three twmiplu%_lgmtlon_ cars,
for Ascari, Villoresi and Taruffi.” Amazingly,
while there were seven Talbot-Lagos, there
were no Maseratis, although it was clear that
che fight would be between the Alfas and the

erraris,

Fan%o and_Farina were quickest, from Vil-
loresi, Ascari, Taruffi and Sanesi. In the race, the
start was dramatic as Villoresi moved into the
lead, from Farina and Ascari, with Fangio
fourth. Sanesi stalled on the line but was soon
up. to sixth, the slowest Alfa being so much

licker than anything else. Farina was then in
the lead, timed at 193mph (309km/h) on the
Masta Straight, and after some laps Taruffi
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Fangio set thefastest lap in the Grand Prix de Belgique on 17June 1951, but dropped to ninth after ajammed wheel costfourteen

minutes in the pits and Farina won.

retired with a rear-axle failing. Faring and
Fanﬁlo were taking Eau Rouge corner go \Aﬁ]
the hill at Spa in huge breathtaking drnfts.
It came to refuell ﬁ Farina was away in one
minute but, Fangio had a wheel spoke head on
the new 19in wheelsjam behind the hub spllnes
and he lost a fyll fiftéen minutes & the tyre_had
to be changed on the rim on the ca. This
allowed Astar into second but he finished
nearly three minutes behind with  Villoresi
another ninet seconds adrlft Sanesi had his
radiatqr exRI e on lap 11, forcing him to retire.
Farina had moved into the lead of the
ChamptonshE but not by much, and,
although the errarts looked good o paper In
second” and third, t(had reall not chal-
lenged the Alfettas on this high-speed circuit
Alfa Corse could go to the Next race with a
degree of confidente.

‘2FS"Win in France

The French Grand Prix on 1July at Reims
was also the Grand Prix of Europe, Fagiol
rejoined the Alfa Corse team for his first 1951
outmg Sanesi was in the de Dion 159 chassis
9, and Farina and Fangio were in the other
two team cars from S A Ferrari entered four
cars to attack the Alfas, addlng Gonzales to
the Scuderia strenﬁth Venables (2000) Iagses
Into calllngi the Alfettas both 1585 ang

but it would appear that they were all 159,
although It Was mterestln that the de Dion
suspensmn had not ?/et oun Its wafy on to a
second car. The Autosport report of the race
hinted that the Alfetta bodies seemed fatter’
indicating that there may have been panel
changes ‘to accommodate the fuel tanks,
aIthough these do not seem fo have been
noticed at Spa.

143



1951: Hie Final Chapter

Ascarifinished second to Farina in the
1951 Grand Prix de Belgigue as the
Ferrari threatgot more serious in
1951,

Farina in action at Spa in 1951. (Alfa Romeo Storico)
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Farina is congratulated on his win at
Spa in 1951,
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The race director$ office at Reims for the Grand Prix de L’A.C.F., on 1July 1951.
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Engine detail ofthe T59 with the ®lephant-trunk’ air intake,

at Reims 1951.
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Fangio and Farina again led in practice hut
Ascari was not that far away this time, with
Villoresi just_ahead of Sanesi, Gonzales and
Fa ?IO“ and Chiron in the Talbot-Lago. The
Alfetta splashguards had been fitted for part of
Practlce and Were then removed. Farina mage
he waorst start, spinning his wheels at the
beginning of 'the  sevnty-seven-lap " race,
WhICh would be all of 374 miles (nearly
600km) in blazing heat. As the pack of red cars
TD peared over thie hill on the way down to
nillois before turnmg “Eht towards the plts
it was Ascari In front 0f Fangio, and it stayed
that way for nine Tong laps. Then Ascari was
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Detail photo ofthe right rear suspension and exhaust.

Sanesis car, which is identified as chassis i59 9, one of the
few cars to haue been identified with a chassis number in
period, being worked on before practice.

A circuit official watches work on the 159,
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The cockpit of the 159, again mostly unchanged, although the
St Christophers medal hasgone. Note the interior rearview
mirrors.

Overhead view of Fangio$ car pre-practice. Even with the
exhaust guard, it was still possible to get burnt on the right arm.

Luigi Gafioli oversees tyre-pressure adjustments on Sanesis car. The circuit official is still intrigued.
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Overhead view of Sanesis car showing
the air-intake system.

Fagioli in practice at Reims in 1951,
Note that the grille shutter has not
beenfully removed.
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Fangio infour-wheel drift in practice at
Reims. The individual nose markings
have not yet been added.

Another view of Fangio in practice.
(Ferret Fotographics)



in the plts his brakes glone and his gearbox
om and he lasted only another lag. Then

gSo slowed, his magneto glva trouble &
was anesis, Then smoke was bil owmg from
Villoresis Ferrari and Gonzales and Fagioli
Were |n front. When Fagioli pitted forfuel and
tyres, he handed hlscarover 0 Fangio, and got
into Fang|0 rePalred car.

Farina then led, made his stop still in the
lead, and Gonzales handed over to Ascari
leaving _Farina a minute ahead of the
Fanglo/Fagloll machine. During the next set
of it stops, Fangio and Farina both dropﬁd
behind the Ascari-driven Ferrari, but that then

A real road circuit —trees and all.
Farina in practice at speed on Reims’
main straight.

195t: The Final Chapter

Farina looks stem in practice at Reims.
He was two seconds slower than
Fangio. (Alfa Romeo Storico)

stopped argam with brakes failing; Fangio was
into the lead, and now Farina nad ma([meto
trouble. Fangio/Fagioli shared the points for
victory, with” Fangio getting an extra one for
fastest lap, at 118.29mph (190km/h )., with
Gonzales/Ascarl second, V|IIOreS| plo dmgvon
to t |rd and Reg Pamell n the Thin
P{ema fourth. Farlna just stuttered round to
while poor Sanest had to push his car to
the finish for the last mile, his maqneto gone,
possibly & a result of getting so ho
Fa%]lollb achievemént wds to become the
oldest driver ever to win.a World Champi-
onship race, even though it was a shared win.
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The individual nose markings being applied in the pit lane
before the 1951 French Grand Prix.

Fangio now_led the Championship by a single
point from Farina, whose car had been throw-
Ing treads in the Iatter part of the race. Interest-
Ingly, Reg Pamell went the. distance without
changing Tyres. Surely, Ferrari only needed a bit
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Sanesi in practice, and the view down
the main straight towards Thillois.

Fangio$ car, which retired in the 1951 Reims race. The St
Christopher medal is in this cockpit.

more reliability to get their hands on the victor’
cup’

Silverstone: the Winning Streak
Ends

Fag|ol|’s feat at Reims was not rewarded with
another_drive_at Silverstone for the British
Grand Prix. The Italian was replaced by his
countryman, Felice Bonetto, having a second
run at Silverstone in this season. According to
Venables (2000), all the cars at Silverstone on
14 July were 1595, and Fangio (chassis 7),
Faring(chassis 9 with de Dion Tear) and Sanes|
(chassis 8) had the full _comﬁlement of fuel
tanks, but'Bonetto (chassis 1) had only the side



Sanesi and Farina acknowledge the
large French crowd. (Ferret
Fotographics)

tanks and older-,steyle, slimmer bodg. Bopetto
was to_run on Pirll t;{res with 550-17 fronts
and 700-18 rears, while the other cars would
all have 550-17 fronts and 750-16 rears. By
working hackwards it might be possible t
determine that chassis 1 was the car driven at
Spa by Farina on the basis of the fuel tanks,
but that would be far too speculative, as_the
tank arrangements changed So regularly. The
chassis numbers listed for this racé in Sheldon
and Rabagliati (1993) would appear to be
accurate. They go agalnst Alfa Corsg’s pollcg
ofgiving arace umber to go on the Tipo 15

1951: The Final Chapter

Fangio (4) leads Ascari (12) at the
start at Reims.

plate and this may indicate that the numbers
Were alsp stamped on the chassis or firewall.
Hull ang Slater (1982) describe Bonetto s car
8 the ‘old Monza car’, which would seem to
Imply it was Fa_rmatswmnln? car from 1950
and at the time it had been referred to as a 159
bfy some, at least having had all the latest mod-

Ications. There wouldl be some logic in, this
heing chassis number 1 although no'certainty.

Séveral significant thlngs happened at the
British Grand Prix. Thé BRMs appeared,
raced, finished, and even placed well. The fol-
owing week’s Autosport would have them &
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Fangio leads Gonzales at the British Grand Prix; Gonzales
was quicker in practice and won by a comfortable margin, in a
major defeatfor Alfa Romeo.

competition now for the tired Alfettas! Gonza-
les put a 12-plug Ferrari on pole position ahead
of the Alf?ttas his 24-plu teﬁm-mates, and
everyone else. Then he mate the most of the
opportunity a he had done at Reims, and
flogoed thé Ferrari all weekend right into the
winnerscircle. It was stunning, no doubt about
it. And Felice Bonetto had éven led the race!
- Gonzales beat the Alfettas in practice, or the
Altettes’, as some British journals were il
referring to them, for the first time almost in
I|V|n? memor%/. Fangio and Farina were not
that far away, ut Ascari was right on their tail,
aswas Villgresi, with Sanesi and Bonetto trail-
Ing. Parnell and Peter Walker in the_hopeless
Ms did not even record a practice time.
After practice, the Alfa Corse mechanics were
observed at their Brackley garage headquarters
weldln% up. a broken 159 ¢hassis frame.

As the flag fell, Bonetto charged into the
lead, but he was spon passed by Gonzales and
Fangio, ang Fan?Jo then displfaced Gonzalgs.
Gonzales drove Tike a man possessed, . using
every Inch of the road and quite a few inches
that Were not part ofthe roag, and he stuck to
Fangio, _and. edged awa}/ from Farina and
Ascarl. Fangio pitted for fuel and tyres.on lap
40 and came out over a minute behind his
friend and countryman. Farina kept ahead of
Ascari through the stops but then Ascari went
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out with a broken gearbox. When Gonzales
stopped on lap 64, e moved to hand the car
over o Ascarl, who waved him back into it
Fangio Aust could not catch him_and then
Farina had a fire on lap 75; obvmusl%, the
engine had gone, not the clutch, & was
reported (although Fan?,lo himself Jater said
that it was the cluich on fire). After ninety laps
and 260 miles (416km) it was over.” two
Argentinians were 1-2.

he Alfetta had flnalla/ lost & race, althouPh
Fanglo was Inclined to see it & Gonzales
winhing —and Gonzales even more than the
Ferrari.” Fangio (1992?_ did acknowledge that
Ferrari had scored its first-ever Championship
win, the first for an unsupercharg_ed car over a
supercharged qne, but he took Nis mechanics
to task fof uttlnﬁ in too much fuel at his stop,
making the car fieavier than it needed to be.
Clea[ll_}q,_ according to Fangio, it was Gonzales’
aay. This victory Was the Occasion when Enzo
Férrari i alleged to have said that he felt as if
he had ‘killed his mother’ by heating Alfa
Romeo, although the veracity 0f the story has
long been contésted, & Ferraris memoirs are
fullofsentiment sweetened with the passage of
time. One journalist of the period is also Sup-
Posed to fiave remarked that, If it were trye,
hen for Ferrari it ‘simply would have been the
price of winning’.

Ascari’s Turn

Two weeks went by before the drama was due
0 playred, out again, at the Nlrburgring on 29
July. This was the first post-war German
Grand Prix at the circuit, where the Alfettas
had not raced before. _

Venahles (12000, p.192f) describes the pre-
race scene splendidly, as follows:

The team . . . was Fangio, Farina, Bonetto
and Paul Pietsch, whose former wife Ilse had
been Varzislover. There had been indecision
about the choice of Pietsch: as first Willi
Daetwyler, the Swiss sports car racer, then
Chiron were considered, and as a result



Fangios 159 being unloaded at the
Nirburgringfor the German Grand
Prix, which took place on 29 July
1951, (Biscaretti Museum)

Pietsch only managed two practice laps.
Defeat had rattled the Alfa Romeo team, and
in practice there were many problems.
Fangio had hit the bank and bent the nose
and tail of his car, there was difficulty in
getting the right carburettor settings, the gear
ratios were changed several times, then it was
found that the notorious bumps and swerves
of the circuit were making the chassis frames
flex. A car was built up within hours at
Portello with stiffer cross members and
rushed to Germany for Fangio to drive; this
may have been built up from a 158 and fitted
with a 159 engine, as it had a 158 body.

This car then had further problems in the
final practice as the clutch would not disen-
gage. It was stripped and no fault was
found, but Guidotti was forced to test it on
the pit road and short stretch of circuit. The
spring  housings had been wrongly
machined but there was nothing they could
do, and it would only disengage at lower
revs. Fangio did seem to manage with it in
the race. This time both Ascari and Gonza-
les out-qualified the Alfas, the order then
being Fangio, Farina, Villoresi, Taruffi,
Pietsch, with Bonetto well off the pace on
the third row.

Guidotti testing one of the cars hefore Paul Pietsch? test drive.
(Bernhard Volker)

Satta (left) briefs Fangio, Farina (centre) and Paul Pietsch
(right) at the Nirburgring. (Bernhard Volker)
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Paul Pietsch

Pietsch was the last new driver to be brought in to
drive the Alfetta. His choice was questioned at the
time as not being very well considered and the
result of confusion in the team. However, he had
a Ion? career behind him and was highly
respected, if not that successful against the major
pre-war teams. Born in 1911 ‘he was reserve
driver for Auto Union in 1935, and had several
races in Maseratis pre- and post-war. He raced a
Maserati 4CLT .48 In the 1950 Italian Grand Prix,
and would go on to found the reapected German
journal Auto Motor Und Sport, and the publishing
empire that owns it. He was also well known, less
for unateI?/, & the husband of Varzis morphine-
addicted lover Use.

At the start of the 283-mile (453km)
twenty-lap race, around the dauntlnr%; Eifel
Mournitain circuit, Fangio was soon into the
lead past Farina. Ascafl and. Gonzales soon
passed Farina & well, and Pietsch was in an

Fangio at the 1951 German Grand
Prix. (Biscaretti Museum)

|mFresslve fifth spot, ahead of Taruffi and
Villoresi, after running offthe road and man-
aging to get back on. When the Alfas started
t0 pit from Jap 6, it was clear they were not
running well, a cooling and oI pipes had
been damaged in practice. The,clutch trouble
meant Fangio was only using third and
fourth afterlap 14 and chan?mg hy ear’
Farina had gone on lap 8, the Tlexing chassis
having damaged the pipes too muchto con-
tinue. Pietsch then dlszﬁ)eared u(ﬁ) and over a
bank on lap 11, and Banetto had the Reims
magneto trouble strike him, forcing him out,
Fangio at one point had managed t0 8et back
Into” the lead but his second’ stop dropped
him back, althoygh he drove like & demon in
only top gear by now. Ascari had a tyre
problem hut had” enough of a gap to win,
with Fan?m second, and'the Ferraris of Gon-
zales, Villoresi and Taruffi third, fourth and
fifth. Fastest lap did go to Fangio in his effort
to catch Ascarl.

Fangio could not sustain this early lead
overAscari at the Ndrburgring and lost
for the second time, by thirty seconds.
(Alfa Romeo Storico)



Hans Liska drawing portraying
Fangio$ battle at the Niirburgring.

During the ertln(i of this book, “Toulo’de
Graffenried and Payl Pietsch were the onl
survwln?(_AIfetta drivers. At the age of 93,
Pietsch kindly sent his comments about his
single race with Alfa Corse:

German driver Paul Pietsch raced the 159 at the 1951
German Grand Prix, but crashed early in the race. (Pirelli
Archive)

While this was a stinging defeat for Alfa
Corse, It did mean that™Fangio had gained
Championship points. However, 0 had
Ascarl, and it was clear now that the battle to
win the Chamﬁmn_shm would be between
these two and that it might go all the way to
the final round.

Alfa Romeo was the only brand ofracing car
that managed to bring some of the glamour
of the pre-war period into the 1950s. From
the late 1940s the Milano firm with the 158
and later the 159 had really set the pace, with
drivers such as Villoresi, Farina, Wimille and
Trossi, who won one race after another. Then
Farina won the first Championship and the
Alfas were a long way in front of the Ferraris,
and then Fangio did 1t the following year. Alfa
signed Farina and Fangio, and test driver
Sanesi for 1951. The team also wanted to put
drivers from their own country into the 159,
and with this chess move they hoped to get
the sympathy ofthe local fans. De Graffenried
was the driver in the Swiss Grand Prix. In
July, for the German Grand Prix, they had not
yet signed a fourth driver. They first
approached Lang, who said ‘no’, and then
thought of de Graffenried. They talked to
several people who they wanted to compete
in a test around the Nordschlieffe circuit, but
we only had a few laps. Sanesi knew the car,
but I knew the circuit like the back of my
hand. There was also Willi Daetwyler and
Louis Chiron. Freiburger was tried and did an
excellent time, but I was faster on my second
lap and was given the drive.
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It was unfortunate that Alfa had left the
decision so late because with only a few laps,
it was possible to be fast but have no idea
where the limits might be. Because the
reqular driver Fangio had damaged his car, he
took ‘mK’car s | had the reserve car which
| think hadnt been run. But I had a lot of
experience and thought that | could do well.
During training, there was a debate over
whether any of the Alfas could beat Lang’
record lap from the German Grand Prix In
1939, Fangio went out in the training to do
a fast lap, but then Ascari and Gonzales went
quicker. I was behind some of the others but
happy with my position.

There were 200,000 spectators there for
the race on Sunday, although that was fewer
than in the pre-war days, but of course there
were no German cars there. Fangio went to
the front at the start but with the Ferraris
right behind him. I managed to get away from
Villoresi into fifth. On the second lap | went
into a spin, and many cars went past, and |
drove very hard to make up ground. The
brakes were hard to get used to, and | had to
try very hard to stay on the track. I tried to
out-brake Villoresi into the South Curve and
almost managed it but the car went off. |
wanted to get him before the curve but |
didnt and it was my mistake. The Alfa slid
and almost turned over but it did stay upright.

But in fact | had reasonable luck and didnt go
into the fence. If | had, | think that would
have been it. [ only bit my lip and bruised my
legs against the dash and | really didnt get
hurt. I think I'was very lucky. The Alfas and
Ferraris were having a big battle, which |
could see and I noticed that soon Fangio was
the last Alfa driver still running. | think
Fangio wasnt happy and wouldn't settle for
second, but he did manage to win the World
Championship. For me, it had been a chance
to drive a great car in a great team.

Fangio ... One Gear in Bari

Alfa Corse skipped the race at Pescara, which
saw Gonzales “take another Ferrari win,
although at non-Champjonship level, and no
one mcludmg the orgamzer%could have heen
more surpriséd at the entry that turned out for
the next non-Championship race, at Bari on 2
September. No. fewer than four Scuderia
Ferrari and a pair of Alfa Corse_159s showed
%Jp with Maseratis, Simca-Gordinis and

albot-Lagos ann95|de. The usual, Formula 1
Ferraris were sent, for Ascari, Villoresi and
(onzales, and anew 500-F2 for Taruffi. Little
did Enzo Ferrari realize, even at this late point
In the season, that this would be not only their
Grand Prix contender for the following year,
but their Champion.

Farina dropped out of the non-
Championship Gran Premio di Bari
on 2 September 1951 and Fangio,
who had been quickest, won. (Alfa
Romeo Storico)

158



Fangio and Farina flew the Alfa flag in 159,
and Fangio was back on pole, although the
Ferraris O Ascari and Gonzales were quicker
than Farina. Fangio, and Farina were soqn in
charge though Farina was then out with a
broken ()/l_ston on lap 8, followed by Ascari. On
lap 31 Villoresi had a back-marker run into
him, ,smashlrg]g his oil tank. After his final stoP[,
Fangio found" that he only had top gear Jeft.
AMEr his experience at” the Nurburgrlng
however, he knew how to drive the 159
smoothly and make the. most of its superb
torque. He did the last third of the race in top
gear only and still held a lead of over one
minute from Gonzales. It was a very satlsfylng1
and reassuring win for Fan?m and tor Alf
Corse. It also again demonstrated the usable
torque, from th$ Alfetta engine to do so many
laps with only fourth gear.

Ascari Ascendant

The entry for the Italian Grand Prix at Monza
on, 16 September and the amount of work
oing.on at Portello and. af the Scuderia
Ferrari headquarters were indicative of how
Important this race was to both teams. Indeed,
It was vital to both companies, a Ferrarl was
now R_roducmg Productlon cars as well.
While the entry from Alfa Corse Indicated
that it would be sending ‘four 159", develop-
ment activity behind the scenes was frantic.
Guidotti wolld later say that the damage fo the
cars at the Nurbur?rmg, especially thé erxm?
of the chassis, led {0 the introduction of wha
he called the ‘true 159°, which incorporated
additjonal triangulated tubes welded intq the
chassis to provide ereater stiffening and rigid-
mr. According to Nye (1985, 1993), many at
Alfa Romeo Viewed this car as the true 159,
but Fusi referred to it asthe T59M’, ‘M stang-

Ing for meggiovaia or ‘Increased/enhanced.
Lud\utgsen 01) refers to the car specially
modif bl

led for the last two races —presuma Oy
meaning Monza and Spain, and hot Good-
wood - asthe “159A", and agrees with Nye that
these cars drew air for the carburettors from the
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cockpit or alternatively from the scoop on the
cowl, This was drivér-operated and its uge
would depend on weather conditions. Fangio
reported an Increase in power when openmq
this scoop, and the engineers thought it migh
give as much as 25bhp extra. Ludvlqsen, In fhis
account, doef] not mention special modifica-
tions to the chassis. _
. Both Nye and Ludvigsen say that the 159 in
its final form was.producing 420-425bhp at
9,300rpm by the final race, dnd do not specify
whether this was the figure achieved for
Monza. Borgeson (1965, P%f) appearing to
take his information directly from Colombo,
argues that the 159 w%s modified after Monza
fo"ensure a win on the rougher roads at the
Spanish circuit, and these changes incorpo-
rated the addition of the cantilever tubes. He
Is adamant that the ‘cantilever frame was used
on that one occasion, the one which gave
Fangio his first World Championship’.
enables (2000) arques, that the changes for

Mongza consisted of de Dion susPe_nsmn being
fitted to three cars, although It Is not clear
whether this means three additional cars or
two more plus the existing car. These three
cars had the twin-exhaust system, with the to
glpe providing the exhaust for cylinders 1,

and 8.and the other pipe cylindérs 3, 4, 5 and
6. He adas that brake size Was again Increased
and the tail reshaped. | _

In a recent interview, de Graffenried
recalled the race at Monza as follows:

There had been some discussions about me
driving the 159 at the German Grand Prix
but that did not happen as they decided on a
German driver. Then it wasnot certain when
| would drive for them again, though
Guidotti had said | would. | was entered for
Monza anyway in the Maserati, and was then
told that Sanesi had received burns when the
car they were going to race caught fire during
testing the week before. 1was asked if | would
like to take his place so | went and drove in
practice. Driving the 159 was interesting at
Monza because you drove almost the whole
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way in fourth gear, possibly you would use
third at the end ofthe straight. I remember for
the race that the cars were changed, and | was
given the car that Fangio was supposed to
drive. This was not unusual, but for some
reason they changed. This was bad for me

Venables (200(32 oints out that de Graffenried
had been giver an older 159, at least for prac-
tice; apparently, few h|stor|ans were able to
keep track of Car and driver changes during a
race weekend. Alfg Corse had By this time
become very secretive about Wha they were

because the shaft for the blower broke after
only one lap and the blower seized and | was
out. | remember that the crowd was sympa-
thetic to me. The car was very highly tuned,
alittle more than the one | drove in the prac-
tice, and it must have had the most power that
they developed from that engine.

doing, desperate to protect the C amplonshlp

Férrari had slxcarsmthe entr{ all 375s, but
one did not appear and Chico Landi was too
slow and did not start although, odgl e/ he was
not the slowest qua |f|er Fan RIO and arlna led
the qualifying, ahead of Ascari, (Gonzales,
Villoresi dnd Tarufn before the Alfetta of

A mechanicputs out afire in Sanesis
car at tesingfor the 1951 Italian
Grand Prix. (National Motor
Museum)

Felice Bonetto$ car at Monzafor the
Italian Grand Prix. (Biscaretti
Museum)
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In practicefor the Gran Premia

D ’Italia at Monza on 16 September
1951 : Fangio (38) leads Farina (34),
Ascari in the Ferrari (2), Gonzales in
the Ferrari (6) and Guidotti in
Bonetto$ car (40). (Publifoto)

Bonetto, Parnells BRM and then de GrafFen-

rieg

Whatever the car-switching machinations
before the start, Fangio led Ascari, who then
led a few laps before™Fangio took over again.
He then ha a}]yre burst as he was coming'into
nis pit. Farina ad stopped on lap 6 with what
was described as an ‘0il problem’, With Alfa
Romeo this was sometimes a eu?hemlsm for
ahuge hole in the block where all the oil haa
leakéd out, althouqh the exact nature of this
proplem was not Clear. Farina sat and waifed
until Bopetto’ stop so he_could reflace him.
De Graffenried was out. Fangio was catching
the leaders from fifth after fis stop, but thé
engine was misfiring and he retired on lap 39
with abroken pistor. While Ascari led, Farina
drove well trylng to catch Gonzales but had to
make_anothér sfop, o he finished behind the
two Ferraris, with Villoresi next;

Fangio retiredfrom the Gran Premia

D 'ltalia; Farina$ car broke, so he took
over Bonettos and managed third, but
the Ferraris had won again. (Publifoto)

Farina practises in Bonetto$ car at Monza. (Publifoto)



Fangio g1992} went into some detail in
descrlblng ow there were concerns that the
Alfettas had been tampered with. He says that a
number ofpeople were ‘thrown out’of Portello
after Monza, and that the fuel filter was not
right in his car, that Bonettos fuel tank was
damaged, and that there were refuelling prob-
lems, “This would lead to an interesting Strategy
for the Spanish race. After Monza, Fangio had
only atwo-point lead over Ascari and would be
_rqulred to drop some paints, so whoever won
in Spain would'be 1951 World Champion.

With a month to go to the final Champi-
onship race, in Spairi, the BARC persuaded

Farina at Goodwood after the Trophy
race.
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A single 159 was sent to Goodwood
for the Goodwood Trophy on 29
September 1951, which Farina won
fairly easily. (Jim Stokes)

Alfa Corse to send a car for Farina to race in
the Goodwood Trophyr event at Goodwood
on 29 September. While the ?ar Was I|s%ed 8
a 159, that information came from the chassis
plate and if was arevised 1950 158, one ofthe
cars. not being fettled for the final event
While this race went down in history & a
fairly easy win for Faring, over the Thin Wall
Special 0f Reg Parnell (and with Stlrlmg
0ss In fifth inan HWM), it should be note,
that Farina also took part in a five-lap handi-
cap race which he won from the back of the
?rtldl' adding another victory to the Alfetta
otal.



The Final Race and the
Championship

When the cars arrived for the Spanish Grand

Prix at the Pedralbes circuit on the streets of

suburban Barcelona on 28 October, there
were the five Ferraris, mcludmg Peter White-
heads private 375 and four 159s, with the
three de Dign cars for Fan%lo, Earlna and
Bonetto. Again, there was an ‘0lder’ 159 for de
Graffenried. as Sanesi had still not recovered
from his Monza testing burns, Ferrari had
decided to run their carS on 16in tyres, some
say {0 (I]et a higher top speed on the Tong, long
straight, although Taruffi later said Jt wes
because the Scuderia thought the half-shafts
would not he able to take the poundln? from
the rough roads with 17in wheels. It turned
out to be a fatal error for Ferrari.

Ascari was on pole, from Fangio, Gonzales
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and Farina, with Villoresi, de Graffenried
Taruffi and Bonetto next. Fangio (1992
recalls that his car was ‘camouflaged’ for the
race by fitting two side fuel tanks, making t
unnecéssary o stop for fuel —or at least tis
seems to bé what Alfa Corse wanted Fang?lo t0
believe, assuming that he ml%ht reveal any
strateqy to his frignd Gonzales. Just before the
start Colombo came up to Fangio and said he
would have to make a stop,”and It seems
Fangio already knew they could not go the
distance on that circuit with its high Speeds,
The idea had been to get Ferrari to Chase hard
from the outset. Fangio knew that Colombo
had done a lot of work on his car, mcludmgl
Puttlng In a foot-level air duct, which was no
or thé feet but an additional ducting for the
blowers. He was Instructed not to use this at

the beginning as there would be too much

Satta (left) was at the Spanish Grand Prix at Pedralbes on 28 October 1951 to witness Fangio clinch the World Championship, his

first offive. (Alfa Romeo Storico)
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dust about, and it came into play about lap 10.
It would also appear that Fangio set fis quall-

Ing time in the swing-axle car with older-
shape hodywork, and perhaps this was also
designed t) keep Ferrari guessing.

Ascari did indeed charqe In the early stages,
and Fangio realized that the Ferraris were
throwingchunks oftyre, tread. He set his mind
to drive smoothly ﬂulllng Into the lead, and
not sliding arounid the corners. He recalls not
having to change tyres when he made his fuel
stop, and that must have been humiliating for
Ferrari. Ascari dropped hack and his_carwas
eventually fitted with 17in wheels, Gonzales
had the ‘same treatment, but earlier, which
allowed him to finish second tq Fangio, nearly
aminute behind. Farina was third and Bonetto

had. an engine misfire, which dropped him
behind Ascari. _ _

De Graffenried described his race and the
events afterwards in a recent interview:

| was going well in the race until | had a water
leak and that caused me to stop three or four
times, and | managed to finish the race. I was
unlucky because I'should have finished much
higher if I didnt have that problem. The car
was going very well and | was enjoying it on
that circuit. Of course, everyone was very
happy after the race, especially Guidotti. We
all went to a dinner and congratulated each
other. In those days, Formula 1 was a big
family, and we were all friends.

Fangio makes a pit stop at the Spanish Grand Prix. (Alfa Romeo Storico)
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The end of the Spanish Grand Prix and the career of the Alfetta 158/159. (Alfa Romeo Storico)

Fangio finished on thirty-seven Champi-
onshl points and had to drop six for apet total
of th |rt¥ one, Six ahead of Ascaris final net
twent ive, with Gonzales one behind, and
Farina in fourth on nineteen, and perhaps not
uite the force he had been the year before,
onetto, Fagioli, Sanesi and de Graffenried
had aII also Scored points & Alfetta drivers in

An Unmatched Record

The Alfetta had amassed an ynmatched record
of wcéorles In the races In which It was
entere no other team had won all the races In
asm le year and the Alfetta did It several times,

omerox considered 1t the most successful
Grand Prix car of al time on the basis of it

being the same basic car over a fourteen-year
period. It had won its first race as a voiturette
I 1938 and its last race asa full Grand Prix car
In 1951, In the period from 1947 to 1951 there
Wwere ninety-nine separate entries in thirty-five
ﬁces and ‘the Alfetta won all but f?ur With
thirty-one wins, nineteen second places and
fifteen third places. The Alfetta set the fastest
lap in twenty-three races and had only twenty-
eight retlrements T ey com leted 813
racing miles (29,208km) under Formula I reg-
ulations which meant 6,800 miles (10 941km)
per car for an overall reliability factor of 81 per
cent (Ludvigsen, 2001,

A number of 158 ‘and 159 have survwed
(see Appendix I1), though Venables %sa]ys
some, ere scrapped, and has a p oto of halfa
chassis. This does not say what happened to
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the engines, for example, some ofwhich went
Into Tecord-setting " powerboats, and still
survive, Af least gne was used In an aero-
,enqme progect. In fact, if only nine were grig-

inally built, they all seem fo have survived.

Technical Specifications —the Late 159M
Cylinders 8

Bore and stroke 58 X 70mm

Stroke/bore ratio . 121

Piston area 32.850 in (21232 cm)
Capacity 1480cc
Supercharged Twin-stage

Power 425bhp @ 93,00rpm

Piston speed 3,888ft/min
Valves no. and antrqe 2 @ 90 degrees
Horsepower per litre 282
Gears . 4

Wheelbase 98.6in (2,504 mm

Track Front 50in (1,270mm

_ Rear 52in (1,321mm
Front suspension . Tralhng ams

Rear suspension  de Dion axle and transverse

|eaf sprin

Frontal area 11 5sq ft (1.073% m

IIEadlen welgtht %%.SC\ﬁlt (1’5%982@

Hollywood actor Tyrone Power visits Alfa Romeo and tries the uel capacity gations {zoc L1
159 Sanesi is in the backaround. (Alfa Romeo Stori Maximum speed 192mph (309km/h
59. Sanesi is in the background. (Alfa Romeo Storico) Tyres 550 X 17 or 5.50& 18 frort

7.00 X 18 0r 7.00 X 19 rear
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8 Last Days of Alfa Corse

Alfa Romeo had more or less decrded earlier

in 1951 that they Woud retire from ragrn% \f

they won the Championgh lP Borgeson (1
wasawareo fthe points Colombo had ma eto
the mana?ement anout what would have to be
done to stay competitive for another year. The
159 was now 57 1b 261kg)n heavier than the
original 158, and atour? the power had
dotbled to over 425 d was even record
rng 450bhp n fingl ess theétlowers absorhed
a huge portion oft 1. Hanaling was ettrn
WOrSe and tyre wear was rncreasrng Co ombo
had worked oyt that it had taken ten years and
200bhp to reduce the lap time at Monza by
only six seconds. Colombo thus produced a
proposed redesign, which would ‘reduce the
wer%ht and the power and the fue capacity. In
1951 Alfa Romeq had received a%overnment
?rant for racing of 100 million lira, but the cost
or five new ¢ars and exoenses for 1952 was put
at five times this amount. The grant was turned
down and, although Colombohad designs for
a 2.5-litre engine; the decision was made to

retire
In spite of the teams atteptions_ bein
turnedp Tsewhere such & long- drstancg
sparts-car racing, the Alfettas were ot quite
finished. Stirling. Moss_had just one ‘Close
encounter’ with"the Alfetta, which has been
reported in some of the accounts of Moss5 life
and career. Moss Was testing the BRM at
Monza on 6 Octo er 1951, and Guidofti was
there with the Alfetta, in preparation for the
Spanish race. When Moss went over to watch
Fangio practise, team manager Guidotti
offered the British driver the chance fo drive

‘Nino’Farina at home, (de Graffenried Collection)

the car. He did some Japs in the car and
recorgled a reasonable time, without trying
very hard. Moss did not Iike the brakes very
much but thou ht the roadhoIdran; was ‘good
and stead na'made him awareo how Heavy
was (although the BRM had good

drsc brakes?1 Guidotti £ en Invited Moss to fea
at C omo the next daY and asked him to drrve
for the team the foll owrn seasqn, of errng
Moss an A aRomeo nort if he agree
Raymond, 1 1’\/? urkeSaccoun also
has Gurdottr takrng 0ss to lunch at the
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Italian Grand Prix and discussing Moss having
a drive in the Alfetta. (The tlm_lng_ IS interest-
Ing, of course, because It is an indication that
Gujdotti at least thought there would be
racing the following yeal’) Moss turned down
the offer and went in"other directions. Ifthere
15 a phatograph of that test session at Monza,
It Is probafly the rarest photo in motor raging.
When it"became clear to the rest of the
world, early in 1952, that Alfa Corse was truly
one from the Grand Prix scene, leaving
Ferrari as the only real force, it had a huge
|m€act. By April” most race organlzers had
decided that they would run theif Grand Prix
races to Formula 2 requlations, as there were
now many serious and quick cars for this cat-
egory, and the World Championship in 1952
and 1953 therefore ran to these rules.

The Great Drivers

There are many things that could be said about
drivers such as Fanﬂlo, who went on to win
four more World Championships and became
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considered one of the best drivers of all time
If not the very best. He remained a (I;reat
ambassador for motor racm? until his death in
1995. Farina also drove for four more seasons,
retiring in 1955; he was Killed in a road accl-
dent In 1966 in a Lotus-Cortina. Luigi Fagioli
crashed a Lancia Aurelia at Monaco’in 1952
ang although his injuries had not seemed
serious, he died of complications a few weeks
later._ Felice Bonetto was winning the Mille
Miglia and Carrera Panamericana for Lancia,
and then was Killea in the 1954 race in Mexico
when his Lancia crashed. Gioacchino
Colombo worked for Maserat, even having a
hand in the 250F, and also In the Bugatti rear-
engine. car, and for MV Agusta before his
dedth in 1987. De Graffenried and Pietsch
both still maintain an interest in motor racm(_).
Consalvo Sanesi finally retired in 1967,
after several more hig crashes. He remained an
Alfa enthusiast and Was an accessible man for
R_eople who wanted to talk about racing
istory. He died just a few years ago, well intd
his eighties.

Fangio back in the 159
for afilm about his
career, made in the early
1970s. Augusto Zanardi
(left) is still looking after
the car. (Alfa Romeo
Storico)



9 One Man’s Dream

Mike Sparken’s Alfetta

EarI in 2004, Iarranged to visit Michel Pod-
ere*/| “better known under his pseudonym
ike SParken for personal and business
reasons while racing for Gordini In single-
seaters and then his"own Ferrari sports cars.
Paris-born ~ Frenchman  Podberejsky — was
seventh in the British Grand Prix at Aintree.in
1955 and co rove at Le Mans In 1955 with
Masten G ﬂery Standing at the corner past
the ints at the” 1951 Italian Grand Prix, he
recalls being impressed by the boom of the
Alfettas 8c linder engine.  (Motor Sports
Continental Correspondent Denis Jenkinson
was also at the race and later wrote that
although he did not realize at the time that
Mike “Sparken’ was there he felt they had a
S|m|Iar response to the car) It was at that
Grand Prix that the Zoung car enth u3|ast
decided to pursue a dream to have an Alfetta.
More than fifty years later, the author and
ghotographer Peter Colling were sitting In
park&nshome in StJean Cap Ferrat, in"the
south of France. Sparken_had laid out his
large callection of material regarding the
Alfettas in general, and the car he"had owned
In particuldr, going through numerous orig-
inal Gioacching Colombo drawings that had
been given to him by Colombo¥ daughter:

| always believed that the story that Enzo
Ferrari came up with the voiturette was not
entirely accurate and that Colombo, who
already had a good design in his pocket, sug-
gested to Ferrari that this was what he should
ask for. After all, ifyou look at the drawings,

they are dated January 25, 1936, and they are
complete specification sheets for the car and
for the engine, and ifthey were dated early in
1936, they would have been done in 1935
The original car, which changed a lot after
that, is there in the drawings hefore it ever
existed. He had a great design already, one of
the greatest designs ever as it turned out, and
| believe he would have suggested this to
Ferrari who knew the 3-litre cars could not
beat the Germans. The drawings dated from
1937 have the Ferrari stamp on the back and
these were the drawings used once the
project was under way in 1937. Some of the
1937 drawings are by Colombo himself and
some by Nasi, but all the important drawings
are by Colombo, with his name or his initials
on them. I have a blueprint ofa driveshaft by
Colombo dated 1936, and on the back is a
drawing of the early car, so the idea of what
the car would look like existed in 1936.

But I became interested in all these parts of
the story after my first experience. In 1946,
as a student, | went to see the Grand Prix des
Nations in Geneva, and | saw the Alfettas
with Wimille, Varzi, Farina and Trossi. | saw
them race and it left a mark on me, the noise
they made stuck with me for ever as if it was
something invincible. Then | started racing
in sports cars and Formula 1, but | always
thought back to these Alfettas, which |
thought were more beautiful and faster than
the cars | was driving . . . they had so much
more power down the straight. When |
started collecting cars, people asked me why
| didn't have a racing car, because I had raced,
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and my reply was always that there was only
one car, and | couldnt have it so | wouldn*
have any. But in the end | managed to get it.
It is the only single-seater | have ever owned
and the only one | ever wanted. To me it was
the greatest car ever, and it still is.

| pursued the car for many years when |
had a hint of an idea that there might be one
car more than was on display in museums. |
eventually got to visit the ‘crypt’at Portello
with Guidotti, who was my very good friend
by then. There was such an atmosphere in
that place which they had used for storage,
and it was one of the cleaner buildings, as
some of the others had been demolished and
others were in a bad state. | went into this
large room with Guidotti and Antonio
Magro, and there were all these engines
everywhere —V-12s and 16s—and large boxes
of files and records. There were no interest-
ing cars in this first room, but mountains of
spares . . . final drive ratios.

Getting into those rooms was a long way
into the story. In the beginning I didnt try to
get a car because | didnt think it would be
possible, so | just became friends with
Guidotti. | eventually told him that it had
been my dream to find one of the cars. He
said that was the dream of many people who
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Mike Sparken, whofound the
158/159, in 2004, (Peter Collins)

came to the factory. The Shah of Persia was
in the museum with his nose in a blower and
he said he wanted one. Guidotti said he
couldn’t have one and told the Shah, ‘Think
how lucky | am, I have them all.’

We thought it would be impossible but
one day I thought | might as well try. The
way it started was with the Fusibook, and the
last page is the list of special cars. It says there
were so many cars built and so many left. If
you look at the 158, it says ‘twelve built and
three exist’. In those days | accepted that
three existed. There was the obvious one —
chassis 005 —which is at Arese, and there i
the one at the Biscaretti Museum in Turin,
and | thought, Where is the third one?’The
third one must be at Portello, so | said to
Guidotti that Fusi had written three, and |
can only see two, the others are 159s, or so-
called 159s. He said he didnt know, and |
asked if he could think of any explanation
and he said he would ask Bonini who was
responsible for ‘heritage’ in that period.
Bonini couldnt remember, so Guidotti and |
went to see Fusi at his flat. He was pretty deaf
and | was screaming away, ‘HOW MANY
CARS WEITE BUILT?" And he would say,
‘Ah, the independent suspension, yes.’! It
went on like that and it drove me insane, but



his memory wes not qood and he was trylng
to be heIpfuI Finally, T got the book out'an
'You sy th e 158 T and e s
Oh 9,9, 51 and | asked where the third one
WBS, Gmdottl translated, Dove la terza?', and
Fusi sud enP/re |stered and said, Oh that,
its at Portelfo.” And | thought, ‘Ah, If ever
tﬂgg s going to be one that comes out, It$
It seemed he knew it wes at Portello, and
e sa| It Was In very poor condition and |
tou ht, Wonderful".., it will be so tatty
tat &y would throw It anay.” It wes tatty
an In pretty bad condition, In appearance
y, but 1t wes there, | began 10 think of
how viee could do,an exchange, because there
Was Never a question of mongy. The museum
side of the Tactory never Wanted to_hear
ahout money coming in or out, We offered
the 1938 2900 Le Mans Coupe that | had by
then and it went on for ayear or ayear anda
halfwith no replies.
S0 one cay [ talked to Guidotti and he had
Hone to see the car at Portello. | aksed him if
e had seenit, and he said, ‘Oh, yes, 1V seen
it, 1tSn very badl condition and you must teII
them to res ore It be ore you do ursnep
asked him what the chesSis num er Wes and
he said, ‘I dont know . . . who cares?He told
me_that when the cars came back from races
to Portello when they were racing, the engine
was taken out of the chassis, the chassis Was
restored in one corner of the workshoP the
brakes were done, the ?earbox the axle
and the engine wes taken to the engine
department and taken apart and restored. The
procedure wes that the first engine that wes
ready and the first chassis that was finished
weré put together. It wes like taking all the
parts and putting them in aig salad bowl and
stirring it up, and then putting the five or six
cars hack together. Guidottr said that wes how
it happened. When | asked him who drove
th|s car, he said he thought Fannlo robably
drove ‘lots of parts of this car’. 1t shows the
difficulty in making a connection between,a
car and the driversor the races, and even in
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|dent| ing an inividual car, This car hes the
F 58 1dentification.on the lower chassis
rall, in the front behind the suspension.
Guidotti explained to me that they had so
many customs camets, perhaps threg or four
and maybe they had six cars, they didnt have
one for each car, Whenever the Gar wes going
out of the country to race, ifthey didnThavé
a camet for that Gar, they would change the
chassis plate. | am not aware that they ever
kept a record ofwho arove which particular

Y eventual I%we were invited to go
0 PorteIo Bruno onini unlocked a |%
ate af the warehouse and we went to wha
Was called the ‘crypt’, This wes a large rogm
that felt like an ofd abandoned church, with
SOme T0WS Of More modern cars. There in
the row was the Alfetta, with the nose and tal
intact. | was surprised at how complete the
car wes, Some of the panels were missing and
the cash with the instruments, and the seat.
But 1t was clearly a 195]-specification car
with non-de Dion rear. The shelves behind
the car were full of 158 and 159 spares. There
was some surface rust on the axles, and the
rear fuel tank was near hy, and the car was on
the wrong wheels, The missing parts had
been used on some of the musetim cars but
there were lots of spares. Of the spares that
existed, there were dozens of each, but back
axles, gearbox casings and blocks were

MISSIN
9<e ot astea contact W|th Alfa Romeo
overa on time after we had seen the car. \\e
often di n’t 0et a response from them for
months, They were t |n 0 ell temseves
to Ford and then 0 and they didnt
know Whatvvas?omg to appen. Itook the
Le Mans Coupe t0 the corcolrs at Villa 0 Este
with a Bugatti and | had planned to arive the
Alfa to Arése, which | organized with Magro
who helped to look after me. | took the car
to Arese and parked it in front of the build-
Ing. | found out that the new administrator,
Slnnor Tralamontana, wes in Place somebody
h new ideas who might think differently
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about keeprng all the cars. He came out and
ooked at the Car and thought it wes very nice
and Interesting and Srgnora Cattango, who
had heen looking after my Interests in corre-
spondence with "Alfa Romea, suddenly said
t0 him, “You know he’ offenng this car for a
158 we have in Portello? He' didnt know
What a 158 wes, and she told him, ‘[t5an old
racing car.” He told her to look mto It
Nothing happened a all for months and
months and._apparently one day she asked
him, What is haPRenrn about the offer? He
had forgotten but he suddenly said, Yes, OK;
ithe walnts an old racing car, we can do that.”

So, one cay Years after | had started this,
Sl ignora Cattango telephoned me and Sl

e cleal 15 on.”Well, Tjust couldn believe
hadln{]%%uthﬁ ||'tes I\eﬂg?rscaﬁotpet agrqg ur%le
an exchang % hecaﬁse I drdh/’t elrr)e/ve It could
happen but it was In the back of my mind. |
thotght they might swap something for it |
knew, they “rebuilt a 159, which went to
Fangio museum for some months, That had
anew body on it, and I thought they might
see that & an extra car and we could do
something with that. At least it cIeare% R
that there Were three 1585 and two 15%

of which belong to the museum, and one of

those, which | refer to as Arese 4 had anew
body in December 1986 .. 9.112
Thats the one that Fangjo actua wanted
and they lent it_to himfor a while for his
museum, The Fangio car - of course, he
didnt drive onIy one car, but | mean the car
they refer to & the. Championship car - was
159111 and | believe that that wes ‘con-
verted” into_159.112. Then there s the car
that s on gisplay without a body and often
0es on exhibition —159.109. AS it ha pens
e car in the Biscaretti Museum is a 158
It carries a similar chassis numbering as the
bare- chassrs car ... 158, 109 | have"confir-
matron w hich | %ot myselffrom the factorsy
that dl tecars at were entered in 1951
were called 15%. From Monza 1
onwards, Farrna had one, and possrbly
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Fangio. Essentially that was psychological
warfare and almost ngthing more:

One ofthe interesting questrons has always
been, How many cars Were built?’ The ysual
ANV, accordrn% to Fus, s twelve —six In
19%8 and ix In 1940 —andt ree exist, Thrs
15 the number of 158. Look mg{atoneo the
Colombo chassis blueprints, dated 21 August

37, you can see by examining the chassis
cross-member that ‘everything “about 1t Is
wrong, comﬁared t0 the latér chassis, the
Chssis which wes actually tT)urlt n 1938
There wes no cross-memoer for the engine,
and 1t coes not resemble the later chssis; and
Yet this woulg apﬂear to be the blueprint for
he first chassis which was built, My feeling,
and it is only a feeIrn? but it Is hésed on’a
number of facts, is that they built four chassis
to this first que rint |n | 37/1938 and theP/
were unsatrs acto and right away they bur
another batch of four. What | refer to’as the
later chassis is the 158 asit first raced in 1938,
These were the same & the 158 which exists
in the museum at Arese, 005, Its always the
e é:hasgrs and the 159 had the dded
welde

| think they built that first batch of four
which the?/ 3w were not good, and built the
second batch, which were numbered 5, 6, 7
and 8. Then they built a last batch of four.
FUsi saysthe built six but I believe that to be
wrong n errarrs own wrrtrngs and |n his

S5 that when they moved back to

Portet o from Modena they rou?ht the parts
that had heen ﬁre ared to'make four cars 0
| thrnk that is the Jast batch offour cars, [fyou
think ofergrht definitive cars being built, not
Inclug |ng |rst unsatrs actory”.ones, you
can thert do a bit of mathematical work,
Three drsa%)eared with Villores, AIdnghettr
Marinont, and | am sure they “were
destroye and that leaves five, We have an
article’ written by Colombo which sas five
cars returned from hiding, in the Cheese
factory, or wherever they viere hiclden, after
the war, so that does fit. Guidotti also told me
that there were problems with the very first



Cars, and even the later chassis were not 100
per cent rigid.
When %/ou come to the 159, you read in

Fusi that our 159s were built, but | have seen
documentation that shows th eg&were Just
transformed 158s., They raced 1585 with the
swing axle but with a new body. on_it, and
Farina won at Spa in 1951, andit still has a
swing axle. It looks like a 159 in so far sswhat
the [ater bodlies Iooked like, but It isa 158 re-
bodied. It proves you cant develop some-
thing any more than it has been developed.
They neéded more fuel so that theﬁ could Iast
Ionger than the Ferraris, so they id to add
moetans Then the%/ had to make a new
body and made rtsot ey could put in even
more tanks. Then the Car was undriveable
because they had up to 332 litres of fuel. So
then they thought of adding strffenrng and
then came the de Dion to make It handle. In
the end they drove it with the de Dion but
with much Tess fuel In.it. It was one of those
things where they tried to stretch further
than was possible: It is possible that there

ght have been two chassis built new In
1951 that were called 159 but they werent
the only ones called 159,

When it comes to the car we found at
PorteIIo I real ycan’t sa}/when this wes built.

co% a\)/e bieen built in 1950, or 1t could

have been built n 1938/39. When | first saw
the storaPe place at Portello, 1 saw they haa
massesos pares, and | said 0 Gurdottr You
ave lots o Spares but no spare ch assls.” He
sal they drd ave spare Chassis hang cﬁassg ona
wall wiien they were racing. If a chassis wes
bent or damaged when they took it apart and
Were chan%rng an engine”or gearhox, they
mrdht also havé chanﬁed a chassis. That infor-
mation came directly from Gurdottr We
don't know if these chassis had been stamPed
or stamped when they were first used, Infact,
the engine was more Important than the
chassis.In the] 159, the pumber referr%d
the engine. That Iswhy the old cars with th
swing axle were called"15% because they had
what they decided wes now the 159 engrne
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When people ask me the question about the
difference hetween the 158 and the 159,1
It5 the enging, but | know that there are lofs
of views on this
The other problem wrth chassis numper
records 1S that if there was a chassis number
associated with a particular ariver or race, it
mr?ht have been true for that particular race,
but ot for any other. This Is true in relation
to the 15% where the plates were changed.
There does not seem 0 be reference to"the
numbers stamped on any of the 158 chessis.
What | do know about my car is that the
crankshaﬁt that came out the enﬁrne that s
Now In the car wes In the car Inw rc an\%o
won the Spanish Grand Prix in 1
know from Guidotti s notes that there Were
two small cracks on that crankshaft, which
was numbered 221, although it had come out
ofengine number 227, Weused anew crank-
shaft when we repuilt the engine. When we
ad first seen the car, we tholight if we ever
had It, it would have the engine that was in it
at the time. When it finallycame to collect-
Ing it, Antonio Magro revealed a complete
spare engine, number 227
Looking at the machining drawings of the
engrnes reveals another complication on their
r entrg Some of these are trtIed 158/159
with & original date of 19 ontem and
the addition ofthe words u Jated to 19
This particular drawrngnrs of the frnaI eng rne
bIock whrch rs hargl an ed romth eorr
inal. An earl rawrng oH T clich s el
\efture_158/1947-1948 - 158/66°, dateg
1713147, and it is the same as the clutch
drawrng dated 193/ This particular drawang
?rven to me by Fusi. We were talking
about the early rawings and he wes saying he
Was about o give his collection of drawings
back to Alfa, but he was, worried & he saw
g|nvrng them t0 Alfawas like their being lost
at Was when his wite saidl to give me some
of the dravvrng | have some” arawings of
brake drums for the 159 dated 1951, and
these are, cifferent from early ones. However.
the 150 is written over theoriginal 158 and
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the updating is fairly minimal. On several of
the updated drawings that originate in 1937,
where the 158 has been changed to a 159, this
indicates that many components never had a
full redesign but rather minor modifications.
There were changes on the blowers, notjust
the change from single to two-stage, but also
other revisions. When | looked at the spares,
| thought | should take some of the spare
blower parts, and Guidotti said to make sure
| only took the ones which fitted because
there had been changes. Certain blower parts
were never used because it was found that
they didn't fit the changes to the manifold.

When we got the car back to London, Jim
Stokes dismantled it, and fitted the spare 227
engine into the chassis so it could go off to
Paul Grist to have the body done, while Jim
rebuilt the other engine. When we had
rebuilt ‘our”engine, we had it on the dyno,
and we got the same power curve Fusi has in
his hook on page 465. That was the curve for
the 159 engine, which was the engine in the
car. We had to stop because we had a problem
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Mike Sparken tests the 158/159for thefirst time at Chobham. (Mike Sparken Collection)

with the reliefvalves. They were set at 501b.
And there was more boost pressure than that.
I thought it had gone ‘bang’but it wasjust the
relief valves. This was when we had it on
Terry Hoyles dyno and we stopped at
7,700rpm because beyond that there was too
much boost pressure for the setting on those
valves, which Jim Stokes then changed and
put stronger springs in. But it makes you
wonder why they went above 9,000 when
you didnt have to. We didnt think there
would be that much pressure. At 7,700rpm
we got 3.2 bars, 3.19 bars to be precise,
which was incredible for Roots blowers in
1951, We think it would have got to 3.5 bars,
because they are the same blowers as on the
Ricart 512. We thought that if we had gone
to 8,600rpm, we would have 403bhp fairly
easily. | have seen some of Guidotti’s paper
work which indicates that the drivers were
not happy to reach 9,000rpm but were happy
at about 8,500rpm. Before that, they were
happy at 8,000rpm, because they were totally
safe but when they needed to pull everything



the{ could out of that engine and car, the
took them to 8,500rRm. And occa3|onaI(I?
8,600 and 8,700 and t
but never heyond that, _
The car Iseasy to drive when you are usmq
the engine at areasonable level, andyou don
even fiave to change gears. We know that
Fangio won Bari with 2 broken gearbox and
only used top ggar, but what Tew people
know is that, at"Silverstone, they used third
and fourth gear normally. In Guiidotti s doc-
uments is thie information that Fangio tried
d0|n% laps there withqut changing ’gear and
was 0ne second quicker becatse fe dignt
waste time changing lg(;ear. With the gearbox
of that time, they tooK longer to charige gear
than the}/] do now, and what he lost o accel-
eration, e made up in time saved. When we
first had the car, the gears werent quite right
and it was. Humpmg out of second. The
factory did it over with new shafts, and gave
me a setof different gears a well. But the
gearnox s very nice, and they would have
Used a differert set of ratios for circuits like
Monaco to still be able to use all the torgue.
The body parts that we had with the car
were a tail dnd a cowl but that wes not much.
When we were trying to decice how to build
a complete boay, T first discovered that there
were N two cdrs alike. | did my research on
the basis of about 300 photographs, and we
used the 158 In the Biscaretti & the basic
mogel. But when we had it almost done,
realized the hody line was Wron? and we dic
It again, which cost a fortune but we lowered
akay body line bg/ Lom, and then it was right,
Because we wer apﬂlylng calculations from
one car to another, thére Were mistakes, anc
that meant we got this key line wrong. An

ey could go to 9,000,
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every other cay, in the moming, and it wes
the first glance'that counted, 1iould look at
it and ook at it andl then say it was OK. It wes
very funny, one day | walked in and walked
around and walked around and didnt say
anything, and Paul . asked, ‘What$ the
matter?” 1 said, ‘Nothing. | cant find any-
thing!” It was keeping I mind that the cars
theniselves chang,ed Qver the races with little
things being modified, and using all the pho-
tographs arid then picking the bist character-
Istics. It probably mast closely resembles a car
which Farina wes driving at Silverstone at the
British Grand Prix in 1950, Even things that
mlqgt look wrong on my car were done
deliberately, and Were not necessarily the
same on other cars. The tail on the car was
the one Fusi had made, which had been
moulded in flbreﬂl]ass. He took it off 005. |
dont know whether they were thinking of
making another car, but that fibreglass"tail
came With the car and we used that & the
mould and hammereq over It to make an
exact copy. We used it & a pattern but
destroyed 1t in using it. On the other hand,
the front cowl was there.

. Eventually, the car was complete and we
just hadachance to run it for the first fime at
Chobham test track before bemga nvited by
Alfa Romeo 1o go to a reunion a Monza, |
drove it for the first time at Chobham and it
was a great thrill but | realized it wes a gen-
tleman car: it wes easy to drive and very Well
behaved. W then went for an emotional trip
to Monza where de Graffenried and Luigi
Villoresi domed, & did Guidotti, and | arove
it around, Manza for several Ia#s. That wes a
very special time & the dream had come true.

that was hecause no twg cars were thé' same! i i

When we did the grille, there were pieces 15h8elll\élgechanlcal Restoration of the
that didn' look rlght, S0 Jerry atJim Stokes , R
made some of the small pieces and they Jim Stokes, now principal ofjim Stokes Work-
|ooked perfect. Paul Grist thought it was very shops, considers the 158/159 and the Lancia
hard work, but we re-did tne tail in alu- D50 the two best-engineered racing cars he
minium, It has avery gifficult line and it wes has ever come across. He not only did the
very difficult to do.” At Paul, I used to go mechanical restoration on Mike Sparkens car
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but also went to ltaly with_him when it was
finally ready to leavé Alfa Romeo, and then

looked after it for several years.

| had d?ne Mike Sparken’s 2.3-ljtre §C
engine for him some fime before he
approached me and asked if I wes Interested
I getting involved In restoring a 158 Alfa. It
WeS somethln%_l did not know that much
about at the ime, so | had to do some
research. When the time was getting closer to
exchange the Le Mans Coupe for the 153
with Alfa Romeo, he asked'me to go ltaly
with him, so we flew over and went. 0
Portello where the old cars were till being
stored, We went into this incredible vault, the
crypt’, with all the racking with the spares
08 onhe suée arﬁd Ion thg other 3|d\eN %Jlt?ﬁse
od-shaped vehicles under covers, What the
d|(? vvasﬁjst walk (Town_and PUﬁ the cover o¥f
and there wes, for all_ intents and purposes,
most ofa 158 Alfa, with a nose, tail, cnassis,
a5 well_as an engine, transaxle and all the
other bits and pieces In it, some ofthem in a
dilapidated state.

Mike asked me Jo ch?ck over what
WWere |00klnﬁ at, anq | RUl ed a cam cover 0
the engine that wes In the car, to discover that
the blocks were either pre-production or had
been made by apprentices after the cars had
stopped racing. It wes obvious that the blocks
woulld need ahuge amount doing to them to
make them work: Sé’ Mike st sald this fo the
curator, Magro, ana he said, ‘0K, and took
the cover offanother object saYlng, "You had
hetter take this one & Welll” Tt ies a spare
engine on a stand, the same stands & they
Used in the museum. It was pretty much a
complete spare engine, which I had a look at
and could say thaf'it wes original kit. It had
numpers on most ofthe parts Fnd the en%me
Itselthad number 227. We collected to,?e her
the car, the spare engine, and_ the bifs and
R}Ie_ces and the next time I saw it was outsice

ke’ mews garage in London.

After we had seen the car in Italy, we went
back to the factory and | was sitting in on the
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_negoﬂatlons, and Guidotti wes there. | wes
Just there on the technical sice, but the deal
Was done. Hanas were shaken and we walked
out of the factory and | can remember, that,
all the way to the airport, Mike wes Sitting in
the back ‘of the taxi saying, ‘I cant believe
weVe done it, | cant bélieve wele done It.’

It all arrived back in England fairly shortly
after that and | went up and collected it and
brought It back to my workshoIp. | went right
through the vehicle, and the first thing was to
restors the chassis, [ had the spare enging and
the transaxle, and started to make modifica-
tions like putting in a new clutch. When we
had the basics done it went offto Paul Grist
to have the bodywork finisned.

One thlnq We didnt have at the time wes
the ‘elephantt trunk’ air intake from the later
engine o Mike got In touch with a local
pattemn shoP that Worked with the museum
and they allowed us to have the Information
and theoriginal wooden mould to make the
‘elephant trunk’, The whole thing was aphe-
nomenal prO{ect, and | remember after we
had dynoed the e_nPlne at Terry Hoyle$ in
Essex, | read an article in Motor Sg})ﬂ by Denis
Jenkinson, which was entitled “Vans”. It wes
basically about how you do not realize what
S oqu round the M25 motorway in the
back ofa van, because he had comé over to
Terry HoyleS to have a look at the engine
when it vias on the dyno. That wes the Tirst
time | met Denis Jenkinson, but the engine
wasnt running that particular cey, It wes an
Incredible project to do, and I made myselfill
doing 1t. The last three months | did the
equivalent of thirteen and a halfhours every
oy, We had to get it ready to go to Monza
for September 1989. Alfa Roméo wanted to
have the car there. We had managed to test it
but that wes_the first time It Wes seep in
public, with Guidotti and de Graffenried, on
a very special occasion. The foIIowmg week
It wes taken to Clermont Ferrand, and
Fangio wes there with his brother and 1 wes
Introduced o him, Fangio said the carlooked
absolutely incredible, far better than it had



been in his daY |t was just the most amazing
car to be involved with, o

| think the 158 was Italian engl_neerln? at
its absolute best. It was quite” interesfing
where they had gone on to hydraulic
dampers but they hadn't quite got past the
friction dampers as a hack-Up, so the car had
both. They were obwouslkl usmg new tech-
nology but they wanted to make sure that
there Was som_ethln% of the old technologJ
still there, which they totally understood.
They had made the front-axle tube, which
was stamped with the different castor angles,
In a particular way, so for Monaco or Monza
they would have different front-axle tubes,
then re-holt the ends of the suspension units
on to the axle tube, which would alter the
castor angle. The engine design itselfand the
way that Tt was worked out were in my view
absolutely beautiful. _

The engine | rebuilt was the engine and
the crankcase that were in the car; but we
replaced it with the cylinder block from the
spare englne that came with it. That wes
number 227, a 159 enging, and a pretty late
one. The engine when We got it was more or
less complete, but for some reason the fire-
wall bulkhead was mlssm%. It was there, but
It was off the car, so we had to re-attach it.
For what particular reason that had been
removed from chassis 007, | don't know. All
the pick-up points. were there, everything
else was right, with the chassis number
stamped on it, but this forward bulkhead had
been missing. Whether theY had heen exper-
Imenting, thinking about turning: things
around, changing body design, | don't know.
This incident doesn' add anything specific to
|dentifying the car.

Onlz ofe race was won by a true 159, and
the others by 158. The 158 had a single
exhaust, and . forward-pointing ‘elephant
trunk” induction, not ' rearward-pointing,
which, took the air from the cockpit aress.
The biggest thing was that the 159 had the de
Dion Téar end, not the swing axle. This
wasnt always consistent or understood. Mike
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Sparkens carisa 158 with a 159-spec en?me,
without the de Dion rear and without the
additional - geodetic. tubular framework,
which theK added a little higher up to give a
bit more chassis stiffess. That was one 0f the
other tweaks they did with the 159, but the
original concept with the swing axle wes
reldted back to the amount of fugl they had
0] carr% and the fact that you would end up
with ahuge amount of negative camber.

~There was evidence on this car of different
kinds oftanks being used. It had saddle tanks,
one ol and one fuel, so that there was prob-
ably 1042 gallons (44-521tr) on the right-
hand side ofthe car, and the tail tank to'run
the rest. The tanks that we had were orlﬁlnal
tanks and they had original writing on them,
handwritten ‘that they had been’ pressure-
tested. The tanks that we had fitted perfectly
without an¥ modifications. _

| think, Trom looking at this car when it

arrived, from the state of it, with that bulk-
head missing, everything on that frame sug-
Hested to me that it was aproper race car that

ad been used. | agree with the view that,
when you look at 1951 photopraph_s, that car
I5 In one of those photos, buf you tJust dont
know which one it is. The rest of the slnare
engine was later built up into a complete,
empty exhibition engine and that was sold to
Parabolica Motorsport and then | believe it
was sold back to a well-known collector in
the UK who still has it. We rebuilt it to look
like a ready-to-run engine, complete with
the magneto wires, and'it still has the origi-
nal wooden plugs that were in the pipe work
that came with™it. It is still on exactly the
same stand as it came with. | was asked 1f we
could make that en_?lne work and | said it
would be possible; it would be costly, but it
could be made to run. T

The en?lnes were an amazing piece of

work. As T understand it, they had a life of
five hours and a fresh engine would ?o in to
do a Grand Prix. They would sfrip the
en%lne out after a race, and rebuild the car to
sult whatever the next circuit was they were
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gomg]to. Then the engine would (T;o back in,

nd they would demgnate a car & the muletto
and practise with that, and then put a fresh
enqine in for the Grand Prix. The weakest
Pa ofthat englnevvasthe valve stem hecause
here 1san 1/8 by Lmm valve stem, and the
strength ofthe valve spri nﬁ t0 close the valves
has tO be extremely high. | think the seat
Bressure when you'work out the area at the
ack of the valve head when you are running
3.2 bars of boost 5{ou have gjot that pressuie
on the inlet manifold twmg 0 %et the valves
Off their seafs S0 you Fave to Nave enou[qh
|oad on the spnngﬁ not only to shuit the valve
but also to keep them shutwith that kind of
boost pressure behind them. Working on an
8mm ‘thread, that means those stems are
taking 30 tons of load. OBenmg and shuttmq
at 8,500 or 9,000rpm, yol are éxpecting alo
from the comPone_nts. o

When we repuilt the enﬁlne originally, |
Was Very concerned about how muich Use it
would det before it would have to have some
major re-working. In fact, the engine ran for
thirty-five hours, from the time that we
rebuilt it until we had a problem when it
drob)Ped avalve at Avignon., _Subse(#ent_lly, I
rebuilt the engine using a shéyhtl odified
valve system <0 that it would not alter the
characteristics of the en?me whatever, or the
operation, but it would take some ofthe high
maintenance away from the valves.

The chassis, When we stripped the car,
Was straightforward. It was very nicely con-
structed, Tt was very straight and there, were
no major problems with it” Getting the infor-
mation to do it wasnt too bad, & Mike was
able to get the drawi n?s from the factory, and
retrospectively wes adle to get drawngs from
Colombo3 sisters after he Tlied. These were
mlnd-blovvlnﬁ; S the_% werent, photocqpies:

e orig

they were al drawings, original
ﬁencn dravvm?s. | femember g sketch Mike
nad ofthe clutch assembly and it was & good
If not better than any” modern cad-cam
drawing. Early on in thé paper work we got
Mike hiad a piece of A4 paper and it wasjust
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like a Gestetner specification sheet ofa ‘158
Alfa Romeo car’. It had the engine’ specs
and. worked through the design of the
en%me, and it wes gone in Colofnbo’ own
hand and on the back there wes a little pencil
drawing ofthe supercharger rotors and other
bits. This was actually the'piece of paper that
produced that veniclé, the 158, It wes Incred-
{Rle to be able to see these and work from
em.

| remember when we were at Monza in
1989 and Mike was running the car ang it wa
such an experience to_b& on the pit wall
when the circuit was still as it had been, and
to watch and listen to the sound of that car
pulling 8,000rpm In top. That is something |
Will néver forget. I'was really worn out from
all the work t0 get the,car there, but to stand
on the wall and watch it ﬂo by, it was a pivotal
moment for me, it wes that wonderful. But a
funny thin haé)pened because | had to ?et
hack'to Engl,an and left for the airport while
Mike wes Still running. He had been domq
more aps than | had éxpected, so he ran ou
of fuel. Due to the saddle-tank situation, we
would run petrol in the rltght-5|de tank sowe
could fill the carburettor full of petrol to start
it before we turned it on to methanol. So
what Mike did, & soon as he realized he had
run out of fuel. he turned back over on to
petrol and trickled back into the pits, Of
course that would mean the car would run
full rich, and it was smoking. They saw the
|ook on the faces of the Italians who thought
the car had gone ‘hang’. We didnt know
what they wefe thinking; because we guessed
that they' might not have been so pleased that
the car"hadescaped from Italy, and [ think
they were bemused to see the State of the car
after it had been restored.

That remincls me that we had the formula
for the fuel mixture that they ran the cars on
In period, which was methanol plus one to
one and a halfper cent distilled water and one
per cent oil. We ran it with a small percent-
gg%)ﬁ acetone and a small percentage of oll



Mike Sparken$ 158/159 at Silverstone in 1990. (Keith
Booker)

It was a difficult restoration to o because
we wanted to restore the car but we, didnt
want to overao It. It wes difficult to g it sym-
pathetically. For example, all the oil pipes, the
pressure ipe and the temperature, capillaries
are shown in period photographs with no clips

holding them down. Bacause the engines
were in and out every five minutes, they
wouldnt bother to clip’these down and they
were all over the place. We had to resist the
temptation to make it overly neat. \We could
have madle it look ‘too Engfish’by overdoing
it, S0 We had to try to redist that. The only
modification where we came away from stari-
dard was that we werent running'a mechani-
cal fuel 8ump, but had an electric pump. | was
frying to make tne car user-friendly because |
knew it wes going to be used quitealot. [ wes
Interested {0 se€’ that the 159 run by the
factory had been modified since,

One Man$ Dream

.We had to use anew crank, but what Mike
did get was a set of con-rods. e ran origi-
nal rods. Because It used to run needle rolfers
on the blgnends not shell bearlnlgs, thea/ Used
to keep dbout thirty partially finished con-
RBL5e ) Wl Qom0 . g e

U werent goi |

down to theynext bean%g _sr%e Itk shell bear-
ings, they would just polish and clean, and
then refinish_the new con-rod to suit the
smaller size. They always had con-rods part-
machined so they would have a service item
readly t0 Uge. _

It learning the engine, | found out a great
degl about hciw they had increased the ?Wer
without really changing the cesign of the
components, just by adding the second super-
charger. They tried things like changing the
pulsés betweén the first and the second stiper-
charger. They were really on the ball with the
technical aspects of inproving the engine.
Mike was very Interested in getfing the engine
fo the factory specifications so"we had to
know a great ceal about It. When we dynoed
that engine and finished it, and got o the
Hgaph Of the engine performance, we found

at at 4,000rpnT it wes three horsepower less
than the 1951 figures, and at 7,500er It Wes
three horsepower more, So we had been able
to build an"engine to the speuflcaélons
and Iwas_Pre /Impressed that we could do it
We built it andit then ran for thirty-five hours
and | know that’ correct because | had put a
clock on the car. After thirty-five hours it
broke & valve stem, and when We got in there
0 r?(pa_lr the valve stem, we discovered some
cracks In the combustion cnamber. Ve came
%SWlth a repair scenario to overcome that,

ically we machined the valve seats and put
threaded valve seats In, because a 58mm hore

S prert)( small, and we put inserts into the
spark-plug holes to blank out where the cracks
were ther€, We repaired the cracks af the same
time & we were Wor_kmg on the valye gear. |
think | must have grinned for the whole two
hours"driving hoie after we finished that first
session on the dyno.
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Working with Mrke on the project wes
always good, he was al vraPrsa gentleman. He
would go an holiday saifing around Corsica
for fouror five months and évery two or three
oays he would call into a_beach bar on the
island and phone me to find out where we
were and how we were getting on. He wes

when you worked out the coefficient of the
expandion of aluminium, that was exactly
what it should be. When [ relined the drums
that’ what | worked to and 1f worked. But
being able to use the original Alfa Romeo
drawings wes wonderful bécause they were so

?ood and they were such wonderfdl practi-
aways In touch, and he Would come down loners.

once a week when he s In England t0 see
&, Vi 10 10 Sypply SAMICRES, 3 s o Paul Grist - Clothing the Alfetta

water and a tin ofbeer, and he wouldjust walk
around the workshop 10 see what WWe Werg Paul Grist haT restored and raced fome famous
doing. He would arrive about 9.30am and it and beautiful cars, especially Alfa Romeos.
Was S0 nice to have a customer that keen |ke Sparken came to him to build the body
When we first ran the car at Chobham wi en for his Car.
it wes finished, he came out with his Herbert
Johnson crash helmet. There were just a few The car had arnved back in England with
things not finished, but he did some laps and ryIrttIe odywork, but it had acowlrng
ther came on to the assembly area in front of vv rch wasn’t ht and It had a plastic
the_control tower and did doughnuts with it filoreglass tail, which we saw asa buck to
The car wes basical yso%oo tvvasbeau work on. Jim Stokes did all the mechanical
trfuIIy crafted all the rough, and Alfa

work. | had never seen the car in Italy, only
Ronieo had got it right from the beginning.

when it had arrived in England. It néecled 3
The development from 200bhp to “4250fp lot, & there wes no grrIIe and the cowlrng
Was done very thoughtfully, fhrnkrnrrr ahout st dropped on, It wes really a rolling chassis

the cooling system and the'oiling system, To b built the body and Terry who works wath

me |tvvasaCPe ect prece ofdesrgnwork The me (lid the exhadist system.

Italians had a wonderful vva?/ f prod ucrnﬁ 1fyou look down on the cars there rswhat
engineering not only practically but alsowit Mike used to call the hernra If%/ou look at
thélr hearts. the front of the car, on the right-hand side,

there is the bulge where the carburettors e,

When | was burldrn% the engrne | was also
So we knew we had to build the ‘hernia’into

building a Ferrari 16 en Ine at the sane
time, and of course Colomino wes respor;j( it In order to do the bod ork Mike, Carol
ble for both, | tvvasamazrn? that | could take Swaggandlhﬁdatnp to g toth Brs retti
the starter doo unit offthe front ofthe motor eum. The Brscarettr car een
and switch It to the other engine. It was wheeled away untouched after |ts racin
exactly the same piece. |t was designed at a career. We took the bodywork sections o
time When he was qoing hack and forth wherever we needed to and | had hig shegts
hetween Ferrari and Alfa Romeo. That bit of of card to do outlines, enou at we
beautiful endrneenn usJ ascrnated C%n could come back and build th body We had
some ofthe hrngst Id, Tike re |n|n a chance then to talk to Guidotti “‘while we
brakes and the_ Crums Wherel ad Were there,

original drawrn?s | found somethrngz We had started work on it, and there is a

amazing, which T thought to be an error 4 Irnethatgoesthrough the bo net edge, nght
first, It Saidl that the interference between the tevvay down_ through the car and drdps
lining and the drum itselfwas 0.9mm, which away af the point of fhe tail. It% a beautiful

150.0361n, which s absolutely enormous, but
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part'of the body. So Mike wes looking at It



and then went away and.came back the next
aay and said it was, millimetres too hq?. It
was painful but 1 said 1 thought he might be
right. Well, to changze a line that has” been
Jogq[led in, you canT re-joggle it, and you
cdnt flatten 1t because the metal s fatigued
5o for 12mm we did this line a?aln and that
made it perfect, but it wes a Iot of work. In
fact the body 1s much more perfect than any
of the originals were. They were made
roughly and crudely, and the tiodies were not
marntained and |ooked after. So the danger
was that this car wes almost too perfect.
When we were working on the bodywork
Mike woulgl be here for days and we' would
eat down the pub and come back and do
more, When we had it finished, it took,alonﬂ
time to decide how to get the colour right.
was difficult because Colour photos Of the
time were not accurate. .

We used the cowling that came originally
but there wes no ?rllle $0.| had tp make the
cheese-cutter grilfe and Terry did loags of
work on that” | alweys remember Ter
saying. ‘I don want to’know If this car ge
sfuffed up the front ... | never want to"do
that again!’ Fortunately, It hasnt heen
damva\lgsed. The other thing that was interest-
Ing Wes the missing ‘elephant-trunkair filter,
and while we were at Biscaretti, Mike wes
able to borrow that, and an Italian sheet-
metal pattern maker made it. We made the
Instruments, and we had to make the dash-
board and all the connections for t, s well &
the cockpit _

| understood from Mike and also from
Guidotti that there wes no difference
between the 158 and the 159, except for the
de Dion rear end. That wes the only differ-
ence, and there may have been upgrades in
power, but the actdial mechanics of the car
did not change. Of course, the body shaﬁe
had changed ‘trom 1938 onwards, arid Mike
had decided to use the Biscarett| car & the
best example of the 158 hody, although we
didnt use everything exactly & it was on that
body because Mike Wwanted'some things a bit
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different, | understood from Guidaoti that the
chassis didnt matter, that the engine identi-
fied the car. 1f Fangio had done Well with a
Partlcu,lar engine, he wanted that en?me, and
hey didnt Care about chassis identity. The
Italians always saw the engine & the Heart of
the car, Butwhen it came'to deciding on the
body sha%e_, Wwe used the classic 158 shape
from the Biscaretti car.

The Experience of Driving an
Alfetta

Eventually, Mike Sparken, having acquired the
Alfetta and breathed life back 'into 1t, and
hava_taken_ It back ‘home’to Monza, needed
to sellit. This must have been a painful deci-
sion, although Mike Is very clear that he had
completely realized his dream that first started
back In 1946. The car was sold to Brazilian
Carlos Monteverde, who drove it and sent it to
Monaco, Goodwoog and Silverstone, where it
raced extremely well usuaIIX In the hands of
historic racer Willie Green. After a fairly short
period it came on the market again and was

urchased by Swiss collector and historic racer

arlo Voe elg,_whose father had also peen
well-known driver. The car had been looke
after by Ton}/ Merrick for some time, and it
was brought to Brooklands in. 1998 for aphoto
shoot, andl that was the first time | got behind
the wheel, for avery short but impressive spell
In September 2003, Tony. Merrick facilitated
another more thorough “investigation of the
cars drlvm% characteristics with “owner Carlo
Voegele, who generously allowed me to drive
it more serjously at the” Chobham test track
the place where 1t first turned awheel 1n 1989
after it had been restored.

The car was about to race at Goodwood
and it was known that the owner treasured it
perhaps. beyond the ten million pounds at
which it 15" now valued. Nevertheless, shep-
herded by long-time mechanic Simon Bish,
the car rdlled out, of the transporter, much &
It had so many times in the past at Monza,
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Valentine Park, the Ndrburgring and Tripoli.
This car has enormous presénce even standln%
still: asJim Stokes has said, It was a pleasurejus
being involved with it. After | had shared some
of thie_understanding of the cars background
with Simon Bish, Teally just to gain” some
degree of his confidence, it came to the
moment of truth.

| dropped Into the corduroy seat (chosen
over leather because It was always copler), and
could reflect on the significance of where |
was. While no statement can be made about
the exact identity and record of this car, It s
certan that it ran in 1950 and 1951, and thus
Was qriven by Fanﬁ]lo, Farina or Fagioli, or any
combinatiori of the three, plus Possibly ge
Graffenried and one or two others. The only
real hint of the possibility of this car with the
chassis number 158.107" is that it m|7ght be
the car referred to as Fangio’s ‘number 7"at the
1951 British Grand Prix, but the link Is

Jim Stokes, who carried out the restoration of the car. (Peter Collins)
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tenuous, The first striking fact was that the
mirrgrs had been moved from their in-cockpit
|ocation. to the outside since the last meeting.
Eve%thl_n else was & it was, and Cpro,babl &
It w _flf%/ years ago. The St Christopher
medal is still on the Tash between the instru-

ments,

Although Simon Bish was there with
remingers, the presence of a central throttle
had alread>( been drilled home, The gear
change on the left is ‘reversed’, with first l?ear
closeSt to the driver and forward, and bacK for
second, and away and forward for third, and
back for fourth. This should. not be a problem
because most of the running would be in
fourth or third, and, with a rev limit around
7,000rpm, the torque should_be sufficient to
use mainly to,ﬁ gear. The major. revelation of
the car, & Mike™Sparken had said, was that it
Wwas S0 easy to drive. (The other important
point to remember is not to lean out on to the



exhaust on the right, even though it has a
degree ofcovermg. _ _
he spacious cockpit made it a comfortable
Place to.work. The hydraulic starter hanged
he engine Into life ‘with no trouble, and
througfout the day the car would start with
the easiest ofpushes. The spark plugs had been
checked and were up to the AOb' NO throttle is
used durln%startln but, once the 8-cyl|nder
engine bursts into lite, afew revs are all that are
required to warm it up and prevent the plugs
from fouling, The clutch was certainly User-
friendly, and in first gear it pulled away
without a stall, the exhaust noise. mcreas_ln%
rapidly and crlsgly, the valves making a sligi
clatter and the blower whine noticedble until
3,000-4,000rpm, where it all smoothed out
Into one gr0W|n% crescendo. There have been
those who_ say the Alfetta does not have the
boom of its Tacing days, and that is simply
because no one drives It at 8,500_{0 _9,000@3m.
But the sound and fury was still impressive
even at a more modest rev fimit. Yol would
never quess that this en?me s only 1.5 litres.
While the car normally had beén running
on 17in wheels, and tyrés, 18in were heind
used in preparation_for Goodwood, reflecting
the ,y%flrs of exH)enmentatlon that had been
carried out with tyres and castor and camber
settings to counter the increased weight that
had Come with more power. However, the
overwhelmlnq Impression was of vast torque,
and_how usable that torque was. Sitting in_an
upright. position, the driver sees everythln%
happening to the suspension, and can detec
where the front end moves under %cceleranon.
A squirt on the central throttle brought the
nose up slightly as the car charged down one
piece Of thé road after another. _

. Chobham 1is_reminiscent of Monza, with
high-speed straights and very fast bends, and
even asmall bit 0fbanking. It was clear the car
coyld be driven ?n that hng reserve oftorgue
In fourth gear, allowing the driver to concen-
trate.on ettl_n%th_e most out of the handling,
picking the right line through the bends. This

One Man3% Dream

was Fangio again at Bari and Silverstone, using
one gear to Save time and emploz the power
and control inherent i Colombos master-
Plece. After a few laps, it was possible to line
he Alfetta up on the right side ofthe road and
Rower through the dpex of the fast left-
anders, using all the allowed revs in_fourth
?ear, watching the front suspension rise and
all as the whegl clipped the bumpy edge ofthe
road. The car surged on to the straight, not
with a slam in thé back, but with a Sense of
belnﬁ pulled at great speed.

The steering"was markedly light and & a
resylt the car"moved about”on”the bumPy
surface but always felt tofally controllable.
After a few more IaPs, the fast’sweeps can e
taken flat in top with the imposed rev limit,
and this is when the car stands out & some-
thing ve% very special, surging through the
corners. What must it have béen'like when the
previous occupants of the drivers seat were
nearer 9,000rom? Braking did not come in for
alot oftesting at this fast Circuit, but the prakes
were never problematic, being smooth and
immediate, with lots of feel The Alfetta
remained perfectly balanced into a braking
area, and it never felt that somethln% unex-
Bected would happen. With aslight dab on the

rakes where necessary, it was then possible to
gnet right back on thie throttle and keep up
omentym. _

The challen(ie to drive every corner more
smoothly, not Tosing time changing gear, to
get out on to the straight (imcker, S00N grew
Into % Joal?able rhythn. All the work Waf_ In
the throttle foot and the flngertlps, feeling
the amount of power going down with th
|east possible restraint. The “other effort is in
the head, & it would be easy to get carried
away. Several gallons of méthandl mixture
had' disappeared very quickly —ten or eleven
which, at around L5 to 2mpg (188—341tr/
100kmg, |1§, not a lot of miles —but it did get
me OVer |ft)£ years back down the road to
mfeeﬁ ;_The 3Fs"in the greatest Grand Prix car
of all time,
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Appendix | The Chassis Types

According to Hull and Slater (1982), there is
some evidence that the factory Used a straight-
forward alphabetical sequencé to describe the
evolution of the Alfetta, although there is no
universal agreement.

158A The original mode| to appear in the
Cogpa Clano In 1938, Narrow' body and
190bhp @ 6,500rpm, single exhaust.

158B Appeared in 1939 after Tripoli. Body-
work wider, larger radiator cowl, roller-
bearln% crankshaft, 225bhp @ 7,500, single
exhaust higher on the hody offsice.

158C GP des Nations 1946, first of the two-
stage superchargfed cars; 260bhp @ 7,500rpm
twin exhaust, Torward-facing under-bonnet
air-induction trunk.
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158D Developed in 1947, also known as 158/47
or even 158A. Larger prlmar% blower, 310bhp
Q7 SOOrRm Increased to 350bhp @ 8,500rpm,
single exhaust pipe, lowered front and rear
springs, . carburettor intake extends to. front
spring, first raced in 1948 at Monza by Wimille.

159A The 159 in its final form, with de Dion
rear axle, twin exhausts, carburettor intake via
scuttle scoap, large diameter and width brake
drums. Fusi refers to this as 159M.

gh_ere are addlltlonﬁl OﬁefleSrgnclesgtAo th%l 115599 §5
eing varioysly called 159, 159A an ,
but agsthere 15 c)lfso no ahsolute (?eflnltlon ofthe
159 as opposed to the 158, these labels have
meaning only in the context of the person
using them and their definition of the differ-
ence between the 158 and 159,



Appendix Il Existing Cars

158

Chagsis 158.005 on display in the Alfa Romeo
Museum at Arese with"engine 158,102,

Chassis 158.107 with enging 159.227 sold to
Mlke Sparken to C. Monteverde to

Cha35|s 1%8 109 on display in the Biscarett
Museum, Turin.

159

Chassis 159.109 on display in the AlfaRomeo
Museum_ as a cha53|s without bodywork,
With enéuglne
ha53|s 159.111 on dlsplay in Alfa Romeo

Mus
Cha33|s 159 112 on display in Alfa Romeo
Museum and used In events,
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Appendix [l The Races

1938

7Aulg st C%npa Ciano Junigr; E. Villoresi
ist Biondetti (#24) 2nd, E Severi

14 August Coppa Acerbo Junior: F Severi
(#8)"4th. E. Villoresi (#10) Ret.
11 "September Gran Preriid O Wilano: R,

Sommer {#2) 10th. E, VrIIoresr #8 st,F.
Severi (#16)"2n arrnonr #3 IERe
8 September Crrcurto | Modena: E.VII
ot 7 (#6) Ret., F everr ( 3 Ret
Sommer  (#28) Ret Biondett (#3 )
Ret,
1939

7Ma¥ Gran Premro di Tripoli: G. Aldrighetti
C. Biondetti (#40) Ret., F.

everr (#4%) Ret G. Faring &#4 ) Ret. F
VrIIoresr (#48) 3rd, C. Pintacuda (#50)

30Ju|(¥ Coppa Ciano: G. Farina (#323 1st. G,
het #34% Ret., C. Pintacuda (#54)
Blondetti (#48).

15 August Coppa Acerbo: G, Farina (#32)

C. Pintacuda (#382) 2nd, C. Biondetti
(#44) 1st, F Severi (4 ith,
20Au§ust Prix d eBerne . Farina (#64) 1st,
londett] (#66) 2nd.
ugust Swiss Grand Prix: G. Farina 8#64g
Biondett (#66) 9th (ran In th
Grand Prix Final).

N
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1940

12 May, Gran Premro di Trr I Farrna
(#14) 1st C. Biondetti (# d
tacuda (#22) 6th, C. Trossr ) r

1946

9June, Coupe Rene La Begue J-P. Wimille
S#l) Ret., G. Farina N Ret,
21 July Grand Prix des atrons J-P. Wimille
#18) 1stH eat 1, 3rd Final, A, Varzi 5#20)
nd eat 1 7th Final, G..Farina 5#4h15t
Heat 2, 1sf Frnal C. Trossi (#44) 2nd Heat
2, 2nd Final,
1 September, Gran Premio del Valentino: G
Farina #(#8 Ret,, C. Sanes| (#243 Ret,, A
Varzr ((46 )lsthJ -P. Wimille'(#52) 2nd, C.
Trossi-(#
30 September, Circuito di Milano: A. Varzi
&#2 15t Heat 1 2nd FrnaI C. Trossr #12)
Heat 1 15t Final, G. Farina (£24) 3rd
Heart ZFﬁ]gt Final, C. Sanesi (#32) 1stHeat

1947

8June, Swiss Grand Prix; C. Sanesi (#32) 2nd

Heat 2. 5th FrnaI C.. Trossl ({t34 2nd HeaJ
rd Final, A Varzi gt36) eat 1

FrnaI J-P. WrmrIIe (#38) 1st Heat 2, 1st

29 June Grand Prix de Belgiqu \9 Trossr
&2 3rd with Guidotti, A Varzi ( %
angsi (#6) Ret., J.-P. Wimille'(#8) 1t
13 July, Gran Premro di Bari: A. Varzi 1st C.
Sanesr 2nd.



7 September, Gran Premro dItaIra A
Gaboard S#Z% ath, A Varzi éz ). 2nd, C
Sanest (#24) 3rd, C. Trossi (#30) 1st

1943

4July, Swiss Grand Prix: C.. Trossi (#26) 1st
Varzi (#28) Crash in practice, "J.-P
Wrmrlleg 0 2nd C. Sanesi (#56) 4th,
%(Gr nd Prix de LCACF. A Ascarl
Sanesr (#28) 2nd, J-P.
rmr le (# )

5 Se tember Gran Premio D’ltalia; C. Sanesi
\g\/%”e lis G Trossi (#46) Ret., J-P.

17 October, Gran Premro Dell’ Autodroma
Di Monza: P. Taruffi (#63 ath, C. Tross)
#18) 2nd, J.- PWrmrIIe( 2) 1st, C. Sanes
#36) 3rd.

1950
16 1ﬁrpril Gran Premio di San Remo: J. Fangio

{

13 May, British Grand Prix: J Fangio (#1
Ret., G._Farina (#2) st L. Fagioli (#3
2nd R, ParneII ( 4) 3rd.

a}/ Grand Prix de Monaco: G. Farina
Ret J. Fangio (#34) 1st, L. Fagioli

4June Swrss Grand Prix: L_Fagioli 2#12;
1nth Fangio (#14) Ret., G. Farina (#16

S
18 June, Grand Prix_de Belgi G. Farina
8% 42thdJ Fangio (#10? L. Fagiol

#1
2 uIy Grand Prrxd L'A.CE.. G, Farina 2
7th, L, Fagioli (#4) and, J. Fangio (#6),
9JI Gran remro di Bari: G. Farina { #11
Fangio (#12) 2nd.
30 Jul Grand X" des Natrons G, Farina
j aanro (# 2 de Graffen-
rie Taruffi

15 Au ust Crrcurto di Pescara} Fangio, 1t
L. Fagioli, 3rd.

The Races

26 August, International Trophy: G. Farina
ﬁ#l st Heat rlnalst Final, J. Fangio (#2) 1st
?tem er Gran Premio D ’ltalia: G Farina
#10) 1st J. Fangio. (#188 Ret,, L Fagiol
#68 3rd C. Sanesi (#46) Ret. PTaruffr

1951

5 May Internatronal Trop Gy J. Fangio (
15t Heat 1, 4th Final, G. Farna (#2
Heat2 9t Final, £ Bonetto (#3) 3rd eat
b %Othnglrnal C. Sanesi (#4) 2nd Heat 2

H

27 May, Swiss Grand Prix: G. Farina (#22)
3rd, J. Fangio §#4 ) 1st E de Graffenried
(#26) 5th anesi é

2J ne, Uster Trophy Farrna #93 Ist

17 June, Grand rrx eBe? Far%ro
#2) 9th G. Farina (#4) 1st, C. Sanesi (

|¥r ‘Grand Prix de LA.CF.: G. Farina (#2
S Fan |o (#4 1stwrthL Fagioli, (#8
anesi

)
#) Ret ;
14 JuIy British Grand Prrx G Farrna #1
14th, J. Fangio Sanesi (#3
6th FBone oE

29 July, G rosser rers von Deutschland: J
Fanio (# )72nd . Farina (#7#) Ret,, F
Bonetto (#77) Ret., P, Pietsc 80& Ret.
epterirsrtrer Gran Premio di Bari: J. Fangio

#

16 Séptember, Gran. Premio D’ltalia; G.
Farina (#34) 3rd with F Bonetto (#40) E
de Graffenried (#36) Ret., J. Fangio (#38)

Ret
29 %%ﬁteﬁber Goodwood Trophy: G. Farina
28 October Gran Premio D Espana; G, Farina

2#20; 3rd, J. Fangio %#22) 1st F. Bonetto
#24) 5th, E. de Graffenried (#26) 6th.

N —
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Turner, Sam 12

Ulster Trophy 142

Valentine Park 71, 89, 180

Vallone (driver) 101

Vanderbilt Cup 22

Vandervell, Tony 100, 125, 137438

Varzi, Achille 14, 57,6773, 77-87, 89,
96-97, 154, 156, 169

Venables, David 12—3, 25-26, 68

Villa D’Este 171

Villoresi, Em|I7|8 10, 3141, 46-50, 58, 70,

97,17

Villoresi, Luigi 31-39, 41, 45, 47-48, 50,
3,58, 60, 64, 68, 72-73. 77, 81-83
85-86, 88-89, 92, 100-101, 103, 100,
111, 113, 116, 119, 121-122, 127, 134,
137 %§2 142, 151, 154158, 160-161,

163
Voegele, Carlo 12, 180
Vonurette 19, 22.'25-27, 30-38, 41, 44, 46,
55,57, 83, 91, 104, 121, 169
VoIker Bernhard 12

Wakefield, Johnny 63
Walker, Peter 154
Walker, Ted 12
Ward Michael 12

Phil 12
Whlteheadﬁgeter 100-101, 116, 125-126,

Williams 63

Wimille, ‘Cric’ 95

W|m|IIe Jean Plerre 13,31-33,37-38,
3-72, 74, 77-98, 115, 157, 169

Yugoslav Grand Prix 44
Zanardi, Au%uslo 74, 106, 120, 146, 168

Zandvoort 119
Zehender, Freddy 70



