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Forewords by Nanni Galli

& Teddy Pilette

y adventures in motorsport began when | won the

ltalian Touwring Car Class Champienship for over

1150cc in my Mini-Cooper in 1965. | bought an Alfa

Romeo GTA for 1966 and began racing from the
private Cortini team workshop, not with Autodelta,

At the first competition of 1966, the Monza Four Hours, |
had one of the less competitive cars but set faster times than
the superior vehicles. Because of this Ingegnere Carlo Chiti, the
Director of Autodelta, invited me to Alfa Romeo's test track near
the village of Balocco. Late in this test, with my own car, | managed
to make a better time than all the other drivers. This was how
my professional relationship with Alfa Romeo began. With my
Alfa GTA, under the direction of Maurizio Siena and with the
general direction of Carle Chiti, | obtained a number of victories
in England and all over Europe. In one particular competition
which means so much to me, | beat the much-missed Formula
One driver Jochen Rindt at Zolder in 1966, This was the greatest
source of encouragement,

| spent the next several years driving the Tipo 33, both the
2-litre and the 3-litre. | had important wins at Le Mans 24 Hours
and Daytona, and worked very closely with Chiti and the team at
Autodelta for many years. This helped me to expand my career
into European Formula 2. With the Tecno team | was 5th in 1969,
and that helped me into Formula 1 and eventually into other
sports prototypes.

| did so much racing and testing with the Tipo 33 that itis
hard to remember it all, but it was always a wonderful fesling
to be with Alfa Romeo and Autodelta. | am very happy to see
the history of those days being recorded. They were the years
in which the competing drivers fought against each other, but
in private life we were all good friends. | certainly believe this
was a more difficult period for drivers than today. They were
unrepeatable times.

Manni Galli

Count Rudi van der Straeten, who was very interested in racing,
had been racing Alfa Romeos in the 1960s. 10 1967 he had a GTA
which | was asked to race, and then | also raced the TZ2 which he
had. The VDS team had a close relationship with Autodelta and
Alfa Romeo in those years, so it was natural that the team should
become invelved when the Tipo 33 appeared. | was signed

&

only to drive prototype cars because | already had some good
experience at a higher level. Count van der Straeten had the
money to buy whatever cars he wanted, and he could have been
more successful with other makes, but he did what he wanted to
do and continued with Alfa Romeo,

The VDS team bought the cars and the spares from
Autodelta, The Count wanted to be free of the politics of the
company so he paid for everything. There was an agreement
for some development but we were always a step behind in the
development as with many private teams. We had help from
Autodelta, but with a delay, and the cars were never as quick as
the factory cars. We had a good supply of parts, but the engine
in the early days was very fragile, so it was always going back to
Milan for work.

| drove the car in 1968 for the first time at Jarama, in
preparation for the Le Mans test days. We had the car in the
beginning of the year so we had a chance to get used to it. All
the VDS team shared the car at the Le Mans test days, and then
| raced at Monza, and Autodelta sent Biscaldi to drive in the car
with me.Then in May we went to the Targa Florio. | love to drive
fast on the road, so going to the Targa Florio was very special. |
could always drive fast on those kinds of roads and it was very
great fun, a shame that those kinds of races don't exist anymare,
| truly enjoyed places like the Targa, Mugello and Vila Real in
Portugal. At the Targa the car was still far from being perfect,
because it had the strange chassis which affected the handling.
It was very loose at the back, and very different at the front, so it
was very hard to drive.

We had a very busy time in the VD5 team in those years, The
Count didn't like to stay at home, so we were frequently away
racing with the Tipo 33 We were really the only important private
team, and raced all over Europe, from Spain to Sweden, probably
more than any other private sports car team at the time. It was a
good time for me. If we could have got the 3-litre engine, van der
Straeten would have stayed with Alfa Romeo.We were promised
it but it never came. We had the 2.5-litre engine, which was very
good, but not enocugh to win outright which is what the team
wanted, But those were very good years. | stayed with VD5 for
twelve years and it is good to remember those times.

Teddy Pilette
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The present from the past

he formal decision to undertake the writing of this history

of the Tipo 33 came during the final weeks of completing

my book, The Alfa Romeao Alfetta 1587158, although co-

writer Peter Collins and 1 had been committed to the idea
for some three years and had been studiously gathering material
on the Trenta Tre, often feeling it might have been easier to find,
explain and build a replica of the Holy Grail!

However, researching the Alfetta had been invaluable in
creating the necessary mindset for tackling this task. It forced
the author to grasp the difficulty of understanding how Alfa
Romeo worked as a company, and particularly, how hard it was
to be certain about the nature of the decision-making process
in relation to competition within that company. While many
sources variously see the Tipo 33 as purely an Alfa Romeo, there
are others who would see it as entirely an Autodelta project,
and some who would see it as a 'Chiti; attributing everything
to do with the Tipo 33 sports car to engineer Carlo Chiti. The
parallels between the relationship of Alfa Romeo and Scuderia
Ferrari and Alfa Romeo and Autodelta are especially interesting
in understanding how the Tipo 33 came about and how the
racing programme progressed over the long period from 1967
to 1977, Peter Collins' recent book on the Lancia Integrale also
provided valuable experience in researching the origins of an
Italian motorcar.

The difficulty for the authors in this book was that there was
both truth and error in all of the stories we were told about the
origins and development of this particular model of post war
Alfa Romeo. There were indeed those who saw Carlo Chiti as the
master planner of what would become a World Championship
winner for Alfa Romeo. There were those who said he was the
creator, designer and builder of the Tipo 33, Indeed, there were
alsa those who wanted to give him little or no credit at all, and
were very disparaging about his role, Much of the problem
arase from the lack of record-keeping typical of so many such
projects at the time and since. Alfa Romeo, Chiti, and Autodelta,
during the period the cars were built and raced, kept virtually
no records, and this single fact makes the identification of
individual cars problematic if not impossible. We heard from
owners, for example, who had been teld by Carle Chiti, “this is
the 2nd place car from the Ndrburgring’ Sometimes it was true,

and sometimes It wasn't. There were additional myths already
perpetuated about the main characters in this drama, some of
which we had to unravel very carefully, There were also many
people who claimed knowledge of the crigins of cars but would
present no evidence,

While it is essential to identify the origins and background
of the Tipo 33, we wanted this book to be very specific to that
car and not become overly distracted by the complex series
of developments going on at Alfa Romeo in the early and
mid-1960s, nor did we want this to become only a biography
of Carlo Chiti, historically tagged as the single most significant
person in the Tipo 33 story. Thus we present a summary of the
main events leading up to the development of the Tipo 33 and
discuss Chitis appearance on the scene at that point. We have
attached a reference list at the end of this book for those wishing
te read the detailed accounts that contribute to other related
aspects of the story. It is also important to point out that, as often
happens in recording history, these accounts do not necessarily
agree with each other, and are differently weighted in relation to
which events are more significant. An example of this is the tale
of how Autodelta came to be called Autodelta, of which there are
at least seven different versions, most of them partially true, We
have weighed the evidence and presented the'strongest version
and chosen not to take up too many pages with all the accounts
unless that s essential to understanding something significant
about the Tipo 33,

There are two important points to make about the purpose
of this book, which is intended to be as definitive an account as
possible of the Tipo 33, 0One is about the desire to and difficulty
in providing a chassis-by-chassis account of the story. This, as any
Alfa Romeo enthusiast knows, is a profoundly challenging task,
the nature of which was always clear on the faces of Alfa experts
when we said what we were trying to do, and some of the most
knowledgeahble said both that it was a ‘good thing to do’ and
also advised against attempting it! From the outset we were
aware of the common belief that all knowledge of individual
chassis and what they had done had died with Chiti because he
kept everything in his head, The success of this baok is largely
determined by how well the reader feels we tackled that task
and how much we uncovered, In the end, we hope we have



The very first Tipo 33 profotype, shown in 1964, was
testad wilh g variety of engings.

provided a good story of an immensely interesting decade. While
we present information on individual chassis, we are cautious in
our view of the authenticity of every ane of them. We know that
some cars were never given a chassis stamp; that these were
sometimes changed; that where chassis plates were used, these
were often transferred from car to car; and that cars with no race
history exist. We have also come across chassis which have been
declared as ‘not genuine, which have turned out to be gquite
authentic! While we have attempted to be as accurate as possible
and considered much evidence, we believe there will be errors.
We have decided that a history of individual chassis was beyond
the scope of this volume, but also to make this the subject of a
second volume which will detail as many cars as possible and
their histories. Neverthelass, we have provided as much chassis
information as we were able for this book.

The second paoint concerns the scope of the wark, which we
believed needed to include not only the competition cars but
also the road-going Stradale and the various concept and show
cars based on the Tipo 33 chassis. To this end, we have provided
not only historical data, but as much information as we could
on the location of cars at the time of writing. To that end, the
publisher and the authors invite contributions from readers for
future revised editions. We actively welcome additions to the
task we have begun with the evidence to go on developing the
SEOry,

Alfa Romeo and the context of the 1960s
Alfa Romeo left Grand Prix racing at the end of 1951 after
winning the first two World Championships for Drivers with
the 158/159. The decision was taken to design and build a
racing sports car for the then current sports car requlations, This
resulted in the appearance of the now well-known Disco Volante,
which in its original exciting-looking form with a 2-litre engine,
was a complete failure as a race car, and the highly madified 6C
3000CM was constructed for long distance races in 1953, After
some promising performances, the latter only managed one
victory at the 1953 Supercortemaggiore race in spider form,
in the hands of Juan Fangio. That year Alfa Romeo departed
from major participation in competition with the exception of
invalvement in touring car races, where the focus was mainly

s LR T

Rear vieww of the Tipo 33 prototyoe in the Alfa Romeo
warkshops,




The front of the protolfvpe resembies the
051 Scarabeo spider which followed if.

on supporting amateurs, As was the practice at the time, work
continued on a variety of prototypes, few of which ever raced,
though they often incorporated features first tried many years
before. An outstanding tradition at Alfa Romeo was to return
to earlier well-designed projects and update them for current
regulations or trends.

The financial conditions at Alfa Romeo, as in the past,
forced the company to abandon competition and concentrate
primarily on production cars to bolster the company’s lagging
fortunes. The Giulietta saloons, spiders and coupes of the mid-
1850s brought considerable prosperity and re-established Alfa
Romeo as a major manufacturer. This prosperity also funded
continued development in the competition department, and in
1960 the Giulietta Sprint Zagato appeared in a short production
run. The Giulia range then followed and the Giulletta SZ spawned
the next generation racer, the Giulia TZ or Tubolare Zagato. On
the surface it would appear that the subsequent development
of this TZ (or TZ1 as it has become known), the TZ2, was the
immediate ancestor of the Tipo 33, especially as a car bearing
the code 105.33 was tested with a version of the Giulia engine
that was in the TZ, However, that would be only partly accurate,
as the Tipe 33 engine was not a doubled-up 4-cylinder TZ but
was inspired by a completely different engine with its roots back
in the 1950s.

In 1938, Orazio Satta went to work for Alfa Romeo, as did
Gluseppe Busso in 1939 and they worked side by side on a huge
range of innovative projects, By 1959, Satta was managing the
design departments, and from 1948 to 1977, Busso had been

10

Giulia engine transvarsely mounfed in the
OS] Scarabeo.

responsible for the design of all the mechanical parts produced
at Portello and then at Arese, Satta had two deputies, one of
whom was Giampaoclo Garcea and the other Busso. Satta, as
manager, laid down the general rules and plans for the design
department, and his deputies carried these out. Satta and
Busso had been invalved in competition work in the early and
mid-1950s, experimenting with a proposed 12-cylinder Grand
Prix car, the 160, which was never built, A number of prototype
engines were built, including a 2-litre V8 block to go into a
sporting GT car, but it never reached production. Nevertheless,
the engine blocks were made, the idea of a small V8 being very
attractive to the design engineers. Incidentally, we were able to
examine the protatypes of these ariginal V8 blocks as they sat on
the shelves of Marcello Gambi’s workshop in Milan. These blocks
were numbered 2044, a number that corresponds with a mid-
19505 GT engine project. We examined these blocks carefully
and they were interchangeable with the early T33 engine. The
heads and everything else fits except that there is a central
starter motor,

Under Satta's leadership, Alfa Romeo produced a wonderful
range of cars in the post war period, and Luigi Fusi credits Satta
for providing the leadership for everything from the conversion
of the Grand Prix 158 engine from single-stage to two-stage
superchargers in 1946, through the Tipo 33/3 wbular frame
3-litre car of 1972.

Although the Tipo 160 Grand Prix car was never built, a
number of its characteristics, initiated by Busso, were of interest
to the design team some years later when the Giulia was being



used as the basis for a possibile serious return to competition. A
number of ideas from the 160 were adapted when Busso was
largely responsible for designing a racing prototype, This was
indeed the prototype for what became the Tipo 33 A number of
chassis were later passed to 03] and it eventually built a concept
car known as the OS] Scarabeo, which Incorporated many
features Busso had been trying to capture in the prototype.The
Scarabeo first appeared at the Paris Show In September 1966,
The 160 would have had the driver as far back in the chassis
as possible, and the design centered on the driver being able
to assess and control the behaviour of the entire car. These
principles were incorporated into the prototype and then into
the Scarabeo, with the driver well back, though these two cars
had the engine behind the driver, unlike the 160, The Scarabeo
used a 4-cylinder Giulia engine located transversally and at a
slightly inclined angle. Visibility and driver control were excellent,
clutch and gearbox were Integral with the engine and drive to
the differential was also an integral unit. A novel approach to
the chassis frame was taken, with large diameter tubes linked
in an H-shape, these tubes carrying the fuel. Experimentation
with exotic materials was part of this project, with considerable
quantities of magnesium appearing in various versions. Three
of the Scarabeos were built, one of which remains in the Alfa
Romeo Museum at Arese in coupé format. A spider also exists
in Alfa Romeo's possession, though it is not on display, and a
third car managed to escape and is believed to be in Canada.
The spider version of the Scarabeo bears a strong resemblance
to the prototype which Busso had been working on,and itseems
likely that the prototype chassis became one of the Scarabeos.

The first OS5I
Scarabeo built
on a Tipo 33
chassis, now in
the Museo Alfa
Romen.

The spider prototype had been tested in 1965 with a TZ engine,
sometimes thought to have been in TZ2 specification. However,
the prototype which was taken to Alfa's test track at Balocco
on January 14, 1966 with Consalvo Sanesi as the test driver and
Giuseppe Busso in charge, had the developed V8 unit, based to
an extent on the mid-1950s unit. The car tested again at Monza
a short time later, with further engine and body developments.
The prototype had the engine In-line rather than transversally
as in the later OS| 5carabeo. This little effort in the depths of the
Italian winter turned out to be the first running of what would
become the Tipo 33 sports racing car of 1967,

The bulk of the work on the Tipo 33 prototype had taken
place in 1965 but would seem to have started in the later part
of 1964, about the time when Alfa Romeo was considering
what its competition programme might be three to four years
hence. This was when Fiat and Ferrari had announced the Fiat
Dino sports car and the Tipo 33 would have been a counter 1o
this move, However, it is unlikely that anyone ever planned that
there would be a prototype, which would then be used also as
the basis for a concept car. This just seems to have happened,
as was the practice at the time. Though Sanesi tested the spider
prototype in January 1966, the first car that came from OS5l was a
coupe, Later information suggests that the car had been built in
cooperation with OSI of Turin to whom Alfa Romeo had supplied
at least three of the H-shaped chassis frames, suspension parts,
and at least one Giulia GTA engine with integral gearbox and
transversally located final drive. The first coupe seems to have
had the driver slightly further forward than had been originally
intended. The spider moved the driver even closer to the front,

11



05&ls final Scarabeo coupe an the Tipo 33
chassis.

about midway in the whealbase. The concept of
the driver sitting away from the front wheels was
abandoned altogether in the final coupe.

It is fascinating today to examine this car.
With the help of Museum curator Antonio Magro,
the authors recently had this opportunity with
the coupe, which remains at Arese. The tubular
frame chassis is visible from underneath as is the
independent rear suspension with transverse
arms and coll springs with hydraulic shock
absorbers mounted inside. This car remains very
rmuch as it was in 1966 and sits in close proximity
to the various models of the Tipe 33 racing carsin
the Museum’s possession, though relatively few
visitors will be aware of the direct link between
them,

Chiti, Chizzola and Autodelta
The initial tests of the new prototype, coded in
lanuary 1966 with the type number 105,33, were
carrled out directly under the supervision of
Giuseppe Busso with the assistance of long-time
chief test driver Consalvo Sanesi.Sanesi had raced
in the 158/159 Grand Prix cars, and had played
a major rele in the development and testing of
the Disco Volante and 6C 3000CM cars, and had
raced the latter as well. Soon after the first tests,
Satta directed Bussc to hand the project over to
Carlo Chiti to take it forward.

Carlo Chiti, born in Pistoia In 1924, came to Alfa Romeo
as a trained engineer in 1952 and was soon employed in the
Special Experiences Department, an appropriate name for what
was essentially the racing department, as one of Chiti’s first
responsibilities was to iron out the early problems with the Disco
Volante and then the 6C 3000CM. The department closed down
at the end of 1953, the point at which Satta was focusing efforts
on new production cars. Chiti worked with fellow engineer
Giotto Bizzarini at Alfa Romeo, and when Bizzarini moved to
Ferrari he tried to get Chiti to join him. Ferrari Technical Manager
Andrea Fraschetti joined Bizzarini in trying to get Chiti to Ferrari.

12

Iranically, it was Fraschetti’s death in a road accident that led 1o
Enzo Ferrari offering the Technical Manager post to Chiti, whom
he had already met.

While Chiti respected the traditional Alfa Romeo and
Ferrari view that the engine was the key ingredient in a racing
car, he had a growing interest in suspension and aerodynamic
developments, and with the task of improving the Ferrari F1 Dino
246 in 1958, was paying more than a little attention to what John
Cooper was deing with rear engine cars and with independent
rear suspension, Chiti was instrumental in convincing another
Alfa Romeo engineer, Lodovico Chizzola, to come to Ferrari
where they worked together until the end of 1961. This was one



A% can be seen, the tubes were subject to cracking, bul
sundved for many races without repalr.

of the many successful collaborations that emerged in the racing
departments of the time, and this one was to move even closer
together in the near future,

Chiti was, of course, a major figure in Ferrari, winning
the World Championship in 1961 with the 156 Sharknose, a
beautifully designed and executed Grand Prix car with the
engine behind the driver - a first for Ferrari. However, political
strife was abundant at Ferrari at the end of what had been a
very successful year. The main figures in the Ferrari competition
team left en masse in November, something that Chiti was later
to admit he regretted doling. Chizzola had already gone a few
months before, preferring to return to his home at Udine to
design his own cars and take on the distributarship of Innoecenti,
calling his new concern Autosport,

Carla Chiti spent 1962 planning his own new F1 car, the ATS,
in conjunction with Count Giovanni Volpi di Misurata, Bolivian
tin industrialist Jaime Patino, and the Flarentine industrialist
Giocrgio Billi. Chiti designed and built a tidy 1.5-litre, 90 degree
V8, engaging 1961 World Champion Phil Hill to drive along
with Giancarlo Baghetti. Hill had left Ferrari at the end of 1962
following a disappointing year. The ATS project had considerable
promise, but misunderstandings and disagreements between
the partners lead to a falling cut and then severe under-financing
which clearly meant the praject would not survive. While it
carried on for 1963, however, a very impressive ATS GT coupe
was built,and most of the testing and racing of this car was done
by Tecdoro Zeccoli, who forged a good relationship with Chiti.

In 1962, Chiti was approached by Satta at the request of
Dr Giuseppi Luraghi who had become Alfa Romeos president
in 1960, Luraghi had, in the 19505, been the Director General of
Finmeccanica, a financial group which included the mechanical
and construction sections of the [talian IRl - the Institute for
Industrial Reconstruction. The government-owned Alfa Romeo
was part of the IRl Luraghi, in his role within the IR, established
the long-term plan for Alfa Romeo, the plan that became reality
in the hands of Orazic Satta. Luraghi guided the company
through difficult days, but fortunately he was a fan of racing,
and the 1900 saloons of the early 1950s found themselves with
Finmeccanica sponsorship. By the time the Giulietta and Giulia
production cars were selling in large numbers, Luraghi had left

Closa-up of the &y crude arrangement for the fuel
tanks.

IRl to concentrate on Alfa Romeo, He wanted a return to serious
competition, something that would start with supporting
privatears and hopefully develop into a fuller factory return to
racing. In this atmosphere, work began on the Tubolare Zagato,
or TZ, a collaboration between Alfa Romeo and Zagato. Race
development had been done by a number of small tuners with
the Giuliettas,butLuraghienvisaged a bigger,specialist operation.
Thus he had Satta approach Chiti to consider undertaking this
responsibility with the ATS setup.

Chiti saw the value in a working link between ATS and Alfa
Romeo but was unable to convince the backers of the wisdom of
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such a connection. They had their own interests and presumably
did not want to have such a big company involved, Had they
foreseen the rapid failure of ATS, they may have acted differently.
As 1963 progressed, Chiti could see the difficulty ATS was in,
and he and Chizzola met to discuss the future. While the timing
of events remains uncertain, the pair agreed that they would
form a partnership which would allow them ta waork on various
racing projects. It is even likely that they saw a chance that they
could salvage the arrangement with Alfa Romeo, They agreed to
form a company to design and construct race cars, and the first
headquarters would be lacated in a building owned by Lodovico
Chizzola at Feletto Umberto in the Friuli region near Udine. The
three partners in the business were Chiti, Chizzola and Chizzola’s
brother Gianni, also an engineer. At one point there were
those who thought Feletto Umberto was a partner in the new
concem!

At first the trio was going to continue to use the name
Autosport but soon realized this would bring them into conflict
with Innocenti, so temporarily used the title Delta-Auto. Gianni
Chizzola claims credit for the name Autodelta, as he lived in Milan,
his brother in Udine and Chiti in Bologna, forming a neat triangle.
The Greek letter D for Delta, which is triangle-shaped, was the
inspiration for the use of the word Delta, and thus Autodelta
was bormn. It was registered in March 1963 and it was not long
before there were further meetings with representatives from
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The chassis number
stamp on the

eany chassis tube:
Fo033.022,

Alfa Romeo, and the decision was made to have the TZ built at
Autodelta’s premises. As Chiti was still attempting to run ATS, it
is possible to speculate that he foresaw ATS' short future and
nurtured the Alfa Romeo deal. It also seems quite likely that the
attention given to the new relationship with Alfa Romeo was
partly the cause of ATS downfall.

With Chiti and Chizzola as the two shareholders in Autodelta,
arrangements were made for the new concern to become the
competition arm of Alfa Romeo. This was not a new venture
as a similar relationship had existed with Enzo Ferrari and the
Scuderia Ferrari, with mixed success, and in the early 1960s Fiat
had similar arrangements with Abarth and Renault with Alpine.
With Chiti commuting back and forth between Bologna and
Udine, the business grew rapidly, with the aim of preducing
100 of the TZ model for the purposes of homelogation as an
FlA-approved GT car.Luraghl’s philosophy was not to have a large
competition department, but to have an outside specialist doing
this work. The TZ was immediately successful but the operation
was plagued by huge logistical difficulties. The chassis were
built in a workshop in Veneto which had specialized in aircraft
construction. Then the chassis were sent on to the Zagato works
in Milan to have the shapely bodies itted, before being delivered
to Udine for the mechanical components and finishing.

Luraghi felt that as the competition side was prospering
and sales to private customers were very healthy, Autodelta



needed to operate from premises much closer to Arese, Chiti
and Lodovico Chizzola were invited to Arese and Luraghi offered
Chizzola the post of General Manager and Chiti the Deputy
Manager's job, or as Chiti himself said “possibly vice versa"! This
would involve a transfer of shares for the very low price of some
five million lira each, and Autodelta would become the property
of Alfa Romeo, Thus Autodelta stopped being a copartnership
on November 30, 1984 and became a stock company. Autodelta
was essentially a small nationalized company within a larger
nationalized company.

Chizzola did not want to work in the new premises in Settimo
Milanese in Milan and returned to Udine, It was not intended at
that time that Autedelta would expand into a large competition
department within Alfa Romeo, though it did develop and
return to running works cars within a relatively short period
af time, even coming back inlo Grand Prix racing. The small
Autodelta operation in Udine disappeared in the form that it
had first existed and instead became the banner under which
Alfa Romeo competition operated. The TZ and TZ2 programme
was very successful through 1964, 1965 and into 1966, with the
cars winning many events in international racing and rallying.
The success of the Alfa Romeo/Autodelta ‘'merger’and of the TZ
project, along with an expanding range of activities in salaon car
racing, set the stage for the next step. The timing was just right
for a new praject, so it was no coincidence that Satta and Busso
had been working on the prototype known as 105.33 using it as
a ‘test hack' in 1965 and in the early part of 1966, when a more
finalized VB8 engine car appeared.

Sports car racing in the mid-1960s
The World Championship of Margues, or as it tended to be
known, the FlA World Sports Car Championship, was established
in 1953 and remained in more or less unaltered form until 1961,
Cars generally had ta be built by recognised manufacturars and
had to be road-going vehicles, though this definition was very
loasely interpreted. In the early days of this series, there was no
limit to engine size, and the cars could be either open or closed.
The Championship itself only gave points for averall placing,
though individual race organisers created further interest
by creating class awards, There was no championship for the

classes and at ane time, as many as fifteen classes with different
rules existed. As time went on, more organisers came to use the
FIAS own class structure, AL some races, particularly at Le Mans
and Sebring, the Index of Performance became a much sought
after win by many entrants, It was based on a formula which
calculated performance in relation to engine size. The monetary
and prestige prizes at these events were considerable and thus
rmany small teams produced cars to compete against the bigger-
engined machines. There was always a mixed response to the
small cars battling with much bigger and faster ones at circuits
such as Le Mans, but entrants certainly took the Index sericusly.
In the early years of the Champienship, individual races,
particularly Le Mans and the Mille Miglia, got far more attention
in thelr own right than did the Championship in its entirety. At
various times, rule changes saw some races such as Le Mans
outside the title race but that did not damage the race itself. This
changed in the later 1950s, especially after the end of the Mille
Miglia, When manufacturers took the Championship seriously,
organisers emphasised their events as part of the Championship,
and there was more public awareness that individual races were
part of a bigger whole, The serious accident at the Mille Miglia
which led to its ending also brought a 3-litre limit to sports
cars in the interest of safety for 1958, a measure similar to that
introduced at Le Mans after the crash in 1955. These capacity
lirits were also aimed at reducing costs, which they did in the
short term, though eventually smaller often came to mean more
expensive rather than less as greater technology was required to
win.Throughout the 1950s, there was constant debate about the
nature of the cars, Occasional preference was expressed for cars
closer to production vehicles,and at other times the tide went the
other way. [n the latter part of the decade, the Grand Touring class
began to be more visible, though production sports cars, GTs and
cars far more similar to prototypes had always raced together. In
1980 the FlA established the Coupe de Grand Tourlsme, giving
GTs their own category and emphasising the importance of the
same, which became the core of the Championship after 1962.
By the early 1960s, Championship rounds had been established
as having a minimum distance of 1000km or minimum duration
of six hours. Races for the GT Cup were sometimes run separately
and were sharter, though many still ran alongside the sports cars.
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In an attempt to gain more interest from manufacturers,
the FIA made the World Manufacturers Championship
exclusively for Grand Touring cars from 1962, This resulted in
great protest from the many lovers of exotic sports cars and
from several race organisers. Thus, the organisers of Le Mans,
Sebring, the Targa Florio and Ndrburgring established their
own championship known as the Challenge Mondial, which
remained part of the FIA GT series but also introduced a new
category: Prototypes. The definition of the term was somewhat
vague, and prototype was just a new name for cars that were
more modern versions of the old sports cars. The prototype
Ford GT40 of the 1960s was a newer version of what the Aston
Martin DBR had beenin the 12505, and the Porsche 917 was the
archetypal prototype of the 19705, The Alfa Tipa 33 managed
to be a modern prototype in both the latter decades.

TheFlAlater developed a parallel Prototype Championship
and at the end of 1965, the GT series had been reduced in
prestige. The Challenge Mondial ran until 1974, but from 1965
on, the main races were for prototypes. There was no capacity
limit for this group between 1963 and 1967, the period in which
rmany exciting cars began 1o appear, mostly with mid or rear-
engines, in large and small capacity classes. The day of open
spaorts cars partly, though not entirely, seemed 1o be coming
to an end with a plethora of mid-engine coupés. While the GT
category continued between 1962 and 1965, the TZ had many
important wins and results which helped to pave the way for a
mare ambitious programme in the Prototype Championship.
In 1966 and 1967 there were two separate championships, the
Trophee des Constructeurs for the Prototype formula which
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An early drawing of the 1967 Tipo 33
raca car,

was known as Group 6. This was divided into two classes, above
and below 2-litre displacement. The other championship was
the Champicnnat des Voitures de Sport, and this was for cars
of which a minimum of fifty had been homaologated. This was a
confusing time for anyone with less than expert knowledge of
racing, though in fact the two series seemed to coexist fairly well.
It became clear In 1967 that prototypes would dominate frem
1968, and that there would be a move towards cars which were
very much Grand Prix machines, thinly disguised with two-seater
bodies.

In 1966, it was clear that the emphasis on GTs had declined,
and at Alfa Romeo, Luraghi, Satta and Busso saw the next
premier category would be for what were variously called
Prototypes or Competition Sports Cars. Thus the decision was
taken to develop the 105,33 project starting with a 2-litre engine
but with the long-term aim of playing a major part in a World
Championship when a 3-litre engine capacity came into effect for
Prototypes in 1968, in what would be known as the International
Championship for Makes.

Chiti reflected in 1991 that "a meeting was called in the
summer of 1966 where Giuseppi Luraghi asked: 'Chiti, can you
build me a 2-litre sports car?™ (Oreficl, 19917 ,p,78).This is probably
a somewhat over-simplified view of what happened as Satta
and Busso had already engaged Chiti and Autodelta on the
development of the Scarabeo-based prototype. The Tipe 33 in
its own right really emerged in the spring or late summer of 1966



as further work was done on the prototype, and Chitl undertook
the task of turning that prototype into a real racing car.

He had the basic chassis design, gearbox and articulated axle,
The existingVBengine from the mid-1950s acted astheinspiration
for the unit Chiti developed rather than being something that
was taken off the shelf and put into the chassis. The experience
with the Giulietta-based d-cylinder was very useful, and in one
sense the 2-litre VB at least resembled a doubled-up’ Giulietta,
but it was far more sophisticated than that. Chiti's ATS experience
came in very handy because he had developed a potent 1.5-litre
racing engine and converted that into the 2.5-litre power unit
for the ATS GT car. The engine for the first Tipo 33 was a 2-litre
monoblock producing 270bhp at 9600rpm.

The lack of accurate records means that it is unclear at
which point the TZ2 engine being used in the prototype 'hack’
was transferred into the ‘proper’ chassis that was being built for
serious testing, or indeed whether it was transferred at all. There

are certainly accounts that attest to both versions. Testing went
on through the winter of 1966/67, with a number of serious
incidents taking place in the trials with the new car. However, the
car, which was shown to the press at Balocco on March 6, 1967,
was a striking machine in spite of its newness, with a unigue
chassis frame with two side members that acted as fuel tanks.
These side members were joined by a third tube which also
acted as a fuel-carrying tank The tubes were constructed from
heavy gauge aluminium and had been riveted together, and
they had been given a plastic internal coating to prevent leakage.
The construction of this chassis frame would be improved for
1968, The front rack and pinion steering and front suspension
were carried by a magnesium sub-frame which formed the front
bulkhead.

Wiews of the 733 'Penscopica’, the first
Tpo 33 race car.
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There was independentsuspension all round with wishbanes
and links and coil-spring damper units, with rear radius rods.
The suspension at the rear was carrled by anather magnesium
subframe consisting of two legs connected by a sheet metal
support saddle. A 6-speed gearbox hung at the back of the
engine,and braking was by ventilated discs, the rear brakes being
inboard. It used 13in wheels and the wheelbase was measured at
7ft din.

The 90 degree VB engine had chain driven twin overhead
camshafis on each bank with hemispherical heads and 48 degree
valve angles. Bore and stroke was 7Bmm x 52.2mm), capacity was
1995¢c and the compresslon ratio was 11:1.The kerb-side welght
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was 580kg and top speed varied with short and long-tail versions
betwesn 170 and 185mph.

At the press conference, the designers were announced
as Satta and Busso. In neglecting to include Chiti in this
announcement, depite all of his work, the cars origins were
indicated more clearly. The tall air intake to the Lucas fuel injection
system immediately sparked the nickname 'Periscopica; though
the names of the early cars are somewhat problematic, as they
tended to geta name for each of the early events they did, and the
name changed as developments took place. Thus the ‘Fleron’car
was the same chassis as a slightly later car known as the 'Mugelio]
but we will cover this in more detail in the next chapter.



Once the racing programme was under way, it was Chiti who
became the driving force of Autodelta. He had a strong influence
on those he met and worked with. Alfa Romeo archive manager
Elvira Ruocco shared her memory of Chiti:

“There was a meeting of the Reglistro ltaliano Alfa Romeoand

| was there with Bruno Bonini and | saw Ingenere Chiti. | asked Mr.

Bonini to present me to Mr. Chiti because | had always seen him
in pictures but | had never met him. Mr. Bonini told him that |
was responsible for the historical archives and Mr, Chiti replied
"We have an historical archive, | never knew this. 5o | invited him
to visit the archives to see what we had. Then he called me on
the phone and said he wanted to come the next week He asked
it | remembered that he had done experiments with petrol and

methanol in Autodelta many years ago. He didn't have any of the
papers,so | found a dossier of papers on these experiments. When
he came to visit, | presented him with these reports, and | showed
him all our documentation, photos, and albums and he said 'Oh,
my God, | didn’t know there was this treasure at Alfa Romeo, | will
come here often.” Alittle while later he sent me a membership in
the club Amici Carlo Chiti and | still have my membership cards.
This is a good memory for me. | remember that week in July 1994
when Carlo Chiti died, First Mr. Bonini was killed that week at Spa.
Then Glanbatista Guidotti died, and then Mr. Chiti”

Ed McDonough
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H is for handling

eavy snow in Northern Italy is not unusual and during

theearlydaysof 1967 Lombardy received a considerable

amount. Carlo Chiti had coincidentally decided that

the time was right for the first race-circuit test and
demonstration of his T33 sports-racing car to Alfa Romeo’s
management,

The date agreed was January 7th and much snow-clearance
work had first to be undertaken at Monza, the chosen venue,
Previous testing had taken place mainly at Alfa Romeo's
own test track at Balocco out of the public eye. Although this
important step in the new car's development was to occur at a
public racetrack, sericus steps were taken by Chitis men from
Autodelta to ensure that there would be no let-up in the secrecy
surrcunding the new car.

All the gates surrounding the Monza circuit were shut,
securely locked, and guarded - no simple task in itself- and the
test took place on the short junior circuit which turned right just
after the pits and, at that time, included a chicane immediately
prior to this turn.

At the wheel of the new car was test driver Teodoro Zeccoli
and it was clothed in what was to be the most common 1967
style of badywork. Teodoro was an extremely experienced man,
having come to Alfa Romeo from Abarth. He tested every Alfa
Romeo race car from 1963 until 1981.% used to test for 500
kilometres a day, every day, with Alfa at Balocco) he explained
when interviewad at his BMW sales premises at Imola.

The engine was developing about 240bhp by this time and
Feccoli started off carefully on the circuit which included the
very fast Parabolica corner, but also the tight 20 degree corners
of the Junior circuit, One of these was partially the cause of his
undaing.

Once up to speed, the car was going well when, without
warning, braking hard for the chicane, all retardation vanished.
Instantaneocusly Teodoro was just a passenger. It didn't help
that snow was piled up by the track either and after a short but
hectic ride, the car hit a drain cover that had been left open by
warkers clearing the snow. Over the T33 went, finally landing
and catching fire. Teodoro was lifted from the wreck suffering
from a crushed eleventh vertebra and sand was thrown on the
burning vehicle. Unfortunately much of the chassis and car was
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magnesium so each time the fire was put out, it would suddenly
and uncontrollably flare up again, Apparently the springs
retaining the brake pads had fatigued when heated and the
pads just popped out. He speculated that this might have been
chassis number 002,

What was it like to drive this 1967 T337 Teodoro: "It was not
easy, the chassis was a disaster? This comment was repaated by
Nanni Galli who graphically described how the rear of the car was
stiff and held the road well but the front end was far too flexible
and he described the front wheels as pattering independently
across the road,

None of this should be laid entirely at Carlo Chiti's door. As
we have seen, the chassis was conceived by Satta and Busso
and Chitl was given the job of sorting out the engine, chassis
and suspension to create a coherent whole, This perhaps helps
to explain why Chitl didn't protest when the chassis design was
attributed to Satta and Busso at the later March press launch. We
shall see that this was not a job that could be completed in one

The press faunch of the T.33 at Batocco in March
1967, Testing had takeh place before the launch.




A vlew of the
shapely rear

of the car as
Teadaro Leccol
cirives i for fhe
Oress.

The press gets
the first view of
the 2-itre engineg
in place in the

i . T33.

attempt and the car that gave Zeccoli a scary ride that snowy day
at Monza was the start of a long trail that wasn't to finish until ten
years later,

By early 1967 sporadic reports and observations of Alfas
daring new project were being announced by the world's motor
sperting press, with sneak pictures by Franco Varisco appearing
in the UK's Autosport magazine in February. Eventually the press
was invited to Balocco on March 6th and the wraps were finally
off the Alfa Romec Tipo 105.33 sports prototype.

For same time the car was known and referred to purely as
theTipo 33, or Type 33.Some have retrospectively given the 1967
cars the title T33/2, but, throughout that year the only engines
available to Chiti and Autodelta for the car were of 2-litre capacity
50 there was no need to identify the carin this way. The situation
was to change as 1967 gave way to 1968 but for this first year of
the car's evolution we shall use the simple term T33

Autosport magazines March 10th 1967 jssue contained
a report of the press debut of the new car. As always, Teodoro
Zeccoli was in attendance undertaking driving duties, Three
complete cars were available for inspection. Alfa Romeo GB
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5 that "the

announced from its Sloane Street, London premise
Alfa Romeo 33 makes its debut and winssuggesting grandiosely
that*no technological difference exists between Alfa Romeo and

the best manufacturers in the world ... In planning the new car
the company has adopted the most modern techniques both
in design and technology' Perhaps the most telling remark is
the line which says “In due course it will be decided how the
lessons learned from this new venture can be used to improve
the breed’

It must never be forgotten that during this time Alfa was
a state-owned company, Zeccoli: "You have to remember that
Carlo Chiti was a race-engineer in charge of the competition
department of a state-run business, He went to races and
developed cars, then, when he returned he would have to go to
Rome to justify what he had done’

And what had he and Alfa done? Adopted the most modern
techniques? Well, the chassis for the car had been designed three
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years before in 1963/4. The Alfa Romeo Press release insisted
that it was entiraly new and of noteworthy technical interest. As
time went by the drivers would perhaps think of it slightly less
charitably.

Aeronautical techniques were used in the design of the
unusual chassis and they wera built by an aircraft company,
Aeronautica Sicula, highly skilled in the necessary fabrication
processes, The frames were made from three pieces of aluminium
tubing 5ft long and 8in in diameter. As explained in the previous
chapter, they were riveted together in the form of an "H' They
were also coated inside with a synthetic mastic material and
served as 26-gallon fuel tanks. At the front, a magnesium casting
connected the two ends and provided mountings for the
pedals, master cylinders and steering gear. The front suspension
assemblies were also attached to this "bulkhead’ At the rear a
fabricated sheet steel bulkhead was bolted to arms that reached
out from the bottom legs of the "H"and the rear suspension was




Zeccoli tests the T33 for the press, with an
Autodelia Afa Romeo F-12 sarvice van in the
background.

hung fram this. All the magnesium components were cast by
Campagnolo in Vicenza.

The front suspension was described as “very simple’ The
spring and shock absorber worked wvertically on the lower
front suspension member, the top arm being a small, narrow
fabrication. The anti-roll bar was mounted high behind the
front suspension and the rack and pinion steering was a first for
Alfa Romeo. The rear suspension “followed current Grand Prix
practice? It was helped by a wide lower lateral arm itself braced
by a tubular cross-member which absorbed some of the stresses
from the anti-roll bar and the spring and shock absorber, Zeccoli:"
The shock absarbers passed aver the halfshafts and you couldn’t
adjust the rear anti-roll bar, only change it. Problem was, to do
that, you had to take the engine out!?

The engine was a V& of 1995cc with four overhead camshafts.
Consideration had been given to the idea of a 12-cylinderengine
by Satta and Bussa but this had been rejected on the grounds of
the cost of future preduction applications. Not surprisingly, Carlo
Chitl was entirely happy with the concept of a V8 When he was
involved in the mass parting-of-the-ways at Ferrari in late 1961
he was working on a future V8 F1 project. Zeccoll: "When Chiti
left Ferrari, he put the F1 plans in his pocket and walked away
with them?

This car eventually became the ATS Grand Prix car and
when Chiti was asked to design a V& for the 33 sports car, he
was only too happy to oblige by using the experience he had
already gained from the 1500cc V8 ATS. Valve angles, porting,
chamber design and the dimensions of the bottom end were
all derived from the F1 car and the ATS factory even produced
all the aluminium castings used in the first T33 V8s, A 1600cc
version was produced by Alfa before the 1995cc definitive size
was settled on. Two points here are worth considering. These
were not the first V8s that Alfa had produced. Experimental
engines of this configuration had been built back in 1939-40
for a stillborn passenger car, but intriguingly, the authors were
shown castings for a 2-litre V8 praduced during the 1950s, again
for a stillborn passenger/GT car. Still more intriguing is the fact
that Teodoro Zeccoli had come to Alfa after being with Abarth
in Turin for some time. That company had shown its Tipo 239 V8
many times at shows, but the engine had never raced. Now, at
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Alfa Romeo GB issued this press release for the

iqunch of the new car,

the press presentation, it was seen that Chiti's V8 bore and stroke
dimensions were identical to the Turin products.

The 33V utilised an aluminium cylinder block with wet liners
and five main bearings. A flat crank of 180 degrees was lubricated
by a dry sump system. Two valves per cylinder were used and
these were closed in the same way as the ATS engine, by triple
coll valve springs. Only one 10mm plug ignited each cylinder
and fuel was admitted by Lucas Mark |l fuel injection.The engine
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Nanni Galli gives an inadication of what driving the eany
Tino 33 was like with its ‘unique’ handling.

welghed 286lb and, according to Chitl, developed 220-230bhp at
around 2000rpm but it was clear there was scope —and intention
= for much more. Chiti admitted that 4-valve heads were being
tested and there was room in the block for a capacity increase
to 3-litres. A 6-speed transaxle by Colott] was contained within a
magnesium casing and there was no synchromesh, gears being
engaged by dog clutches. There was also no gate for the gear
lever.

50, again, we have to remember that Satta and Busso
designed and created the basics of what would be the T33, but
Chiti, as Marcello Gambi said, "sorted it all out”!

That the Targa Florio was one of their most important goals
was demonstrated by the fact that all the mechanical elements
were set as low as possible, consistent with the ability to clear
the Sicilian roads. The whole engine and transaxle package was
inclined at seven degreas towards the rear of the car.

The disc brakes were made to Alfa’s design, as were the
callipers, which were produced by Campagnolo. In a similar
fashion to Chiti's ATS and the TZ, the rear brakes were inboard
with the differential. Wheels of 8in width were employed at the
front and 2in at the rear, all of 13in diameter. It was noted at the
Le Mans trials in April that a handbrake was also fitted, which
operated on a separate disc brake mounted transversally at the
rear.

Several different styles of bodywork were tried before
reaching the shape settled on as displayed at the press launch
at Balocco, The front half bears a strong similarity to the Alfa-0%
Scarabeo spider prototype. The rear consisted of a large flat deck
with raised areas over the wheelarches but it was dominated by
a huge snorkel air intake, hence the car immediately taking the
nicknamea "Periscopica’ Apparently Chiti said that the idea for this
had come direct from the Chaparral 2D. One other tall variation
was tried during the year and we will deal with that later on.

Nanni Galli described the early days of the T33 story:"| was
already in Autodelta driving a GTA, under Chiti, with Zeccoli as
the main test driver and Glunti and | deing all the development
work and racing. Satta had made this chassis at Alfa Romeo, but
the car was developed within Autodelta. | found the car quite
difficult to drive in the beginning. This chassis was not like
anything | had seen before. It had aluminium and magnesium
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and was very different. | first drove the car in 1966 and in the
beginning of 1967. | then got a new contract far 1967 and that
was for one year. | had bought a car from them, a GTA, in 1966
and worked with them on developing the GTA.”

Now that the existence and details of the car had become
public knowledge, it was time to take part in some avents, The
men in suits in the government offices in Rome must have been
warmly anticipating when the first victory would happen. They
didn't have to wait long. The press announcement was on March
6th and a week later a T33 had won its first event. Bizarrely this
took place at a relatively abscure hill-climb in Belgium at a place
called Fleron.

It has been the source of much speculation as to how this
came about. Most manufacturers would have chosen at least a
national race event, if not an international one. In his book The
Roaring Sinfonia, Chiti is quoted as saying that at a meeting with
Alfa Romeo management some maonths before, they had asked
him to ready the T33 in order to take part at this hill-climb, but
it seems unlikely that they would have ever heard of the event.
Zeccoli:"It was the only event left on the calendar that could be
entered before the Sebring 12 Hours which Chiti had committed
the team to taking part in. There was no plan, time was too short.”
Zeccoli himselfshared the view that using Flercn as a preparation
for Sebring was indeed somewhat odd. Nanni Galll added: "It was
a decision made by Chiti with Satta to do this event at Fleron,
In those days the hill-climbs were important and Ferrari and
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Teadoro Zeccoll enjoys recounting the early days
of the T33, af his office in Imola, ltaly.

Porsche took them seriously so it was a big thing for a team to do
a mountain event. The preparation was very important for these
hill-climbs." Galli had been doing considerable early testing with
Feccoli.

It was, however, well worth Autodelta making the effort. It
toak tweo cars and Zeccoll was the driver, After trying both cars in
practice, he chose the lower geared version and won the event
outright by 0.2 seconds, taking victory from Harry Zweifel’s
4.5-litre Mclaren-Oldsmobile VB single-seater with Charles
Voegele 3rd in a Brabham-Climax 2.7, feccolis time in the T33
was enough to set a new record.

Flushed withsuccess the twocarswere taken on tothe Zolder
circuit for more testing where Andrea de Adamich managed to
unofficially break the GT lap record. Earlier in March, Autodelta
announced that it would be entering three T33s for Le Mans and
clearly the project was moving up a gear as late in the month
Autasport announced that the Belglan Team VDS of Count Van
Der Straaten would take on the running of one car later in the
Sed50m,

Autosport magazine was again swept up in the speculation
surrounding the possible competitive chances of the cars when
it described the entry of three T33s in April's Sebring 12 Hours
race as "the most exciting cars on the entry list " The next week, its
editorial stated that "the cars displayed astonishing speed”- but
it wasn't enough.

Only two Autodelta cars took the start of the race, and
De Adamich and Zeccoli had managed to gualify faster than

Zeccoli is pensive about 8
question on the 1960s.

Finto during the Le Mans fests
at Mulsanna comer.
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Rain provided Autooelta with its first senous wiet testing
at the La Mans test weekand.

the Porsche 9065 and Ferrarl Dinos - thelr most immediate
competition in the 2-litre class. These two cars were chassis 004
and 005.

De Adamich was light on his feet and jumped into his
T33 first, managing to lead the race overall for a couple of laps
before the heavy metal got past. Both of the cars showed the
speed they were clearly capable of, but a mixture of teething
and development problems affected their engines and both cars
retired.

Autodelta must have been seriously stretched In manpower
at this time as the next weekend were the Le Mans 24 Hours
trials and three cars were present. At the same time reports were
received that one T33 with road-registration plates attached had
been seen practicing on the Targa Florio roads in Sicily. At the Le
Mans test weekend one of the cars - race number 37 - displayed
the main variation of the year in bodywark. The rear ‘periscopica’
section was completely replaced by a long, curved tail down to
the rear. With De Adamich driving, this car was the quickest 2-
litre present, but as the Porsche competition was only testing
and a 1500cc Alpine was only 2 seconds a lap slower, this was
not necessarily a good indicator of perfermance.

Commenting on the tests Bruce Mclaren was moved to
remmark that the T33s looked interesting but complex to construct,
to which Chiti apparently replied that they were actually easy to
make. It was a sign of the times that Bruce reckoned that Italy
must be good at that sort of thing and that the English certainly
weren't!

The Targa Florio was to be the T33 goal of the year and there
were reports that the team was hoping to win the event outright.

26

Despite the statement from Chiti and Alfa at the press launch at
Balocco that the car was 2-litres as they didn't want to compete
against the big players just yet, there was a report that Geki
(Giacomo Russo) was to have a 2.2 V8 in his T33 in Sicily,

By the time the cars were assembled at the start on May 14th
the repart had been proven to be somewhat aptimistic — which
was also the attitude of Chiti and the team, despite the fact that
the Autodelta fleet of four T33s, to be crewed by De Adamich/
Jean Rolland, Galliflgnazio Giunti and 'Geki'/Nino Todaro and Jo
Bonnier/Giancarle Baghetti, were up against the full might of
Zuffenhausen, Huschke von Hanstein had brought three of his
latest Porsche 910 models with 1911cc flat sixes.This was the team
that Alfa Romeo saw, quite rightly, as [ts main competition. Ferrari
appeared to have lost interest in any sort of works involvernent
with its V& Dinos, so the World Sportscar Championship 2-litre
Division was entirely an Italy versus Germany affair.

Alfa had beenin Sicily for some time testing, but it was during
official practice that the T33% Achilles heel was to be clearly seen
by the press and public. Particular comment had been made
at the press launch regarding the front suspension. The spring
and shock absorber worked on the bottom suspension member
attached at its top to a fixed chassis-mounted bracket. To save
weight and space, the top suspension member was narrow and
thin and not at all what was really required for the pounding
the rough Sicilian roads dealt out to a racing car. Unsurprisingly,
considerable trouble was experienced in practice with these
parts. Most of the T33s suffered breakages and Chiti eventually
ended up devising a wire-cable "fix” with the wire wrapped
arcund the suspension units. Galli's comment when talking
about this incident was that"l am very happy to be hera!”

Galll also commented that this first race with the T33 was
probably his favourite, his most memorable: “The car was so
difficult, but | had sa much adrenaline, | was young and it was sa



Carlo Chiti (leff) speaks to Andrea de Adamich at
MNirburgring in late May as Nanni Gall looks serious.

exciting for me. | was a driver who Mr Chiti said would drive in his
dreams. | wasn't afraid of the car”

Mot only was this a problem exacerbated by the rough
Targa roads, but it was also brought on by the fundamental lack
of front end rigidity caused by the "H" design of the chassis. As
Nanni Galll and Tecdore Zeccali had said, the rear end of the car
was adequately stiff, but the front end was subject to constant
movement both laterally and wvertically. Thin suspension
components did not really stand a chance in this environment.

This is not to say the cars were not fast. De Adamich ended
up sixth fastest overall ahead of all the 2.2 Porsches in practice
and he and Jean Rolland, according to Motoring News, enjoyed
a drive in "great style” before succumbing to the inevitable
suspension breakage.ln fact they led the 2-litre class for some time
and Motering News commented that it had been a particularly
fine drive " ... both drivers having pressed on knowing that the
strength of their cars suspension was suspect? Eventually the
final survivor of the fourT33s, that of Galli/Giunti,made a late exit
from the race with the same problem. Many reporters suggested
that Chiti and his men should not lose heart and should be happy
with the speed of the cars. Galli reflected on driving the car for
the first time in Sicily - with something of a nostalgic laugh:
“This magnesium chassis in this U-shape or H-shape ... it made
the rear strong but everything else twisted.” Carlo Chiti himsealf
was hoping secretly for better things at the Nurburgring 1000
kilometres due to take place two weeks later ...

Anyone spending 9 pence and picking up their copy of
Motoring News on Thursday June 1 would have been in no
doubt that Chiti was facing the music in front of state officialdom
in Rome,"Poarsche swamp the Ring”shouted the banner headline,
but the T33s had not falled quite so comprehensively as they had
at the Targa. Some reports suggested that their front suspension
had been strengthened but, even so, the De Adamich/Galli car
suffered the familiar breakage after eighteen laps and was lucky
to get ta the pits and take over the Bussinello/Zeccoli car which,
despite being followed all weekend by a cloud of smoke, was
running well and eventually finished a gallant Sth overall. All cars
were running with 6-speed gearboxes and fuel injection.

This must have been encouraging to Chiti and the team,
although Manni Galli told the authors that the cars were "an act of

The De Adamich/GGall T33 at Norburgnng scrutineaning in
Maw

faith when you setout in them,as you never knew what was likely
to happen! All the drivers looked upon Chiti with affection and
respect. The respect was for his honesty, integrity and abilities as
an engineer, The affection was for his slightly wacky and bizarre
lifestyle. Zeccoll: “Sometimes we felt that he would wake up in
the morning and if he had been dreaming, that is what would be
his next great idea!”When asked where the designation 33" had
come from, Zeccoli replied that perhaps it was a number which
had appeared in one of Chitls dreams. Zeccoll and Galli also
recounted some of the tales of Chiti's affection for stray dogs,
and he reported|y would travel great distances if he heard of one,
and bring it back either to his home or to the factory. There were
accounts of these dogs living in the spare bodies of the T33s!
Toine Hezemans was apparently bemused by not being able to
sit down in Chiti's office because all the places were taken by
rescued strays. However, the 33 designation wasn't from a dream,
but had been an internal Alfa Romeo number: 105/33.

The authors asked Nanni Galli how he had got on with Carlo
Chiti: "Chiti was like a volcano. He was a very clever man. The
prablem was that he was an engineer, but as a man he had tedo
and be everything ... the engineer, mechanic, team director, even
be the driver if he could have fit in the car ... everything. Even
though there was a man to do the chassis or the shock absorbers,
he wanted to do everything. He was very clever but the problem
was that you had to give him a big role. He was a big man in
every way. YWhat vou needed to do was find him a room, with a
small window, and you had to keep the key! He was a very human
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persan, and he was always with us in the car, that is how he was.
And if he could fit, he would actually have been in the car. If you
didn't feel safe with the car or with people in the team, it would
be difficult to do what we did. But Chiti made a very good team
because he could feel what was happening and you knew you
were safe with him.In Autodelta the mechanics kKnew what they
were doing and they were able to interpret what was happening
to the engineer. They were very clase in that way. It's like the way
Schumacher helps Ferrari now ... it is because he helps to make a
teamn.| think he respected and listened to Giunti and me because
we drove the car very fast?

Looking at the complete 1967 season in retrospect, it is clear
that most of the steam had gone out of the project even by this
early stage. The World Sportscar Championship at this time in the
late 19605 had few events left to run. The Le Mans 24 hours was
due in June and a new race at Brands Hatch had been scheduled
for July, to be called the Brands Hatch 500 Kilometres.

On the same day it was simultaneously reported in one of
the motaring journals that Autodelta had entered three T33s for
the new race at Brands Hatch and withdrawn its complete entry
from Le Mans. If they couldn't survive in long-distance races,

AMechanics wait for the cars fo
get through scrufingering at
firburgring.

Lm 1l ®

however, to make up for any lack of success
theT33swere taken to a number of important
hill-climbs even though the company stated
that Autodelta was still developing the cars
as sports prototypes, This meant that there
was no reduction in the T33% weight, so top
rasults in these events were unlikely as they
were at least 100kg too heavy.

The first to be tackled was at Rossfeld
in Germany where two cars were said to
be in ‘identical’ condition and set up as at
the Mdrburgring only a week before, Some
sort of chicanery was going on here as De
Adamich stopped during his final practice
run at one of the last hairpins before the top
and pretended not to be able to find a gear. Up against Porsche’s
new 910 Bergspyder on a six and a half minute climb, the T33s
only trailed by between 15 and 30 seconds which was not too
disheartening.

The 2-itra engine in close-up af the
Nirburgring.
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Chiti tatks to De Adamich during one of the practice sessions.
Chiti spent a great deal of time at races with the drivers.

French rally ace Jean Rolland, who had partnered De Adamich
on the Targa, was hoping to have a T33 at Mont Ventoux but the
car did not appear.Instead they were at the rather unlikely venue
of the Monte Pellegrino Hill-climb near Palermeo in Sicily. Nanmni
Galli succeeded in taking fastest time of the day. lean Rolland
later got his chance at the French Chamrousse Hill-climb at the
end of July when he took fastest time overall,

In the meantime a rumour was doing the rounds that John
Surtees was considering using T33 V8 engines in a single-seater
team for the Tasman series. In late July this crystallised into a
380bhp V8 for Surtees to put into a Lola-Alfa Formula One car.
Mare hill-climb activity in Italy took place at Cesana Sestriere
on July 1&6th. Galli: "This was one of my worst moments in a T33.
During practice | clipped a kerb and a tyre punctured causing
the car to roll?

It should not be forgotten that this was on a relatively
narrow public road up the side of a mountain totally devoid of
any of the protection expected on a race circuit. Perhaps an even
bigger surprise for Galll was that on its return to the paddock,
the battered car was cajoled and hammered back into some
sort of shape so that the Prato driver could take part in the next
day's event!

But Chiti was still hankering after major success in
a long-distance race, and the perfect opportunity was virtually
an his doorstep with the late July running of the annual Mugello

MNanni Gall tries out the car before practicing for the
Rossfald Hit-climb in June 1967,

race. Very similar to the Targa Florio, but perhaps even tougher,
this race was held over a circuit of closed public roads to the
north of Florence which included the Futa Pass as used on the
pre-1958 Mille Miglia.

Dick Suter’s report in Autosport pulled no punches though.
Other than the race organisation being appalling, he described
the threeT33sfrom Autodelta as having engine covers which were
"hastily cut-out atternpts at aerodynamics? Although the team
had been training at the circuit for some time it was “in trouble
from the word go with punctures due to different rear wheals

I Gali at speed at Rossfeld Hill-climib.
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A very happy Galli at Cesang Sestriers
Hill-climb wheare he got himself inta lots of
troubia,

and defective steering, due to a suspension
prablem. Judging by the way Chitl and his
people were going about things it locked as
though Porsche and Ferrari would have little
to worry about from the Milan team?

The report continued “the steering
went on Colin Davis'Tipo 33 ... Alfas had had
this problem throughout practice but had
obviously made no effort to solve them for
the race’ Further,"Porsche ... were a marked
difference to the chaos that reigned in the
Autodelta pit’Nanni Galli's front suspension
collapsed coming down off the Futa Pass
and Suter’s last riposte at the Alfas was that
late in the race "Autadelta had now pushed
away the scruffy and ill-prepared Tipo 33s
—the Autodelta set-up has a long way to go
before it starts to worry Porsche ! Galli added:
“The suspension itself was very strong but the effort it made
caused the mounting points to break. This happened at Mugello
and at the Targa Florio. It was very exciting to drive at Mugello
which was like the Targa Florig, but faster. When you came down
from the mountain to the valley you were doing 260 or 270km/h
. It was unbelievable, every corner was different. | don’t think |
could have been thinking about the suspension’

The entry of three cars was withdrawn from the BOAC 500
at Brands Hatch and the bittersweet 1967 season began to run
down, At Mont Dore Hill-climb in August Rolland was ath overall
but Silve Moser's entry in a T332 at Ollon Villars never reached the
start line. The unsatisfactory year continued to wind down and
then along came tragedy. A car had been entered for the Paris
1000 Kilometre race at Montlhéery and Teodoro feccoli was at
the circult in late September for some testing with Jean Rolland.

Zeccoli:"When Relland had the accident, he shouldn't have
been driving. Everyone had packed up for the day and we were
going home when Alfa France asked Jean to drive the car for
advertising/marketing purposes. He had never driven It at
Maontlhéry before and he took off after a hump and didn't know
how to react. When the car landed, it veered off into some trees
and exploded. He was killed instantly”
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At the same time as this tragedy was reported, there were
stories coming out of Italy that a so-called Group 4 version of
the T33 had been seen with a fibreglass body by 5Scaglione, a
S5-speed gearbox and a more torquey motor. This could have
bean the Stradale road version of the car, but with no pictures
to help identification it seems much more likely that this was
an early view of what would turn out to be an entirely different
T33 for the 1968 season and beyond. However, before we go into
any more detail on this car two 1967 cars made one last public
appearance.

On October 15 atVallelunga, the annual Ettore Bettoja Trophy
was held for sports cars. [t was not an important ar high-profile
event, but it is easy to imagine that Chitis bosses would have
been anxious for their rather tarnished dream to possibly have
one last polish, if only to satisfy the men in Rome. Against little
apposition, at the eleventh hour, everything went right and De
Adamichand Giuntiromped home
1st and 2nd respectively. The sighs
of relief must have been audible
in the Eternal City. Zeccoli told the
authors that when the officials
were visiting Chiti, he would ask
the doorman at the factory who
was with him. According to the
answer he got, he could prepare
the answer to the questions which
might then be put te him about
how the latest test had gone!

Da Adamich gets the
Dack end hanging out af
Valedunga.
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Andrea de Adarmich won the Vallelunga
race lafe in the 1967 season,

Less thana month later,one open and {according to Motoring
News) "very scruffy” car appeared on the Alfa Romeo stand at
the Turin Show. Alongside was a "coupe” which had apparently
been doing the rounds of the shows and had certainly besn at
Frankfurt. This was the first"Stradale” Alfa had decided that out of
the T33 should come some sort of production vehicle that would
make the whole racing project somewhat maore digestible to the
'men in suits’ and government auditors. Centred round the V8
maotor, two options seemed to be crystallising. At the 1967 World
Expo in Montreal,a front engine coupé by Bertone was exhibited,
but there were no plans for using the T33 engine at that stage,
The other possibility was the already mentioned "Stradale”T33,
which shared the stand at Turin. Briefly, this was a T33 chassis
extended by 10cm with a fibreglass body by Scaglione. It locked
stunning,but again, there appeared to be no plans for production
of the car.

By the time the snows had returned to Northem Italy, feccoli
was well advanced with testing of the new car for 1968.° tested
every model of car to come out of Autedelta, including all the F1
cars," he said.

Chiti must have realised early on in the 1967 T335 career that
a completely new car was required. His main problem was that
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the Satta/Busso 'H'chassis had to be retained and used again but
otherwise the difference between the 1967 and 1968 cars was
‘complete, they changed everything,” said feccoli — except for
that basic chassis.

Howtosum upthe 1967 season then? The overlong gestation
period of the concept, which had started back in 1964, cannot
have helped. Considering Chiti was essentially given a collection
of parts and told to ‘get on with it, 1967 should perhaps have
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been a year of thorough testing of the mechanical components
under real race conditions. But that should have been preceded

by a year of testing alone, That was not how things were done,
however.

With the 1968 Daytona 24 Hours coming up only five weeks
into the New Year, was the experience of 1967 going to provide

some sort of an advantage?
You bet it was!

1967 T33 technical spec
Chassis | shape ]

&1 magnesium tubes with

Engine
Berd &hd strake
Larmpr If MRS

Cylinder head

Fiuel s
Powear

Tramsmission Alfa Romeo built G-speed gearbcx/hinal drive in

ikt with rear-rmaunted =Lt ligl-]
Lemgth of car 3.56m
Width
Height
Track fromt

% 13 front 6.03% 13 rear

h at Le Mans with long tail

The first 1968 T33/2 coups was
ready at the end of 1967,
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Shaping up

he T33,as a matter of necessity, underwent many changes

in its first year of competition. The major problems of

asradynamics and suspension geometry had to be

addressed both in the short term, which was partly
dealt with by missing some events, and over the long term by
developmental changes. The ‘periscope’ air intake was seen as a
short term arrangement and was there to compensate for poor
airflow over the body, which inhibited the entry of air into the
engine as well as preventing cooling air getting to the brakes.
Carburettors had been tried early in the year but were found
impossible to adjust, presumably due to the airflow problems,
but in any event Autodelta chose to persevere with the Lucas fuel
injection. It wasn't until well into the season that it was realised
that the periscopic air intake was actually helping tolift the front
of the car, and front nose spoilers appeared to compensate for
this, The shape of the early cockpit,in what was loosely referred to
as the Fleron car, caused excessive drag and side-wind instability.
The cantre of pressure of air flowing over the body was quite
far forward, creating instability at the front rather than usable
downforce,

Drawings of the T868 T3372.

A number of changes based on testing at Balocco had
resulted in a new rear body section, which was the focus of much
work in the second half of that first season. This is sometimes
referred to as the Mugello body. This reshaped section did away
with the periscopic intake, and the result was a reduction in drag
and movement of the centre of gravity towards the centre of
the car. Wind tunnel tests indicated that the new shape, though
still an cpen body, had the same characteristics of a fully closed
coupé. These developments created a target for the design team
of retaining a configuration which would be equally efficient
whether open or closed. Aerodynamics became increasingly
important at Autodelta, as it was envisaged that the 2-litre cars
would continue for at least the 1968 season, and without a costly
engine development programme there was an emphasis on
improving other aspects of the ‘package’

In September 1967, a Stradale version was made public,
which will be dealt with separately. However, at the same time,
a very stretched team was working on the car for racing in 1968.
This was seen as the third stage of development, the Fleron’and
the ‘Mugello'being the first two. It is important to note that these
two concepts did not remalin static and one tended
to evolve into the other, just as the next stage also
evolved.

It mmay appear to be jumping the gun somewhat,
but for the purpose of clarity it might help to say that
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The clean fines of the new T332 coupé are obwious in this |
shat at Monza.

Autodelta found itself working flat out on the 1968 car, which
would become known as the Daytona to mark its achievements
in the race there in February. Of course, this name did not emerge
until after that race, but the car that was in development was
being built specifically to do well at that event. The new car was
designed around the original and largely unchanged H-tube
chassis configuration, which retained numercus problems.
However, there was a new coupe body, based on the so-called
Mugello experiments, and this came in both short and long-
tail versions. To add a bit more confusion, the long tail variation
tended to attract the name Le Mans, while Daytona stuck to the
shorter tail car, though this is technically inaccurate as Autodelta
wanted a car for different types of circuits and a degree of
interchangeability. It was not envisaged that only short tail cars
wauld go to ane clrcult and only long tails to another.

While the body shape was the most apparent difference to
the previous cars, there were many other changes. In order to
change the centre of gravity, much of the weight was transferred
towards the centre of the car. Thus the water and oil radiators
moved to each side. The problems of lift and instability in 1967
were approached by lowering the side profile and the front
leading edge,generally reducing the height. Majer changes to the
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Fsecoolil out again testing in the Monza snow early in
1968.
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body were aimed at making access much easier than it had been.
It was thought there would be times when it was preferable to
relocate the oll coolers to the front, particularly at slower circuits,
so removal of the entire front body section was impractical,
Improved air-cooling to the engine, brakes and cockpit was also
part of the body shape brief. Wind tunnel testing in late 1967 and
early 1968 concentrated on better airflow and reduction in lift,
There were some differences in drag coefficient between the long
and short-tail bodies, and it was recognised that track testing and
racing was required to provide more information, but also that
the long tails would require stabilizing fins to locate downforce
and to prevent rolling on very high-speed corners. The front
suspension had also been significantly strengthened. Speeds for
the car equipped with the long tail were expected to reach just
under 300km/h. Shortly before the cars were sent to Daytona,
the figures released still had the engine turning out 270bhp at
9500rpm, and the weight was 580kg. These figures were similar
to the 1967 version, but this was a very different car.

The FlA had instituted the Group 6-based champlanship
regulations from 1968 through 1971, a return to prototype
racing and thinly disguised Grand Prix cars. Group 4 cars up to
5-litres were also allowed into the International Championship



The test team checks the engine
during the Monza tests.

of Makes and the GT Cup was renewed
for Group 3 GTs, which were essentially
modified GT cars. Group 4 would be
renumbered as Group 5 and in 1969
manufacturers would be producing
very special cars indeed ... the Porsche
217 and the Ferrari 512,

In the meantime Autosport
announced in the first Issue of the New
Year that Autodelta would be racing the
new version coupeinGroupé races, and
said the engine was producing 250bhp
at 9000rpm and that a 3-litre car was
expected. Drivers for 1968 were listed
as: Galli, Giunti, Zeccoli, Schutz, Vaccarella, Biscaldi and Baghetti.
One 2-litre car was being sent to Daytona for Zeccoli and Schutz
who had already been testing at the Florida circuit.

In Mew Zealand, Frank Gardner finlshed 2nd in the Alec
Mildren-prepared Brabham BT23D with a T32 engine which had
been bored out to 2464cc. Gardner was thus 2nd in the Tasman
series, having already had a win with the car.Gardner then retired
at Levin after leading, retired at Wigram and was 3rd at Teretonga.
Alec Mildren had close connections with both Alfa Romeo and
with Autodelta. Through Australian journalist Patrick Quinn, we
learned from Frank Gardner that Mildren had told Alan Mann
in the UK that Autodelta wanted to evaluate the new 2.5-litre
engine. Testing In the Australian summer during the European
winter seemed ideal, and as Alec Mildren also had an association
with Jack Brabham, two 2.5-litre engines were delivered to Alan
Mann in 1967. A chassis was built up and Ron Tauranac supplied
the suspensien and other mechanical parts, with Alec Mildren
financing the project. Frank Gardner added that this was a
valatile crew of people working together and they didn't always
get along, though each respected the others’ abilities. When it
was completad, the car was sent out to Australia where it won
the Hordern Trophy race at Warwick Farm. Alan Mann, however,
said he didn't recall installing Alfa engines, and it may well be
that he was involved in the building of the Mildren, and that
the installation of the Alfa engines into the Brabham actually
happened at the end of 1967 in Australia. Alan Mann added that

Frank Gardner was enjoying good resulls
inn the Tasman serfas with Alfa power,

if he did install Alfa engines he would like to know who to send
the invoice to!

In late January, the entry for Alfas at the forthcoming Daytona
24 Hours had been confirmed. Autosport now said there would
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The Casont/BiscalkliZeccall T332 fimished 7th overall at
Daytona 1965,

be four cars, three Autodelta entries of the "Mk 2 versions of the
Tipo 33" for Schutz/Vaccarella, Zeccoli/Casoni and GallifGiunti,
with an American Alfa Romeo Inc. entry for Andretti/Bianchi.
Actually Autodelta entered all the cars, five of them, for Schutz/
Vaccarella, Andretti/Bianchi, Casoni/Biscaldi/fZeccoli, Galli/Giunti
and a T-car for Casoni. It also entered GTA Touring cars for Leo
CellafZeccoli/Biscaldi and Pinto/Dini. The Galli/Giunti car was
destined to be a non-starter as Giunti crashed it testing in late
January when a wheel| came off and the car overturned, trapping
Giunti inside with a broken arm.Then Galll hit the wall in another
car, but this was much less serious.

The new FIA rules meant that the entry for Daylona was
odd, with no large capacity sports cars and no 3-litre cars being
ready. Vaccarella and Schutz were in the quickest T33/2, now
being variously referred to as 33/2 and Series 2, and this pair was
quicker than the Ferrari Dino of Pedro Rodriguez and Charlie
Kolb. While some of the Group 4 sports cars were near the front
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in qualifying and the early laps of the race, the 24 Hours settled
down to a fight between the 2.2-litre Porsche 907s and the
2-litre T33/25 Vaccarella and Schutz were in 8th after two hours,
Gerhard Mitter's Porsche 907 had spun on dropped ocil on the
104th lap, catching out Masten Gregory's Ferrari, and the T33/2
of AndrettifBlanchi seemed headed for the wreckage when
Dieter Spoerry’s Porsche tapped it, straightening it out so that
it missed the carnage - though Spoerry didn't. Andretti/Bianchi
had mowved closer to the Porsches but then required repairs to
the accident-damaged bodywork. By midnight, Vaccarella and
Schutz were 5th, Andretti/Bianchi 7th, and Casoni/Biscaldif
Zeccoli 9th, Andretti and Bianchi made several additional stops
to secure the damaged bodywork. In the final stages all the Alfas
had plug troubles but literally ‘plugged’ on to the finish, with
the three Porsche 907s securing 1st, 2nd and 3rd and the Titus/
Bucknum TransAm class Shelby Mustang coming 4th overall,
Then came the three T33/2s in the order they had been running,
finishing 5th, 6th and 7th overall and being the best Under 2-litre
Prototypes. There was no separate category for Under 2-1itres but
it was a superb performance, and Chitis decision to keep to an
8300rpm rev limit was a sound one.




Aichard Attwood tries the T-car i an eany praciice 58ssion
at the Brands Haich & Hour Race.

Only a few weeks after Daytona, Leo Cella was killed testing
the T33/2 at Balocco. The ex-Lancia Italian rally champion had
finished 20th overall at Daytona in the Autodelta GTA with Zeccoli
and Biscaldi who had also been driving a T33/2. Marcello Gambi
was at Balocco when Cella was killed. The car ploughed 300
meters into some trees but didn't catch fire. Gambi thought that
Cella had suffocated. The car wasn't badly damaged, and poor
Cella was just found sitting dead in the driver’s seat. There was
conjectura that he had been preparing to race the car at Sebring,
but this seems unlikely as the cars do not appear on the entry list
forSebring in 1968, During the same week in February,itemerged
from Australia that Alec Mildren was looking at the possibility of
fitting a 3-litre version of the Alfa engine in a Brabham chassis for
Frank Gardner to race In Farmula 1, following the good showing
in the Tasman series. Gardner had retired at the Warwick Farm
race with a nolsy engine. Gardner was then 3rd at Sandown
Park and repeated this a week later at Longford, Tasmania. In the
March 1 issue of Autosport, it was announced that the T33/2s
had been withdrawn from Sebring and speculated that this was
due to Cellaks accident. Shortly after this, the Le Mans entry was
published, with four Autodelta T33/2s to be present and one
private car from the Belgian VD5 team. However, no one realised
at this point that the race would end up being postponed until
September.

Manni Gallis view was that Cella%s accident was possibly
due to the fact that he was essentially a rally driver and was not
used to the handling characteristics of the T33/2, especially the
stiffness at the rear and the flexing of the chassis under stress.He
described vividly the position he would get into while trying to
control the car as the back started to break away.

Hatch.

Attwood/Vaccareifa/Baghetti shared this car which
failed to finish.

Many people in and arcund motor sport have wvivid

memaories of the weekend of April 6/7,1968. In the UK, thousands
came to watch the BOAC 500 at Brands Hatch, and remember
the news filtering through that Jlim Clark had been killed in
a Formula 2 race at Hockenheim. Some recall the Brands race,
though for many it was overshadowed by Clark's death. If Clark
had accepted Alan Mann's invite to drive at Brands, history would
hawve been different.

At Le Mans, the April test weekend was taking place, and
Autodelta sent one car for Lucien Bianchi and Teodoro Zeccoli,
and the VD3 team brought its new car for Serge Trosch and Rob
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The Piletta/Biscaldl car sits in the Maonza pit
fane during practics,

Slotermaker, and they were 6th and 8th respectively.
Back at Brands Hatch, there were three cars which
had had much testing in the long spell since
Daytona. These were for Richard Attwood/MNino
Vaccarella, Schutz/Bianchi and GallifBaghetti. The
Alfas were fairly low down the grid, but Bianchi was
quickest,even though he was commuting back and
forth between Kent and Le Mans. An hour Into the
race, it had turned into a Ford GT40/Porsche battle
at the front, and Richard Attwood had get his Alfa
into 10th overall. Attwood told the authors recently
that he was very impressed with the car, found It
fairly straightforward to get used to and was very
disappointed when a camshaft broke after five of
the six hours. Attwood was the quickest Alfa driver,
and he rather hoped he would be invited back for
rmore, but somehow it never happened (though he
becarme a reqular in GT40s and Porsches). Bianchi
and Schutz had a misfire at the midway peint, and
Bianchi had an accident at 124 laps which put him
and Schutz out. Galll and Baghett] soldlered on
and finished 14th in spite of a misfire. Attwood and
Vaccarella had shown the T33/2 to be competitive
with most of the other 2-litre prototypes.

A few weeks after Brands Hatch the Monza 1000
Kilometres took place as scheduled, but Autodelta
scratched the three works entries, leaving only
the two VDS cars for Gosselin/Trosch and Piletta/
Biscaldi. These two struggled throughout practice
and were both out before 14 laps with engine
failures. Autodelta had decided to conserve its
energies for the Targa Florio, which turned out to
be a wise decision. Reports at the time indicated that Autodelta
was spending a lot of effort on a 3-litre car, but they proved to be
slightly wide of the mark.

Six T33/2s in the so-called Daytona configuration, with
short tails, appeared in Sicily for the Targa Florio on the first
weekend in May. Four were Autodelta entries; Galli and the now
recovered Giunti, BianchifCasoni and Baghetti/Biscaldi in the
Under 2-litre group, joined by the two VDS 2-litre machines of
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Filette at speed at Maonza.

Pilette/Slotemaker and Gosselin/Trosch, The much heralded
‘3-litre’ was not a 3-litre after all but a 2.5-litre destined for Targa
ace Vaccarella and Udo Schutz, The stroke on this engine had
been increased from 52.2mm to 64.4mm and this produced a
healthy 315bhp. All the cars had the cil radiators returned to the
front, as had been the plan when the new cars were designed,



Chassis 015 after many years sithing in an Angolan
lumber yard,

with an opening for air entry In the front body panel and the
air exiting behind the front wheels. The 2.5-litre engine was built
very much to the same specifications as the two engines sald
to Alec Mildren for his Brabham in the Tasman series, and much
had been learned from that experience. These engines had Spica
injection rather than Lucas. According to Marcello Gambi, only
twio or three cars were built specifically for the 2.5-litre engine as
it shared the 2-litre engine’s external dimensions, but‘quite a few’
engines were made for the team’s use and for Tasman use as well.
The authors were able to examine a 2-litre and 2.5-litre crank at
Gambi's workshop in Milan.

In practice, Elford and Siffert were under the old lap recard,
but a stunning Vaccarella was only two seconds slower.Vaccarella
told the authors, while driving the Disco Volante in a Retro Targa
event, that the 2.5-litre car had "more punch but also more
weight' Giunti got everyone excited when he posted a time just
short of Vaccarella. Autodelta, along with Porsche, had been in
Sicily for weeks ahead of the event practising. The T33/2s were
tending to struggle against the times being set by the Porsches
as they lost grip when pushed very hard on the rougher parts
of the course, whereas the Porsches managed to hold the road
better .. though two or three seconds over a lap of nearly 45
miles is not very much! Nanni Galli made a paint to the authors
when he was asked about whether he always drove the same car
in 1968 (his Targa car is now owned by Marc Devis in Belgium):”|
knew which car | preferred, and for the Targa | preferred this car,
and drove it more than once. There was a difference between the
individual cars.This was a testing car and | said to Chiti’l want this
car’ which he gave to me and Giunti. This was set up for us, and

This is Nino Vaccaralla in chassis 0715, the 2.5-lftre car
which spent many vears 1 Angola.

for the Targa everything was put in the way we liked it. The cars
each had their own character. There was a difference in handling,
though not so much difference in power. If a car wasn't set up
the right way, they were very difficult to drive, You would learn
what the car was going to do and you could feel confident with
it. Giunti and | knew that we could drive this car closer to the
limit than with the others. We felt we had a really good car for
this race. And that is why we were so close to Chiti ... because he
could understand these things.” This approach seemed to work
as Giunti set the fastest time amongst the 2-litre cars by over a
minute.

Pole sitter Vic Elford was in trouble with his Porsche 907,
which had its wheels come loose, and he had to stop twice.
Vaccarella in the 2.5-litre car chased the Scarfiott] Porsche in 2nd
place, and Giunti was similarly close to Lins’ Porsche. After the
fuel and driver stops at the end of the third lap, Galli was going
as quickly as Giunti had been, but Schutz had only just replaced
Vaccarella when he left the road, not endearing himsealf to the
Sicilians. Galli and Casoni were actually 1-2 in the T33/2s at one
stage, but Elford was inexorably catching up after his delays
and came through to win. Galli/Giunti were 2nd and won the
2-litre class with Casoni/Bianchi 3rd, Pilette/Slotemaker 5th and
Baghetti/Biscaldi 6th. Gosselin/Trosch had retired the other VDS
car. It was a superb showing for the T33/2s.

Two weeks after the successful foray to the Targa Florio, six
cars went to contest the Nurburgring 1000 Kilometres — four
Autodelta entries and two VD5 cars. The 2.5-litre car was in the
3-litre class as at the Targa, but this time there were two of them
with Udo Schutz in one with Lucien Bianchi and Vaccarella in
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the other with Maric Casoni. The 2-litre cars were for German

driver Herbert Schultze and Giancarle Baghetti and GallifGlunti.

However, at the very last moment the newer 2.5-litre car was

scratched and Vaccarella moved to a 2-litre with Schultze, and

Baghetti and Casoni didn't drive.The VDS cars were for Gosselin/  from setting fourth fastest time behind a Porsche 907 and 208
Trosch and Pilette/Sloternaker. Udo Schutz was right behind  and a GT40.Vaccarella and Galli were 8th and Sth quickest.
Henri Grandsire’s huge practice crash but that didn't stop him It had been a damp weekend but the race start was dry.
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v Trosch VYOS car finished 13th at the
Nurburgring.

unti under hard braking at the
MUrburgring.

Schutz managed to stay in 2nd spot in the opening stages and
Galli had got into 4th. Schutz was delayed by having to change
batteries twice, due to a faulty alternator. Some of the Autodelta
pit wark was pretty chaotic as first two cars came in together and
then Schutz showed up again for another battery! One of the
VDS cars was stopping with electrical problems as well, Chaos
reigned again in the pits when the Vaccarella/Schultze car came
in with smashed bodywork just as a routine stop was going on.
Giunti and Galli drove brilliantly to finish 5th and win the 2-litre
class, with Vaccarella/Schultze 10th and 3rd in class. Schutz/
Bianchi came 7th, and the VD5 cars were 13th and 29th.

In the week after the race at the Ring, Lucien Bianchi and
John Rhodes were testing a Cooper F1 car at Goodwood and
Silverstone with a 2.5-litre Alfa engine, as had been rumoured
for some weeks. The car was then sent to Autodelta at Settimo

Gal/Giuriti fi

shed St at the NOrburgnng.




Schultze and VYaccarela were T0th at
Mlrburgring.

Milanese where Chiti was to fit a 3-litre engine for Spa for the
Belgian Grand Prix. Up until this point, there had bean no official
word about the existence of a 3-litre unit. Not too surprisingly,
the engine did not materialise for Spa.

Autodelta had entered a car in the 3-litre prototype class at
the Spa 1000 Kilometres for Schutz and Vaccarella, presumably
the 2.5-litre each had now driven, but this didn't appear, and only
two VDS cars were there for Pilette/Slotemaker and Gosselin/
Trosch. These finished 12th and 16th, Aufosport had remarked
thattheT33scame withlong and short-tail bodysections,whereas
Porsche had entire cars in each format rather than changeable
body sections. Herbert Schultze was entered at Mont Ventoux
Hill-climb in June as well, finishing 2nd in a 2-litre car.

The Muremburg 200 was run a month later, and VDS sent
twio cars for Teddy Pilette and Trosch, Filette got the 2.5-litre car
which seemed to have passed to the Belgian team, and finished
a good 5th in the main event; while Trosch was relegated to a
consclation race where he had a reasonable 4th place finish.
Two VDS cars then went to Zandvoort in early July for the Coupe
Benelux, and the top spots were claimed by the T33/2s of Pllette
and Slotemaker, though it is not clear whether one of these was
the 2.5-litre car.

In mid-July, Horst Kwech, long-time Alfa saloon racer in the
UsA, managed to borrow a 2-litre T33/2 for himself and John
Martino for the Watkins Glen & Hours, a race that was not too
inspiring as two JW Gulf GT40s finished twenty laps ahead of
the rest of the field. The Alfa qualified 11th, got up to 10th, and
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lgrazio Giunti concentrates af
the Karussel!.

then retired with the engine having expired after only seventeen
laps,

Also in July, the Alfa engine again failed to appear for the
Cooper team at the British Grand Prix, but Kevin Bartlett took the
ex-Gardner/Alec Mildren-run Brabham-Alfa to a win in the main
single-seater race at Warwick Farm in Australia. Autodelta had
loaned a 2-litre T33/2 to Herbert Schultze for the Solituderennen,
which was at Hockenheim. Schultze failed to finish. A T33/2
had also competed at the Trento Bondone hill-climb in July.
Ex-Autodelta mechanic Marcello Gambi told the authors how it
wolld be common far him to be sent off to Germany on his own
to look after Schultze's car:"It was just the way it worked then, Mr
Chiti would call me in and say ‘you are going to Hockenheim this
weekend!”

Then at the end of July came a splendid victory for Autodelta
.. the first. Though it was a non-championship race, the Gran
Premio del Mugello was a very important win for the team, a
daunting 68km circuit which is spread over 200 square miles of
lush Tuscan countryside. Autodelta entered four cars in the very
competitive 2-litre prototype class, for Vaccarella/Bianchi,Casoni/
Dini, Biscaldi and Galli/Giunti, and there were two VDS cars for
Filette/Zeccoli and Slotemaker/Trasch. They would be up against
the Porsche 910s of Elford/van Lennep and Siffert/Steinemann.

Autodelta had been practicing at the circuit for a month,
and it wasn't too surprising that Galli, Casoni and Bianchi set
the three fastest times, When van Lennep wrecked his car, Elford
didn't have a vehicle and Autodelta immediately attempted to



Lucien Bianchi prepares
ta go out to practice at
Mugelio,

secure his services, which the

organizers refused as he hadn't

driven a car {he would eventually

get into  an  Autodelta seat,

however). Zeccoli was the first

car away, and cars were sent out

at odd 5 and 10 second Intervals

depending on class and capacity.

Bianchi led at the end of the first

long lap ahead of Siffert’s Porsche

910 and Casoni, but Siffert had

already passed eleven cars having

started 13th. Then Siffert was

leading from Galli/Giunti, Casoni/

Dini and BianchiMaccarella, When

Rico Steinemann took over from

Siffert he was delayed by a spinand
Giunti nearly caught him, but then soon stopped with an engine
problem. Porsche lost more time when Steinemann came in after
only one lap believing Siffert would be ready to go. However,
the Swiss was sound asleep and Steinemann shot out again but
Vaccarella was in front. Nino wasn't feeling well so Galli now took
over this car. Biscaldi had crashed his car but Galli held onto the
lead in spite of Siffert’s efforts.In the end, GalliVaccarella/Bianchi
won with Siffert in 2nd. The other Autodelta cars did not finish
but the VD5 car for Slotemaker/Trosch was 5th. [t was a superb
win, though perhaps not sufficient reward for all the testing that
had been done.

In mid-August, the VDS cars were at the Kanonloppet Races
for the Swedish Grand Prix, where Pilette was a strong 4th in the
2.5-litre car with Slotemaker &th in the 2-litre. The following week
the two VDS cars were at the German Wunsdorf airfield circuit
along with a car for Herbert Schultze. Torrential rain came down
after only twelve laps leaving a surprised and pleased Schultze
getting a rare win with Pilette and Slotemaker 3rd and 4th.
Another week later and Pilette had another very good race at the
Austrian Sports Car Grand Prix at Zeltweg, one of the last races to
be run there before the Osterreichring was built_Pilette was in 3rd
before Paul Hawkins got the GT40 past him but finished 4th with
Serge Trosch managing 12th overall and 4th in the 2-litre class.

Both Giunti and Gall foved racing on the bng
Mugetla cirouil.
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Spartaca Oini af Mugelio, a circwit considerad tougher
than the Targa Florio.

It was perhaps surprising that a full works Autodelta entry
appeared for the non-championship race at Imola in mid-
September, only two weeks before the rescheduled Le Mans
24 Hours, Three cars went for Giunti/Galli, Casoni/Dini and
Vaccarella/Zeccoli, the latter having been carrying out regular
testing for Autodelta all season. Galli and Giunti were in a class of
thelr own in practice, two seconds quicker than Caseni/Dini, and
six seconds ahead of the Porsche 910s of NicodemifFacetti and
Vic Elford. Galli egqualled the existing Bandini lap record and set
a new one in the race. Once Vaccarella/Zeccoli got in front, they
just disappeared, and the T33/2: ware 1st, 2nd and 3rd befare
both Porsche 910s retired, but they could not come near the
Alfas anyway. This was Autodeltas best showing, and the T33/2
was now clearly a very competitive car.

On the same day, Pilette was at Hockenheim for the Martini
Gold Cup, and again he took the 2.5-litre car to a strong 4th
behind much bigger machinery, with Herbert Schultze in the
2-litre further down the field after thirty laps.

The Le Mans 24 Hours took place on September 28-29, fully
five monthsafter the test weekend in April sowhat had happened
then had little relevance. The season’s racing and testing had
allowed Autodelta to bring about a number of changes, all
relatively minor and aimed at reliability. For the team, it was an
advantage to have had all this time to prepare for a race where
it was hoped the cars might be the ‘'giant-killers’ to rival Porsche.
There were four cars from Autodelta and two VDS machines. All six
were 2-litres and they were assigned to Glunti/Galli, Facetti/Dini,
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Teddy Pilette was in the 2 .5-litre VOS5 car af
Kariskoga in Swedan,

The nmbile T33/2 of Pilette manages ta stay shead of UIf
Marinder's Loda T70.

Casoni/Blscaldi and Vaccarella/Baghetti, with Zeccoll and Lucian
Bianchias as additional drivers. Bianchi did not, however, spend
much time in the Autodelta pit as he was down to co-drive a JW
Gulf GT40 with Pedro Rodriguez. Pilette/Slotemaker and Trosch/
von Wendt were in the VD5 cars, All the cars ran with long tails
and small vertical fins on each side of the tail.



Rob Sioternaker gets some body roll af Karskoga.

Mino Vaccarella was fastest of the Alfas and fastest 2-litre car,
qualifying in 14th place, then came Giunti/Galli, Facetti/Dini and
CasonifBiscaldi with the VD5 car of Pilette/Slotemaker in 33rd.
One of the authors was at that race, working in the signalling
pits for the GT40 of Salmon/Liddell, and recalls the first splashes
of rain before the start, which was to be 3pm to give an extra
hour of daylight. It wasn't discovered until later that the T33/2 of
Casoni was the first car to move. However, as the cars got to the
end of the Mulsanne Straight and the slow corner, the tail-sliding
Porsche 908s, four of them, were in front, but Nanni Galli had
got up to 5th ahead of the 3-litre Alpine and all the GT40s. The
first few laps were amazing as Galli held onto the Porsches with
everyone else trailing behind. Trosch only lasted seven laps in the
VDS T33/2 before the engine blew, and by this time the GT40s
were catching the Porsches, After four hours the Porsches were
having some problems, but the T33/2s had settled down with
Giunti/Galli 8th and leading the 2-litres. Brian Muir had put cne
of the JW cars into the sand on the outside of Mulsanne Corner
and was entertaining the signal crews with his digging efforts.

At eight hours, Autodelta cars were 5th, 6th, 7th and 8th
overall, sounding wonderful and managing both dry and wet

This is one of the long-tail cars just before the Le
Mans 24 Hours.
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Orne of the VDS cars chases down the Corvette of
Greder/Magloll which had engine falure. There was rain
an and off during the 24 Hours.

conditions. Not much later, the Pilette/Slotemaker car had a
broken half shaft on the straight and retired. In spite of a spin,
Bianchi kept the eventual winning Ford GT40 well in front
from before halfway, and Galli/Glunti were in 3rd at 2am. A
few minutes later, the Vaccarella/Baghetti car stopped on the
straight with a faulty fuel pump, and then Casoni pitted for ten
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Teaddy Pliette takes the

VDS Alfa past Brian Muir at
Mulsanne Corner after Muir put
the GT40 into the sand.

minutes to dry out wet electrics. Two
hours later, in the pouring rain, the
Matra had its wipers stop and went
into the pits, giving Galli/Giunti an
incredible 2nd place. When the rain
stopped at 10am the Matra went
ahead followed by two Porsches, but
the Matra retired. If Galli/Giunti had
not lost time on Sunday morning
having a coil spring and damper
unit replaced, they would prabably
have taken 2nd place overall. At the
end, however, Rodriguez/Bianchi won, with a 907 and 908 next
.. but then came Giuntif/Galli, Facetti/Dini and Casoni/Biscaldi
—dth, 5th and 6th and winning the first three places in the 2-litre
class. The author was then and is now very happy to have seen
that result. On the basis of this performance Roberto Businello,
the Autodelta tearm manager for Le Mans, announced that three
2-litre cars would go to Kyalami in November. He also reported
that the 3-litre car was not ready to race at that time.

Manni Galli said that he remembered how well the 2-litre car
was going during 1968 and was being improved, while the 3-litre
car, with an all-new chassis, was problematic in testing. He said
the engine was just too heavy, weighing some 170kg compared
to the Cosworth 3-litre at 140kg. Galli also said Le Mans was a
good example of how Chiti could make the team work, He paid
great attention to keeping the drivers happy and focused on the
task.

Ex-Autodelta mechanic Marcello Gambi, who took over quite
a lot of Tipo 33 spares after the company closed down in the
1980s and remainsa‘consultant'toTipo 33 owners, had joined the
team at the end of 1967.He was part of the team that had been
invalved in turning the original 1967 car into the 1968 machine,
his first job being a general mechanic. He attended a great deal
of the testing, and if they had to work all night, that’s what they
did. Manfredini was in charge of the test bed, Maggi and Matati
the engine builders, and Vignone and Gobbi headed the gearbox
department. Paulino Flore from Udine worked in the dyno room,
and Nicola Pavone was another of the team who had come from
Udine. Fanini was responsible for assembling engines. Gambi
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recalled that after Chiti had got invalved with Motori Moderni in
the late 1980s, he would come to Gambi's workshop in Milan and
have lunch with him. It was Gambi's son Marco who was trying to

get Chiti to slow down in 1994 when his health was deteriorating.

Gambi said that Chiti always treated the Autodelta workers very
well. He was greatly respected by them.

In October, VDS ran a 2.5-litre car at the Paris 1000 Kilometres
at Montlhery for Pilette/Sloternaker. This was said to be the chassis
which ran at Le Mans with a 2-litre engine, refitted with the larger
unit and the shorter tail section. Pilette was up into 6th place but
had serious engine trouble at only twenty laps and retired.

By the time the Kyalami Nine Hours tock place on November
9, Businella’s enthusiasm had been tempered by the need to
concentrate onthe cars for 1969.Thus no Autodelta cars appeared

at all, and instead VDS had two of its cars with 2.5-litre engines.

In subsequent years, It was said that VD5 found it very difficult to
get spares or help from Autodelta in spite of its frequent good
results. Meanwhile, Alec Mildren in Australia seemed o be on
very close terms with Chiti and had no such difficulties. By the
end of 1968, Mildren'’s ex-Tasman Brabham-Alfa was up for sale,
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Casani and Biscal

ran in close company
with the Senvoz-Gaviny
Pescarolo Matra towards
the end of the race as the
fWatra engine stared fo
fightan.

At Kyalami, von Wendt/Trosch and Pilette/Slotemaker were
13th and 16th in practice. Howewver, it was Teddy Pilette who
sprinted across the track at the Le Mans start and was away first
fraom the large field into a lead of some five seconds. The bigger
cars didn't take long to get past him but an Alfa at the head of
the field was certainly good for Alfa Romeo's reputation in South
Africa. However, the other car was in trouble almost immediately,
suffering from overheating. Pilette sat in 6th place for some time,
gradually moved up to 3rd, then needed stops to try to solve a
fuel blockage problem and dropped to 7th. The other car was
out, and when it rained near the end of the race, the Pilette/
Slotemaker car collided with David Piper's Ferrari, putting both
the Alfa and the Ferrari out of the race.

Autosports Paddy McNally was driving a Porsche 910 in the
race and later commented that Richard Attwood had been about
to lap Herrmann'’s Porsche 907 when he came across Slotemaker
with no lights on in the darkness and rain.

Alfa Romec finished 1968 3rd in the Manufacturers
Championship behind Ford and Porsche and also 3rd in the
Challenge Maondial, which had run concurrently.



The Le Mans cfass winning
F33/2s were the feature of
several end-of-year motor
shows in 19685,

1968/9 T33/2 technical spec

Chassis H shape large diameter magnesium tubes with
fore and aft subframes

Engine 1995cc VB [sodme cars used 2462¢C ywarsion)
Bore and srake Famm x 52.2mm
Compressian ratio 11:1
Cylinder head DOHC per bank
2 valves per cylinder imitially
Gear drivan

Fual system Indirect fuel inpectiom wutilising Lucas bomb
|Spdca on 2.5)

Pawar Approsimately 270bhp at 0600vpm [2,5:3156hp
at a8ninmm)

Transrmlssion alIF G-speed gear inal drive in
unit with rear-meounted engine

Length of car 3.5%m
Width

Height

Wheelbase

Track front

Weight

lop speed i with leng
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Up to 3 litres

he big news as the New Year opened was that John Surtees

would join Autodelta for a limited number of sports car

races during 1969, He considered his F1 contract with

BRM to be his priority and Alfa would also have to fit in
between CanAm races but that still meant that Daytona, Sebring
and Brands Hatch would be clear. The telling bit though was
that he made clear he was only prepared to join the team on
the proviso that testing and development of the new 3-litre V8
produced good results.

Chiti had said back at the press launch in March 1967 that the
V8 had enough meat in it to allow for future capacity increases,
and rumaurs of its existence had been confirmed in October
1968 when Autodelta team manager Roberto Businello officially
announced that the 3-litre engine was not yet ready. By the end
of January Autodelta was confident enough to announce that
development of a 4 valve, 3-litre was going well although taking
an overview in retrospect of the whole T33 era it is sometimes
slightly difficult to take the team's press releases seriously.

For instance, another report from the team in early February
listed all its official drivers for the year: Jlohn Surtees, Nino
Vaccarella, Ignazio Giunti, Lucien Bianchi, Spartaco Dini, Nanni
Galli, Mario Casoni, Enrico Pinto and Carlo Facetti. One hopes
they didn't all cancel all other engagements ...

Cockpit of the new T33/3.

Seccoll during testing of the new T33/3.




Piars Courage was given g test in the T33/3 at Vallielunga,
g before he started io race for Autodelta.

Zeccall gives Or Luraghi a ride in the T33/3 at
Balocco, The full-width roll bar indicates it may have
been fater in the vear
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The team did not go to Daytona. Alfas only representatives
there were Mario Calabattisti and Eduardo Dibos from Lima,inan
Alfa Romeo Peru-entered T33/2. At about Bpm an E-Type Jaguar
blew up, blinding Calabattisti who braked hard,causing a Porsche
911 to fiy aver the top of him before a 207 hit him hard in the
rear. The Alfa then turned over, trapping the hapless Calabatisti
who later returned to the circuit after hospital treatmeant but of
course was unable to drive. The car was 'a total wreck’ according
to reports,

The FIA announced early in February that the 'Daytona’ style
T33/2 coupe was homologated into Group 4 and soon after
Autodelta stated that there would be five 3-litre cars at Le Mans,
one of which would be for Team VDS5.This was not totally wishful
thinking as the cars did exist. This was proven at the end of March
when the Sebring 12 hours was held.

Gali does serous testing at Vallelunga in the T2343,

532

Perhaps the cars may not have been wishful thinking, but
almost everything else that went on surrounding Autcdelta that
weekend was. Three cars were entered for Surtees/De Adamich,
Vaccarella/Bianchi and Galli/Giunti/Casoni. A preliminary test
session was held at the circuit two weeks earlier for the teams,and
Autodelta attended but got little done. The cars reportedly ran
for less than one hour during the whaole weskend and it came to
light that as they were running on Dunlop tyres and Surtees was
contracted to Firestone, something would have to give. Everyone
the authors have spoken to has confirmed that Carlo Chiti was an
extremely genuine man of the utmost integrity, and he could not
let Dunlop down and break their contract. Consequently Surtees
was forced to step down, Mario Casoni taking his place.

There is, however, another side to this story, The T33/3 cars
at Sebring were new, and this was their first public appearance.

Autodelta announced the new car on March 4 and
reported an De Adamich’s testing at Vallelunga.



Jofin Surtees showed up at the pre-Sebring testing
i Florida, was very annayed at what Chiti had done
to his car, and left!

They were of a completely different design to any T33 before,
Chiti had sat down with a clean sheet of paper and banished the
H-pattern chassis. There was now a dural monocoque chassis,
This had rubber foam-filled fuel tanks, boxed into the sides of the
monacogue, The monocogue used the transmission casing as a
stressed member. This contained six speeds but later on in the
season a new S5-speed replaced it. Magnesium was still used for
the bulkheads. The new 3-litre V8 motor had revised dimensions
of 86 x 64.4mm cylinders with four valves per cylinder. Lucas
fuel injection was again employed and power was in excess of
400bhp at 9000rpm. One unusual aspect of the cars was the use
of glue, rather than solder, in the construction of the radiators.
These stood amidships, just behind the cockpit. The rough
surface of the track at Sebring and lack of any serious testing
- on some nights the cars were apparently driven flat out up and
down the start/finish straight, just toget an idea of their potential
performance before the race - led
to these radiators literally falling to
pieces during the event, resulting
in the early retirement of all three ..
but not before Galli's car had lost a
back wheel and then been rammed
b [T in the rear! Galli attributed this
to poor machining of the hubs.

Nanni Galli:"At Sebring In 19691
lost the wheel. The problem was that
the hub assembly on the rear corner
had not been machined properly.
That was the kind of problem
we would have.” There were also
reports that the breakage of the
radiators may have been due to the
drivers touching the corner markers
on the Sebring circult, which would
have been fatal to side mounted
radiators,

Maybe Surtees had seen
something like this coming, but
in recent conversation with him
he reiterated the proviso made at

Gat and Giunt oid many miles of testing at Sebring,
Giunti is on the right,




The Vaccarella/Bianchi car in the Sebring
12 Hours race; they faved ta finish.

The Gossalin/Bourgolgne VDS car in practice for the
Branads Hatch 6 Hours.

The Piette/Sloternaker VDS car practicing at Brands
Hatch, herg af Druids.

the time that he would only drive for the team if the cars were
competitive. Surtees: "| went along and | thought | would drive
the T33. They had asked me to. | went out to Balocco and did a
lot of the testing. At first | didn't like the car but then we got it
handling pretty well. | went to Sebring and took the car out and
it was horrible. | said to Mr Chiti "this is not right, this is not how
| tested it, wa're back to square one’ He assurad me the car was
exactly as it was. | normally keep quite a good relationship with
the mechanics, and they said ‘Mr. Chiti told us to put it back as
he had designed it!So | told Mr. Chiti what he could do with his
car and | never drove the car again. It isn't nice but it made me
think that someane other than Chiti must have been invalved
with the success of the Ferraris back in 1960/61. | think it was
Franco Rocchi who never got the credit for all that he did.” Never
one to mince words, John's experience was
to be echoed later on in 1975 by another
team driver.

Alfa management and the men
in Rome were reportedly now getting
edgy, demanding that some good results
were obtained pronto although the test
development programme had beendelayed
by bad weather. IT car troubles weren't
enough, tragedy struck the next weekend at
the Le Mans Trials. Only one 3-litre car was
taken and this was fitted with larger radiators
following the Sebring problems, as well as
very large injection trumpets. This was for
use by feccoli and experienced sports car
driver Lucien Bianchi, although VDS driver
Teddy Pilette was allowed out to try it as the
Belglan team had been promised customer
3-litre V8s soon. In the meantime it was
having to make use of 2.5-litre versions of
the 2-litre V8 which were fitted with different
crankshafts. The team also brought a 2-litre
Group 4 car to the tests as well. Autosport’s
caption to its T33/3 picture was not right
yet’ which neatly summed up the ongeoing
situation.



Zeccolitried the car on Saturday and irenically Bianchiset the
fastest Alfa time in it, but on Sunday Bianchi was braking at the
end of the Mulsanne Straight when the car inexplicably turned
sharp leftand hit a telegraph pole. It disintegrated on impact and
poor Lucien, the winner at Le Mans in 1968, was Killed instantly.
Marcello Gambi said he believed it was a suspension failure,

Entries for the BOAC 500 at Brands Hatch in mid-April were,
perhaps not surprisingly, devoid of factory 3-litre support, with
anly Team VDS putting in an appearance with two Group 4
Daytona T33/2 coupés. One finished 9th in the hands of Rob
Slotemaker and Teddy Pilette and the other retired with no ail
pressure.

Team VDS was by now the only serious entrant of T33/25 in
top class racing and its two cars were out again less than two
weeks later for the Monza 1000 Kilometres race. The confirmation
of the 2-litre Daytona model into Group 4 was beginning to have

The Gogselin/Bourgoigne VDS car in the § Hour ¢

=




Ferraris and Ford GT40s with the VDS T33/2
in hot pursuit exiting Oruids at Brands Hatch.

an effect amongst the other classes, as [t meant that ex-works
cars were within the reach of a few private owners. Several of
these weare lined up an the grid at Monza, ready to do battle over
the daunting combined banked and parkland track, which was
in use for what was to be the last time for the 1000 Kilometres
race there.

Autodelta had still not let Count Van der Straeten’s team
have a 3-litre engine, so it was making do once again with one
of the enlarged 2.5 units in its Pilette/Slotemaker entry which
therefare had to run in the Up-to-3-litre Group &, alongside the
works Ferrari and Porsche teams. There were echoes of 1968 and
the Cooper team which had waited all season for a promised
3-litre F1 engine.
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Close-up view of Rob Slotemakers VDS car




Pilatte at Brands Hatch on his way fo 9ih ovarall, Engineers Marel and Severi conduched a test session at
Monza with the 3-lre cars prior o the 1000 Kiomelres race.

I Teddy Pilalte was a stalwart member of the VDS Alfa team.

' ™
The FIA regulations for sports car racing had come into

force in 1968 but that was largely a year of transition. Group 4 for
Competition Sports Cars had been developed mainly to provide
numbers and a place for the leftovers from previous seasons.
The minimum number of fifty cars produced for homologation
was reduced to twenty-five in 1969, The intention had been to
provide a class for the relatively low volume cars built such as the
Porsche 910 and the Alfa Romeao T332, while new cars that were
being built would presumably be in accordance with Group 6,
3-litre prototype rules, No ane had expected any manufacturer
to produce 25 cars for homologation in Group 4. However,
Porsche and Ferrari surprised everyone by constructing the 5-
litre 917 and 512, making a Group 4 car that would dominate
the prototypes of Group 6. The regulations for Group & were
relaxed and thus these cars became rather more like Group 7
unlimited machines, except for the 3-litre limit. Windscreen,
ground clearance, and spare wheel regulations disappeared.
Aerodynamic experiments eventually led to greater control
in this area, as had happened in F1. Porsche also built cars for
Group 6 in 1969, the 908/2, which meant it had an arsenal for
every type of circuit on the calendar. Ferrari also came up with
a Group 6 312P. For Alfa Romeo, the T33/3 was built to take
advantage of the Group & rules, with the 3-litre engine needed
to give a chance of outright victory, and the original chassis was
not up to housing a 3-litre.
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In the end, Monza was leff to the privateers. This s the
Zaara/Dalla Torre car, chassis 029,

Also in Group & at Monza but in the Up-to-2-litre class were
Antonlo Zadra/Giuseppe Dalla Torre in their Daytona 2-litre
under the banner of Scuderia Trentina. They had cut the roof off
the car to lighten it, thus making it a ‘prototype’ In the process
they had unofficially re-christened it a 'P33!

The standard 2-litre Daytona entered by VDS and driven
by Claude Bourgoignie/Taf Gosselin was in Group 4, along with
Spartaco Dinif'Nicor’ in their SCAR Autostrada car and Enrico
Pinto/Giovanni Alberti in the latter’s newly acquired example.

The latter finished well, getting 7th place, and three of the
cars were in the top ten, but Alberti's car was to achieve an even
better result in Sicily two weeks later when they were 5th overall
on the Targa Florio. This was Chiti's ‘'must win'event but the bulk
of the World Sportscar Championship calendar consisted of five
endurance races with noe more than fortnight gaps between
them. He had clearly given up hope of turning the new 3-litre
into a Ferrari/Porsche beater, and was waiting for the season to
become less hectic before re-entering the fray. In the meantime
he bided his time with two Group 4 Daytona entries for Casonif
Dini and Giunti/Galll and a Group 6 Daytona, as it had a 2.5 motor,
for Vaccarella/De Adamich. Galli:*| always tried to make sure we
had the same car every time we raced [chassis 017] as it was the
only way to achieve consistent handling. All the other cars were
different between each other and they varied from race to race.”

Dini managed to crash his car badly in practice, so it did

Pinto/Alberti were 5th in the Targa Florio in chassis 022,

not start, and co-driver Casoni transferred to Zadra’s Scuderia
Trentina entry. Pinto/Alberti were running under the Scuderia
Madunina banner.

Once again the Porsche team was reliable and ready. The
T33/2s offered little resistance except for an Elford Porsche/Galli
T33/2 incident, Elford: | had dropped back [in a Porsche 908]
after a plt stop and was being forced to follow the 2nd-placed
T33/2 of Galli.We went like this for about 5 kilometres until | got
fed up and on a long section down the side of a valley came up
alongside him into a corner. We touched and the impact pushed
him off briefly. | continued, but all the way back up the other side
of the valley, the local Sicilian spectators were making very rude
gestures at me as they had seen what happened to their red car
in the distance.”

At around this time it was reported that Alfa France had
acquired two Group 4 Daytona T33/2 cars and Jean-Pierre
Jaussaud took one to a maiden 6th place against Lola-Chevy
opposition in the Bourgogne Trophy on May 1 at Magny Cours,
The authors recently spoke to Jaussaud about his ‘memorable
days'in a T33:% drove an Alfa 337 Where was that? Oh, Magny
Cours ... how did | do? | won? Oh, | am so good, where is the
champagne? That must have been the Alfa France, with M.
Landon, the chief of sport at Alfa France. That was 1969, the year
| did Le Mans with Ford. | am so‘appy that there are people who
know what | did!”



An impressive array of 2-ltre T33/2s turned up for the
Niirbiurgring 100K Kiomedras.

Alfa Deutschland was also prepared to putits nameon T33/2s
and Herbert Schultze took one so adorned to 2nd overall in a
combined 2-litre Group 4 and 6 race at Fassberg near Hanawver, He
was beaten by the inevitable Porsche 910. On the same day the
Spa 1000 Kilometras was held on the ariginal circuit and the VD5
stalwarts turned up with both of their cars sporting 2.5 motors.
The Pilette/Slotemaker car was very quick but neither used the
long tails that had been developed for fast circuits, as bizarrely
they made the cars impossible to drive.

What probably was to become the T33/2 with more wins to
its credit than any other was just getting into its stride in the USA.
Alfa dealer Otto Zipper had purchased a factory car and Scooter
Patrick was the driver. The car won all six races it was entered for
during the season, which was a record that Chiti would dearly
have liked to replicate in Europe, but a sorted 3-litre was still not
ready.

Autodelta was still appearing at odd events to keep the flag
flying, and De Adamich turned up with a factory T33/2 at the
Martini International Trophy at Silverstone on May 17, along with
the VDS cars only one of which ran a 2.5 this time. They must
have been able to change engines in their sleep by now. Pilette
finished 7th and De Adamich 8th in pouring rain.

Next up on the punishing Woarld Sportscar Championship
timetable was the Nirburgring 1000 Kilometres, and Chiti
made a strange decision not to run the 3-litre cars, which had
performed well in testing the previous week. De Adamich was
mystified when only T33/2 Daytonas showed up, although they
were ‘immaculately prepared’ said Awtosport. Motoring News
suggested that, by now, the 3-litre cars were a totally lost cause.

The Autodelta cars were entered by Alfa Romeo Deutschland
and were crewed by De Adamich/MVaccarella, Facetti/Schultze
and Galli/Giunti. The latter pair put up an amazing performance
in practice with an 8min 51.1seclap in their favourite chassis 017,
which was not only the fastest Group 4 car —against Porsche 910s,
Chevron BBs and Abarth 2000s - but also 13th fastest overall.
Sadly it blew its engine in the race when ahead of Porsche'’s early
917. In the end the Facetti/Schultze pairing won the class and
came in 7th overall ahead of the monstrous 917.

In southwest France the week after, a T33/2 took part in
probably the most extraordinary event of the types career.
Autodelta engineer Marcello Gambi: "l towed the car to the
meeting on a trailer with Giunti, We were not certain what to
expect or what the format was.” The event was a special-stage
rally called the Ronde Cevenocle. The roads were Tarmac but
narrow and one lap was over 26 miles, The course had to be
covered ten times.

Gambi; "The roads were rough and coverad in dust and grit.
There was nowhere to service so we dug a hole in the ground
and at the end of each lap Giunti would position the car over the
hole and | would change the oil."The car survived the ordeal and
Giunti brought it home in 1st place setting up a one lap course
record of 27min 31.4sec In the process, an average of nearly
60mph on tortuous roads.

Hillclimbs were on Alfa Deutschlands timetable, with
appearances at Rossfeld - where Scarfiotti lost his life tragically
-and MontVentoux in June with Michel Weber doing the driving
chores. Tony Fischaber was also at both venues but unusually
at the whea| of one of the longer wheelbase T33 Stradales. The
Stradales will be covered in a separate chapter.

June is also the month of Le Mans but the usual two VD5
cars, one with a 2.5 motor, were a poor substitute for factory
3-litre prototypes, and the team felt much the same way. The
Autodelta drivers were also looking for other ways of competing
in the 24 hour grind. Vaccarella and Galli found seats in Matras
while Zeccoli was taken on by NART. Vaccarella was S5th with Jean
Guichet and Zeccoli 8th with Sam Posey. Nanni Galli recounts his
Le Mans experience outside the Autodelta team:"In 1969 | drove
the Matra because | convinced them thatlcould bring something,
my experience, to them. | drove with Robin Widdows and we
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This 15 the Bourgoigne/Gosselin VDS car at the
Ring. 1t inished 171,
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This was fixed for the second heat but Giunti had to start at the
back. Confidence was obviously high as he reportedly said that
he was going after the lap record. In the end a broken gearbox
spelled an early bath, but not before climbing up through the
field to 5th place. The word potential must have cropped up a lot
in Chiti's reports back in Milan and Rome after the weekend.

) ) _ . _ ) The De Adamich/Vaccarela car in unpleasant Ring
e 7ih and it pwes 2 9cod experience” Robin Wddows | weather T s another oxampleof Autotasencig o
pleased he was ta experience the way Matra worked. older cars as the new T33/3 was not yet ready fo race.

Both of the T33/2s had long talls fitted, and that meant the
2-litre car of Bourgeignie/Gosselin had to be moved to Group
& where its team-mates wera already, because the t@am-mates
were using the 2.5 motor, This was all because neither of these
items were homologated into Group 4. Autosport remarked that
VDS seemed to be doing more for Alfa Romeo's image than the
factory was. The 2.5-litre car retired with engine problems and
the 2-litre with accident damage.

It would be fair to say that this was the nadir of the T33 story
so far.The 3-litre T33/3 was a crucial step forward for Alfa Romeo
and it signalled that it was prepared to go after the top teams
for top results, but after the debacle of Sebring came this long
drought. This finally came to an end on June 29 at the Norisring
circuit in Nuremberg, the location for all Hitler's wartime
speeches.

Autodelta actually brought three cars. Two were Group 4
T33/2s for Stenzel and Schultze and entered by Alfa Deutschland,
but the third was, at last, the first European public viewing of the
new, open T33/3. By all accounts it did not seem much different
from Sebring, considering the excessive gestation pericd it been
through, but on the track, the stopwatch told a different story.
Because this was a non-championship race, cars such as the Lola
T70 were able to run larger engines and with Porsche 908s from
Zuffenhausen as well, the competition was of a high standard.

Chiti and Alfa management must have been very pleased

with the outcome of practice when Giunti put the new caron pole
position, and even more pleased when the combo led the first
heat briefly before a problem arose with the valve mechanism.
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I Guy Verrier drove this Alfa France T33/2 at Les Andalys.

VD3 was still happy to haul its twe cars around Eurape and
the weekend of July 6 saw them pitched up at the northwest
Portugal road circuit of Vila Real. Each year this attractive track,
which included two railway level crossings each lap,ran a popular
sports car race attracting a competitive field and, for teams such
as VDS, it provided good start money. Pilette/Slotemaker with
the 2.5 car did well in practice, getting the second row of the
grid with only Lola T70s and a Ford GT40 in front. A good start by
both cars finished in retirement through a crash for Pilette and
head gasket problems for Gosselin in the Group 4 car.

Chitis men debuted a different version of the new T33/3
at Hockenheim on July 11, when Vaccarella turned up to drive
a very attractive coupe version of the car. Giunti was also there
ta drive the apen car from the Norisring. Chiti's cup overflowed
in practice, as the coupé ended up on pole with the Alfa
Deutschland-entered open car alongside, Not anly that, but
Schultze want fastest in the 2-litre class in a T33/2.

The two T33/3s set off in the lead and by lap four were ‘in
command; according to reports. Behind were Porsche 908s, Lola
T70s and David Piper's Group 7-bodied Ferrari P4, On lap eleven
a stone was thrown up and it hit Vaccarella’s coupe windscreen
hard encugh to smash it, which was surprising as the car was
fitted with toughened glass. By the time Nino had manoeuvred
his goggles into position he had dropped back but he recovered
ta finish a really encouraging 3rd. Giunti suffered gearbox
problems again as at Norisring and fell back to 6th, but even so,
Chiti could take heart once again.

Before the next test for the new cars, the annual round-the-
mountains Mugello race was held. Zadra/Dalla Torre and Pinto/
Alberti arrived with their usual chassis 029 and 022 whilst Aldo
Bardelli, who had previously run a TZ2 in Italian national events,
had broughtT33/2 chassis 014 and this car was to be shared with
Carmelo Giugno.

Autodelta turmed up to support these cars with all its trucks,
mechanics and equipment and two T33/2s in SCAR Autostrada
(a local company) colours, which were driven by Galli/Giunti and
Dini/'Nicor' These two cars put up the fastest times in practice
but Abarth’s new 2000 Sparts were close behind. In the race they
proved to be more reliable and also able to stay on the track;
basic but important at such a treacherous circuit. The only V8
Alfa to finish was Dinif"Nicor'in 11th place.

Vaccarelia takes over from De Adamich during the
Csterraichring 1000 Kilometres race.

More success was coming the way of the T33/3 however. For
rmany years Austria had wanted to join the burgeoning Grand
Prix calendar, but had no suitable circuit. International races had
been held on an airfield at the town of Zeltweqg and eventually
the money was found to build a full-size GP standard track in
the hills behind the town. It was completed in the summer of
1269 and a preliminary sports car race was held there on July 27
to test the facilities for the forthcoming 1000 kilometre event,
As the location of Zeltweg was not too far from the northeast
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Galll waits for refueling fo be finished before
he gets in the car at the Osterreichring 1000
Kilometres. Chili stands behind him.

Italian border, the Osterreichring as it was christened became
very popular with Italian spectators and teams and Chiti saw it
as another chance to get some race testing done out of the glare
of publicity.

The new circuit was very fast and included many long,
flowing curves, Autodelta entered Giunti in what appeared to
be his Norisring/Hockenheim open T33/3. A hollow victory was
obtained. Masten Gregory had the advantage over the Alfa
during the race until he ran out of petrol and asked for a push
to help him recover. This was deemed illegal and a protest from
Chiti elevated Giunti te first place - not a way either of them
would have preferred to win.

Between that meeting and the 1000 Kilometres proper,
two privateer T33/2s were hill-climbed. Casoni took the SCAR
Autostrada T33/2 to Chamrousse and finished 5th and a week
later French rally man Guy Verrier took the Alfa France

Mino Vaccareifa brings the T33/3 closad car to the
fine for the Enna race i mid-August.

example to an obscure outing at Les Andelys, not far from \ .ﬂ [ =
i -

Monets garden near Rouen - and won.

Back in Austria over the second weekend in August,
the hills were alive to the sound of serioussportscarsas the
Osterreichring hosted its first World Championship race
in the form of the 1000 Kilometres for Sports Prototypes.

Chiti and his men were up against the real thing
with their T33/3s for the first time since the disastrous
Sebring, and all eyes were focused on them. Three cars
were entered for Giunti/Galli (chassis 003), De Adamich/
Vaccarella (chassis 004) and Casoni/Zeccoli (chassis 002).
The ever-faithful YOS5 team was there as well with its 2.5
for Pilette/Sloternaker and the 2-litre for Bourgoignie/
Gosselin, Presumably because of the close proximity to
Italy, Zadra/Dalla Torre also came with chassis 029,

Autodelta had arrived with the wrong gear ratios,
despite having been to the clrcult only two weeks
previously. Chiti blamed a strike at the factory. Early on in
the race, Casoni lost control, spun and was hit by a Porsche
806. One down, two to go. Those incorrect gears were
probably having an effect because the lap speeds at the
new circuit were very high and the T33/3s were putting
up a good show in the top six against a Porsche 917 and a
Mirage Cosworth 3-litre. It was too much for Giunti as the
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Vaccarala leaves the fine with the unique T33/3 coupé
with the Mclaren-based Serinissima alongside,

oil pressure went, causing his retirement. He was the last of the
three though as De Adamich had already had the brake pedal
go to the floor and went off through several fences, ending up
unhurt in barbed wire, Both VDS cars retired so Zadra/Dalla Torre
were in the only T33 to finish - in 17th place. It was not a good
result and the cars only appeared in races of lesser importance
for the rest of the year.

The gorgeous one-off T33/3 coupe that Vaccarella had driven
with a broken screen at Hockenheim was taken down to the
lakeside circuit of Enna, Sicily for the annual bank holiday sports
car race on August 15. Nino, the hero of Palermo and Sicily, was
to drive it. This ensured a good crowd for the organisers and, with
little competition, Vaccarella did all, and more, that was asked of
him. Two other T33s were present but were no competition, as
they were the well-known pair of ‘Nicor'in a SCAR Autostrada
T33/2, and Alberti with his chassis 022 running in Group 6 with
the roof cut off.

Mino dominated practice and the race and after just over an
hour crossed the line in 15t place, two laps clear of the 2nd place
man! Marcello Gambi told us that Nino could be very difficult to
get into the car before a race; "everybody else would be in their
cars on the grid and Nino would still be looking for his goggles
or helmet."Nicor'took 3rd beating, Alberti into 4th,

Some idea of how the whole motor racing scene has
changed was provided by the sight, on the same weekend after
the Osterraichring, of both VDS cars — and both with 2.5 motors
according to Autosport - at the Swedish circuit of Karlskoga

Maned Galli in the 3373 at the Imala 500,

for a sports car race, accompanied by the intrepid Zadra in 029.
Austria to Sweden in five days, before most motorways existed
and towing a T33/2 on a trailer, deserved some sort of award,

Matoring News reported that the VDS teamn’s morale was by
now at a very low ebb, with still no sign of a 3-litre car coming its
way. Yet in spite of this it finished off the 1969 season with races
at Mantorp Park and Anderstorp in Sweden in September, and
finally finished its year with 1st and 4th in class at Jarama near
Madrid, on October 26.

Alfa Deutschland was still plugging away, its cars taking part
in the Ollon Villars Hill-climb with Michel Weber at the end of
August and also coming a worthy 5th against stiff opposition
in the annual Ndrburgring 500 Kilometres race on September 7.
This was always held for under 2-litre cars.

Chiti was out with the works cars for one final 1969 outing,
the 500 Kilometres race at Imola on September 13. A fleet of
privateers was also taking the chance of an international outing
with Alberti/Pinto in 022, Bardelliin 014, Zadra/Facettiin 029 and
‘Nicor'with his T33/2 sharing with Casoni.

Autodelta brought three open T33/3s for Giunti, De Adamich
and Galli and it was the latter who set the Alfa pace in second
practice until De Adamich went faster. Gulf had brought its
Mirage Cosworth for Jacky |ckx and this was by far the fastest
car of all. There was also the usual horde of Porsches, one of
which, Bonomelli's 910, was tapped intoe an enormous accident
by Galli right at the end of a practice that finished, according to
Autosport, on 'a rather hysterical note!
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Giunti was the only finisher of the trio in a race shortened by
tarrential rain. He finished 2nd, which was tarnished somewhat
by being three laps down on lckx, who won, Galli's car ran out
of brakes and De Adamich was going well in 2nd place when he
pulled into the pits, got out and the car was pushed away with
mutterings of ‘motore’ without the engine cover even being
liftedd, And on that unsatisfactory note, the 1969 T23/3s finished
their career and were never seen again.

One  might-have-been which would have been wvery
interesting was revealed by John Davenportin his Tour de France
report, which appeared in Autosport in early October. He said
that Alfa France had entered its two T33/2s and the organisers
confidently expected them to show, but they were scratched
right at the last moment. It would have been intriguing to see
what they could have achieved after Giunti's success on the
Ronde Cevenole and a later win for one of the cars on the Rallye
AGACI crewed by Gerard Larrouse/Guy Verrier. This pair also
brought the versatile car to a win in the Montlhéry 300 race on
October 25.

None of this was of any interest to Team VD5 which had
finally got tired of waiting for its 3-litre car. At the Paris 1000
Kilometres it announced that it had sent its two T33/2s back to
Milan and that was the end of the affair. Talented Belgian driver
Teddy Pilette recently told the authors that he really enjoyed
racing the Tipo 33 but with Carlo Chiti and Autodelta, there was
always the problem of not knowing what car they would get,
or what the specifications would be. They viewed this as part
of what came with working with an Italian manufacturer. They
did a great deal of testing to try and overcome the difficulties of
the unique chassis of the early T33.In spite of the problems, the
racing in 1968/69 provided many good times for VD5, Pilette and
the other drivers.

On the other hand, over in Brazil, future Brabham Grand Prix
driver Carlos Pace was using a T33/2 to make quite a name for
himself, By winning sports car endurance races at Rio and Bahia
sharing with Fernandez, he ended up as 196% Brazilian Sportscar
Champion. But the car won't be a hidden Alfa in South America
— it was written off in another race at Rio.

The question that has to be asked at this stage is: how did
Chiti convince everyone that it was worth continuing and what
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was Alfa getting out of it? On a positive note, Alfa Romeo did
view Alec Mildren’s efforts in the Tasman series In a favourable
manner. Mildren had his own monocoque built for 1969 and it
had some good results when Autodelta finally supplied new
valve springs for the 2.5 engine, if not supplying a 3-litre engine.
There were rumours that Lola would have an F1 Alfa engine for
1870 but this never happened, though McLaren had one before
the end of 1969 to prepare for 1970,

The rules were being bent by both Ferrari and Porsche
with their ‘'mass-produced’ 512 and 917 models and it was clear
that these cars would provide the future sports car race overall
winners, Alfa Romeo had only finished 7th in the Manufacturers
Championship and a distant 3rd in the Challenge Mondial.

1969-71 T33/3 technical spec

Monocogue panelled in aluminium and magnesium

Chiassis
Engina 2008c-c

Bore and stroke EBmm x &4 4rmm

Compression ratio 11:1

Cylinder head DOHC per bank

& valyas par cylinder
Gear driven

Indirect fuel injectian utilising twe Lucas pumps

Fuel system

Fawer Approximately 400bhp at 9000fpm in 1960 then

430bhp at #600mpm by 1971

Transrission Alfa Romec built S-speed or Sspesd gearbowfinal

drive in unit with rear-rmounted engine
Length of car 3,70m
Width
Height

Wheelbase

1.890m
0.98m
2.29m
Track frant 1.50m
Track rear 1.38m
Tyre sizes

Weight

Top speed
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Another slim season

arlo Chitl had been quoted at one point in 1968 as saying
that Alfa Romeo would never build a 3-litre engine for
the T33. This was at odds with his other quotes saying

there was much more to come from the 2-litre engine.

Perhaps by the beginning of 1970, he wished that he had
remained with the 2-litre car! Nevertheless, he was now engaged
in building an improved version for Grand Prix racing, and in fact
came within 10bhp of the Cosworth customer unit. There must
have been hopes that a 3-litre unit could finally perform well
Inside the sports cars.

The previous year had made it very clear that the 5-litre
Group 4 cars of 1970, particularly the Parsche 917, were going
to dominate the season once the handling problems had been
resolved. Matra particularly was disappainted as its 3-litre car
should have been a winner. Alpine retired from the fight, unable
to go on financing its 3-litre programme. Alfa Romeo would
persevere and concentrate on improving aerodynamics, trying

Early testing of the T33/3 before cars
went aff fo South Ameancs.

out several rear body section shapes and lightening the T33/3 by
using more titanium.

In the first week of January, while a T33/3 coupe was being
displayed on the Hexagon of Highgate stand at the British Sports
Car Show in London, serious racing action was going on in the
Tasman series - where the Alfa engine had disappeared from the
Mildren team — and in South America, At the Buenaos Aires 1000
Kilometres, it was more or less a battle of the 3-litre prototypes.
Autodelta sent two new, lighter T33/3 open cars for Andrea de
Adamich and new driver Piers Courage and veteran Nanni Galli
and another new signing, German Rolf Stommelen. Galli's usual
partner lgnazie Giuntl had despaired In the 1969 season and
gone to Ferrari where he was hoping for an F1 drive, which he
certainly deserved. There was a single Matra and hordes of 908
Porsches, and David Piper's 1969 917 with new bodywork.

De Adamich/Courage were not far behind the 917 in practice
with the other car 6th quickest, and in the race they both tailed

Autodelta was trdng modifed fong tads i
preparation for the Le Mans test weekend.
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Peter Revson taks to Steve McQueen at Sebring. They
were 2nd in the race.

Plars Courage was

a hard-trying Alfa dnvar, Here
he is at Druids comern, Brands
Haich,

the leading 917. The Matra got into the lead
when the Porsche had punctures and quit,
then De Adamich/Courage took the lead when
the oversteering Matra spun.Stommelen spun
the ather Alfa and eventually retired, The lead
Alfa then lapsed onto seven cylinders after a
long spell at the front and dropped to 6th at
the finish. At least it was a promising start for
an improved T33/3°

This optimism seemed justified when

the cars gathered at the same circuit a week
later for the Buenas Aires 200 Miles and De
Adamich/Courage qualified on pole. Galli's
fight with Beltoise allowed Courage to get
away in the first of two heats to win, with
Galli 4th. In the second heat De Adamich won
and Stommelen had difficulties, so the team
finished 1st and Bth on aggregate. The Courage/De Adamich
pairing looked set to work as they got aloeng well, and because
they were of similar size they staked a claim to driving one car
which both could get used to. Both drivers were now in F1, as
Courage was in the Frank Williams-run De Tomaso and De
Adamich had just been announced as the driver of the new
McLaren M7A with the 3-litre Alfa engine.

Autodelta had decided that the new T33/3 was promising
and therefore time should be spent on development, so it missed
the Daytona 24 Hours to prepare for Sebring. The team was so
impressed with the hard time it was given by Masten Gregory
driving the Richard Brostrom Porsche 908 in Buenos Aires that it
invited him to jein, along with Dutch driver Toine Hezemans. This
pair would be joining the ‘regulars’in a four car attack at Le Mans
In June. In early March there was hill-climb action in France and
the Alfa France T33/2 went to the Ceyreste event, where Jlean
Guichet was 3rd overall behind Daniel Rouveyran’s F2 Tecno and
Jean Clement’s Porsche Bergspyder.

Wark was pressing ahead on the 3-litre engine to go into
the McLaren, and there was a danger that this would start to
fall behind. Autodelta, of coursa, was also still running in other
categories and in mid-March Toine Hezemans won the Monza
Four Hours touring car race in a 2-litre GTA.



Autodelta turned up in force at Sebring, and something that
has always been somewhat puzzling to Alfa followers was that
the cars entered seamed to be referred to by names rather than
numbers. There have been occcasional references to this, and
ManniGalli knew the cars had names but not why. It was Teodoro
Zeccoli who explained to the authors that Chiti had an interest
in astronomy, amaong other more esoteric subjects, and had put
his mind to giving the cars names of stars. There was Indeed a
complete list of star names but it would appear that hope didn't
really lie in the stars and the ‘project’ got dropped, or Chiti got
caughtupin other things.In any event, Galli and Stommelen were
to drive Vega,Hezemans and Gregory had Rigel,and Courage/De
Adamich were in Sirius.

Carlo Chiti's interest in astronomy was more than passing
and he had drawn up a list to be assigned te the T33/3 cars. 002
was Sirius, 006 was Vega, 008 was Orion and 014 was Altair. These
were the only cars so identified. However, the full list of stars
of 2.00 or greater magnitude also included Canopus, Centauri,
Arcturus, Capella, Procyon, Achernar, Betelgeux, Agena, Acrux,
Aldebaran, Antares, Spica, Pollux, Formalhaut, Deneb, Crucis,
Regulus, Adhara, Castor, Shaula, and Belletrix. These were the
stars on Chiti's list for use in naming chassis .. yes, there may be a
Tipa 33 named Betelgeux out there! The names appeared on the
cars at several of the next races.

Masten Gregorys first impression of the T33/3 was that it
was noticeably heavier than the 908 but seemed to have more
power on tap. There had been a ot of testing done prior to the
event, so great things were expected. De Adamich had broken
the previous record by five seconds.

Official practice wasn't so positive and Courage/De Adamich
were in 9th spot on the fifth row, behind Alfa deserters Vaccarella
and Giuntiina Ferrar 5125, with the other Alfas a few rows further
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Teodora Zeccol drove this T33/3 with Nanrnd Galli at the
1970 Le Mans test weskend.

back. De Adamich attributed the performance to the bumpy
surface of the track, but presumably suspension changes had
been made since the superb test times had been set. Up front it
was all 917 vs 5125 with a single Matra ahead of the first Alfa. After
a few hours, the chink in the Porsche armour started to show and
one by aone the 917s fell by the wayside. Then the Ferraris grew
thinner. After running smoothly, the Courage/De Adamich car
stopped with a broken distributar which was repaired. This was
followed by the Stommelen/Galli car being delayed with a broken
oil filter and Hezemans and Gregory having fuel feed troubles.
Through all this, the Revson/Steve McQueen 908 Porsche moved
into Znd and only missed beating the AndrettifVaccarella/Giunti
5125 by 23.8 seconds. Gregory and Hezemans soldiered on to a
good 3rd, De Adamich/Courage were 8th and Galli/Stommelen
9th. Gregory's finish was his best ever at Sebring after many
attempts.

The result was taken fairly well by Autodelta. The team
rmarale was high and Piers Courage was seen as responsible for
injecting serious pace into the team.Hezemans described him as
the 'fastest driver | have ever known! Chiti liked Courage a great
deal and De Adamich also said that Piers' presence made |ife
easier with Chiti who didn’t get on with drivers as a group, a view
of De Adamich’s not shared by his colleagues, Hezemans really
liked Chiti but saw him as Galli did, completely chaotic, with his
office filled with cats and dogs sitting on all the chairs!

On the same weekend as Sebring, Jean Guichet again took
the Alfa France 33/2 to a French hill-climb, this time the fairly

67

S I e



The Nicor/Dind car had this intereshing open body in festing
far Manza.

obscure Ampus Hill where he was 4th. Mario Casoni won in a
Group 6 Abarth.

Autodelta must have guessed that the Brands Hatch 1000
Kilometres was going to be a disaster so it entered only one car
for the speedlest pair, Courage and De Adamich. This turned
out to be cne of the greatest sport car races of all time when, in
soaking conditions, Pedro Redriguez was penalized for passing
under a yellow flag, dropped a lap, then proceeded to drive
like the proverbial man possessed and lapped the entire field ..
five times. This prompted John Wyer to say that ‘Pedro actually
couldn't see rain’! Courage and De Adamich had qualified next
to the JW 217 on the grid and were going well in the wet race.
Courage had a massive spin on the 4th lap when his visor misted
and he tried to clean it, pitted, dropped to 5th and then started
back up the field, like Rodriguez. Just before two hours De
Adamich did the same thing in the same place, but didnt get
away with it and trudged back to the pits.

The Le Mans test weekend had been going on at the same
time, which was somewhat bizarre, and saw drivers going back
and forth between the UK and France. Autodelta sent aonly one
car, which was a test car only, to Le Mans, and this was driven
by feccoli and Galli, setting third fastest time behind a 917 and
5125,

The opening round of a new championship, the FIA 2-litre
Group 5 and Group 6 Championship, started at the Paul Ricard
circuit in France, Alfa Deutschland brought a T33/2 for Michel
Weber and the Alfa France car came for Jean Guichet and these
were 14th and 18th in practice. Weber had the wheel nuts shear
and he retired, and Guichet finished well down the arder.
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Chifi commands the Galil'Stommelen car at the Monza
1000 Kilometres, This car has the star name Altair on the
frant wheefarch.

Stommealen on the straight at Monza.

Four Autodelta cars arrived the following weekend for
the Monza 1000 Kilometres after much testing in the previous
weeks, The cars were described as 'new’ and they were assigned
to the regular drivers plus feccoll and Carlo Facetti. Giovanni
Alberti's Scuderia Madunina T33/2 was there for himself and
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Carlo Zuccoli/Enrico Pinto, while the SCAR Autostrada T33/2 had
Guido Nicolai ('Nicor') and Spartaco Dini as drivers. In spite of
oil scavenging problems, Courage/De Adamich were guickest
among the 3-litre prototypes, coming 10th, and Stommelen/
Galli were right behind them. The race settled into the expected
Porsche/Ferrari confrontation. Galli sheaked past De Adamich
and they led the Matras. Alberti had a brush with the Armco and
retired, At half distance, Stommelen was delayed with a broken
throttle cable, then Gregory ran out of fuel and had to coast back
to the pit. This car then ran out of water and the engine blew
on lap 131, Courage had a 170mph spin at Curva Grande but
eventually got back into the race, finishing 13th. Zeccoli stopped

on the circuit, and Galli/Stommelen cruised to 7th overall and
3rd 3-litre prototype behind the two Matras, The SCAR car had
also retired with engine trouble.

The Targa Florio followed hot on the heels of the Monza

race. There were three 3-litre entries for De Adamich/Courage,

Hezemans/Gregory and Galli with recruit Umberto Maglioli
brought in as a Targa specialist and three-time winner. A further
car had been entered but was only used as a test car, mainly by
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Masten Gregory. In the 2-litre Prototype class, Scuderia Madunina
had its T33/2 for Albert] and Pinto, Practice was problematic for
nearly everyone.Ex-Autodelta driver Casoniwas in a 3-litre Abarth
shared with Jonathan Williams, and Casoni hita kerbwithin a few
hundred yards of the exit from the pits! Masten Gregory broke
a front wheel on a barrier at Cerda, which was just up the road
from the start,and Hezemans had a puncture. Piers Courage was
pressed into action driving the service car, taking parts out to the
cars on the circuit. He and De Adamich then did very respectable
times. Vic Elford was asked to try a lap in the 917, and this must
have been an incredible sight though he settled for the 908 at 30
seconds a lap quicker.

Piers Courage had taken his debut at the Targa Florio very
seriously and was there in March and April practising in a variety
of Alfa touring and sports cars including a GTA, which must have
been interesting for the other traffic on the road. Toine Hezemans
reported that they managed to wreck a dozen rental cars, some
GTAs and at 4am one morning they went cut in a T33/3, which
Gregory managed to write off. All of this must have worked as
Courage set the fastest time of all the Tipo 33s.

When race time came. Albertis co-driver Pinto had failed
to show up so he offered the drive to Jlonathan Williams as the
Casoni Abarth was a non-starter. Rain before the start brought

delay and chaos and mud was spread aver the entire circuit.

Gall tries a full-face helmet for the first time at Monza, I

Mevertheless, the big cars were off first and two stars were out
within a few miles as Elford’s Parsche and then Magliclis Alfa
crashed. Galli remembered this as "oh yes, the first lap, about
three corners and boom!" Courage, Hezemans and Willlams were
well up the order and after the first changes, the Hezemans/
Gregory car was in 3rd, but no one could equal the pace of the
Finn Leo Kinnunen sharing a JW 908 with Rodriguez. On the fifth
lap Gregory managed to get the T33/3 upside down and retired.
Road and Track had reported that Masten was following his
mentor Maglioli into all the same walls and trees on the circuit!
Courages great drive ended on lap eight after contact with
another tree, and the incredible Williams/Alberti effort got 7th
overall and won the 2-litre Prototype class. Siffert/Redman won
outright from Kinnunen/Rodriguez.

Courage had been followed by Attwood and had been
distracted by the fact that Attwood had spun and disappeared.
Courage's loss of concentration made him go off as well. He then
wrote a long letter to Autodelta explaining that he thought the
T33/3 was far too twitchy to make a reliable long distance racer.

De Adarmich's car can be seen o have the star name
Procyon over the whealarch, an indication that Chiti was
seriaus ghout Ais star names.
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Courage and De Adamich were very guick in the Targa
Florio but were not running at the fnish,

He argued that the car was uncontrollable once the rear wheels
were sliding anything beyond a small amount, and at the Targa
the damp and mud meant they were sliding all the time. He
also felt the car was 150kg too heawy. Courage suggested that
Autodelta should get Jack Brabham or Bruce MclLaren to advise
on a lightening and handling programme to bring the car closer
to the Porsche 908. Autodelta’s immediate response to Courage
is not known but its action was to get to work on a lighter and
shorter car which Stormmelen tested at the Ndrburgring on both

The talented English driver Jonathan Willams made a
rare Affa appearance at the Targa.

the short and long circuits. He had an off-course excursion and a
broken valve spring but was lapping very close to 908 times.
Galli also reflected on the T33/3's weaknesses at the Targa
Flerio:*The difference between the 2-litre and 3-litre cars was a
big difference in power, and at the Targa on the grass and mud,
it was very hard to drive. You really needed a much softer car
but if it was too soft it would bottom, so it was difficult to set up
the way it was because the car was too heavy, When you have a
heavy car, everything is difficult. You had to make adjustments
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to reach a compromise and this was difficult to achieve because
of the weight at the back ... more than 30kg too much, That was
the main difference. At the front, the 33/3 was loose. | had already
said to Ing. Chiti that it was too light at the front when we tested
at Balocco, even with the aercdynamics. | think the right weight
balance was 60/40 but this car had 70/30, and a really good car
is 50/50 in welght. Adjusting the aerodynamics did not make a
difference.”

The following week saw a Group 5/&/7 race at the Fassberg
airfield circuit in Germany where Michel Weber was entered in
the Alfa Deutschland T33/2. 0On pole position was Teddy Pilette
in the VDS Lola T-70, much happier after leaving the Alfas behind
following the non-appearance of a 3-litre engine. Weber was 5th
in the first heat and running in 6th in the second when he had
a delay and finished out of the overall results, Pilette won the
second heat.

Autodelta had decided to withdraw from Spa on May 17,
having had three cars crash, concentrating on developing the
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Rolf Stommelen exits the Karusseall ar the Ring.

newer light car and preparing a small effort for Mirburgring and
then Le Mans. Michel Weber had the Alfa Deutschland T33/2 at
the Salzburgring for the FIA 2-litre Championship race, but bent
valves in practice stopped him from starting.

The Mdrburgring 1000 Kilometres was the next weeakend.
Bruce MclLaren had been killed testing a CanAm car at
Goodwood the previous Tuesday, and Hans Laine also died
when practising his Porsche 908 at the Ring, dampening the
whole weekend. Autodealta had still not caught up and reduced
the Ring entry to the single new lighter car, which Stommelen
had been testing, and the German was to share the car with Plers
Courage. The car was some 150lb lighter, 20lb being accounted
for by magnesium wheels. The rear suspension geometry had
been altered according to Courage's suggestions, as had the roll
centres.Titanium alloy was now being used in many of the chassis




fittings and the engine, the rods now being largely titanium.
Courage was very quick in both the wet and dry sessions, but at
one point Stommelen was fastest of all in the wet. Courage had
to disappear into a ditch at one stage to miss a spinning Porsche.
Autodelta had switched from Firestone to Goodyear tyres and
started on the dry Goodyears on a damp circuit. Stommelen
ran in 6th place and gave John Surtees' Ferrari a very hard time
for several laps, while the Porsche 908s dominated at the front.
Courage took over but on the eleventh of forty-four laps the rear
shock absorber broke and he had to stop as the car was running
an the sump. The 908s went on to win.

Michel Weber and the Alfa Deutschland T33/2 were at
AnderstorpinSweden an June 7 for the next 2-litre Championship

The ZeccolfFacelti car in the pit lane at Le Mans.

race, his T33/2 having had a new head after the Salzburgring
failure. After qualifying 13th, he retired from the first heat with
gearboy ‘noises’ and never made the second heat. On the same
weekend, Hubert Ascher brought a T33/2, chassis 029, to a Group
5/6/7 race at Dijon in France, where he finished 14th in a race
won by Richard Attwooed in a Lola T-70.

Then came Le Mans, the race so many teams had worked
towards all season. For serious fans, Steve McQueen helped to
preserve the 1970 race on film during the making of his ‘epic’
by having a camera car in the race and cameras at many points
around the circuit. The opening laps of the race are splendid. The
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Facett! crashed
arr the wohl ren
fo the Dunfop
Bricige.

race at the front was clearly going to be between the 917s and
5125 but the Group 6 battle should also entertain, with Matra,
Alfa and the Porsche 908s making It a serious contest. Autodelta
brought four new cars after the losses earlier in the season, and
Autosport kindly identified them by chassis number, a rarity at
the time: Courage/De Adamich (AR75080.010); Stommelen/Galli
(ARY5080.007); Hezemans/Gregory (ART5080.014) and Zeccalif
Facetti (AR75080.009).The modifications made to the new light
car at the Ring had been adapted to these cars, with further
lightening of the radiators. Thus the car in Le Mans trim was
down to 765kg, 40kg lighter than previously. However, the ‘old’
suspension geometry was used for this circuit and the four cars
had long tails with vertical fins. Maurizio Siena was in place as
technical director at Le Mans and he sald the rear fins were giving
an additional 13mph. The engine was now producing 395bhp
but the drivers were to use B600rpm rather than the usual 9600.
Galli said recently that in spite of all the changes, he was still a
‘little worried" about what the car would do at top speed! Gallif
Stommelen were quickest Alfa in qualifying, coming 17th.

The traditional start with drivers sprinting across the road
had been abandoned as drivers were not doing up their belts,
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A ciose-up wew of De Adamich under-braking gt Le Mans.




so the cars lined up along the pits with the engines off when the
flag came down. Galli stopped early having missed the chicane
and then Hezemans was in, his engine ruined by a stone which
had gone down the inlet trumpet and broken a piston. One
down. Zeccoll had the passenger seat sliding around so that was
repaired. At two hours it rained, and De Adamich/Courage led
the 3-litre group. Facetti then was the quickest Alfa in the heavy
rain, but spun going up the hill to the Dunlop Bridge and bent
two wheels on the barrier. He went back to the pits for a jack
and two wheels but when he returned, he discovered that Mike
Hailwood had spun the MW 917 right into the Alfa. Two down.
Galli and Courage were suffering from the weather, requiring
new plugs for the Italian and a repaired alternator for the Briton,
After four hours, Galll was still in 8th. Courage spun at the Esses
and a new rear body section was fitted. Around midnight,
Courage ran out of fuel In
the pit lane and went after
some more on foot, Galli
needed a loose oil pipe fixed
but he and Stommelen were
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and won. De Adamich later said that the car he was sharing with
Piers Courage went onto seven cylinders in the second hour,and
they were going to quit. A plug was changed but it was no better,
and they ran in the top ten for nineteen hours and then thought
they would finish. Only seven cars were officially classified as
finishers. Sadly, only De Adamich of all the Alfa drivers would see
Piers Courage again. De Adamich was driving the McLaren-Alfa
at the Dutch Grand Prix. De Adamich couldn't get it to qualify
but this was overshadowed by Courage'’s death in the DeTomaso
during the race.

Gerard Larrousse was in an Alfa France T33/2 at the 1970
running of the Ronde Cevenole, ten laps of the 42km circuit.
He climbed through the field in treacherous wet conditions
but had a puncture which then caused a rear upright to break,
so he retired, Larrousse did the event twice and also raced a

o 5, ht.

going well. After sixteen
hours they were 5th and
Courage/De Adamich were
9th. Then Galli/Stommelen
got disqualified for allegedly
receiving outside helpearlier
when Galll had stopped
on the circuit to check the
loose il pipe. Three down,
and now the Courage car
was misfiring. At 1030 it
coasted into the pits with
a dead engine. Four down,
Attwood/Herrmann pushed
the steady 917 to the front

The Hobbs/Halwood
Parsche 917 crashed at
the same spot as Faceltl.




The engne of the T33/3 at Imola in September,

T33/2 at Montlhery. He described driving the Tipo 33 to the
authors recently: | remember that car was fantastic because it
was very light and very fast but | remember having to give up
once because we lost the battery in the wet, | also drove it at
Mantlhéry with Guy Verrier at the 300 Kllometres, It was a nice
little car. The Ronde Cevenole was a very little known event. The
car was given to me to drive by Francois Landon, the father of
Patrick Landon, because | was used to driving prototypes on the
road, as | did the Targa Florio. | was happy ta drive the car and |
knew the circuit because | had raced there before in a Porsche
911R. For me it was a type of driving that | knew. This kind of
event doesn't happen now except for some stages like this and
on the Tour Auto. On some parts you can drop off the side 200
meters ... very dangerous, but the Tipo 33 was a very good car
to drive.”
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Gailt and De Adanmich both tried the car in practice at Imola.

There was a Group 7 Interseries race the same weekend at
the Morisring and Alfa Deutschland broughtthe T33/2 for Herbert
Schultze, Schultze did well in practice, just behind Rodriguez in a
Richard Brostrom 908 and ahead of a similar car of one'Mick Lauda’
While 917s were 15t and 2nd, 5chultze hung onto Rodriguez and
scored a fine 4th place behind the Mexican. It was thus very sad
that Schultze was killed two weeks later on the very last lap of
the Mirburgring Six Hours where he was driving an Autodelta



I'he sports cars werg af

Imala in September, and the
Mclaren-Alfa was also running
for De Adarmich at the ltakan
Grand Prix.

GTAmM, a race won by De Adamich/Picchi in another Autodelta
GTAm. De Adamich had recently managed to qualify and finish
in the McLaren-Alfa at the French Grand Prix, two places behind
Giunti's Ferrari. In early July Bardelli had entered his T33/2 in the
Trento Bondone Hillclimb, and Autodelta had decided not to
take cars to Watkins Glen later in the month. Bardelli then turned
up again at the Enna round of the 2-litre Championship in his
T33/2 with a number of spoilers but the car was totally out-
classed in this competitive series.

After a quiet spall, Autodalta
revealedthattheyhad beentesting
at Salzburgring with the wholly
revised car for 1971, featuring
revised bodywork and a shorter
wheelbase. De Adamich, between
his Grand Prix commitments, was
doing the testing with Teodoro
Zeccoli. Nanni Galli said: "We said
to Mr Chiti that the engine needed
to be moved forward towards the
centre of the chassis so this was
done. It still didnt have enough
power but it was better, [t didn't
really get a better weight balance
until 1972."

Autodelta brought two of
the new-style cars to the Imola
500 Kilometres in September, for
De Adamich and Galli. These had
further body changes with front
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skirts similar to the Porsche 908, k- L

and the front subframes had been m ﬁﬁ'—! e ~ T - -
modified and further lightened, = Ol T T - - =
so the car was now lighter than - . i - - ra, %
the experimental one at the & .n,, P o s & - N e S -
Nirburgring. At the last moment ;-.H.. -.a*.- e o '_ e e -

it was decided to practice two ¥

but run only one car in the race. De Adarnich enters Parabolica at Monza in the

Galli was quicker in the slightly lighter car. Redman’s Porsche 917 ftalian Grand Prix,

slid on Galli's dripping il and clipped the Italians Alfa. The two
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De Adamich waits o take over the car at Osterreichring,
while Chili fnight], supervises.

drivers were teamed up in the one car in 4th place on the grid,
while further back was the T33/2 of Bardelli/Nesti.The big Italian
crowd gave a huge reception to the T33/3 as It cruised to 2nd
place. It couldn’t beat the 917s on pace, but outlasted some of
them and all the Ferraris, lapping the Parsche 908s. Things were
looking better. Even Aldo Bardelli and Mauro Nesti got into the
top ten, caming 8th. Galli/De Adamich of course had won the
3-litre class.

The team remained at Imola for further testing, trying 13in
front wheels, and De Adamich and Stommelen were two seconds
guicker than the fastest time in the Imola race. Autodelta staff
were upbeat as Toine Hezemans had clinched the European
Touring Car Championship in a GTAm. There were even reports
that Alfa Romeo would be building its own F1 car for 1971,

At the new Osterreichring circuit, the 1000 Kilometre race
was taking place late in the season on Octaber 11, Four Autodelta
entries came for the usual team plus new recruit Henri Pescarolo.
Hubert Ascherentered hisT33/2 for Klaus Reisch butitdidn’t show
up. All the Alfas now had 13in front wheels, further revisions to
the front suspension and brakes,and new bodywork still to come.
Still, all was not well as the cars had been doing 1min 41.8secin
private testing a week or so before and couldn't break high 43s
in the first session, with better gearing. Stommelen got into the
42s in final practice before being edged into the barrier by a 911
Parsche. Three cars for Galli/Stommelen, De Adamich/Pescarolo

Klaus Reisch in the
Ascher-entered T33/2 al
Neubiberg in late October.
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Testing of the new version T33/3 fakes place in Austna in
late 1970,

and Hezemans/Gregory had the third row while Zeccoli/Facetti
were one rank back.

At the first stops, Gregory/Hezemans had alternator drive
problems and were delayed and Facetti had trouble starting his
car. Galll had the engine blow on his car on lap sixty-one and
Facetti went off the road. De Adamich was 3rd, two laps behind
the leading Porsches, Gregary came in 5o he could hand over to
Hezemans and the car wouldn't start. The mechanics changed
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Dave Charlton and Paddy Dnvar drove
this (3372 at Kyalami 9 Hours.

the battery to no avail, so they push-started it to see if that would
work. It did and Hezemans should have turned it off and used
the starter to begin, but just roared off. Chiti stood there looking
innocent and pretended to be astonished when they were
disqualified. In the final laps, there was only the Siffert/Redman
Porsche 917 left and Pescarclo, who had unlapped himself. Then
the engine went bang, but he and De Adamich were given 2nd
though not running on the last lap.

On October 25, Hubert Ascher entered Klaus Reisch in the
sports car race at the F2 meeting at Neubiberg, Germany with
the T33/2. Reisch put up a good show to come 5th. On the same
weekend two private T33/2s had been entered for the Mantlhery
300 near Faris.

In South Africa at the end of the frst week In Movember,
an out-dated T33/2 which loocked very much like the open
semi-works’ car feccoli drove at Mugello, appeared for Dave
Charltonand PaddyDriverforthe KyalamiNine Hours having been
purchased from Autodelta. Considering it was up against some
heavyweights, 9th on the grid was respectable. Unfortunately it
anly lasted about an hour after a plug electrode dropped into
a cylinder and bent a valve, Ex-Alfa driver Giunti and Jacky lckx
took victory in the Ferrari 5125, beating the Porsches.

After several announcements and counter announcements,
Alfa Romeo said it would not be building its own F1 car for 1971,
having already indicated that it was in existence. Instead, it had
learned so much from the Mclaren-Alfa tie-up in 1970, that it
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Testing of the latest T33/3 camied on right through the
ehd of the vear. This is Zeccoli at Balocco.

would be supplying engines for a March-Alfa in 1971 ... cbviously
didn't learn that much! The plan was for two cars for Galli and
De Adamich. As often happened, it wauldn't quite waork out that
way. There was also talk of Otto Zipper building an Alfa-powered
Formula A car In the USA, In the meantime, three T33/3s were
heading for South America and by the following week the story
was that there were four cars. This is interesting as the Brazilian
1000 Miles of Interlagos had taken place on November 22, and
the T33/2 of Alberti and Facetti showed up and took 3rd place
without any Autodelta cars making it. On the same weekend,
the Cape Town 3 Hours was run at Killarney and this time Paddy
Driver was teamed with Mike Hailwood, and they managed
a creditable 6th. Paddy Driver improved this a week later at
Lourenco Marques 3 Hours by qualifying 5th and then finishing
2nd to Brian Redman’s Chevron B-19-FVC.

In Brazil, there was another sports car race at Interlagos
where an Italian driver Da Matta had finished 2nd in a T33/2,
while at Bulawayo, in the fourth of the Springbok Series, Paddy
Drivers luck ran out when he lent the car to Derek Tunmer for
a few laps. Tunmer selected 3rd gear instead of 5th, revved to
12,000 and bent all the valves so Driver didn't get a race. As the
year was coming to a close, Henri Pescarclo was at Paul Ricard
testing the latest modifications to the T33/3. This car turned out
to have the engine which Alfa planned to use in the Grand Prix
March project, producing 435bhp, which was then increased
to 455bhp.
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Hope turns to reality ... at last

arlo Chiti must have wondered If he was in for ancther

nightrmare season like 1969 when, even before practice

had begun at Buenos Aires for the 1000 Kilometre race,

new recruit to the Autodelta ranks and future World F1
Champion Emerson Fittipaldi reduced one of the Milanese team’s
new cars to scrap in a huge testing accident. The New Year was
only a week old, too.

World Champlonship Sports Car racing teams had little
chance of relaxing over the Christmas and Mew Year period of
1970/1, as the first round of the New Year was In Argentina on
the second weekend. Most were at the Buenos Aires track early
for a chance to test new car/driver combinations and Emerson
was out getting the feel of his new T33/3 when a tyre picked
up a nail and deflated, sending the car into the barrier with no
warning.The Brazilian was unhurt and soon fixed himself up with
another drive in a Porsche, so Chiti was left having to reduce co-
driver Toine Hezermans' role to that of spectator.

Emerson Fittipaldi talked with enthusiasm and a very clear
memory about that particular event:”l only did one race with the

The De Adamich/Pescarolo car finished 4th in spite
of some obwious probisms.
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Alfa ... well, | didn't even do a race, | only did a crash! | remember
Carlo Chiti and the Autodelta team were very enthusiastic to
drive for.l loved the car, it was great to drive, but | had a puncture
and had a crash ... it was the biggest shittest crash of my entire
career! It was at nearly 200 miles an hour, a huge crash, but the
car was very strong and | Just walked away and went to drive a
917 with Carlos Reutemann. | got cut of the car but then came
Ronnie [Peterson] in the Ferrari 512 and drove on the wreckage
and he got a puncture too and he crashed. | remember they
didnt have enough brushes at the circuit to clean up so there
were a lot of punctures. | didn't drive an Alfa again but | did see
Chiti. He was a very flexible and interesting character and | liked
to be around him. He was capable of improvising anything, and
| had a lot of respect for him because he was successful, often in
difficult conditions. Alfa Romeo came into racing in a very strong
style and | was impressed with how Chiti could deal with them.”

So what sort of car had Emerson crashed? The 1971 T33/3
was very similar to the revised car that had appeared the
previous year at the Osterreichring and that had been merely an

Vaccarella’s car s loaded for its flight to
America for the Sebring race.




Henr Pescarolo gets ready for
practice at Sebring.

update of the 1970 version. Winter testing had resulted in the
adoption of 13in front wheels and conseguently a lower front
nose-line, but as Manni Galli said often to us “the problem with
all the V8 cars was primarily weight” In order to help increase
power and decrease weight a revised lubrication system had
been devised and titanium con rods were universally adopted
having been tried in 1970.This new car developed 440bhp and
weighed 640kg. The Matra 660 was 630kg. But the car which
took centre stage in Buenos Aires was Ferrari’s new challenger.
This was effectively a flat-12 Grand Prix car with a two-seater
body utilising the fabulous Forghieri 3-litre F1 engine. With at
least 450bhp at its disposal it tipped the scales at only 600kg.
Mo wonder it was fast and Giunti proved it by leading the race
before tragically hitting Beltoise’s Matra and losing his life. Nanni
Galli found it difficult to speak about this nearly thirty-five years
later, such was the closeness of their relationship and the respect
he had for him as a driver. Autodelta felt the loss very sharply, as
Giunti had been at the heart of Autodelta in the early days.

The Ferrari's was the level of performance that Chiti had to
aim for from his cars. 1971 was due to be the last year that the
5-litre cars would be allowed, sc from 19372 the maximum World
Sportscar Champlonship capacity allowed would be 3-litres and
there would be no more Porsche 917s or Ferrari 512s. Ferrari had
built the little 312P as a test bed for 1972,

Chiti realised that this last year of mixed classes might give
the T33/3s a chance to shine before facing more focused and
serious oppaosition in the future. The race showed signs that he
may be right as both cars wera on the pace if not downright
guick. In practice, the De Adamich/Pescarolo pairing finished
up second quickest 3-litre in 5th place, with Stommelen/Galli
7th. Gluntl’s tragic accident cast a pall over the race Itself but
the all-conquering John Wyer Gulf Porsches admitted to being
relieved to see the end of the race because the two T33/3s were
uncomfortably close and ready to pounce should the blue and
arange cars falter, All reporters spoke favourably of Autodelta’s
performance in finally bringing its cars horme 3rd and 4th in
reverse practice order. Said one:’ ... the Autodelta team becomes
better organised and more reliable all the while Chiti must have
been happy to make his post-race report,

Things got even easier for him in March, but first a brief
diversion, Although it has no place in any detail here, for the sake

Masten Gragory has a pre-practice discussion with
his machanic.

of the story it must be included that the racing car manufacturer
March from Bicester in the UK announced its Grand Prix
contender for 1971, type numberad the 711.Distinctively clothed
in a particularly slippery and aerodynamic body, the standard car
was powered by the ubiquitous Cosworth V8; however, a second
varsion was shown to the press with a T33/3 motor in its tail and
the driver was to be De Adamich, who'd had an unsatisfactory
season racing a Mclaren the previous year also with an Alfa
engine. One report suggested that the work Autodelta had
put into the engine aver the winter had made it the equal of
a Cosworth and maybe the results of the Sebring 12 hours in
March gave justification to that claim. John Boelster suggested in
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Nino Vaccarslla in the Sabring pit lane. ‘

Autospeort that the V8 would be replaced by the Alfa flat-12 by
the summer, but, as we shall see, that timing was to be somewhat
optimistic,

Frenchman Henri Pescaralo came into the Autodelta picture
late in 1970 when it was apparent that he would be a March F1
driver in 1971 Pescarolo told the authors how the Alfa connection
came about:

‘I was pushed out of Matra after a fantastic first year in
Formula 1 in 1970 but Jean Luc Lagardere, the boss of Matra,
considerad that Jean-Pierre Beltoise was not a very good first
driver, He contacted the Ferrari driver Chris Amon who came in
1971 and there was no more car for me sol was very disappointed
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Teodorn Leccol
was at Sebnng to
halp with festing.

with Matra but | had a very
goodexperience anywayin
sportsprototypesandFlse
Alfa Romeo was interested
in  getting experienced
drivers. They contacted me
and | was very pleased. |
was angry with Matra and
| wanted to drive anything
else against thern but | was
very pleased to go with
Autodelta because they
were already a famous team and Carlo Chiti was a very good
engineer. | knew all the drivers very well and the ambilance in
the team was absolutely fabulous, with Hezemans, Manni Galli,
Stommelen, De Adamich and me, That was really fantastic and |
had a good contract because | was a Formula 1 driver. In 1971 1
was driving for Frank Williams which was good, so | had a good
offer from Autodelta and | was pleased, and that was a fantastic
season, We had terrific battles on the track but we were all really
good friends.”

Before Sebring an announcement came from Autodelta
cancelling Its three car entry for the Le Mans 24 Hours. It cited

Rolf Stommelan was achieving high speeds
or the sfraght past the pits at Sebring.




MNanni Gall fook over from Stommelen in practice and
was faster

the poor state of the |talian economy as the reason because
this had led to a severe cutback in activities involving spending.
Meanwhile, Chiti and his men had a race to run and at Sebring
the Argentina story unfolded again, where the new Ferrari 312P
was quickest 3-litre car with the T33/3s about two seconds a
lap behind in practice. They were also trading times with all the
Porsche 9175 so they were encouraged to be runners-up.

Three cars were entered with driver pairings Galli/Stommelen
5th, Vaccarella/Hezemans 10th and De Adamich/Pescarclo
11th. Chiti must have had his iingers crossed when the second
car retired early on with fuel pump trouble, but he would have
been considerably brighter at half-distance as his other twao cars
were lying 1-2. It couldn't last as they were both overtaken by
a recavering Porsche 917 that went an to win but 2nd and 3rd
places were getting better and better.'Galli was making his Alfa
fly ... he was running hard and fast and lean’ wrote Pete Lyons.
One of the authors was at that race, and recalled that when the
famed Rodriguez/Donahue coming together started to reduce
the size of the opposition, the Alfas seemed to have a reasonable
chance of winning that race.Indeed, he had a conversation with
Pescaralo to that effect and Henrl sald they would win outright
“very soon'

Henri Pescarolo commented on the cars at Sebrina:

"The 1971 Alfa Romeo engine was reliable unless it was over-
revved, [t was very easy to over-rev because you used 9000rpm,
but if you went to 9500rpm you were a lot faster.The competition
between Stommelen, Hezemans, Galli and me was so intense,
it was not surprising that a few drivers were going over the
revs allowed to be faster. | was careful and so was De Adamich so
that was why we had quite good results. At that time there was
no rev limiter. Some drivers were serious like De Adamich and
me, and some were not so serious and wanted to go faster and
that is when they broke the engine. | had a very good souvenir’
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Galli rounds the hairpin at Sebring where the T33/3 was

as quick as the FParsche 9717,

‘ A close-up view of Pescarolo in prachice. |

..a memaory from Sebring. I love to race in the States at Daytona
and Sebring, which are great places to begin the season. We were
well prepared for Sebring because we knew it was a race that
we could possibly win. | don’t remember the details of the race
very much,except that | finished 3rd with De Adamich.The Alfas
were very competitive there and the handling was very good,
the engine was reliable and | had a good team-mate, as serious
as me."



It is fascinating how famous names crop up in connection
with Tipo 33s, often right at the beginning of their careers. On
March 20 the late, great Bob Wollek appeared for possibly the
first time in Autosport magazine having won a very wet French
national race at Albi despite a spin. He was driving one of Alfa
Frances T33/2s. He was also to come 3rd in the same car at
Magaro in April.

All the major World Sportscar Championship players were
present at Brands Hatch on April 2. It was the first European
round of the year and the weather was cold and dreary. The
Autodelta team was to go home later considerably warmer and
brighter. Alfas competition was formed by the usual two Gulf
Porsche 917Ks, two more from the Martini team which were as
quick as John Wyer's cars, plus one other for Willi Kauhsen. There
were two Ferraris in the big 5-itre class, one for the experienced
Jose Juncadella with David Hobbs and another for Herbie Muller,
also very experienced, and Rene Herzog. Ferrari itself brought its
secand 3-litre flat-12 312P - the first having been destrayed in
Argentina - for Jacky lckx/Clay Regazzoni. This was expected to
show its best form yet around the twists and turns of the Kentish
Grand Prix circuit.

De Adamich also ried car 34
in practice, here leading on
to the back part of the aifield
GircLAt.

Autodelta was now belng talked about
in the press in a fashion never seen before.
After Its good shawings in South America
and Florida it was suggested ‘this year
they mean business! |t brought two T33/3s
and they both had new gearboxes saving
about 10 kg .. and so the steady process
of improvement goes on, as Autosport
said. The cars were now handling well
and the driver pairings matched well with
De Adamich/Pescarolo in one car and
Stommelen/Hezemans in the other. As
s00n as practice started Stommelen began
to show inspired form which was to |ast all
weekend. He was fastest of all for a while
until the 312F had some sorting carried
out. Even then it was only by Clay howling the flat-12 round, on
and over the limit, that Maranello was able to beat Milan. The
5-litre Porsches trailed until Siffert putin a huge effort to join the
Ferrari and T33/3 on the front row. De Adamich and Pescarolo
ended up 6th.

Race day was cold and wet and only dried up later, never
getting warmer, but the Alfa men probably didn't notice. The first

Another shot of Stormmelen driving his heart out for g
quick time.




Tha start of the 1977 Brands Hatch
1000 Kilormetres, with Stommeten
alongside lckx's Ferrar,

Aolf Stommelen pushes hard at Druids
Comer at Brands Hatch.

four hours saw the two cars settling into
positions in the lower half of the top six. This
was mostly because they decided to run
intermediate tyres in the wet which proved
to be a conservative choice, The track began
to dry later and this coincided with the Gulf
Porsches hitting problems, and the Ferrari
had lost time with an incident early on.
The latter was the fastest car on the track
thereafter but spent [ts time playing catch-
up. At 16.06 Stommelen went into the lead
and’...the Autodelta pit crew into paroxysms
of delight ..’ But they could not relax as the
Farrari was being hurled around, apparently
braking as late as the F3 cars the day before.

With an hour to go the T33/3s were
1st and 2nd. The Ferrari was experiencing
niggling problems but going like the wind.
Then,with thirty minutes to go a huge cloud
of smoke appeared at Druids; Chiti must have
wondered what he had done to deserve it as
it was caused by Hezeman's engine blowing
up, so Pescaralo took aver the lead with the
312Ponlytwolaps behind.Aslip-up now could it never did it and finished 2nd to the Alfa; it had been an
spell the end. Then lckx brought the Ferrari in for a routine stop  historic day. This was the first win for an Alfa Romeo In a World
and it would not start. Chiti had told Pescarolo to drive only fast Championship race since the last GP wins of 1951, After four
enough to preserve the engine and get the car home. Everyone  years the dream had finally come true for Chiti and his men, but
was on their toes, the cold, raw afternoon forgotten as the Ferrari  could they do it again? The answer was an emphatic yes - but
howled back onto the track to try and catch the T33/3. not yet,
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Pascarolo and De Adarmich took a great win for the T33/3
at Brands Hatoh.

Henrl Pescarolo talked about Brands Hatch:

“Brands Hatch was another big race for me and for the
team. Everybody thought it was not possible for us to win with
a 3-litre against the bigger 5-litre cars. That was true on the long
and fast circuits, but on this tighter and shorter circuit, we had a
better chance and we could be competitive. Today it would be
something like the Zytek and my car! | was still surprised that
we could be that good at Brands Hatch. De Adamich and | had
the same approach for the race, which was to drive without
damaging the engine, We were very constant, very serious, never
over-revving. So we had a reliable car and we got a fantastic
result because we won! Hezemans and Stommelen were in front,
and they were good drivers, but they pushed the engine. They
wanted to prove to everybody they were the fastest so they used
a few more revs than they were allowed. We were more reliable,
because we had decided to drive slower than the others. It was
certainly the best race for me in 1971."

First they all had to go to Monza, which is very fast and
therefore suited the 5-litre cars. The Gulf Parsches deminated the
race, but the T33/3s put up another good performance. Some
thought had gone into the latter's high-speed stability and a
slightly longer tail was fitted to all three cars entered with small
fins an the tap. A fourth car had been entered for ZeccolifPicchi
but this was withdrawn. Practice proved very little as it rained all
the time anly becoming sunny on race day.

Nanni Galli had an incident in the wet with the Gipsy-Dino,
damaging the fastest T33/3 much to Stommelens annoyance.
Somehow the Autodelta men were allowed to take the wreck
back to their base — only half an hour away — and ‘rebuild’it. There
is no record as to whether the car which returned to the track
was the chassis (020) which had been crashed and taken away,
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Stommelen and Hezemans were i a new car but it wasn't
running at the finish.

Aftar Brands Hatch, De Adamich was tasting for Monza.




or not. Nor is there any record as to whether a scrutineer made
any effort to check, Maotoring NMews: "Back went the car to the
factory for a complete rebuild, which probably involved taking
the chassis plate and placing it on one of the spare cars waiting
there!"The next day Stommelen pointed at the car and said 'this’
car doesn't handle so well as the one crashed the day before,

Galll's arm was too painful to use so drivers had to be
doubled up for the race with De Adamich/Pescarclo finishing
Ird, Stommelen/Hezemans 4th and Stommelen/Hezemans/
Vaccarella 5th. So now the cars had proven reliability as well as
spead,

Despite the amount of activity at World Championship level,
Autadelta also found time to slip in an entry for a works T33/3
for Zecceli at the Interserie sports car round at Imola on May 2.
Supposedly this was the Stommelen’car from Monza, but which
one was that? It could have been the car crashed in practice, or
either of two cars the German handled in the race! Pity the poor
historian ...

Cars were also filtering out to private owners and this event
witnessed the first run of ‘Riccardone’ in his T33/3. Zeccoli’s
competition consisted of CanAm Porsches and a March with an
8.1-litre Chevralet V& as well as the works development Ferrari
512Min the hands of Arturo Merzario. Teodoro was born close by
and put his local circuit knowledge to good use, finally finishing
4th overall by the end of the two heats. 'Riccardone’ (R Benelli)
ran out 14thin his new purchase.

On the same day, May 2, the central French circuit of Magny
Cours ran a race meeting to celebrate the lengthening of the
track. Klaus Reisch ran his T33/2 and finished 3rd overall in
wet conditions. He must have been on tour because the next

Stommelen {pictured) and Hezemans finished
4th at the Monza 1000 Kilometras.

This is Autodelta's fueling rig at Monza with the
team's familiar F-17 servica vehicle.




FPascarol noks on as Dea Adamich iz refusiiod ana
given 8 protective covering.

weekend at Montlhéry he won the national sports car race held
at a Formula 3 meeting in the same car.

It was World Championship time again on May 2, this time
at the dauntingly fast old Spa. Chiti was more
interested in winning the upcoming Targa
Florio so enterad only one car for De Adamich/
Pescarolo Although lacking outright speed, they
managed another 3rd place and another win in
the Group 6 Prototype class. The team had now
waon the latter award at every 1971 event it had
entered. How much longer could this last?

For Chiti and Autcdelta/Alfa Romeo the
Targa Florio was the jewel in the crown and all
available resources were activated to win the
island road-race, A major contribution to this
effort was expected from Nino Vaccarella. Back
on Alfa%s side after trying his hand with Ferraris,
the local law-teaching hero from Palermo
ensured that at least the team would receive
plenty of column inches in the local papers. The
T33/3's 1971 record was also a major factor in
Mina joining the team. At Sebring, watching the
Ferrari 312P he had said:'If | had the 312P for the
Targa | could give everyane a ane minute start.”

Stommelen undergoes the same toriure as LA
the othar dnvers.




De Adamich has an aff-track mameant art Monza.

The Maranello men weren't coming though. Their 31 2P had been
through the wars,being involved in incidentsin almost every race
it had entered, and Forghieri had said it wasn't worth wasting it
as after the Targa any car is 70% scrap, even if it finishes.

Held over the weekend of May 16, the Sicilian classic involved
covering the 44 miles of the Little Madonle circuit eleven times,
Porsche had been made to realise in 1970 that its 5-litre 9175
would be near-impossible to drive on the twisting mountain
reads, and had been persuaded by John Wyer to build special
ultra-lightweight 3-litre Group & cars, designating them 908/3.
Far 1971 it brought the same specification cars that were 80bhp
down on the T33/3s, but 60kg lighter so there was little in it
between the two types.

Autodelta arrived on a high with five cars and an 'unlimited’
supply of engines. Three cars were to run in the race, driven
by Vaccarella/Hezemans, De Adamich with Gijs van Lennep
- an experlenced Targa driver temporarily without a Parsche
drive — and Stommelen with Finn Leo Kinnunen, who was also
a temporarily unemployed Porsche driver and the current lap
record holder. The fourth car was a hack, only intended as a
general practice machine, It was used during the days before
the roads were closed even when there was plenty of everyday
traffic around.

Chiti also brought a brand new car. He had said publicly that
he was impressed by the Porsche 908/3 and this was his take on
the concept. Some pundits suggested it was merely a copy, and
it certainly looked like one, Motoring News said it was 'a dead
ringer for a Porsche, but painted red’ It had a short wheelbase

Pescaroio and De Adamich were 3rd at Spa in the single
Autodelta entry:

with the driver situated weall forward and a simple blunt nose. It
was a spaceframe and it carried the 3-litre VB in a space where it
was suggested by the team that a flat-12 might well sit one day.
Technically the most interesting aspect was that the gearbox
was situated between the engine and differential. There was a
possible developmentlink here leading to the same arrangement
on the 1972 March 721X F1 car as the Bicester team was utilising
Alfa engines and there may well have been cross-fertilisation of
ideas,

The new arrival had been given the title T33/TT/3. The TT
stood for Telaio Tubolare (tubular chassis) or one reporter said
it was Telaio Trellicio, ‘trellis chassis: The former appellation has
stood the test of time. It is perhaps indicative of the way the Tipo
33 project, in general, had gone so far in that the fifth version
should consist of what was effectively a retrograde step in its
adoption of a spaceframe chassis after the success through 1971
of the T33/3s with a monocoque.

There was never any intention of racing it, as Chiti had only
brought It so that some idea of its performance could be gained
on the road. It was entered for Carlo Facetti/Teodoro Zeccoli but
they never drove it, although Vaccarella and Stommelen actually
did. Its wheelbase, at only 219cm, was 13cm less than the T33/3s
and at 560kg the car was 50kg lighter.5Stommelen did a 37 minute
lap when the other cars were doing 34/35 minutes. He reported
it was too stiff and eventually it broke something at the rear.

A privately entered T33/3 also turned up under the Scuderia
Brescia Corse banner for Todaro/ 'Codones’ (Ferdinando Latteri)
and they had plenty of werk to do after hitting a wall in practice.
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In the end Porsche tripped over itself with none of its cars
finishing practice unscathed, and the times were dominated
by the T33/3s with Vaccarella/Hezemans fastest ahead of De
Adamich/van Lennep and Stommelen/Kinnunen. These were the
only cars to break the 35 minute mark, but the team’s confidence
took an immediate hit when Stommelens gearbox broke in
Cerda only 12km from the start.

Porsche listened to the commentary of what was going on in
the mountains with disbelief as both the Gulf cars were crashed
on the first lap.The crowd at the start line greeted this news with
loud cheering. This was something that the Brescia Corse team
was not going to receive as a puncture caused [ts car to leave the
road and hit a spectator’s Fiat 500 hard at the end of the main
straight. There were no injuries although reports sounded very
surprised about this. Hezemans made a routine stop in the pits
and was horrified to see his front tyres down to the canvas, He
remarked he had just been doing 200mph down the straight
about a minute before!

On lap eight it was all over when the remaining Porsche
908/3 hit a kerb hard and retired. This elicited even louder
cheers from the spectators as the T33/3s stroked home in 15t
and 2nd places with their beloved Mino in the lead car. Chiti

The brand new T33/TT/3 trafered by
an Alfa Giulia estate fo the Targa Flari
for its first appesrance.

must have been in tears; this was the first
Alfa win at the Targa since 1951 and its
sacond Waorld Championship victary in four
races. Motoring News: 'Autodelta feel more
confident than ever before now that they
can show the Porsches the way home!

Its bubble burst two weeks later at the
Mirburgring 1000 Kilometres. Autodelta
had entered three cars but turned up with
four as the T33/TT/3 was in the programme
for FacettifZeccoli but it was only practised.
The three other team cars were reliable but
ultimately not quick.That accolade went to
Ferrari, which was back with its 312P. The
Poarsches seemed to relish being at home
and ended up with a 1-2-3 win with the T33/3s following behind
in 4th and Sth.The fastest Alfa had been that of Stommelen/Galli
but Manni suffered an oil line coming adrift and loss of all the
lubricant.

Mobody would have expected two Autodelta T33/3s to put
up much of a fight against CanAm 5-litre Porsches and 8-litre

h-_‘-,_

I This is the winning Targa car of Vaccarelis and Hezemans.
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I Vaccarela passes through the pit area.

Chevy-powerad cars, but Stommelen and Hezemans, the farmer
in the previous weekend's De Adamich/Pescarolo car and the
latter in the team spare, put on a good display at the Belgian
Zolder circuit the next weekend in an Interserie round. The Alfas
may have looked like underdogs but their nimble handling made
them reasonable praspects. At the start of the second heat, the




Chiti and De Adarmich confer at
the NOrburgring in fate May:

8-litre McLaren of Peter Gethin out-accelerated Stommelen off
the grid and then braked so early for the first left-hander that the
T33/3 hit its back-end hard and bounced back for a second time.
Sadly this did the Alfa more damage than the McLaren, putting
the German down to 6th at the finish, With a clear run Hezemans
wound up 3rd and another T33/3, an early 1971 car with heavier
gearbox which had been sold to Klaus Reisch and entered by
Alfa Ascher, the Austrian Alfa importers, was driven by its new
owner inta 7th place.

Never let it be said that Autodelta did not take these lesser
events seriously. During the first practice session, Stommelen
pitted with water coming cut of one exhaust. Team manager
Bussinello ordered an engine change and six mechanics
accomplished this in two hours getting the car out for the tail
end of the second session.

Three weeks later the team was back on the World
Championship trail at the If’:lls’cnzrrlzl'-czl'nrirlvg - no time for

Zeccoll and Facetti were anly out for practice in the
133/TT/3 at Nirburgring.,
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Stommealen and Galli failed to finish in the new T33/TT/3 at
the Ring,




Hezemans and VYaccarela managed Sth at
the German race.

relaxation — and it brought with it three
T33/3s. Stommelen experimented with some
aerodynamic maodifications involving two
adjustable aerofolls and all three cars were
running larger brake callipers to spread pad
wear but were atherwise unchanged. Reisch was
present with Carlo Facetti to run the Alfa Ascher

T33/3 seen at Zolder. It retired early in the race
with a dropped valve. Also back again was the

£ T

|J‘ 5
i - 5"
-f::'. .:‘5..'-.:_‘

T33/TT/3, this time having had some suspension
modifications. Once again it practised only with
Pescarolo/Galli but as the latter shunted it during
the last session it could not make its hoped-for
race debut.The mooted flat-12 was still nowhere
ta be seen and would not now appear until
Buenos Aires 1972 according to Chiti. After trying
the car on new low-profile tyres both drivers had
recommended that it should race. Nanni was not
Chitis favourite during practice as not only did
he damage the new car when he spun it but he
also managed to take off team-mate Vaccarella
on the track due to a misunderstanding.

On such a fast circuit - lap speed 133mph

N

.'|-

- it was to be expected that the 5-litre cars would be quick.

Rodriguez put in one of his extraordinary drives to take 1st for
Gulf Porsche while the two remalining T33/3s finished 3rd and
4th, Pescarolo having had his oil pressure disappear.

Before the final round of the World Championship, it was

reported that Chiti had developed a 4-litre version of his T33 VB.

The alloy block had been extended 10mm upwards allowing
a longer stroke, and 510bhp was the result. The valve gear had
been redesigned and it appeared it was meant for Interserie
racing.
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Carlo Chiti rules over the pits in practice.

The World Sportscar Champicnship was drawing to a close
and many drivers were changing teams or some were looking for
seats for the first time. The volume was greater in 1971 because
this was the last year that the rules allowed the running of the
5-litre cars alongside the 3-litre Group & cars for points,and 1972
was to be the first year of the new 3-litre maximum capacity limit.
Some teams would disappear, such as Porsche, others would
expand, such as Ferrari and Alfa Romeog, and new teams were
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expected to arrive. Thus there was considerable movement in
the driver market and as Watkins Glen was to be the last mixed
formula race some drivers wanted to obtain some experience
with different cars before the new season.

Autodelta’s line up was therefore considerably different as
De Adamich was due to be partnered by the fast rising Swede
Ronnie Peterson and Galli was to have Porsche refugee Vic Elfard
to share driving chores. The third car was down for regulars
Pescarolo/ Stommelen. One of the authors of this book, hoping
ta have seen victory at Sebring, was also at Watkins Glen.

Chiti wanted Elford in particular with his extensive
Porsche experience, and to help persuade him ensured that
the Englishman was promised the debut of the 33/TT/3. Sadly
that didn’t amount to much under the circumstances, as during
practice for the Watkins Glen 6 Hours in Mew York State an errant
Porsche 911 got in its way and in the ensuing incident it was
written off. Nanni Galli was driving at the time.

This sparked into life one of the many Tipo 33 conundrums.
The reliable and accurate Pete Lyons reported in Autasport

Atthor Ed McDonough was invited into the
Autodeita garage at Wartking Glan in 1977,

magazine that the engine in the wrecked 33/TT/3 was taken
out and used to replace the engine in Galli/Elfords normal
T33/3. Only it wasnt normal because it had apparently been
running an example of the earlier reported 4-litre version, thus
being renamed T33/4, Presumably this was so it could be used
in the CanAm race which took place the day after the Six Hours.
A good placing in this event was extremely lucrative so it was
worth trying the car with extra horsepower. Trouble was, with the
33/TT/3 written off Elford /Galli needed a conventional 3-litre car
so the mechanics hauled out the 4-litre and installed the 3-litre.
It was not possible to fit the 4-litre into the 33/TT/3 as the larger
head castings made it too bulky.

Because of all this the pairing had little chance of setting
good practice times and ended up in 13th grid position. The
other two team cars were 6th and 7th.If the 33/TT/3 had started
it would have been from Bth spot.

The authors asked Nanni Galli about the 4-litre engine:“They
made the 4-litre really just as an experiment to see how it would
go.l didn't know of any other specific reason. Chiti said we would

The De Adamich/Peterson car was quick all
weekend al Watkins Glen.



Galli and Elford ran well but dicln't fimish.
Note the novel markings to identify the car.

Henr Pescaralo and Rolf

try a 4-litre just to see what was possible with Stommelen at Watkins Glen.
this kind of engine, to see how quick it would
go and how it would handle. | don't know
which he thought was more important. |
drowve the 4-litre car and it was fast and it had
power, but again it had the same problem of
too much weight. | tested it at Balocco and
that was the problem. | didn't get to try the
4-litre at Watkins Glen." Henri Pescarolo said
that he had driven the 4-litre car but enly in
testing. He saw it as solely a CanAm project
and didn't drive in the CanAm race.

The race turned out to be survival of
the fittest with heavy rain falling for much
of the last two hours. This was the cause of
the retirement of Vic Elford when he hit an
unseen Lola in the murk. The author was out
on the circuit at the time and can attest to just
how awful it was, some of the amateur drivers
crawling around in the rain. Stommelen had
also fallen foul of a slower car so De Adamich/
Peterson were left and in the lead. Pete Lyons:
“In the pits Autodelta engineer Chiti was a
picture of controlled pride ... when the sixth
hour ticked away and the winner came home
the ltalians exploded in jubilation. It is passion
like that that makes rainy days at the racetrack
worthwhile.” This brought Alfa a totally convincing 2nd place  3-litre car in the next day's CanAm so as to save the mechanics
overall in the Warld Championship and justified Chiti and Alfas  any more work. De Adamich drove the car and finished 7th,
faith in the Tipo 33 project. They could only go aone place higher.  ironically one place ahead of new Alfa driver, Elford, who was in a

Tootired to do anything else,Chitidecided torun an ordinary  pukka CanAm McLaren.
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Winner De Adamich at the back of the Watkins Glen
R,

With the new regulations coming in next seascn the rumour
mill started and it was later reported that German sports car
driver Hans Dieter Dechent would run a second team of Alfas in
1972 under the Martini banner,

Klaus Relsch was out again in his T33/3 after it had a full
Autodelta rebuild and he managed 5th cverall in the Wunsdorf
airfield races on August 15.In early September Alfa France had a
go at the Ronde Cevencle in southern France with Guy Chausseil
in one of its T33/2s. The next weekend, Septamber 12, braught
tragedy back into focus.
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The annual Imola 500 Kilometres attracted a very mixed
entry from powerful CanAm cars to small Abarths. As always,
Autadelta treated it as a local race and team engineer Severi
turned up with a T33/3 for Carlo Facetti and the so far ill-fated
33/TT/3 for Teodora Zeccoli. Twa privately entered T33/3s also
arrived, one for 'Riccardone’ which was entered by his Scuderia
MNettune and the other for Klaus Reisch from Austria with his car
sponsared by Spar.

Was the 33/TT/3 ever destined to get a race? This time
Zeccoli was getting a tow down the straight from Regazzoni in
the Ferrari 312P when he arrived at the next bend too fast. The
car swapped ends and hit the barrier. The car'’s jinx had hit again
and it was out for the weekend. Facetti plugged on through a
wet and harrowing race day and finished 2nd on aggregate after
heats and final results were added together. During one of the
heats Reisch had appeared to aguaplane on the pit-straight and
hit the pit wall twice. The car burst into flames and the poor driver
was thrown out and died later from his injuries,

It was on this sombre note then that the last factory T33/3
was s2en in a race, With 1972 ahead of the team, the decision
was taken that 33/TT/3 was to be the works car and all attention
turned to development of that machine. There was still no news
astowheather the flat-12 would be ready - areven Ifit existed - so
it looked as if 1972 would be another year with the V8. Tragedy
again struck the team in October when, less than a month after
he signed to drive for Alfa Romeo in 1972, Jo Siffert lost his life in
a BRM at Brands Hatch. BRM's other driver, Pedro Rodriguez had
been killed in July at the Norisring, driving a private Ferrari 512M
in an Interserie race,

An entry had been confirmed for the Paris 1000 Kilometres
race at Montlhery on October 17. This was traditionally the last
International long-distance race of the season in Europe. it didn't
count for points towards any championships so seemed an ideal
opportunity for an outing for the reluctant debutante, the 33/
TT/3.This was also to be the very last time the Gulf Porsche 917
would be seen, however, the new Alfa seemed utterly determined

Andrea de Adamich and Ronme Peterson calebrafe their
memarabe win at the Glen.



De Adamich ran the &
Hours winnar to 7th in the
Candm race on Sunday at
Watkins Glan.

that it would never leave a starting
grid in 1971.

The driver pairing was
Stommelen/Pescarolo and the lap
record for prototypes stood at 2min
40sec set up by a Matra. Despite
suffering from too much rear brake-
bias and bottoming on the many
burmps, the pair got the car down to
2min 33 3sec which was 2.5 seconds
slower than the 2nd grid place Matra -
3-litre that had tested at the circuit
previously.

The 33/TT/3 was to start from the third row and on Sunday
morning the weather changed to rain, but it had stopped before
the warm-up lap leaving a wet track. The field left the pits and
headed round to take up their grid positions ... all except one
that is. When Pescarolo managed to bring the 33/TT/3 back to
the pit area it looked a lot different. Whilst trying a test start and
spinning the rear wheels on one of the straights he encountered
achange of surface and the car speared off into the barrier, badly
damaging the nose and rendering it a non-starter — again. Poor
Pesca was given a severe dressing-down. In his defence it was
also reported that the mechanics found that the diff had seized.
Whatever, no one was going to see a Tubolare race before its
public debut in 1972.With no more action on the track to report,
the rumour and prediction season got under way. Two months
after the suggestion of a Martini Alfa team the idea was scotched
by Alfa itself.

Henri Pescarolo explained to the authors what had
happened at Montlhery, amidst a great deal of laughter at his
CWnN expense:

"It was embarrassing, not so much for me but for Alfa Romeo
because it was a very important race. We knew that sometimes
it could rain at Montlhéry and we had no rain tyres with us. We
didn't have slick but dry tyres at that time. Just after the start line
there is a bridge and it was very wet, dry under the bridge, and
very wet after the bridge, On the warming up lap going from the
wet conditions to the dry to the wet with not good tyres | turned
into the wall and the car was finished, The worst for me was that

Manmi Galli
in 2005
dascribing a
testing crash
at Balocoo
in 1971,
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Autodelta didn't bring the right tyres for that race. But | made a
mistake and | was not pleased.”

Down at Paul Ricard Autodelta tested its latest 33/TT/3 with
Elford and Stommelen on hand to drive, The V8 was said to be
producing a reliable 435bhp and Severi, who was in charge,
pronounced himself very happy. He also suggested that Ferrari
would not be Alfa's main cpposition in 1972,

The now almost mythical flat-12 seemed no closer to fruition,
the official line being that it might appear in the latter part of
197 2.Interestingly, it was said that it would apparently fitinto the
existing TT chassis 'with very little medification’ The project had
received a setback when engineer Giovanni Marelli was injured
in a road accident.

Nanni Galli had a close call as well during winter testing
in preparation for Daytona, The team was at Balocco to do

Visit Veloce on the web -

§ ____— LUe Adamich testing the
; T33/TT 3 at Vallslunga fowards
the end af the year.

high-speed tests with the latest development 3-itre V8:"I broke
a driveshaft at Balocco. | came out of the bend at 300km/h and
with the long tail was doing 322km/h. We knew because we had
the measurements around the circuit. The braking point for the
corner at the end of the straight was at 150 metres but | was
braking at 100 metres, So the driveshaft broke and | just flew the
100 metres to the corner, then | was on the grass, and then for
400 metres through small trees. There were no brakes at all and
| didn't stop until 500 metres. Then at Daytona, | had the same
accident.” Galli even provided a drawing of the incident for the
authors!

So,in spite of the drama, the field was wide open and it was
difficult to predict where the winners were going to come from.
It locked like 1972 would be a very interesting year.
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Another year of waiting

hen the new season dawned at Buenos Aires on

January 9, there was a fairly clear indication of

what Autadelta’s oppasition might turn out to be.

Ferrari's 312F now in 312PE form, had been well
tested and was producing 440bhp from what was clearly an F1
engine, though slightly detuned. Lola had the new T280 with
3-litre Cosworth engine, and the only other arguments would
come from an old Porsche 908/3. However, the Mirage-Cosworth
was not far away.

Autodelta came to Buenos Alres with five cars, though only
three were the 33/TT/3. These were for new signings Helmut
Marko/Vic Elford, veterans Stommelen/Hezemans and Galli/De
Adamich. Two T33/3s, 1971 cars, were entered for the returning
Mino Vaccarella, who was paired up with local driver Carlos
Fairetti, and for AlbertifFacetti. This last car was entered under
Albertis name but was being looked after by Autodelta.

The chassis of the 'new’ 1972 cars was slightly longer than
the 1971 T33/3 by some 20cm, The steel spaceframe chassis
had been pared down just about to the minimum weight limit.
However, a newly designed safety fuel tank added 30kg. A great
deal of development work had been carried out on the VB aver
the winter months and it had been decided that the flat-12
engine would not appear until later, much later as it happens.
It rernained unclear as to whether the engine actually did exist,
now long after the time when it had been scheduled to make
an appearance! Chitis efforts had produced 440bhp from the
engines with redesigned cylinder heads, the same figure as
Ferrari was quoting. However, the chassis had not been sorted.

Nanni Galli was asked about the difference between the
1871T33/3 and the 1972 33/TT/3:"The 33/TT/3 was really a very
reactive car, very sensitive, much more than the T33/3, that was
the problem. You didn't get much warning with this car,and if you
had an accident, there was a worry about fire,and the amount of
protection. The real problem was that we didn’t get to sort it out
before we started racing it."

Vic Elford wasa realassettotheteam in making improvements
so the car stood at least a fair chance in the race. It was he and Jo
Siffert who had spent time in 1970 and 1971 doing back-ta-back
testing at the Nirburgring in Porsche 208/3s and 9175, looking
for better handling and braking. At Buenos Aires, Vic found the
handling pretty awful but recommended softer springs, and
after several spins in the first session got some improvements in
the brake department. Helmut Marko alse managed a number
of rotations but also made some suggestions on the handling,
though engine problems interfered with progress. The team had
brought no less than seven spare engines, though it wasn't clear
whether this was good planning or pessimism.

It was Stommelen who put the Alfa cat amongst the Ferrari
pigeons by flying around just a fraction slower than Peterson/
Schenken in the Ferrari, tyre availability having an impact

Two Ferrari 312Pg bracket the T33/TT/3 of Hezermans
Stommelen at the Buenos Alres 1000 Kilormetres.




on several of the teams. Elford/Marko had persistent engine
difficulties which left them on row seven. The engine problems
turned out to be due to foreign substances in the new Alfa fuel
tanks. The Lola T280 of Bonnier and Wisell managed to be quicker
than the second Alfa of De Adamich/Galli.

Whentheracestarted onSundaymorningitlooked promising
for Autodelta, but the promise didn't last. Stommelen led the first
lap only to tear into the pits with a sticking throttle which lost
him three laps. Then De Adamich in 5th was just managing to
keep Arturo Merzario at bay in the 2-litre Abarth. The unlucky
Elford made a quick stop on lap three to remove a screwdriver
which was flying round the cockpit floor. Stommelen, though
saveral laps behind the Ferraris, was managing @ match their
pace which was promising. During the fuel stops Reine Wisell
actually pushed the Lola into the lead. Galli had taken over from
De Adamich and was 4th but soon returned to the pits, went out
again, then retired after several more laps with water pouring
out of the exhaust pipes. A puncture sent Hezemans into the
barrier so he and Stommelen were out too, Alberti in the T33/3
managed to get into 5th spot. At half distance, two Ferrarls led
and De Adamich was 4th and Elford/Marko 5th, and after nearly
six hours De Adamich/Facetti/Albert] inished 3rd, Elford/Marko
4th and Vaccarella/Pairetti were 9th. Peterson and Schenken
wan, Tim Schenken telling the authaors recently that this was ane
of his best wins as a Ferrari driver.

It hadn't been a total disaster for Autodelta, but the Ferrari
threat was very powerful and there must have been regrets
about not getting the flat-12 engine ready for the 1972 season.
A week later there was a miner sports car race at Balcarce, also
in Argentina, the home of Juan Fangio, and Facetti was there in
a T33/3 as a private entry, this being the car he took to 3rd at
Buenos Aires, He had limited practice due to a collapsed wheel
bearing and started from row three, but was soon inta the lead
on this challenging 4.4km track. He lapped everyone up to 4th
place but then ran short of fuel and pitted, coming out in 4th.He
hadn't put enough fuel in and the engine again started to stutter
and he stopped. This was a shame as he won the second heat
but was anly 4th overall on aggregate. 143,000 people showed
up for the race.

Towards late January, the American Peter Revson had been
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invited to test what was described as a T33/3 at Daytona prior
ta the ferthcoming long distance avent there. However, it seems
more likely that this was a 33/TT/3, and there are a number of
instanceswherethe modeldesignationsofthecarled toconfusion
about which particular model or car was being discussed. It was
interesting that at the same time it was announced that Nanni
Galli would be testing the flat-12 Tecno F1 car, having given up
hope of racing anything competitive in F1 with an Alfa engine.

The Daytona & Hours, reduced from 24 because it was thought
that many of the new 3-litre cars would not last the distance, was
still being publicised with the words 24 Hours, but only because
there would be support races and the main race within a 24 hour
period. It did manage to attract the works Ferrari 312PBs and the
Lolas as in Buenos Aires and three Alfa Romeo 33/TT/3s and a
spare car, the T33/3 monocoque. The 33/TT/3s were the same
cars as in Argentina so it seems likely to have been the Alberti
car which was 3rd in Buenos Aires and 4th at Balcarce. This car
had to be used in the race for Galli/De Adamich who crashed
their 33/TT/3 in Thursday's practice. For Galli, this was a repeat of
the Balocco accident with another driveshaft breakage. Chitl said
to Galli "Oh, stupid man."Galli had replied | am not a stupid man.
| broke this In Balocco and here because of the wrong angle on
the driveshaft mounting location.”

There were also cars for Elford/Marko and Stommelen/
Revson. Revson was tied to Goodyears so he had to use those
while the others were on Firestoneas, Tyres looked like they were
going to be a problem for Autodelta as this seemed to be the
cause of the Galli/De Adamich crash, and there also had been an
accident in testing.

Three Ferraris headed the grid followed by a Lela T280,
then Stommelen/Revsan, Elford/Marko, the second Lola, and
De Adamich/Galli. When the flag came down for the Sunday
marning start, seven of those cars just got up and left all the
others, the second Lola of Larrousse/Craft/Viega not making a
single lap. But Schenken had a clutch problem early in his Ferrari
and Andretti's was on eleven cylinders, and then Regazzoni had
a puncture. Wisell was catching him and as he closed, Regga’s
tyre exploded and the bodywork came flying back at Wisell as
he was taking the lead. He pulled in and Andretti went out in
front. All of this looked to be playing into the Alfa team’s hands,



This Is T33/TT/3 chassis 002 at Daytona, drven by Elford
arnd Marko fo 3rd, which is tested in chapter 14.

with the T33/3 running the same
pace as the 33/TT/3s After an
hour, more problems for Andretti
actually put Rewsons 33/TT/3
into the lead ... but only for a lap
as he had to stop for fuel and
for Stommelen to take over. The
T33/3 was 4th and Elford/Marko
5th. Just before the third hour,
Revson and Stommelen were in
a straight fight for the lead with
Andretti and Ickx, which raised
Autadelta’s spirits enormausly. It
was the first sign in 1972 that the
33/TT/3 could get on terms with
the Farrari.

When the Ferrari stopped
the Alfa went into the |ead,
but soon stopped when the
alternator belt started to slip.
Then Galli/De Adamich had a
wheelbearing gointhe33/T33/3,
with Elford/Marko up to 3rd but
Revson/Stommelen in 4th and
beginning to feel that the engine
wasn't right, Then it just failed.
Towards the end, Elford/Marko
were in a safe 3rd behind two
Ferraris but Elford said the Alfa
just wasn't quick enough. Galli/
De Adamich finished 5th and
though the promise was there, it
Just couldn't become reality.

The traditional Le Mans test weekend came a week before
the Sebring 12 Hour race. There were fears that the 3-litre cars
would fail to last the distance and that Le Mans would disappear
but Matra had its car ready to enter the fray. Autodelta was
stretched beyond it's limit with cars testing at Sebring and a four
hour touring car race at Monza, so only one 33/TT/3 came to
Le Mans for Zeccoli, Vaccarella and Marko. Now on a Goodyear

Hefmut Marko signals the
Farman of Clay Regazzoni
and Brian Redmarn,

cantract for the rest of 1972, it had gone for 13in wheels. The
braking was now improved and the handling was better. The tail
sactions were longer but much tidier, and the rollover bar had
been reduced by half to improve aercdynamics. The radiators
had been relocated to the lower part of the sills and the ducting
was also lower down. The body shape was generally neater and
maore efficient and the lower centre of gravity improved the
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e Le ﬂf‘ar-s fest #Eenen-::i by
MNino Vaccarelia.

Efford and Marko again in 002, this trme at Sebning where
it didn't firish.

handling. Unfartunately the gearing was wrong, and then Marko
had a spin which damaged the new body. A new, more enclosed
section was tried but then the exhaust broke so all efforts came
to an end. Both Marko and Zeccoli came past the pits making
signals about the poor gearing which had handicapped them on
the straights. The Four Hour race was a washout as only one Lola
T280 appeared, with no other important cars.

As Sebring rolled around there were stories coming out of
Italy that the so-called 447bhp engine was only getting 225bhp
on the dyno, but the ardering of a new dyno seemed to say what
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that was about. The cars hadn't been wildly fast at Le Mans but
they were not 200bhp slow! The old fuel tanks had been put
aside as new ones were being developed to save more weight.

There were six carson hand atSebring, four 33/TT/3s and two
T33/3s as spares, and three of the 33/TT/3s had yet newer body
work with longer tails, neater nose sections, and low-mounted
water radiators either side of the engine with low NACA Inlets.
These cars had the half-width rollover bar, but this would fall
foul of new regulations coming into effect later in the year, The
handling seemed to have been improved further. Three cars
were for the same pairs as at Daytona, and a fourth car was as
at Daytona except for a longer tail and full width rollover bar.
This car was for Vaccarella/fHezemans, and the irony was that it
was the slowest of the 3-litre cars at Sebring, but the only Alfa to
make it to the finish. In practice Stommelen set fastest Alfa time,
good enough for 3rd on the grid, while Marko and Vaccarella
both hit things ... hay bales, Porsches ...! There was a T-car out,
number 32, but with no T on it which confused everyone. Marko
had another shunt, and then there were engine changes. There
were arguments between the drivers aver whether the handling
had been improved, and in the final session there were also fuel
mixture problems with at least one engine,

At the start the Ferraris were away and gone, with Stommelen
the only one to keep them in sight, though in the distance. The
new Mirage was already faltering and after a few hours the Alfas
looked well placed to take advantage of any difficulties the
Ferraris might have This didn't happen and one by one, the Alfas
fell by the wayside. Elford/Marko had the oil pressure drop and
the engine tightened. Galli/De Adamich had a tyre fail and this
caused major suspension and radiator damage. Then Revson got
called in for passing under the yellow flag, threatened the official
and was thrown out though De Adamich took over, but then the
clutch failed,

During the day, Vaccarellas car had been in physical contact
with two, possibly three other cars,and had to have its suspension
rebullt. At night, Vaccarella failed to come around and then
appeared walking into the pits. He left with a spare battery and
several mechanics, and a little while later the car came Into the
pits with Hezemans behind the wheel! The shift linkage was
replaced but there was also a fuel leak so Hezemans had to go



Vaccarala and Heramans sunsved the 12 Howrs to
Jrd piace.

carefully in the last hour, Again, Ferrari was 1st and 2nd but the
amazing Vaccarella/Hezemans car was 3rd.

The authors had met and spent a lot of time with Vic Elford a
couple of years ago at the retro Giro d'Sicilia/Targa Florio. It gave
us time to talk about his career and his many races and rallies.
He has an extraordinary memory and recounted several races,
and his Alfa 1972 season has been recorded in Michael Keyser's
fine film, The Speed Merchants. He commented on the Sebring
race:"l had won the race in 1971 in the Martini Porsche 217, but
with the rules change, Porsches were out of it so | went with Alfa
Romeo, and it really locked like 1972 would be a fight between
us and Ferrari, An Alfa had finished 2nd at Sebring in 1971 and
though the Ferraris were faster in 1972, | thought we might have
the edge on reliability. In practice we had trouble balancing the
brakes and Helmut Marko liked more bias on the rear than | did,
which caused me to lock up and have some spins. After the earlier
races in the season, Autodelta saw we needed more power and a
lot of work had gone in that direction before Sebring. There were
wind tunnel tests, which resulted in a new tail for Sebring. We
ended up not having the reliability | had hoped for and watched
the cars disintegrate before our eyes.”

An entry had been made for Rolf Stommelen at the
Mirburgring Intarserie round on April 1, but while Stommelen
was there, the cardid not show up. It was an entry for a 4-litre, and
the reason given for its appearance was that the car was en route
back from Sebring, an interesting story as indeed all the cars at
Sebring were 3-litres, Stommelen then told the press in Germany
that it had been decided not to waste time with a 4-litre car, as
more experience was reguired with the 3-litre!

Teodoro Zeccoll told the authors he had been testing
33/TT/3 chassis 002 in February, and then in early April 003.Then,

D Adgrmich at Sebring in the car he sharad
with Manm Gall.

2 e
r il

Haimut Marko (feft) and Vie Efford in a mament of
refaxation at Sebring.

in late April, feccoli was testing 33/TT/3 chassis 006 atVallelunga
in preparation for Brands Hatch. He was specifically working
on making the bodywork more race-warthy as he himself had
experienced the rear section coming off in testing.

Al the BOAC 1000 at Brands Hatch, the championship season
continued pretty much as it had started, with the Alfas deoing
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Vic Elford and Andrea de Adamich took 4th at the
Brands Hatch 1000 Kiometras,
]

their best to try to hang onto the Ferraris. The three 33/TT/3s
were pretty much as at Sebring, with side radiators but slightly
shorter rear body sections. The gearbox between the engine
and differential brought comment from the press that this was a
development taken from the March 721X, though it was actually
the other way round! Vic Elford was now teamed with Andrea
de Adamich, Peter Revson with Stommelen and Nanni Galli was
with Brands newcomer Helmut Marko. Autosport went out of its
way to palnt aut that Nannl Galll was never as quick as hls team-
mates, a criticism of him that continued to appear as this book
was being written. A careful perusal of practice, testing, and race
lap times shows this generalisation to be wrong. Giunti for some
time was regarded as the really fast Alfa driver, but Galli was
quicker on a number of occasions, got some lap records, and was
a test driver held in high regard. Marko, however, was impressive
by setting a quicker practice time at Brands.

Three Ferraris headed the grid, with Revson/Stommelen
next in front of the Lolas which were, as usual, quick in practice,
and the very rapid Merzario, who was sharing with the Alfa pilot
Hezemans in the 2-litre Osella Abarth. The Alfas had new engines
after Friday practice and went quicker on Saturday afternocon but
were slower than the previous year Van Lennep and Bell were
trying as hard as possible in the Mirage but it was slower than all
the Alfas, The Ferraris rushed off into their usual l=ad, and a fight
ensued between the Lolas and the Alfas. The Osella retired after
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Galli and Marko managed &th at the Brands
Hatch 1000 Kilometres.

only eighteen laps, and the Lolas started to experience reliability
problems, though one led during the first round of pit stops. At
lap 150 of 235, three Ferraris lead three Alfas. Marko had a stop
for new brake pads and Stommelen needed loose rear bodywork
repaired, but these were the first unscheduled stops for any of
the first six cars.

On lap 205 the Regazzoni/Redman Ferrari had the first of
several stops with an engine misfire which saw it drop behind
the Alfas to 7th. Andretti/lckx won from Schenken/Peterson,
with Stommelen/Revsan 3rd, Elford/De Adamich 4th, Regazzonif
Redman back up to 5th and GallifMarko 6th ... with no other
3-litre cars in sight.

Autodelta then announced that it would miss Monza and
Spa to concentrate on getting ready for the Targa Florio. It was in
a dilemma as the cars were now reliable but not on the pace of
the Ferraris, yet still better than the rest. There was little chance
of winning at Monza or at Spa but the hope that it could turn the
tables at the Targa was realistic. Ferrari did win at Monza, but it
was wel the entire race and Alfa may well have challenged.Ferrari
also dominated Spa butit wasn't much of a race without the Alfas.
In the meantime, Carlo Chitl got the idea that his T33/TT/3 might
win against the 8-litre Interserie cars at Imola and a late entry
was made for Galli with his Brands Hatch car. Arriving for the end
of the final qualifying session, Galli went out, made a number of
adjustments, and turned a time just slower than Willi Kauhsen'’s



Stommelen tned the T-car in practice though it
didn’'t race

Porsche 917-10 and the similar car of Leo Kinnunen, giving him
Ird an the grid, ahead of Marko in a CanAm BEEM P167. In the
race, Manni held 3rd until a puncture cost him a lap and dropped
him to 11th, but he worked back up to 7th by the end of heat
one. He improved in heat two and finished 4th overall, and would
have been 2nd if not for the puncture,

While this was golng on, the organisers of the 1000
Kilometres at the Osterreichring in Austria announced that Alfa
Romeo would be bringing the flat-12 engine to their race in late
June, Meanwhile, a sports car race in Sao Paulo, Brazil, saw a Team
Jolly/Femandez entry of a T33/3 score 4th place.

On May 21, the same weekend as the Targa Florio, two
Autadelta drivers were killed, Luigi Rinaldi in the touring car
event at Brno, and ‘Riccardone’ at the Prix Castione-Baratti Hill-
climb near Parma. Riccardone, whose real name was Carlo Benelli
was competing in his ex-works T33/3 when he lost control and
hit a wall. The car caught fire and the driver was trapped inside.
This chassis was kept by the family for many years and remains in
ltaly though it has not been restored.

In Sicily, Ferrari changed its mind at the last moment and
sent one 312P for Merzaric and Sandro Munari. Autodelta sent
four race T33/TT/3s and a training car. In spite of missing Monza
and Spa, the cars were not greatly changed for this race. The
radiator intakes were now found on the tops of the doors and
the outlets were at the side rather than the top of the bodywork,

where Elford was a previous winner,

and the cams had been altered to provide optimum power
from 5000rpm.There was a new top link inward pivot in the rear
suspension which lowered the roll centre, and better adhesion
on the tricky surface was the result of increased camber.

Alfa hopes of a win took a dive when Merzario and Munari
were quickest even after a few incidents. De Adamich had a
water hose come off and he spun and Galli damaged a track rod
when he hit a rock, but Vaccarella/Stommelen were only four
seconds slower than the Ferrari, with De Adamich/Hezemans
next, followed by Elford fvan Lennep and Galli/Marko.

Elford was sent off first as the 56th Targa Florio got under
way, his aim to draw out the Ferrari in a fatal chase, There were
only five 3-litre cars altogether, so the hope was that four Alfas
were a match for the single Ferrari. After 38 minutes, the Ferrari
came through 1st, ahead of De Adamich and no Elford, whose
engine had blown at Campofelice. Galli was 3rd on the road but
2nd on time. After two laps Merzario opened the gap, ahead of
De Adamich and Marko who had taken over from Galli.Vaccarella
was 4th on the road but now actually 2nd! Ferrari lost a minute
to the Alfas during the first stop. Stommelen took over from
Vaccarella but there was something wrong with the engine,
which stopped at Cerda with a broken valve spring.

On lap five, Marko had moved into the lead on time and
was ahead of Munari and Hezemans. Galli/Marko still led on lap
six, now from Merzario, while Hezemans also hit a rock, broke a
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I Vic Elford neqotiates Mulsanne Corner at Le Mans.

wheel and lost time. When Merzario passed Galli, Galli knew he
still had a minute’s lead and thought he could keep the Ferrariin
sight but Little Art just disappeared. After another slow Ferrari
pit stop, Galli caught Munari but Munari slipped past a Lancia
which spun and forced Galli to spin. That and his next stop lost
three and a half minutes to the Ferrari. Then Marko drove like a
man possassed, setting new lap records, He reduced the deficit
to 38 seconds as they started the final lap. This came down to
20 seconds at the service area, 12 seconds at Campofelice, but
Merzario was flat out on the straight that runs along the sea and
came to the finish line 17 seconds ahead of the Alfa. So Gallif
Marke were 2nd, and De Adamich/Hezemans 3rd. This was a
brilliant race for both Ferrari and Autodelta. Ferrari secured the
Manufacturers’' Championship, which was still officially in doulbt.
There were rumours that Autodelta now regretted not going to
Manza and Spa as the title race would have been closer.

Vic Elford talked about the 1972 Targa Florio: "Alfa really
wanted to win this and sent four cars, | liked the Targa because
it was very much like rallying which | was used to, and | was
good at remembering the circuit. In practice, with the roads still
open to the public, we had the usual problems with animals and
people and cars all over the place. Chiti was very anxious to win
the Targa, and was pretty happy when Vaccarella did a brilliant
lap in practice, even with some traffic on the road. You have to
be up very early to do any serious practice, but it's nice when it's
empty.”

Elford described driving the Alfa in a practice session,
revealing the'secret;thatyou need tosustain as much momentum
for as long as possible, meaning not lifting or resting, braking for
the hairpins with the right foct on the throttle and using the
whole road, accelerate smoothly out of all the corners to avoid
wheelspin, and avoid dropping a wheel over the edge where
you pick up sharp stones. The advantage of knowing the corners
at the Targa, as Elford knows, is that you can anticipate all the
odd apexes and come out of all the corners quickly and on the
right line, and If you know where the surface is smooth you can
pick up fractions of a second. Of course, on race day, the road
is like driving through a tunnel of people, and that's where you
really have to remember because you lose the landmarks. Elford:
“At least if you stop on the circuit, there's always a local who will
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share his lunch with you. Even up in the maountains, a family will
take you in for Sunday lunch.”

There was only a week’s braak until the 1000 Kilometres at
the Mirburgring. Three T33/TT/3s were sent with only two to
race,as Galli had been stood down'for allegedly letting the team
down in Sicily by spinning behind Munari. Marcello Gambi's
view was that Galli was exhausted at the Targa and stopped
ance when he didn't need fuel because he was so tired.The race
would have been won without this stop, or so was the view in the
team. That meant Hezemans wouldn't be driving elther, and the




Vic Elfford makes an early fuel stop at Le
Adans.

team would consist of Marko/De Adamich and
Elford/Stommelen. Ferrari had three cars again
and Peterson and Schenken got the pole but on
the front row with them was the Mirage of Derek
Bell and van Lennep. The two Alfas were next,
and at the start Stommelen got past the Mirage.
After seven laps, the Ferraris led the Mirage and
the Alfas, and Marko had a sticking throttle and a
broken rev counter. The first Alfa stops were too
slow. Elford had taken over from Stommelen and
stopped at Brunnchen when the wheel came off.
It had not been tightened properly but marshals
found it and Vic put it back on, stopping twice to
check it on his way back to the pits.

Regazzoni put one Ferrari into the barriers, and the Mirage
was briefly in front. At half distance Marko was in 4th, and with
only two laps left the Mirage gear change problems worsened
and Marko/De Adamich got past into 3rd, behind the two
Farraris. Elford/Stommelen worked back up from 33rd to 11th at
the end, Stommelen setting the race’s fastest lap. Vic Elferd had
been flying back and forth to the UK all weekend where he was
practising for a race there on Monday at Brands Hatch. Chiti had
given him the middie driving stints so he could be on a plane by
18.30 that evening.

In the run up to Le Mans, the Osterreichring organisers
again announced that Autodelta would have the flat-12 at their
race, They must have been reading Chiti's own releases, which
announced 450bhp and very light weight due to use of titanium.
The chassis would be identical to the current one ... well, as it
turned out, so would the engine.

Le Mans, on June 10 and 11, was bizarre and tragic. The long
touted entry lost all the Ferraris, the two Mirages and one of the
Alfas,so the Matras which had not appeared at any of the previous
rounds came in strength but did not have a ol 1o run against.
Ironically, one of the Lolas, that driven by Jo Bonnier, actually
got into the lead, but flew off the road on Sunday morning and
Bonnier was killed.

Mino Vaccarella powers out of the Le Mans pit lane. He was
4th.,

The decision by Alfa to appear at the 24 Hours was considerad
by many to be a brave one. The engine hadn't changed much,
and only one form of long tail bodywork was brought along. This
body configuration was giving another 700rpm on the straights,
and adjustments were needed to preserve some degree of
handling in the corners. Stommelen would be paired with
Galli, Elford with Marko and Vaccarella with De Adamich. It was
interesting that, with a minimum weight regulation of 650kg, the
lightest 3-litre car was the Stommelen/Galli car at 714kg, 4kg less
than the lightest Matra. Some of the weight was down to new
fuelling apparatus. In the first session Stommelen was actually
quickest, and the car he and Galli were sharing was quite quick
on the Mulsanne Straight. The Alfas had engine changes for the
next session, and when qualifying was over, three Matras lad
Stommelen/Galli, the Bonnier/Larroussefvan Lennep Lola, Elford/
Marko, De Adamich/Vaccarella and the fourth Matra.

The two Lola T-280s were in the lead up until the first stops,
when the Matras took over, but no one told Stommelen that he
should be slower and he was dicing with Pescarolo and Cevert
lap after lap. He stayed in 2nd spot for some time and all the
Alfas were running well. After two hours, the Pescarolo/Graham
Hill car stopped for fuel, and Stommelen was in the lead from
Galli, Ganley’s Matra and Jlabouille, which then stopped and lost
time. A few minutes later, Galli was in the lead but came in for
new plugs and a faulty metering unit was diagnosed. At quarter
distance the three Autodelta cars were 4th, 5th and 6th, but at the
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Ahdrea de Adarnich
fimshed 3rd at the Imola
00 Kilometres,

halfway paint Vaccarella lostten
minutes when a troublesome
clutch was checked. Just after
4am,three Matras led three Alfas.
The clutch was then changed in
Vaccarella’s car, which dropped
it to 7th, but Stommelen and
Galli found their car was losing
water. Then the Elford/Marko
car needed a new clutch and
Elford was so ill that he spun
and had to be helped from the
car when he got back to the
pits, Nevertheless, at seven in
the morning, the Alfas were still
in line after the Matras,

An hour later, Bonnier's car
touched a Ferrari GT carand flaw
over the barrier on the entry to Indianapolis. Alfa driver Elford
was right behind him and parked his car to see if he could help.
He then drove back to the pits and eventually the car had clutch
failure and was out.Then the Stommelen/Galli carin 4th lost drive
and retired with six hours 1o go. The Vaccarella/De Adamich car,
with new brake discs, was going well again. Then De Adamich
hit a barrier in the rain and lost twenty minutes, and the long tail
Porsche 908 of Casoni/ JostiWeber pulled into 3rd behind the
two Matras with the Alfa 4th, and that's how they finished,

Vic Elford had been passed by Bonnier on the Mulsanne
Straight and was on his tail as the Swede’s Lola headed for
Indianapolis:"He passed me about eight o'clock in the morning
and | followed him as he accelerated out of the corner as we
started to close on a privately entered Ferrarl. We were heading
towards the two bends on the backside of the course which are
taken flat-out at about 180 AL the entrance to the second bend |
watched as Jo pulled to the right and started to pass the Ferrari.
Then at the last moment he seemed to realise he was making
a mistake. | picked my way through the debris on the track and
stoppead on the side of the road, Jo's car was nowhere to be seen
but the Ferrari was up against the guardrail burning furiously.
When | opened the Ferraris door, there was no one inside, The
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De Adarmich barrowed an Autodalta car for the
Hockenheim Intersene and was oth.




Scooler Patrick pul up very good performances against
rmuch more powerful cars. He was 7th al Laguna Seca.

driver had gotten out and was on the other side of the rail. |
could see the wreckage of Jo's car scattered through the woods
and my stomach started to tightan. | got back into the car and
drove it back to the pits.” :

When the teams took the starter’s flag at the Osterreichring
on June 25, ‘local’ driver Helmut Marko found himself on row
two, not in an Alfa but in the 4th team Ferrari with Carlos Pace.,
Autodelta, in spite of all the unwarranted fuss about the flat-12,
had decided to withdraw all its cars of any type from the race, and
apparently was ending Its season after Le Mans. This was odd, as
the 33/TT/3s had performed pretty well in France. Stormmelen
and Hezemans had gotthemselves a drive ina Chevron B21-BMW.
Marko finished 2nd with Pace, and Stommelen/Hezemans were
Sth. Sadly, Marke was struck in the eye by a stone while driving
the BREM at the French Grand Prix the following week at Clermont
Farrand. BRM team manager Tim Parnell said recently that Marko
was a stunningly quick driver, and it was a great shock when
they discoversd that the Austrian had lost the sight in one eye,
Parmnell confided this to the author at the recent Monaco Grand
Prix, where Marko was undertaking his executive role for Red Bull
F1 racing.

With Autcdelta taking a long break, it was down to the private
Otto Zipper teamn In the USA to keep the Alfa Romeo sports car
flag flying with an unusual appearance at a CanAm race at Road
Atlanta in Georgia on July 9. Scooter Patrick was driving the
T33/3 Zipper had bought after it finished 5th at Daytona. It was,
it seems, the Alberti car from Buenaos Aires and Balcarce, This car
was fitted with the 4-litre engine which Autodelta had brought
to Watkins Glen possibly as long ago as 1971, While the battle
for the pole was geing on between the CanAm Porsches and
MclLarens, Patrick did well to gqualify quicker than Olivers Shadow
and twelve other'proper'CanAm cars. Although Follmers Porsche
won, Patrick had a very tidy fuel stop, and moved up from 13th
an the grid to finish 9th,

At Watkins Glen for the Six Hours, Autodelta again did not
attend, in spite of cansiderable testing of the flat-12, at last, in
Austria. Otto Zipper entered the T33/3, with 3-litre engine, for
Scooter Patrick and Milt Minter and they qualified a good 7th
though six seconds off pole. They were in 6th spot when the
engine blew after twelve laps. Fatrick never made the start of the

CanAm race on Sunday due to the engine blowing up, though
this car was in the entry as having a 4-litre engine. The Zipper
team was used to swapping the 3-litre and 4-litre engines in this
chassis, though the question has to be asked: if the 3-litre blew
up, why didn't it put the 4-litre in?

In early September, the same T33/3 which had appearad in
May at Sao Paulo was out again in the Sao Paulo 500 Kilometres
—a race won by a Joest Porsche 908 —and again was a Team Jolly/
Fernandez entry, Two days later, Andrea De Adamich won a very
wet Group 5 sports car race at Monza with a T33/TT/3, beating
Giorglo Pianta's Lola 212.

Again, there were hopes that Autodelta would bring out the
12-cylinder car for the Imola 500 in mid-5eptember, but on the
day it was De Adamich in his usual T33/TT/3 and Teodoro Zeccoli
in a similar car. De Adamich was very quick in the first practice,
with team-mate Galli in a hired Bonnier team Lola T290, a car
which Galll described asone of the best cars he ever drove.Zeccoli
had understeered off into the barrier and needed bodywork and
suspension repairs, The race was run in two heats and a final, so
there were fast and slow cars in each heat. De Adamich, Galli in
the Lola, and Zeccoli took the first three spots in the first heat,
while Merzarios Ferrari won the second, as Ickx had a leng pit
stop. In the final, Merzario led from the start, while De Adamich
fended off Ickx who had started on the seventh row. Ickx got past
but the Alfa was close at the finish, and Galli in the Lola won the
2-litre class, with Zeccoli failing to finish,

As Autodelta hadn't been attending Championship races
towards the end of the year, Vic Elford hadn't had much work,
and admitted that he had stopped enjoying his racing, and felt
that there was no point in carrying on if he wasn’t enjoying it. He
would be a loss to the team in 1973,

As rumours circulated that Alfa Romeo would be building
an F1 12-cylinder car for 1973, Andrea de Adamich borrowed a
T33/TT/3 for the Hockenheim Interserie race in early October, as
he was in Germany to drive an F2 car and he was trying his best
to gain points in the championship for Italian drivers. He was
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Scooter Patrick had Otto Sipper’s 4-fitre car
in several CanAm races; here he s at Laguna
Secd.

=S

OTTO ZIPPER ALEA

Patrick at work in the 4-litre car, a T33/3 often referred to as
a T33/4.

sixth quickest in practice, behind the big Porsche 917/10s, but
ahead of many other big-banger Interserie cars, The event was in
two heats, and the Alfa had punctures in both, but De Adamich
fought back to a respectable 6th overall on aggregate. Shartly
after this race, Autodelta announced its 1973 plans to include a
three car flat-12 team, and possibly a team of Montreals for the
Eurcpean GT Championship.

Otto Zipper had another occasional CanAm entry for Scooter
Patrick at Laguna Seca on October 15, putting the 3-litre T33/3
15th on the grid ahead of much more powerful equipment.
Patrick’s driving and a very quick pit stop saw the Alfa push its

Scooter Fatnick runs wide at a Laguna cormer,

way into 7th at the end of ninety hectic laps. George Follmer's
Porsche won and he took the championship, but the Zipper team
had made a very strong impression. When the CanAm circus
went to Riverside two weeks later for the 1972 finale, the Zipper
car had the 4-litre engine installed and Patrick was 19th on the
grid. While Follmer, Mark Donahue and Peter Revson thrashed It
out at the front, Patrick set about working through the field up to
9th, anather reasonable result.

Andrea De Adamich showed up in Brazil for the second
round of the country’s sports car series at Interlagos, finishing
2nd in aT33/TT/3. AT33/3, presumably the Team Jolly/Fernandez
car, contested all three rounds, which were all at Interlagos,
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Otto Zipper in the pits with Scooler Patrick.

The 1972 Manufacturers’Champlonship points table seems
to tell it all. Ferrari finished on 208 points and Alfa Romeo was
2nd on 85 points, not that far ahead of Parsche which was not
officially entered as a manufacturer. Most season summaries
describe the Autodelta season as a shambles or disaster, Ferrari
was pretty much unbeatable, though it was only Alfa which
put on an occasional show, Matra only went to Le Mans where
of course it won, and Lola struggled after the death of Bonnier
but continued, whereas Autodelta didn't finish the season.
With a bit of luck and more races contested, Autodelta would
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The Zipper team relaxes at Laguna Seca. It was
the anly seriows Arnenican team o use the T33.

have had a lot more points, but it still would not have caught
Ferrari. In hindsight, it was scattering its efforts far and wide, as
well as trying to develap the flat-12, which it should either have
concentrated on or forgotten until the next year. Inside Autodelta,
the atmosphere was optimistic for 1973 - but did it believe Enzo
Ferrari's threats to withdraw from racing .. again? Testing of a
T33/T1/3 with a 12-cylinder engine was going on before the end
of the year but that still didn't look like a serious enough threat If
the Ferraris were going to be there,
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1972 T33/TT/3 technical spec

Chassis Tubular
Englrve 299Ece
Bere and stroke damirn x Gd.dmrn
Carmpressbon ratlo 11:1

Cylinder head DOHE per bank
4 valves per cylimder
Gear driven

Furl systam Indiract fuel injecticn wtilising tweoe Lucas pumps
Powar 440bhp at Q800

Transmissicn S-spead gearbowfinal  dnvae in wnit  with
rear-mounted engine

Lergth af car 3. 70m
Widih 1.50m
Helght 0.5Em
Wheelbase 2.3m
Track fromnt 1.50m
Track rear 1.28m

Tyre sizfes 475w 13 front, 6.00% 12 rear

Weight

Top speed

Approximately 660k
Approximately 330kmdh at Le Mans
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Promises, promises

he flat-12 saga trundled on into 1973, The testing reports
continued and Autodelta was still insistent that it would
have a T33/TT/12 on a grid at a race some time during
the year. Meanwhile it was a case of marking time.

The new shape T33/TT/12 was out early in 1973 at
Balocco for festing,

Then,on March 8 there was a picture in Autosportof what we
now know was the T33/TT/12 with its second style of bodywork.
50 there was some optimism for assuming that the car existed.
Denis Jenkinson might have needed some convincing as its
non-appearance at the Le Mans trials inspired him to describe
it as ‘the almost mythical Alfa Romeo with its flat 12-cylinder
engine.’ Later, in his report on the Vallelunga & Hours race that
kicked off the 1973 World Sportscar Championship, he stated

This photo shows the clean fines of the new T3 TI/12.
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The snow has been cleared from Maonza faor this test.
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At Ricard,
closed and
open rear ends

N warg tned,
along with a
regar deck with
na air intake.

that strikes in Italy were responsible for it not turning up there
either.

1973 locked like being an exciting year. Matra was going
to increase its involvement by a huge margin. Ferrari started
to worry when team manager Peter Schetty left to return to
Switzerland, and Mirage had a number of developments in hand.
The onus was on Autodelta to come up with something to be
able to stay in the game, never mind winning.

One Alfa did show up at Vallelunga and that was an ex-
Autodelta T33/MT/3 VB Stll wearing its factory colours Jeff
Hutchinson in Autesport remarked "it was amazing how out-of-
date this car looked, yet it was only one year old.” Drivers weare
to be Carlo Facetti and 'PAM' and the car was entered by the
long-established Scuderia Brescia Corse. The pair had to wait
during practice while a driveshaft was replaced but managed a
‘creditable’time to put them on row five of the eleven on the grid
as slowest competitive 3-litre car. Sadly it retired during the race.
The car was chassis 002 which had a number of outings as an
Autadelta car, and after this race was painted in Brescla Corse's
blue and white. We will encounter it again later in this book.




With undimmed enthusiasm Chitl and his men turned up
at the Nirburgring 1000 Kilometres two weeks later with two
cars. One was a brand new replacement for Reqga'’s wrapped-
up Targa practice chassis and the other was the car De Adamich
shunted in Sicily, suitably patched-up. This latter was piloted by
Stommelen/De Adamich once again, while Facetti and Regga
were in the new car. Autosport'[The De Adamich car] ... showed
the hard time it had had on the Targa as the team had had little
time to do much else than change the engine and check it over,
banging cut the odd dents where necessary.’

Stommelen looked ‘very businesslike’ during practice and
should have been on the front row but a mistake with times put
the car back to the second. He continued to show speed in the
race although the Alfa was not on the same level as the Matras
and Ferraris. Regga had his engine drop a valve early on and,
with De Adamich at the wheel after eleven laps, the tired Targa
car was retired with excuses ranging from a leaking gearbox to
anather dropped valve.
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De Adamich is ready fo go out to practice at the
MNirburgring 1000 Kilometres,

As expected, Chitl was not prepared to expose the new cars
to the rigours of the Le Mans 24 Hours, but Zeccoli/Facetti/'PAM'
(Pasotti) were quite happy to run the Brescia Corse 1972 T33/
TT/3 VB. They qualified respectably in 12th place behind the
Ferrari 312PBs, Matra M3 6708s and Mirages and then began an
amazing run during the race that saw them holding 3rd place
overall for five hours overnight, Sadly, it all came to an end after

Stommaelan crosses the Adenau Bridge at the Ring.

This dramatic shot shows the T33TT/A12 In the pits at
the Nirburgring.



Author Ed McDonough took this shot of Facettl as he ({Ed)
sat in a car in the pit lane at the Norburgring 7973,

seventeen hours when the car became stationary in the pits for
1hr 20min having the gearbox worked on and then it dropped
more time needing a new clutch and fuel pump. At the end, 15th
was an undeserved result for the small team.

It was back for the Osterreichring 1000 Kilometres at
the end of June and the car arrived at the circuit in the works
transporter along with a flat-12 for Stommelen/Regazzoni. This
latter was troublesome from the word go, requiring two engine
changes In practice because of burst oll pipes while the Brescia
Corse car plodded on happily eventually finishing in 7th place

with Facetti/'PAM after a long stop for a leaking brake calliper,

In practice, author Ed McDonough, this time in John Blankley's
Scorpion-FVA, found out just how tough PAM and Facetti were
on the track, having been pushed at least twice in the tighter
cormers!

The T33/TT/12 was in trouble again in the race with what
was diagnosed as a faulty fuel pressure relief-valve. When that

Regazzom powears the T33/TT/12 out of the
Warussell af the Ring.
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The Autodelta team poses with the ftaltan Aerabatic Team
at a Monza test session. A few weeks lataer, several of the
squad were kiled in a mid-air crash.

rear deck and air intakes along the doars, which fed into new oil
coolers. There were new exit ducts behind the rear wheels under
the body. There were also ducts either side of the drivers head,
which fed air to the rear brakes.

Merzario took pole position fairly early in the proceedings
ahead of the quickest Matra of Larrouse and then Facetti.
larier commented that the Alfa was quicker than the Matra
but he gained on braking. When Facetti came into the pits, the
ducting around the disc caught fire, such was the heat from the
brakes working so hard. [ckx was complaining that his seat was
uncomfortable and didn't fit properly and he was sliding around.
He would have favoured a pairing with Andretti who was more
his size than Stommelen. The Mirage drivers were struggling
with handling problems.

There was heavy rain before the start and though the
sun came out, the track was still wet. lckx took his chances on
intermediate tyres, and as Merzario took the lead, Ickx started
losing ten seconds a lap on the leaders, so he quickly went in to
get weat tyres. Pescarolo took the lead from Merzario on lap two

One of the team members fries on Zeccal’s
helmet af Mornza.
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Artura Merzario meets the lfalan Aerobafic Team.




The T33/TT/12 appeared at many end-af-season motor
shows in 1974,

then the Alfa’s engine expired and a very good result and some
money was gone. Merzario again:"l raced the Alfa CanAm against
the Ferrari CanAm but we didn't have a chance against these big
7-litre cars, Porsches, Shadows, all those cars, but we were just
there for the public.”

Inearly August, Autodelta announced thatit was withdrawing
its entry for the Paul Ricard 750 Kilometres but would be at
Brands Hatch. Carle Chiti was at the CSl's Group 5 meeting to
discuss sports car racing as Alfa Romeo’s representative. While
the CSI was supparting a Championship with 3-litre prototypes
and 5-litre stock blocks, Alfa, Ferrari, and Matra all opposed this,
although Alfa and Ferrarl agreed that sports car racing needexd
to be improved.

During this period, there were continuous rumours of the Alfa
flat-12 being used in a Hesketh F1 car or the Vels Parnelli F1 car.
One engine was reported to have been delivered to Graham Hill's
Embassy Team. Then Hesketh said that it actually had an engine
though it turned out to be a mock-up. When teams were asked
why there was so much interest in the Alfa engine, the reply was
that the Alfa engine was by far the quickest under acceleration,
thaugh the chassis was by far the heaviest. By October, Brabham
had been included on the list of teams to get the flat-12, and by
the end of that month, March was in there too.

Meanwhile, Alfa Romeo president M Guani announced
that Autodelta would not race anymore in 1974, citing the
health of the Italian motor industry. He also cast sericus doubt
on the plans for 1975, saying that the 500 million lira cost was
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not tenable when Alfa was not selling enough production cars.
However,energy and resources, he said, might be turned towards
the Eurepean Touring Car Championship. By the end of the year,
it appeared that the decision about sports car racing had been
reversed. Carlo Chiti said that he had to fight very hard to oppose
an Alfa Romeo management which wanted to drop sports cars.
Autodelta had dropped to 4th in the Championship, which was
very disappointing. Only when Matra confirmed that it weould
not be in sports cars in 1975 was there any hope in the Autodelta
camp that the next year would be any better.

Merzario felt Chiti had come under great pressure within
the company and admired him for his ability to withstand it and
keep his attention on developing the team:"The Autodelta team
had given me a contract for five years and | thought we could
do a good job.1 had a good relationship with Autodelta and Mr
Chiti. Carle Chiti was a big man, a big engineer, a big man for the
driver. He was different from Ferrari, Frank Williams, Robin Herd or
Max Mosley, He would say ‘in this team it is like you are the only
driver, so you speak to me and | will speak to you! He was very
humano .. very human. In my apinion this was also his problem.
If a driver would speak to him and say the car was not good, not
perfect,he would listen and try to work on it.In ancther team, the
manager would say te the driver ‘you golBut Chith would take on
the problems of the team and | think that did not help in getting
the right results, but it was a very good team to be in.He was very
kind."
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Contrary to expectations

fter considerable ebb and flow of press releases, official

and not-so-official announcements and reports in

fairly typical Alfa Romeo and Autodelta style, by the

beginning of February it seemed that Alfa would, after
all, ance again be running a team in the World Championship of
Makes for 1975,

It would not be doing so under its own steam however,
There had cbviously been a lot of truth behind the reports that
the ltalian government was showing an increasing reluctance
to hand over large bags of money to Chiti, purely to allow him
and Autodelta to indulge themselves in the vastly expensive
exercise of trying te win a major international motor racing
championship. But at the same time as this tension was going
an, help had arrived in the shape of a German sponsor.

Willibald Kauhsen was a regular competitor in the German-
based Interserie sports car races and he was to manage twa Tipo
33s, with money from a leading sausage manufacturer. Before
anyone went away with any ideas of the cars being painted
gaudily with logos and bright colours, it was made clear that this
was little more an accounting exercise allowing Autodelta to
run another season. The cars were to appear in exactly the same
livery as in the past with nothing more than the sponsor’s name
across the nose — accasionally. It was clear In retrospect that even
many long-time members of the team had little knowledge of
the details of the Kauhsen involvement.

Merzario discussed his view of the arrangement:”In 1975, the
politics in Italy made a big change for Autodelta ..or it looked like
a big change. Alfa Romeo was owned by the Italian state and the
politics of the time meant that it was not popular for Alfa Romeo
to be seen spending so much on sports car racing, so the team
was run under the name of Willi Kauhsen Racing Team. Kauhsen
brought some German and other sponsorship but the team
was still run by Autodelta. All the mechanics were Autodelta,
the drivers were mainly the same, and | think a lot of the money
still came from Alfa Romeo but the [talian people thought it was
German, Chitl was still in charge of the team.”

Garman race drnver and tearn owner VWil Kauhseh was
the narminal head of the 1875 sports car racing effort.

British sports car specialist Derek Bell, who'd had much
success in the past with the Gulf John Wyer vehicles, was signed
up to drive one of the cars. He stated that he was disappointed
not to be continuing with his old team but “the Alfa (flat-12) was
the fastest engine in motor-racing at the moment, the thing will
be to see if it is reliable enough.”

The announcements included the fact that the team would
take part in all WCM rounds but would not be at Le Mans. One
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Formula One and Formula Two so | was racing every weekend
and it was a great pleasure to be in the team and drive this car,
and of course we went on to become World Champions with the
team, and this car and with Willi Kauhsen. Especially it provided
the training and the practice for me, which helped very much
with F1. 1 drove turbocharged cars for Renault, for Ligier but |
never drove the Alfa turbo car. It was interesting to work with
Chiti, a special guy, a good guy who made me feel at home in the
team, as did Arturo too.”

Races were thick and fast now as Monza was two weeks
away. How would the T33/TT/125 go on home territory?

The driver line-up was the same and they had three cars to
choose from. Endless tyre problems afflicted Bell/Pescarolo in
practice with both men trying the spare car,and eventually these
were semi-solved by a reversion to 1973 15in tyres and wheels.
In the race they were never able to get going, suffering damper
problems and eventually loss of oil pressure, Bell was decidedly
fed up at the end of it all, Meanwhile, Merzario was flying and
having a very hard time with not cnly the Alpine, but a Mirage
as well. Both endured problems that put them out or behind
the T33/TT/12 so the remaining WKRT Merzaric/Lafitte car won
the race,

On the same weekend as Monza, but in Greece, one P
Moshous also won a race in a Tipo 33. This was a T33/TT/3 vVa
and the race was held at the Tatoi Airfield near Athens that was
often used as a final special stage on the Acropolis Rally. The car
was an ex-factory chassis and two special engines were built for
it, based on the softer, more reliable, production Alfa Montreal
V8. The combination went on to win the Greek sports car
championship although against slight opposition.

Lafitte leads frorm the Forsche 90873 of doest and ex-
Autodealta driver Casoni, and the Alpine-Renault Ad47 of
Lefla Lombaradl,

I Lafitte takes the winning car past the pits at Monza.
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Merzario practices car number T in qualifving at Monza.




Darek Ball dunng a pit stop at Monza. The
car aidr't firish.

e
afitte. Merzaro and Chilti an
the podiurm at Monza.




F Moshous was driving
this T33/TT/3 in Greece
the same weskand as
Maonza., The engine was
based aon the Montreal
Linit,

Spa was next on the busy
WCM timetable and Alfa faced
little opposition, Lafitte was
replaced by Jacky Ickx for this
race and most interest was in
whether Bell and Pescarolo
would at last have a clear run.

When the T33/TT/12s
arrived in the Ardennes
the biggest change was the new sponsorship from the drinks
company Campari, made clear by the name being written in
large letters across the noses of the two cars. Otherwlise it was
almost business as usual, except that Bell loved Spa and went
four seconds quicker than even Ilckx in practice to take pole
position. Clearly his luck had changed, and in a race that was
all over after ten laps due to the almost total lack of opposition
to Autodelta, Bell and Pescarolo dominated in dangerous,
changeable conditions that alternated between wet and dry to
the extent that the organisers reduced the length of the event
from 1000km to 750km. Derek Bell:"Spa was my first win in the
Alfa and | thought it was a great race because | beat lckx in the
other Alfa on his home circuit.”

S0 clear was theair lead that at the finish they slowed down
to allow the Ickx/Merzario car to catch up and stage a formation
finish. In the words of Autosport, Alfa had enjoyed a ‘textbook’
race and the result put it into the lead of the WCM,

The 5pa race had been enjoyed by Bells co-driver Henri
Pescarolo, who reflected on the difference between being at
Autodelta again and his time back at Matra:

"Autodelta was completely different from Matra because
what happened to me at Matra never happened to any other
driver. | started my career at the same time that Matra started
racing. We started all together .. the mechanics, designer,
englneears, drivers, team manager ... at the lowest level which
was in Formula 2 at that time. We grew up all together and each

This T332 denvabive showed up at the Monte
Dionysis Hi-cliimb in Greece.
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year Jean Luc Lagardere kept the best mechanics, designers and
drivers, so each year it was very difficult for us because there
was always the pressure of new people coming from outside,
which happened with Servoz Gavin and Roby Weber. Beltoise
and | stayed for ten years except when we got upset about
what happened in Formula 1. It had been like a family, starting
like a baby, and you grew up with them. At Autodelta, | was the
driver coming in a new team. You knew it was for one or two
or three years but that was normal for a driver’s career, For me
the ambiance was fantastic, but it was not a family like Matra.
My relationship with Carle Chiti was good, except that he was
very strange in that for him a car was only an engine. He was




not interested in the rest of the car, or so it seemed to me. We
would go to a track to try to find the right setup for a race that
would come one or two months later. We would work a lot and
find the right setup, and when we arrived for the race, everything
was different. That was just because Carlo Chiti decided it should
be different and he would change it.”

In 1975 Italy enjoyed the slightly doubtful prastige of staging
three rounds of the WCM and by far the worst of these, as far as
the teams were concerned, came next. This was a 2000 mile-plus
haul from Marthern Europe to the hot and uninspiring circuit of
Enna-Pergusa in the middle of Sicily.

That nobody really wanted to go was borne out by the very
thin entry, making it clear that WKRT/Alfa/Autodelta only had
to finish to win. The race was a sop to the Automobile Club of
Palerrno which had had its classic Targa Florio event outlawed by
the FIA. Not that this was to stop them running it, as we shall see
later. By far of most interest at Enna was the new car that Chiti's
men brought with them. No doubt they could see yet again a
good chance of using the weekend as an extended test session,

The driver pairings were Merzario and Jochen Mass and the
usual Bell/Pescarclo who had their Spa car. The former pair had
been provided with a training car that was to a new specification.
It retained the tubular chassis, so was still a T33/TT/12, but it
featured a gearbox back in the standard position behind the
differential. At the same time, the wheelbase was longer by
11.6cm and with weight-saving throughout the body and
chassis, the whole car was around 40kg lighter than the other
team machines. The purpose of all this was to shift the weight
bias towards the rear, a problem that had needed attention for
some time.

Despite having the meeting almost to themselves, various
dramas still cropped up.The Merzario/Mass car suffered an ever-
worsening misfire during practice and Bell became extremely
unhappy with the antics of the mechanics, who took ages to
look for a failing oil pressure problem before deciding it was the
gauge that was wrong. Team ‘boss’ Kauhsen even donned his
helmet at 05.00 on race day morning to take the first car out, to
ensure that the misfire had been sorted.

Afterall this,the race was five hours of endurance foreveryone
invalved just surviving the heat and lack of facilities. The fact that

In spite of
the ngrmeas
an the car, it
was Jochen
Mass who
co-drove
with Marzario
to wir gt the
Enna 1000
Kilometres.

the Merzario/Mass car won and Bell/Pescarclo came 2nd was no
surprise, nor that they were twenty-three laps ahead of the 3rd
place car at the end of a long afternoon. Merzario commented
on the best characteristic of the T33/TT/12, its speed on the
straight:"On the fast circuits, at the Le Mans test, or Enna, the car
was doing 348km/h, so it was best on the fast circuits and had
a few small problems on all the slower circuits, especially with
brakes."

Derek Bell 1old the authors that "after Enna we had to go
back to Milan for a big press conference. We all flew back on a
jet from Sicily and went to the factory. It was the first time | ever
had this horrible feeling. We got to the factory and the workers
were all out chanting and they came into the auditorium where
we were having this conference and threatened to go on strike.
It was quite frightening and the first time | had a certain amount
of fear about my sport. There was a nasty atmosphere with the
unions wielding their power. The security people had to come in
and take these guys out, and then we had to stand up and say
what a wonderful season we had had, and | just didn't feel good
about it.”

Jochen Mass talked to the authors about his time at
Autede|ta: "My drive came about through the legal and palitical
issues in 1975, so ‘officially’ it was run by Willi Kauhsen. | had Alfa
connections because | had started racing in Alfas. | was happy
to be Invited in the team because | liked the car. It was actually
a great sports car. | wasn't involved in deing a lot of work on it,
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and sometimes [t was too soft ... you know, grinding away the
bodywork! It was a very good engine and the TT12 chassis was
not bad if you set it up right. It was usually quite soft but it was
fun being in the team and | quite enjoyed it. It was because of
that season that Bernie (Ecclestone)] later took the Alfa engines
into Formula 1. Bernie asked me how they were power-wise
because | had raved about the engines. They were heavy units in
a way but they were good engines.”

It was back to some sense of normality with the Murburgring
1000 Kilometres on June 1. The entry was good as was the circuit
and Alfa had brought three cars, although safety in numbers
didn’t work as Alpine was back with a better and quicker car. Bell
had done some pre-race testing with the new, longer car and in
fact went fastest of the Alfas with it, but due to the lack of spares
it was decided not to race it yet. The third car had been brought
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for rising Grand Prix star Jody Scheckter to share with Mass, and
It sported a different livery as it was painted in red, white and
blue Redlefsen colours in deference to Willi Kauhsen's sponsaors.
The other two cars were in standard red/Campari| livery.

The Alpine was quickest and the Alfas just had the edge
on the Mirages, That was how the situation would have stayed
all weekend but for a cracked turbo pipe on the French car
that allowed the T33/TT/12 of Merzario/Lafitte to take a lead,
which was challenged by the Mirage. The latters last-minute
pit stop gave the nod to the Alfa. The other two Tipo 33s had
not fared so well_ Pescarolo had crashed early on when the track
turned unexpectedly wet in the middle of a corner whilst Mass/
Scheckter were sidelined by worn-out front brake pads. The
problem was ‘cured’ by rendering the front brakes inoperative
for the rest of the race. The result was 6th place. Jacques Lafitte:



Jacques Lafitte at the MNirburgnng 1000 Kilometres,
here leading the Lola of Alan Johes/John Sheldon/Rafasl
Barrias.

“I remember the Nlrburgring race as the best one | did with the
team. | did a fantastic race because with a car that handled like
that, it was exciting and dangerous, and | remember that | never
concentrated so much as at that race. The difficulty driving the
car was that there was no power steering and the steering was
very heavy, as was the whole car.The gearbox was not that easy,
and there was a lot of downforce with that car so you didn't get
much feel.”

Though Pescarolo didn't win at the Ring, he admitted that it
was probably his favourite circuit with the T33/TT/12 because it
was such a challenge. He tended to cite the old Spa circuit and
the Ring as his favourite places.

All these wins had been encouraging Gaetano Cortese, the
President of Alfa Romeo, to attend the races and this had started
rumeours that maybe the company might be interested in joining
Formula One, especially as its flat-12 engine now had proven
power and reliability.

Belland lckx won the 24 Hours of Le Manson June 14/15in the
Gulf GR8, which Bell refers to as the Mirage. He tald the authors "l
had very little contact with Carlo Chiti, but after Jacky and | won
at Le Mans, he came to us at pre-practice at the Osterreichring
on Wednesday after Le Mans. He looked at me and said in Italian
you have ocel multe lucide, which meant something like very
dizzy eyes or very distant eyes. | said | had just won Le Mans so
that was the reason, and he said | should go back to the hotel
and take the night off. The next day | set a pole position time so
he was right, and he did have a bit of input at times, and | would
say it was usually more when we were down in the [talian area
that he came to races because he didn’t have that much todo. He
came to the test because he really was interested in testing.”

Neither of the two factors which had encouraged Cortese,
power and reliability, were to come to the team’s initial assistance
at the Osterreichring 1000 Kilometres in late June. The circuit
consists largely of very long, very fast right-hand bends and one
thing the front weight-biased T33/TT/12s didn't like was exactly
that. The revised car was tried but not raced - again. This was
strange as it was designed to deal with just such a problem as
this, Meanwhile, the two Alpines present ran away from them.
Vittorio Brambilla had been drafted in to share with Merzario
and the race day weather was bad, alternating between sun and
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Jacques Lafitte reflects positively on his time at Autodefta, ‘

He is sean hare at the Monaco Grand Prix in 2005.

viclent thunderstorms. Because of this the race was shortened,
but this was of no advantage to the Alpines which both suffered
injection belt failures whilst showing the Alfas the way. 50 the
race fell into the laps of Bell/Pescarolo, who led their team-mates
home for another, unexpected, one-two. Autosport said it was “a
race nobody was sorry to see the end of." For the last few laps
Merzario had been waving to the pits, presumably requesting
that the race be stopped.

The result tied up the 1975 WCM crown for Alfa Romeo and
earned the manufacturer the title of World Champion for the first
time in its history. Despite this, it was not too proud to continue
racing after the end of the WCM, which had only one round left,
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Rear view aof the unusual coupe with which Andruet
thought he couwd win the avent.

timeas only In 1976, but that wasnt the end of the story. Much
had been made of Alfa Romeo's victory in the Championship and
that provided strength to Chitl's position in the future,

John Watson reflected on his 1975 season at Goodwood
recently:*l had my first race with Autodelta at the Narburgring
with a tubular chassis car, on the same day as the Italian Grand
Prix as | remember. It was a Willi Kauhsen-run car and | had a big
race with Tim Schenken in the Porsche 917-10. | could beat the
pants off Schenken with the Alfa everywhere except in a straight
line bacause he had 850bhp and | had about 550. |t was a nice
car to drive but there were problems with cars of that period,
particularly tubular frame cars made in Italy. We were used to
having tubular frame cars made in Britain with beautiful welding,
and the welding on these cars was something like a vaolcanic
eruption. But they built bloody good sports cars, but they
were endurance cars, not sprint cars. Of course, it was my first
experience with the Alfa Rermmeo flat-12 engine which | then went

on toenjoy in 1977 and 1978 in F1 with Brabham. | really enjoyed
being in the team, though | had started to wean my way out of
sports cars to focuson F1."

Fellow driver Derek Bell also had vivid memories of 1975:
"Willi Kauhsen had contacted me in 1974 and asked me to partner
Henri Pescarolo in an Alfa 33TT12. My first race in an Alfa was
at Mugello and we finished 4th. | finished 1st four times which |
thought was pretty good, and then | won Le Mans with Jacky |ckx
in the Mirage. | thought it was good for a German to be running
the team to prevent the chaos that was often present. We had a
good team with people like Merzario. | believe Kauhsen did a lot
of work rebuilding the cars before the season started. The cars
were always enjoyable to drive but they were heavy, which was
an [tallan and Alfa characteristic. The shift from understeer to
oversteer was not very smooth. Changing gears was easy ... a bit
slow but positive. The exposed gate was worrying but you got
used toit.”
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Change of priorities

new Group 5 formula was to come Into effect in 1976

and this was to last until 1981. This formula had been

suggested far the World Manufacturers Championship

as early as 1972. Though the new formula was officially
called Special Production it was known popularly asthe Silhouette
formula, and there was no minimum number requirement,
although the vehicles had to be derivatives of cars from Group
1,2, 3 and 4. In an attempt to encourage manufacturers the
regulations were very liberal, allowing many modifications. The
cars needed to bear a resemblance to an original production
car.

A prablem remained as to what to do with the‘old 'sparts cars,
the two-seater prototypes. 5o, a separate series called the World
Sports Car Championship was created and was renumbered
Group 6.

There was a distinct and uncharacteristic lack of the usual
optimistic press releases flowing out of Autodelta over the winter
of 1975/76. There had been testing during this time, though it
wasn't entirely clear what was being tested. In mid-February,
Chiti announced that he wanted Merzario and Jean-Pierre Jarier
as his main drivers for 1976, dispelling the earlier doubts as to
whether there would be sports car racing this year. Chiti was very
impressed by Jarier's driving at the recent Brazilian Grand Prix in
spite of the error, which probably cost him the race. He also felt
he was a good, analytical driver and thus a good test driver. A
one-car assault on the Championship was envisaged, especially
in light of the Formula 1 efforts being made with Brabham., larier,
interestingly, would only be available when not committed to his
contracted drives for Renault-Alpine, In retrospect, work was also
going on in relation ta developing Alfa Romeo's own Grand Prix
chassis as well.

The 1976 sports car effort would start with theT33/TT/12 with
the standard flat-12 engine, but then the 2140cc turbocharged
unit, which was being tested at the time on the dynamometar,
would be raced - or so was the early plan. The Turbo flat-12 had
two compressors, one per bank of cylinders, and 550bhp had

The 133/T1/12 was on display at the
prestigious Geneva Motor Show.
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Alfa Romeo was keen (o show its championship winning
car at the early 1976 motor shows.




Sicle wview of the 1975 car.

been quoted by Chitl with the expectation that they could find
600bhp. The car would run on Pirelli P7 tyres with a radial carcass,
bringing Pirelll back onto the racing scene after a long absence.

A week after these first 1976 announcements came the
news of a very substantial change to the T33/TT/12:it would now
be the T33/5C/12, SC standing for 'scatolato’ which translates
from the [talian as monocoque. This new chassis replaced the
spaceframe chassis of the last few years, though outwardly it
did not look dramatically different. Arturo Merzario had already
been testing the new chassis with a standard flat-12 engine.The
car met the ‘new’ Group 6 rules and it had the same wheelbase
as the TT tubolare, but 15in wheels were made mandatory so the
track was slightly narrower. A savings of 40kg had been made,
including using a titanium rollbar. The engine now had a Spica
injection system, which should account for 2 10% saving on fuel.
It was also announced that the new turbo engine was not yet
ready for testing. Merzario's testing was said to have produced
encouraging results.

On May 16 the Aston Martin Owners Club organised a race
meeting at BrandsHatch,including a race forsports, GT and Group
4 sports cars for the Houbigant Trophy. Richard Pilkington had
his ex-Brands winning T33/3 on pole ahead of Martin Morris in a
1972 T33/TT/3.These two had a good battle with Mike Salmon in
a Ford GT40 and Pilkington eventually led Morris across the line
ta win.

Autodelta madeits firstappearance in 1976 at the third round
of the World Sports Car Championship, the Imala 500 Kilometres

G6 race. The Group 6 races could be either 500km or four hours,
and the Autodelta entry was the debut of the new T33/T5/12 ...
the turbocharged car.Well, Autosportsaid absolutely that this was
the debut of the Turbo, but indeed that was wrong. The reporter
even commented on how good the engine sounded but it was
not the long-awaited turbo! As Jarier was in the Alpine-Renault,
Vittorio Brambilla was to partner Arturo Merzario, and the main
opposition in addition to the French cars was the Martini works
Parsche 936 Turbo of Ickx and Mass. The Italians had a mixed set
of practice sessions, Merzario finding his car on fire out on the
circuit, caused by a leak in the fuel system between the tank and

In the UK, Martin Morris drove a T33/TT/3 at Brands
Hatch at an AMOC race meeting.

the injection system.This was put out pretty quickly and the Alfa
was fourth quickest behind the French cars and the Porsche, but
four seconds off pole time. Teodoro Zeccoli was also in an Alfa,
the T33/TTA2 of Ottomanao’s Asquator Cottages team.
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Pilkingtan and Morris in the two different models
| of the T33 with 3-litre V8.
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Richard Filkingtorn at Brands
Hatch in the T33/3 which had
worr at the same circuit in 1977,

Brambilla forced his way into 3rd
after the start and one of the Alpine-
Renaults of scheckter/Pescarolo retired
quite early. The Alfa was 2nd behind
Jarier/Laftte, When Brambilla made
his stop to hand over to Merzario, he
was having gear selection problems,
After some work, Arturo set off but
went past the pits next time hunting
for a gear. This lost the car twa laps and
they were down in 4th. The engine ran
beautifully but the gearbox didn't and
Brambilla took over for the final stint.
At forty-two laps, Jarier was baulked
by Zeccoli and spun, flat-spotting
all four tyres, He pitted and that let
the Martini Porsche into the lead.
Brambilla was up to 3rd as the Alpine-
Renault chased the Porsche, in spite of
a spin for Brambilla. Laftte unlapped himself and was pulling
away when he made contact with one of the Saubers, and this
damaged the French car’s side radiator. The car overheated and
retired with twenty-six of the 100 laps to go.The Alfa was 2nd, a
troubled four laps behind the Porsche, and feccoli came home
oth. Merzario described the difference between the T33/5C/12
and the T33/TT/12: "The monocogque car was more rigid than
the tubulare which still had some bending, some flexing in the
chassis, especially as you put the power on hard. It was better on
the tighter corners and on smooth circuits, not a lot better, but
better. There was no difference on the fast corners.”

Autodelta had no plans to go to Le Mans for the 24 Hours,
though Frenchman Jean-Claude Andruet had made an entry for
the event in June in his name,in an Alfa T33/TT/12, For a variety
of reasons, including the invelvement with F1, this never came
about and the car was listed as a DNA.

On June 27, the Enna 4 Hours taok place at the Sicilian circuit,
with the T33/T5/12 |, according to Autosport, again entered for
Merzario and Casoni and the Ottomano car for Zeccoli and
Ottomano, a T33/TT/3 VB. However, it was not the Turbo car
but the T33/5CM12, the monocogque chassis with the flat-12



This is the first view of the new T3S0/ 12 with
the scatolato chassis ... a monocoque. If was
2nd in its firsf race.

non-turbo engine. Merzaric and Casoni were third guickest
behind two Alpine-Renaults but ahead of the Porsche of Mass
and Stommelen. Merzario was immediately in the pits with
injection pump failure, and after this was attended to ‘Little Art
was flying and was overtaking the French cars, but he tangled
with a slower car and suffered suspension damage. After an hour
and a half he gave up the fight and retired, leaving the works
Porsche 936 Turbo to take the win after the Alpine-Renaults also
retired.

In mid-September, the C51 announced that Group & would
have championship status again in 1977, even though only one
works Porsche 936 and the two Alpine-Renaults had seriocusly
contested the series during 1976, Two weeks later, Autodelta was
again present atthe seventh and finalround of the Championship
at the Salzburgring, and the T33/5C/12 was there for Merzario
and Brambilla. This was a ninety minute race and Brambilla

and Merzario found the car very comfortable in the wet on the
2.6-mile circuit and were on pole by a good margin.But after only
sixteen laps the engine had lost its edge, and then broke and lost
the lead as it limped Into the pits to retire. The Porsche 936 won
its sixth race of the series. The final points tally was thus Porsche
100 paints, Alpine-Renault and Osella 47 each, Lola 40, and Alfa
Romeo down in 7th with only 15 points.

Later in September, Autodelta announced that a new
T33/T5/12 would race in 1977 with a 1991cc turbocharged
flat-12 boxer engine, a car which had been tested by Merzario
and Brambilla. It was also expected that there would be little
opposition from works cars in 1977. Derek Bell told the authors
that at the end of the season Carlo Chiti contacted him and
asked him to drive at Avus in 1977, though at the time, he had
little other information about this race.

1976/7 T33/5C/12 technical spec
Chassis ) scogue in aluminium
Engine
Bore and sroke FAmim x 53.5mim
Comp 11:1

Cylinder he

4

Gear

Fusel system Indirect fuel injection wtilising twa Lucas pumps

Pawer S20bhp at 12,000rpm

[ramimissian

Length af car
Width
Height
Wheelbase
Track frant 1.49m
Irack rear 14Fm
Iyre sizes o020 13 frant 1310026 X 15 rear
Weight FH0Kg

Top spoed approximately 330kmih
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The final countdown

Ifa was bubbling with exuberance and confidence as the
New Year clicked round to 1977.This was the year when
its Grand Prix aspirations were really going to bear fruit.
Most were surprised to hear that it would not
abandon its sports car programme after all, when this had been
thought most likely. Its big advantage of course was that its 3-
litre flat-12 engine was commaon to both Grand Prix and sports
car disciplines, and hard work had been taking place over the
winter to ensure that a better, more reliable unit would be
available. In an interview with the French sports paper LEquipe,
Brabham F1 driver Carlos Pace said that in 1976 it was impossible
for him to show any confidence In the engines as they were so
unpredictable. After the winter development work they were
10kg lighter and able to put out a reliable 510bhp. Pace also
menticned he would be doing a full season with the once-raced
turbo Tipo 33!
Sports car racing at the top international level was still
somewhat in disarray. The previous year had seen a split in the
championships with Group 5 becoming the World Championship

Though the turbo engine was being developed, a flat-12
appeared with increased power for 1977,
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for Makes (Porsche 935s, etc). In addition, for 1977, the Group 6
Prototypes would have their own series counting towards the
World Championship for Sports Cars.

Autodelta decided that it would run a full season in this
latter discipline with its T33/5C/ 25, and it was a good thing
for the FIA that it did as the fields were extremely thin, at cne
time amounting to only eight cars, three of which were Alfas. [t
will come as no surprise then that the championship basically
involved Autodelta ensuring that it at least finished every race
and preferably in a good position.

In February John Watson announced he would be sharing
the turbo T33/T5/12 with Carlos Pace in 'selected rounds’ the
first of which was at Dijon in April for the 500 Kilometre race.
Tragically, by the time of the race, Pace had perished in a light
aircraft accident. Pace would have been an interesting addition
to the team as his contemporaries described him as very, very
fast, but hard on the machinery and occasionally reckless.

Autodelta brought along three T33/5C/12s resplendent in
the new sponsors Fernet Tonic livery. One car was a spare which,

i ‘I L1
The rear of the new maonocogque scatofato chassis,




Jdean-Flerre Jarier shared victory al Dion with Arturc
Merzario,

in retrospect, may have been the Turbo car. All were seemingly
ta the same specification as those that appeared in 1976 and
four of these monocoques had now been constructed. “It was
my favourite car of all the T33s,” Zeccoli told the authors while
meeting at his Imala BMW dealership in 2005,"it was so fast. There
was little power below 8000rpm but once, at Balocco, | was timed
at 345km/h down the long straight and the next day | managed
to increase that to 352!"The fourth had been fitted with the 2.1-
litre turbocharged engine that had not yet been developed to
race-ready specification. "It has huge lag" said Merzario at the
time, "but it s very fast, nearly 30km/h faster than the normal
cars.”

lahn Watson complained about the handling, saying that
he didn't feel comfortable driving it. Watson: | didn't entirely
enjoy driving the monacogue, and | somehow felt something of
an outsider in an already established team. | had become very
singular about the racing | did because | was a Grand Prix driver
and then adapting to sports car driving and sharing wasn't really
what | enjoyed. | had done sports car racing with Mirage in 1973
and In a Chevron in 1974 before Grand Prix cars. It was the narm
in sports car racing for there to be single-seater drivers because
it gave you mare experience, and you could earn more Income. It
was a means of establishing yourself and getting your feet under
the table. Once | was in Grand Prix racing, it seemed difficult to
go back into a sports car race. It had lost some of its attraction
and | think this was when we saw the beginning of the decline of
sports car racing. Fermula 1 was growing and taking a different
direction.”

Mot surprisingly the Alfa was the quickest car in practice
although a ‘cottage industry’ car called a Toj, fitted with a
Cosworth DFV, was very close and, being driven by ex-Alfa man
Stommelen, looked like providing some competition to the red
cars,

And so it happened. Despite their expected domination,
Chiti's men had to fight off the German car and, when they pitted,
it took the lead until sidelined by gearbox problems. In fact, with
ane of the Alfas retiring with engine problems, Merzario was
fighting down in 4th place at one stage before those ahead
suffered problems, allowing him to reel off the last laps and win.
It had not been a convincing race or victory, and Monza was
next week!

Vittario Brambilla pushes on at Dion, but wifimataly
retirecd,

For that race, three cars were listed but the one marked for
Jarier never ran.The race turned cut to be a battle between team-
mates Merzario and Brambilla until the former hit problems.
Then, when trying to make up time, he rounded a corner and
found an Osella facing him, stationary. He hit it hard, thanlkfully
with no driver injuries, whilst Brambilla went on to win the race.
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Nerzarnio takes aver from Janear at Djon, with Chiti
walching on the aft,
b ————————————————————————————— - ] |

One other Tipo 33 had been entered and that was a T33/TT/3
V8, to be crewed by Bruno Ottomane and Pacle Gargano, but
it failed to qualify. Ottomano was the lawyer of Aldo Moro, the
President of Italy, and Moro had instructed Autodelta to give
him the Tipo 33. He was later to receive T33/5C1 2 chassis 014 as
a present in the same way, although after Moro’s assassination
Ottomano had to return the car to Autodelta.
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Alfa’s interast in the Interserie race serles had waned with the
cessation of Willi Kauhsens influence at the end of 1975, and so
it was with some surprise that old hand Derek Bell turned up at
the Avus circuit in Berlin and won the second round, in what was
quoted at the time as being an ‘experimental car.There appeared
to be no obvious reason why Chiti should feel the need to test
any radical developments at this stage in the Tipo 335 career. Bell
wasn't aware of the exact specs for this car but did remember
that it was incredibly fast on the straights at Avus:"Autodelta put
me in the car for Avus where | remember it storming down the
straight at over 215mph.”



The winning Monza car with Brambills befind the wheel.

When Derek Bell was asked why he had been selected for
this race after not being involved with the team in 1975, he
respanded thus:

"Well, Carlo Chiti had contacted me at the end of the previous
year to ask me to drive at Avus. | never knew why they chose
me and not any of the other drivers. | had won races, but so had

The Merzario/Jarier car leads
at Monza, but dida't firush.
Jarter shared with Brambilla in
the other car to win.

Arturo. | wasn't clear at the time about what
was then referred to as an ‘experimental’ car, |
think it was an Italian thing, and if | had lived
in ltaly or spoke Italian, | would have found out
years later that, as with Ferrari, they had been
using a special piston or special materials. With
Ferrari, you could find out much later that the
reason the engine blew up wasn't the reason
they blamed you for. At Ferrari, they told me
that | shifted gears too quickly and thats why
the pistons went! I never quite knew what they
were doing with that car at Avus, and | don't
think they would have told me. All | would
say is that | think they had an experimental
flat-12 engine, and they only had one,and they gave it some extra
tweaks. | was very flattered to be In the car Instead of Merzario. It
was in Germany but they could have used any number of other
drivers. The car was a rocket and it was a bit embarrassing, and
the question was how fast do | go because it was so quick. | am
sure it was entirely to the regulations as were all thelr cars. | don't
think they ever used anything not legal because we were never
that quick.| know the cars were honestin 1975 because we knew
how fast we would go and we wouldn't be on pole. The Alpines
were quicker but always had a problem.”

At the end of May the WSC continued at Vallelunga with the
AC of Rome's 400 Kilometres. Those of a cynical nature might like
to know that the event was brought forward one week at the last
rmoment, resulting in it clashing with a Group 5 race in which ace
Toj driver Rolf Stommelen was otherwise engaged. Autodelta
took its usual two T33/5C/12s for Merzario and Brambilla, with
Spartaca Dinl down as co-driver for both cars. Ottomano was
also present with his V8 but was painfully slow, finally iinishing
10th in the race although many laps down on the winner, Vittario
Brambilla. Merzario suffered some tyre and misfiring problems
that required several pit visits and he finished 2nd, ahead
of coming Autodelta saloon man Giorgio Francia in his fleet
Osella PAS.

On June 19 the few regulars in the WSC were depleted even
further as the venue was Enna, Sicily. Autodelta had no paper
opposition to its two regular T33/5C/1 25, Drivers were Merzario
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It is easy to see why Arluro Merzaro is known as “Little Art'f I

as usual and Dini in the second car, with Osella man Francia being
called-up for his first Alfa factory drive.

The new recruit was responsible for a Sicilian operetta on
the grid when he found he could not restart his engine after the
warm-up lap. One of the mechanics realised what had happened
and made to go to the car to tell the driver to switch the electric
fuel-pump on. In doing so, he was restrained by the Clerk of the
Course and had to vell at Giorgio for some time over the noise
of the engines to make him understand. All was well in the end
and the car left the grid with the rest only to be immediately
black-flagged.The Clerk had taken offence at what the mechanic
had been trying to do and so the car was pulled in because the
pit-crew member had been ‘aggressive and insulting”! Despite
risfiring and wilting oil-pressure, Merzario won, but only after

a pesky Osella had dared to take the lead - and then blown up.

Talk about nadir, Autosport described it as 'turgid’

In terms of numbers, things were even worse at the next
round, held at Estoril in Portugal in July. Only eight cars turned
up and three of those were Tipo 33s! Chiti had decided to race

Autodelta’s complete production run of atmospheric T33/5C/ 1 2s.

Some new front-suspension tweals were tried as were different
rear bodywork configurations. Chiti had made a team decision
that Merzario was to be the chosen winner, Brambilla was back
from his March Grand Prix appearances in the second, and the
third was to be shared by Francia/Dini. The race was reduced in
length, at the last moment, from three hours to two and a half to
try and retain some spectatorinterest, and the Alfas duly finished
in the above order after Brambilla had managed an sarly spin
and spent some time playing catch-up.

Chiti's decision to take three cars to some rounds was not
because he felt the public needed to see so many T33/5C/12s
on one grid, but simply because the fizlds often looked so thin
during 1977 that organisers sometimes threatened to cancel the
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races. Doing so would probably have resulted in the FIA declaring
the whole World Championship for Makes null and void, and
that was something AlfafAutodelta/Chiti certainly didn't want to
happen.

The next reund at Paul Ricard actually had a healthy number
of 2-litre and GT entries,so the boys from Milan arrived with only
two carsand three drivers. Accompanying Merzario and Brambilla
on this occasion was Jarier, who had been asked to help out if
neaded. In fact he did take over the winning car for a brief period,
getting his name into the results but, after dominating practice,
the two Alfas nearly didnt complete a lap as they enjoyed a
closely competitive moment at the very first corner. Only one car
survived to fend off the close attentions of Stommelen and the
Toj, and it was Merzario once agalin at the wheel.

A wild spin in practice and a duff shock absorber causing
another spin in the race put Merzario out of the Imola 250
Kilometres in September, leaving team mate Brambilla to take
the honours, After the race, the WCM points situation showed
Alfa to have double the number of Osella in 2nd place - it was all
becoming desperately dull for everyone except, no doubt, Chitl,
who must have relished his post-race debriefs with the ‘suits’
in Rome.

The final round was at last held two weeks later at
Salzburgring, and Alfa sprang a surprise, This time three cars
turned up and one was powered by a 2.1-litre turbocharged




The Turbo caras i/ sits i
the Alfa Romeo Museum
foday:

flat-12.This car had never been
raced before and was entrusted
to Merzario who managed to
wrestle the difficult &B0bhp
overweight, 'under-tyred’ and
under-braked machine to 2nd
place behind winner Brambilla,
with Francia/Dini coming 3rd
In the other, normally aspirated
T33/TT/12. Merzarios pit stop
took the best part of three minutes as the hot turbo motor took
a long time to restart. Still, it was all in the interests of future
development as Chitis vision could foresee the rise of forced
induction in many areas of the sport. Hadn't Renault debuted
the first ever turbo Formula One car that summer? Only nine cars
started and, as Autosport said, "there were seven finishers in at
the death of the World Sportscar Championship?

Merzario:"At Salzburg, | had the Turbo, the first time in a race
with the Turbo. It had big power, but with a big problem with a
flat spot. The Turbo was either on or off ... a big problem. | came
2nd but | had problems with the brakes and then re-starting.
Then when it was wet, there was no maore exciting car to drive
in the world!" The Turbo car now lives in the Museo Alfa Romeo
at Arese, Marcello Gambi said that the turbe had been kept vary
much as a spare during the 1977 season.

Autodelta had taken victory in every round and it should
forever be rightly proud of that achievement, but the opposition
had been minimal. There was still one last act to be played
though, as it wasn't guite the end of the Tipo 33 story. The final
curtain was brought down at Hockenheim on the afternoon of
Saturday October 8, and it was staged by the German Interserie
organisers. Arturc Merzario was inevitably the driver and the car
was the turbocharged machine. Few magazines reported the
event. The Tipo 33 had spluttered into life ten years before and
had developed into a promising praject successfully taking on
the world. Sadly FIA indifference and misunderstanding of the

After much hype, the Turbo car first raced at Salzburgring in
1977, finishing 2nd with Merzario.

TURBO A 4
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Front wiew of the Turbo car al Arese.

relevance of sports car racing led to the demise of the Tipo 33%
raison d’étre and, mare to the point, Chiti had bigger fish to fry.
Mot only had Autodelta revealed the existence of its own Grand
Priz car during the year, but Niki Lauda was coming to lead the
F1 Brabham team and, with its Alfa Romeo power, the rotund
Tuscan had a chance to shine at the pinnacle of motor racing in
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Arturo Merzario was seldom withou!
his cowboy hat.

1978.The 'suits’in Rome had been kept happy for another year
and Alfa Romeo had added anather championship to its list of
achievements, And, yes, Merzario had the honour to win this final
race at Hockenheim, something he remained pleased with.

For those drivers who had been with Autodelta, there were a
lot of good memories. Arturo Merzario valued the chance todrive
with people like Maric Andretti, who became a good friend and
was what Art called an ideal team-mate. He also thought highly
of Pace as a driver though he said after Carlos drove the car'it was
finished® He also highly rated Lafitte, and considered Vaccarella
as the best of the road circuit drivers. Nanni Galli thought Glunti
was an incredibly quick driver, and also thought Helmut Marko
and Rolf Stommelen were not only quick but good for the team.
Teodoro Zeccoli believed Piers Courage was probably the best
Alfa 33 driver, and that no one else had such a good feeling for
the car and the handling. Zeccoli:"Courage could go to a track he

The enthusiastic Merzario st drives the T33/TT/12
art historic events; here he s at Goodwood,
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had never seen before and within a few laps would be quicker
than the drivers who raced there all the time ... including me!”
In the early days, Zeccoll rated Giuntl very highly, as did Galli,
Marcello Gambi had his memaories of Carle Chiti: "Chiti liked to
be driven by my son Marco. Marco always drove fast and Chiti
liked that. He would always be late for the airport and Marco
would drive on the pavements ta get him there on time." Gambi

liked Spartaco Dini, mainly for his off-track adventures, and “Mr.
Coca-Cola ... Vaccarella! He carried a bag of Coca-Cola in the car.
He bent two cars at the Targa Florio in practice, Once, he crashed
and just sat in the car finishing the Coca-Cola”!

Both Merzario and Galli had some difficulty in picking out
the best races, as Merzario said: “All races at Alfa Romeo were
good, even when they weren't!”

MNino VYaccarala comes out for histonc events,
and arave at a retro farga Flong event.

CANELLD

1977 T33/5C/12 Turbo technical spec

Chiateis
Ergine
Bore aRd dirake

Campressian ratia

Cylinder head

Fusel system
Poiwar

Tramsmissean

Lergth of car
Width

Height
Wheslbase
Track front
Track rear
Tyra sizes

Weight

Micretogue in sluminlum
2134dce

Fimm K 38.2mm

1153:]

DOHC per bank

4 valves per cylinder

ear driven

Fuel injecticn and two turbocharger induction

S=speed gearbkoxffinal drive in wnit with rear-mounted
engine

3. 80m
e —
A L

l'|||7.|! -

2, 50m

0% 13 front, 1310/ 28 %15 raar

Ran at 352kmu/h in tasts
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The Stradale ...

a most beautiful road car

hat had started as the Project 105.33"in 1964, and
had even earlier roots in a V8 GT car thought about
in the mid-1950s, found itsell gaing in a number of
directions once the business of building a serious
international race car got under way in 1965/66 and the car was
launched in public in March 1967. It had long been considered
desirable for this project to be linked to a production car of some
sort,and the thinking that prevailed once the race car was active
in 1967 was that there should be an exclusive road car...a Stradale
-.. based on the same chassis. This car should fundamentally be
‘05% a race car’ with some road trim, parameters set down by
Satta and Busso in conjunction with Chiti in the later stages of
thinking.
The commission to design the Stradale was given to Franco
Scaglione and the brief was not an easy one: the car was to have

T ALBLROMEO T33 STRADUET T

a minimum of ‘roominess and comfort compromises using the
dimensional and architectural bonds of the original chassis’and
It was to have not less than 95% of the performance of the racing
spider. What has become clear is that at one point Alfa Romeo
intended to build two versions of the Stradale — one that was a
high performance road car with safety glass, full interior padding
and finish, heating, sound deadening and windows that would
open, and a competition Stradale that would lock like the road
version but have engine tweaks, fixed windows, racing seat and
a sparse Interior.

How the operational departments managed to translate
such a plan into reality can only be wondered at, at a time when
a vast amount of effort was going into both the existing touring
car competition programme and international sports car racing,
The result probakbly tells the tale best as some fifty chassis were
planned for the Stradale project, aimed at
wealthy customers who could afford the
it— | then expensive 517,000 price tag for the base
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model.In the end, fifty cars never got built, and
while the records often say eighteen Stradale
chassis appeared, several of these went into
the concept cars described in the next chapter,
and probably anly a maximum of twelve cars
were built.

There is wvery little mention in Alfa
Romeo history of a two-tier Stradale
building programme but it was what had
been intended. Though the official period of
Stradale availability was from Movember 1967
until March 1969 the build programme started
in January 1967, and it would seem to have
included the notion of a competition version
from the outset. The car had been launched
in September 1967, However, the programme
became sidetracked by the diversity of other
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Thesa Stradale drawings
show the resemmblance o ihe
‘Daytona’ body shape.
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"_]l"'f air fo the brake:

demands, and the order book was surprisingly slow in getting
full. This odd state of affairs goes some way to explain the timing
of the production of the cars. It would appear that at l=ast two of
the cars always thought to be full road-versions were in fact built
at least partially to competition specifications. Chassis 75033.106
was raced extensively by Laureati in 1968 and 1969, and chassis
75033.107 was described as an experimental version in which
Scaglione used extensive amounts of magnesium. There have
also been theories that this car has now been built into a pukka
1968-style racing coupé of the Daytona type. There is also the
view among those familiar with Stradales that the project was
thought up to utilise the existing racing spares, as it had become
clear that a switch to a steel monocoque was on the cards for the
end of 1968.

Whatever the realities of this subplot were, one of the most
beautiful road-going cars of all time wasn't very successful when
it appeared.The wheelbase of the Stradale was 10cm longer than
the racing prototype to furnish some interior space and a degree
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The fatar car in 19688 with vents behind front and rear
wihaels,

An Alfa Romeo phota showing the car with
both hinged doors apen.

The Stradale
was a big
hit at motor
shows but
sales didn't
follow. This
s the 1867
Frankiurt
Show.
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A rare competition appearance of the 33 Stradale
at a Bologna Hili-climb in 1968.
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of road-going characteristics. It is thought that all the Stradale
versions have this longer wheelbase, but it isnt a certainty, as
every existing individual car has at least some slight difference
from every other. The sills were padded to cover the 200mm
chassis side tube, The chassis tubes, as in the race car, weare in the
H layout with two large tubes connected by another large cross-
member. The side tubes carried the fuel. The front subframe
was part magnesium with glass fibre skin, and at the rear, the
engine and rear suspensiaon were carried by twa large tapered
magnesium arms bolted to the sills, The magnesium subframe
castings were made by Campagnolo, The central section of the
chassis on the Stradale was in steel for additional strength and a
degree of rigidity.

While the Stradales were designed by Scaglione, the
construction was carried out by Carrozzeria Marazzi at Caronno
Pertusella near Saronna, though each hand-built car was
inspected by Scaglione. Every effort was made to keep the cars
functlenal, and the weight was kept at 700kg, When the car first
appeared it had four headlights and no side vents, and some
months later it had single headlights, side vents, indicators
mounted fairly high on the wings and revised chrome trim.

Alfa enthusiasts have long thought that, given the timing,
there was a close connection between the 2-litre engine in the
early Tipo 33 race cars and 5Stradales, and the Montreal which
finally appeared in 1970. There is an outward resemblance, but
the over-sguare 2-litre has a bore and stroke of 78 x 52mm
producing 260bhp whereas the 2.6-litre Montreal engine only
manages 230bhp. A note of qualification is necessary here, as the
arlginal power rating for the Stradale was given at 230bhp, but
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Enzo Ferran appeared on the Alfa Romeo stand at this
show in October 1968, The Stradale at one time was
almaost a joint Ferrard/Alfa Romeo project.

it would appear that a number of examples escaped the factory
with 240 to 260bhp, given that the cars were produced over a
fairly long period. There were four cams, two plugs per cylinder,
twin distributors and four coils as on the race cars. The Stradale
had the racer's revolutionary transaxle, 6-speed gearbox and a
final drive ratio of 341, giving the car immense acceleration. It
stayed faithful to its original destination of being almost a race
car.

The Scaglionea design was very cleverin relation to the way in
which it made what was essentially a competition machine look
like a road car. This meant overcoming a number of difficulties,
and the interior is forced to contain the spare wheel, radiator and
cool-air ducting, which leads to the brakes. Scaglione’s designs
included attention to aerodynamics in order to feed as much
cool air as possible to the brakes from outside as well. The body
shape was created so that the airflow would be directed to the
internal and external wheel faces. When there was turbulence
discovered in the prototype testing, Scaglione designed the
vents behind the wheel arches. The right side vent allows air to
flow into a breathing chamber between the rear window, engine
cover and the transparent internal back-light. The left vent feeds
cool airdirectly to the rear brake ventilation ducts. This layout was
part of solving the larger problems associated with designing a
car less than a meter high, which was also complicated by the
unorthodox chassis tubes.

Scaglione used a new approach to entry and exit by making
the doors part of the roof structure and hinging them diagonally.
While the wide sills still have to be managed, entry is far easier
than it would have been with a gull-wing doar.
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Concept cars ... dream and reality

n all its diverse forms, the Tipo 33 was probably never so
controversial as when it was forming the basis for several
concept cars,

The longer Stradale chassis had been made available by
the factory as a road car but its high cost and complexity and Alfa
Romeo management's greater enthusiasm for the front-engined
Montreal probably contributed to the relatively small take-up
of the model by customers. Making available a number of these
chassis to high-profile carrozzeria — coach builders - would
certainly have been seen as good for Alfas image.In all,six concept
cars were constructed by the ‘big three'ltalian design houses.

The first to appear was the Carabo, or Beetle in English. This
was designed by Marcello Gandini when he was at Bertone and
was initially displayed on that company’s stand at the Paris Motor
Show in October 1968. It is said that the Carabo was devised so
as to negate the Lamborghini Miura's problem of producing
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The Bertone Carabo, first of the Tipo 33-based
concept cars. This is the 1968 Fars Show.
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front-end |ift at speed. It was also the first car to feature front-
hinged and upward-opening doors and this idea was later taken
up by Lamborghini with its Countach. The chassis number is
75032.109.The construction was completed in only ten weeks. [t
features novel slats over the rear window and similar treatment
at the front. The striking unbroken line appearance was possible
through the use of a special glass, VHR — verre a haute resistance,
The doors opened via a balanced hydropneumatic ram system.
This feature gave the car the name Carabo as a beetle opens its
wings in a similar manner.The doar opening system allowed the
car to be parked within eight inches of a wall,

Soon after this, at the Movember 1968 Turin Show, Pininfarina
unveiled its show-stopping P33 Roadster. This car had a wedge-
shaped body and open cockpit in sports racing car style. The
area behind the seats was stylistically dominated by what we
would now call an aerafoll, but which Pininfarina described as

Rear view of the Carabo at the 1968 Paris Show.
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I The stnking Bartone Carabo in mefalic greean.

a ‘raked element’ This contained a roll bar and an oil cooler as
well as supposedly functioning as an aerodynamic aid. The nose
incorporated a row of headlights under a clear plastic cover
and was protected by a rubber bumper. The chassis number is
possibly 75033.110.

One year later, in much the same sequence, the Paris Show
of 1969 provided the scene for the debut of the Pininfarina
Alfa Romeo 33 Prototipo Speciale. Many would have done a
double take, as on first sight the car looks identical to the same
designer's 1968 Geneva Show Ferrar] 250 P5, but this Alfa-based
offering differs in that it does not have a row of headlamps
under glass and it also dispenses with the side and rear strakes.
Fininfarina stated that it built the car as the first of a possible
shart production run of cars ta be built in conjunction with Alfa,
although this seems strange in that, by the end of 1969, sales of

The Pininfarina F33 Roadstern, well knowr o Corgl
model car fans.
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that company's own in-house Stradale were not high.The chassis
number is 75033.115.

At the subsequent Turin Show in November the same year,
ltaldesign welighed in with its take on the Tipo 33 chassis. They
named it lguana after the rear side air-intakes, which were
reminiscent of the scales of the reptile. Giugiaro used the fact
that the base chassis was a racing car to emphasise the cockpit

Close-up view of the rear wing on the P35 Roadster,
This is gt the 1968 Turin Show.



The 19639 Pans Show saw the debut of the Bininfarina
33 Prototipo Speciale, which was almost identical to the
Fininfaring exercise an g Ferran chassis.

structure, as it had to be built up in steel and was left bare on
this car. The low section on the nose craates clearly separate
features of the wings over the front wheels. This and many other
features were to be seen later on the designer’s Porsche Tapiro
and Maserati Bora. The chassis number is 75033.116.

MNearly eighteen months went by before the next Tipo 33-
based confection was launched. This happened at the Brussels
Show in 1971 when it was Pininfarina’s turn again. The car was
apen and consisted simply of a distinct wedge shape - all the
rage at the time with the Lotus 72 Grand Prix car — with few

The metalic fnished Iguana at Arese taday

The beautifil P33 coupeé inside the Alla Romeo Museum at
Arase.

frills, John Beolster described it in Autosport magazine as ‘very
attractive but for nasty blisters to accommodate the front
tyres. The choice of Brussels as its debut show was rather low-
key and few magazines of the day reported the event. Perhaps
because of this, confusion has arisen over the identification of
this car, especially as Pininfarina had already executed its 1968
P33 Roadster design. In fact many confuse the two and consider
them to be the same car. The constructors call this car simply the
Alfa Romeo 33 Spider although the additional name Cuneo is
used by Alfa Romeo.This has chassis 75033.108,

We can confirm that this is not the same car as the 1968
version as we were able to open the Alfa Romeo Pinifarina 33

The lguang badge on the back of the llaldesign car af Arese.
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The third Pininfarna design, the wedge-shaped Cuneo at

Spider recently — something evidently not done for many years
- and the chassis number was clearly not the same as the other
car.

Pininfarina stated that this car concluded its research an
racing car frames with central engines’' so it was assumed that
this was the last use of a Tipo 33 chassis for a concept car. Except
that five years later, at the Geneva Show in early 1976, Bertone
unveiled a new car namead the Navajo. This experimented with
the wedge shape and bore certain similarities to his Rainbow car.

The authors got a close ook at the Cuneo’s 2-lifre engine,
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l Arese,

He was, of course, deeply involved in the Fiat X1/9 project at this
time and so the shape must have been his contemporary theme.
Also, he may have been looking for a tie-up with Alfa Romeo, for
under the Navajo's skin was none other than a Tipo 33 chassls,
over five years since Alfa last used one.This time though, it really
was the last use of the obsolete chassis frame, the number of
which is 75033.117.Some reports have this with a 3-litre engine
based on a T33/3 chassis, but clearly Alfa Romeo describesit as a
33-based car utilising a Stradale-length 33 tube chassis.

Peter Calling” siriking photo of the rear of the Cunen.
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The Navajo sits in front of a disg af a number of Alfa Romeo d
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Driving the cars

he authors have been fortunate to have been offered

first hand experience of each of the Tipo 33 models ...the

firstT33 2-litre, a subsequent T33/2,the T33/3,T33/TT/3,a

T33/TT/12 and a Stradale. They are grateful to the owners
and their teams for providing help and assistance.

1967 T33 Chassis 75033.001 — The Fleron
winner

Marco Cajani is a larger than life character, an enthusiastic driver
of historic racing cars ... an Alfa 1900, the DeTomaso-Alfa F1 car ...
and he heads the Scuderia del Portello, Alfa Romeo's prestigious
historic racing team.His headquarters in Milan houses the team’s
transporters, a number of the race cars, Cajanis own superh
collection of private cars and ... 75033.001,the 1967 Fleron winner.
It should come as no surprise, | guess, that this car should be in
Cajani’s hands in view of his long association with Alfa Romeo.

The authors first stumbled - literally — across this car as it was
being restored in Giovanni Giordanengo’s workshop near Cuneo
in ltaly. Chassis 001 was sitting next to 003, the car belonging
to Italian-American Joe Nastase, Both cars were in a pretty basic
stage at the time but have since emerged to appear at Concorso
Italiana in California and Goodweoad in the UK.

Marco Cajani's understanding of the history of the early
cars was that there were two prototype 33 chassis, one of which
became an un-numbered prototype - this was the car Zeccoli
crashed at Monza in January 1967, Cajani has 001F, the other
early prototype, which Chiti attested was the car that Zeccoli
took to victory in its maiden outing at Fleron in Belgium in March
that year. He also said to Cajani that the chassis that went to OS|
had no numbering. Cajani saw 'his'car at Alfa Romeo in 1986 and
neqotiated a purchase. This was at Settimo Milanese which had
been the Autodelta headquarters, though by then it was part
of Alfa Romeo. The car consisted of a complete original chassis
with suspension, engine and all parts except the body. Having
agreed to buy it, it then became difficult to get his hands on. It
had moved and he eventually had to buy it in component form, a
bit at a time. This collection of components went to Giardanengo
to have a body made, as no one knew where the original body
had gone. Joe Mastase’s car was there at the same time having
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bodywork done. Cajani said that Chiti at one time wanted
Giordanengo to build six replicas of the 1967 car. Cajani was
approached after Chiti died for the loan of his chassis to make
these replicas, which would have been made from aluminium
and steel, rather than magnesium, to distinguish them from the
originals. There is no certainty as to how many, if any, were built.
Cajani had photographed the 001P numbering on his chassis
and then had added his own stamp to mark it. Examination of
the Alfa Romeo photos of the bare 1967 chassis reveal the 001P
marking.

Amongst the documentation Cajani got with the car were
papers which confirmed that this chassis, 001P was the car taken
to the Targa Florio in 1967 and used in testing, though possibly
not in the race, Cajani also had possession of the chassis which
was the first one used in the 1968 cars, and was a prototype for a
car which would take a 3-litre engine,

The owners research is on going, though he believes 001
was the car driven by 'Geki'/BaghettifZeccaoli at the Narburgring
in 1967, and that De Adamich/Giunti/Pinto used it at the Le Mans
test weekend.

Driving 75033.001

This ‘Fleron’ car has an early gearbox, a 6-speed with the
numbering 10533.018. |t had the same tricky feel as | experienced
in Paul Grist's 33/2 .. well, it’s the same box.The car has left-hand
stearing with a 3-spoke wheel, the big ‘periscopica’ air intake
sitting behind the unusually shaped rollover bar. Caution has
to be exercised on entry as the bodywork is fragile, though the
doors are wide. Vision out of the car is not without its problems
and you need to sit quite low to use a flatter part of the screen to
see. The gearshift is in the centre and the five instrument gauges
are set to the right of the wheel, The leather seats are new but
in period style, the interior is spacious and the windscreen is full
width. The rev counter reads to 8000rpm.

From the outside, it's a beautiful little car, with lavely curves,
attractive vents and features .. a striking race car in all ways. |
found mysealf walking round and round and round it.

The car has had relatively little running since its restoration,
but has appeared at the Goodwood Festival for Cajani and Arturao



This is the original chassis 007
for the Fleron car still in Marco
Cajary's restored car.

Merzario,and briefly me. This was to be a short run in Milan which
emphasised its lightness, great acceleration , good braking and
sensitive handling. As with all the Alfa Vs, the sound echoes
wonderfully off the city walls and it revs neatly and crisply. Marco
Cajani has decided not to race the car, partly because of its rarity,
but also because it has a lot of very burnable magnesium in it
which makes him nervous! [tis destined to feature at Alfa Romeo
and classic car gatherings around Europe and track events where
it will get sufficient exercise.

My experience reveals the car to be street manageable in
all departments, and the performance and road holding good
enough to tempt Cajani into more action. The acceleration is
characteristically highly impressive and | don't think he will be
able to keep off the gas for long!

Thanks to Marco Cajani and Jason Wright.,

N r

Y e @

Ly

The subframe has s arigingl markings as well as
Cajani's own stamp to protect its identity;

Marco Cajani’s beautiful Fleron winner,
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A rear view of the shapely Fleron body warik,

The author
finds the
Flerorn car a
comifonable
place to be.

The driver is well protected from buffeting this large
windscraean,
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The early car had the gearbox and diffarential hiung
well out gt the rear.

Cajani puts Arturo Merzario into the
car at Gooowood in 2004,

Cajant brought the newly restored T33 fo
Goodwood in 2004.
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1968 T33/2 Chassis 75033.029 — Imola
winner

This is a seriously important Tipoe 33! Well, any car which could
survive the sports car wars of the late 1960s/early 1970s intact
must be important, on survival grounds alone, As the reader may
have already surmised, keeping track of the Tipo 23s has been a
difficult job, Autodelta’s records being what they are (or aren't).
Mo one = no one = knows how many T33/2s were made. There
are several incomplete lists, which go as far as hfty or sixty. This
is clearly inaccurate; the number doesn't amount to more than
thirty, and is probably closer to twenty. While there are chassis in
existence, like this one, with numbering up to 029, there are gaps
amongst the early cars and these cars just don't seem to have
ever existed. Ex-Autodelta mechanic Marcello Gambl himself
said he thought there were twenty T33/2s built.

Chassis 75033.029 emerged fairly late in 1968, while some
reascnably high numbers appeared fairly early in the year. Its
first and most important race was when it showed up at the non-
championship Imola 500 Kilometres in September for Teodoro
Zeccoli and Nino Vaccarella, two great names from the Tipo 33%
history, especially the early days. Thanks to Zeccali's memaory and
his written diaries, he could confirm that he was indeed driving
this car at Imola, and that he had done a lot of testing with it The
Alfas managed to see off the Porsches, all three T33/2s going well
and Nino and Teadoro went away to win from Galli and Glunti.

The next appearance was after the car had been sold
to [talians Antonio fadra and Giuseppe Dalla Torre for the
Squadra Trentino, a serious and enthusiastic private team. The
car appeared in 1969 at Monza, the Targa Florio with Zadra and
Maric Casoni, Mugello, Osterreichring, Karlskoga in Sweden and
the Imola 500 again with Zadra and Facetti. In 1970, Hubert
Ascher bought the car and It appeared at Dijon, and then Klaus
Reisch drove it at Neubiberg and again at Magny Cowrs in 1971.
The car was in the USA in the 1980s and then back to Europe
before Paul Grist found it and provided a good and very active
home for a significant car.

Driving 75033.029
029 was sitting aggressively on its 4.15/10.00/13 (front) and
6,00/1.2.00/13 {rear) Dunlop Racing tyres and original Alfa wheels
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outside Paul Grists workshop. The favourite Tipo 33 of many Alfa
racing fans, it's a beautiful car from every angle.

Thecarhasa 6-speed gearbox, which presentsa fairchallenge
to the newcomer.The pattern Is standard: left and forward for 1st,
back for 2nd, etc. Reverse is right next to 1st and there is no gate,
but | couldnt find a record of anyone selecting reverse when
they shouldn’t have .. or at least anyone who would admit to
it! | found it a difficult task to feel secure with getting first and
reverse, but it came fairly quickly. It then wasn't a problem - in
fact it was as pleasant as mast drivers had always described it

The next lesson was about getting down the box with no
synchromesh. This required a good ear and timing, something
which had to be learned quickly with the owner in attendance
—and in fact it wasn't so bad after a few careful tries, You would
want some practice with this before you took it on the Tour Auto
or to 5icily where it has been fairly recently.

Starting had been easy, given that the car had been ‘resting’
recently. A little throttle and the 2-litre unit is talking noisily to
you. Once warm, with that oll surging through the pipes, it settles
down to a lovely burble. This car features an Accusump, which
pressurises the oil system when it is cold, s0 when the ighition
comes on, oil is sent through the system immediately. This gives
about 100lb pressure per square inch. The words lusty V8" are
not an overstatement, in spite of the small size.The sound is truly
wonderful, as it had bean on Marco Cajanis Fleron, and indeed
all the 2-litre cars.

This engine is using Lucas fuel injection with Lucas pumps,
which work extremnely well as opposed to the numerous
problems encountered with the Spica system. The fuel pick-up
i5 instant, and the lack of oiling plugs means the car pulls away
cleanly and does what it does best .. accelerate. It absolutely
prefers the open road but even a warming up period an slow,
tight corners for the driver taught me how to maintain the revs
to keep the plugs clean.Yes, it fluffed a few times in 2nd gear but
was not nearly as temperamental as might have been expected.
When the engine is on the‘cam’in 3rd, 4th and 5th gear, the car
provides a fantastic experience. It Just gobbles up the road and
hurtles down to the next corner. It is now possible to see why the
early drivers loved it. Nanni Galli had said he was so impressed by
the way it not only gathered speed so quickly, but it would hold



the road - all with that funny chassis under and around you. OFf
course, Nanni and the others got used to it under rather more
difficult circumstances, And It was going much faster then than
| was now. But it was clearly a superb car for current events such
as the Tour Auto, where it would be fast, tractable and loved by
the crowds.

Braking wasn't seriously tested during my stint on public
roads, but they worked smoothly and well every time. The car is
comfortable, either with or without the easily removable sheet
roof .| preferred it opened to get the 'wind in the hair'treatrnent
and there was plenty of that! The two seats are comfortable and
supportive to the back and sides under hard cornering and
acceleration. There’s a small handbrake, exterior mirrors on each
wing which make visibility reasonable, and when the roof is off,a
relatively wide mirror over the windscreen which gives fine rear
vision. In fact, you can rely on this one alone if necessary.

The steering is positive, with lots of feel, which is strange
considering the size of the wheels and tyres. The car always feels
nimble, which must have been an asset when in fact the drivers

Author Ed McDonough flashes down a country
fane in Paul Grist's 1968 cari, chassis 029,

always thought of it as heavy. The ride height has been raised so
the car can manage road events and be driven on the road. The car
bristles with ducting and vents. There is ducting into the engine
and there is an open back-panel above the exhaust, which on
some cars had slats. This seems to be effective in getting hot air
out of the engine area. Brake ducts are improved on 029, which
was a later example of the T33/2.

Getting air to the brakes was a bigger problem with the
original tyres which were on this car at some point. The bigger
wheels/tyres required extensions to the bodywork. The door
profile is lower on 029 than on the first cars. This car also features
a titanium subframe and titanium wishbones in the suspension,
as well as other titanium parts.

In spite of the exotica, 029 is an eminently usable machine,
especially if you don't hitanything! | managed not to do thatand
had a thoroughly fine time in the seat where my heroes sat, This
car exudes history and passlon.

Thanks to Paul Grist.

The authors found some Targa Florio-like roads to lest
the carn, which Zadra/Casoni raced in Sicily i 7969,
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1971 T33/3 Chassis 75080.019 — Targa
veteran

Although | missed seeing the original 2-litre V8 Tipo 33 which
won on its debut at the abscure Fleron Hill-climtbs in Belaium in
1967, was track-side at Le Mans in 1968 when three of the 2-litre
cars, now with coupé bodies and long swept tails, finished in the
top five at the 24 Hours. | was pit signalling for Mike Salmon’s
Ford GT40, but Alfas achievement was not lost on me and
thousands of others. | saw that same model at Brands Hatch in
1969, and then back in the USA watched the 3-litre V8 appear
at Sebring in 1970 and Sebring and Watkins Glen in 1971. While
the purists had a tendency to get upset about a V8 in the back of
an Alfa instead of a V12 like Ferrari, the new Tipa 33/3, or T33/3
as it became commonly known, was beginning to put in some
excellent perfarmances, not only against the 3-litre opposition in
the prototype class but also when it came up against the 5-litre
Ferrari 512M and the Porsche 917.

In 1973, | managed to find myself in the same races as the
Tipo 33 at Spa, Nlrburgring and Osterreichring, though by that
time theT33/3 was history and even the next model, the T33/TT/3,
had been pretty much superseded by the flat-12 engine in the
T33/TTN 2,

The T33/3 had undergone many detail changes since it first
appeared in 1989, thaugh the chassis and engine remained
essentially the same. It had a conventional monocogue which
extended to the rear of the car to take the engine’s stress unlike
more modern monocoque constructions. The 3-litre engine was
not merely the 2-litre stretched but a new design built especially
for this chassis, though for some time it was believed that the
engine was just an older block with larger bore and stroke. It
had four valves per cylinder and employed Lucas fuel injection,
and produced between 420 and 430bhp. The conventional
F1 thinking prevailed for the suspension, although at Imala In
September 1970 the front had undergone further modification.
By this period, several body styles had been tried, the 1970 varsian
looking similar to the Porsche 908, Autedelta had also borrowed
the Porsche design for the rear with an upswept rear deck which
left the gearbox exposed. At the Osterreichring race in October,
13in wheels had been fitted, the brakes and front suspension had
further revisions and a new, more square body style had been
developed, and this was the body used through 1971,
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1971 was looking more promising with a new 5-speed
gearbox to replace the earlier, heavier 6-speed box and lower
weight all round. At Busnos Aires in January, Stommeln/Galli
were 3rd and De Adamich/Pescarolo 4th. After Sebring, Autodelta
then went to Brands Hatch and De Adamich and Pescarolo finally
won. There was a 3rd, 4th and 5th at Monza, a 3rd at Spa, and
Vaccarella and Hezeman's famous win at the Targa Florio with De
Adamich and Van Lennep 2nd. A great deal of research by the
owner, with the help of Teodoro Zeccoli, has provided evidence
that chassis 019 was the car which was 2nd in that 1971 Targa
Floric. However, while 019 was the Targa car, questions remain
aver whether 019 was actually the number on this chassis at the
tirme,

There were then good poadium placings at Ndrburgring,
Zolder and the Osterreichring before the team went to Watkins
Glen in July. This time | was on hand to see De Adamich and
Ronnie Peterson take a superb win, the last for the T33/3.

Chassis 75080.019

There Is now, as already mentioned, evidence that 019 was the
1971 Targa Floric car that De Adamich and Van Lennep took
ta a fine Znd place. Autodelta driver Teodoro Zeccali, who was
involved with the Tipo 33 from its beginning, was one person
who kept a record of the cars he tested, and produced his notes
on 019 atthe 1971 Targa. Autodelta retained this car into the early
12805 when South Africa collector David Cohen found it sitting
at the Autodelta factory, Cohen asked Tony Merrick to examine
the car and photograph it and he pronounced it an authentic,
untouched car. Cohen bought two additional T33/TT/3s. One
of these, 008, was sold to Bobby Bell who retained it, and 009
was later sold by Bell and Cohen to a Dutch-American. 019 was
sent to Michael Cane at GTC who restored it, and it was then
subsequently for sale by Brooks and then Coys befare being
purchased by Shipman. It began an active historic career, which
culminated in its win at the Historic Le Mans race.

Jon Shipman owned and campaigned it and brought it to
the Chobham test track in Surrey straight from a long distance
historic race at Spa. Richard Walbyoff, who looks after this and
several other important historic racers, said it was running well,
parhaps getting a little smaoky but could be ‘put to the test’!



Medium speed aeceleration in Jon Shioman's car
was mare than impressive.

019 and all T33/3s are tidy, compact and attractive cars.
This chassis model came, as we have said, between the large-
tubed chassis of the 2-litre car and the return toe an all-tubular
chassis in the T33/TT/3.This has the boxed monocoque, which
was structurally reinforced with titanium, Qverall, these cars
were heavier than the 33/2 but originally had 15in wheels and of

Ed McDonough was able to drive 019 figt out as
it had just returned from the Spa 6 Hours race.

course the somewhat larger VB engine. This engine
had four valves per cylinder and was producing up
to 420bhp - mated to a 700kg weight package. With
tight, sensitive steering, two turns lock to lock, the
potential was clearly there to frighten the 5-litre cars
..and even beat them, which it did in 1971.

Driving the T33/3

At the time | found myself about to clamber aboard
a pretty legendary race car, one which | may well
hawve seen racing over thirty years before, the engine
had recently been dynoed at 402bhp, but it was a little tired from
a long slog around Spa. Nevertheless [t was in race trim and was
up for a good tryout, Having spent a fair amount of time just
looking at the beautifully built and preserved racer, squatting an
its Avon slicks (10.00/20x13 on the front and larger 15.00/26x15
at the rear — the later permutation in the peried though 13in all
round had been tried), it was time to warm it up and have a run.
The car was very highly geared and even on the long straights
of our test track 5th was only possible once or twice at the very
end of the straights. In the end, 4th gear turned out to be very
comfortable all the way round this open circuit, and | didn’t use
mare than 7500 of the 2000rpm available.

The\Vaengine was a bit fluffy until warmed up,and pulling out
onto the circuit, the gears and steering all felt hard work. As soon
as there was some heat in the tires, however, a transformation
took place and suddenly | was in charge of a large and powerful
kart. | have to admit to being knocked over by the experience
itself, but getting the chance to put in some real laps, even with
a rev limit, was stunning. First, the gearbox starts to work like a
dream when warmed up and the move from 3rd to 4th to 5th
to 4th to 3rd is done with a light two-finger snick of the lever. In
spite of the sensitive steering, there is plenty of feel and when the
gauges all remained steady after a few laps, it became possible
to recognise the potential here. 019 was immensely friendly
and tractable, a useful quality on a circuit loaded with trees and
danger.

In the cockpit, you sit amongst the fast evolving technology
of early 1970s professional racing. Nostalgia Is induced by the
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The J3-fitre V8's torgue was one of the feafures dnvers
rated highly from 1969 to 1972,

high tripod mounted central mirror, necessary for seeing over
the high rear body sections which kept getting higher and
higher, There is an abundance of large switches, multiple fuel
pump buttons and large pedals. There are several gauges, some
of which you are never going to get a look at when travelling at
the speed this is capable of. Geared for 195mph, | was geing to
be modest and cautious, but quick nevertheless.

The test track is wide and empty, so the sharp rip of the V3
echoes and heads turn as the car moves around on its first warm-
up laps, The third time down the long straight gives the first
chance to try the big inboard ventilated disc brakes, which never
seem to cause any trouble, better now with modern pads and
discs.lt’s down the box to 4th and 3rd for the banked left-hander
under the bridge, keeping the revs up to make the most of the
superb mid-range torgue and the light weight of the T33/3. The
revs rise on the exit as the big Avon slicks bite, and the first sense
of g-force is apparent as the throttle goes progressively to the
floor and the car rockets away from the banking with a slight

tweak of the tail and arrives quickly at the next off-camber right,
which drops from underyouw.The temptation isto drop to 3rd gear
but it’s more fun in 4th and you can concentrate on the right line,
You plunge slightly downhill and hard left onto a short straight,
which opens up into a series of flat-out lefts, This is where you
have to be brave in a car that accelerates about as quickly as you
can take itin.Its a matter of keeping the foot down and holding
on or back off and lose the rhythm. You listen to the wail of the
exhaust and know you are really driving. Making this happen
more smoothly each lap and coming out onto the straight with
more revs each time is what fast driving is all about.

| noticed that it was perfectly breeze-free In the cockpit, the
aerodynamics of the F1-inspired windscreen working perfectly.
That helps when you are working to go faster to get a maximum
speed run down the straight. The suspension works a treat -
independent all-round with wishbones, links and cails and rear
radius rods. The engine thurmps away smoothly, the torque more
and more impressive, At one point, we calculated that 5th gear
at about 7000-7200 was some 1680/165mph .. and that was not
trying that hard! It was amazing that everything was working so
well and it had just done a very serious race.

Thanks to Jan Shipman, Richard Walbyoff.

The T33/3 is charactenstically compact. I



The Autodelta badge and standard decorative grille.

i bt
=

The typical functional intenor of the Tipo 33 race car intenor.
The gauges are offset for easy reading.

Ed McDonough was
struck by the T33/3's
stability under braking,
tested hard here as the
car approaches the
photographer!
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The flat-12 engine is well forward in the
fubular chassis.

Jacky lckx raced 007 at Monza in 1974, here leading
Facefti, and finished 2nd.

1968 Stradale Chassis 75033.101 — first

production Stradale
When | had my first ride In Keith Goring'’s Tipo 33 Stradale a little
while back, the first conversation we had was about how many
Alfa people really loved the lines and design of this car, and
how for many it was on the top of their all time list of desirable
machines — the car you would buy when you won the lottery.
His view was that you could safely make a case for this car as
the most beautiful. What would be the competition ... the Ferrari
250 Testa Rossa, the Lancia D-50, some Delahayes? Yes, it would
certainly be well up there.

While Its appearance, the body line particularly, would always
be admired, few cars had the performance to match the looks.
When previous owner Henry Wessels had it, he sald he managed
to see 10,000rpm in 6th gear on an Autostrada, over 170mph,
working a stopwatch in one hand and steering with the other!
There is almost nowhere in the USA where that is possible, even
at Daytona where Keith has tried it.In northern Connecticut, near
the Massachusetts state line, we were heading for a few roads
where at least some of the performance could be experienced,
and 6000rpm was coming up as we slid through the gears,
mamentarily bogging down in some town traffic,

Henry Wessells, known for his Alfa 6C 3000CM amongst
other things, bought chassis 101 brand new in ltaly and brought
it back to the USA, Wessels had been working in Europe, and
when he heard about the Stradale in 1967 he went to see Carlo
Chiti and ordered one, This car was the first production car, and
the prototype chassis 75033.001 lives in the museum at Arese.
Keith Garing and Susan Dixen's car, until it was sold to Belgium,
was not the first car built. Wessells took delivery of his car directly
from Autodelta and drove it to Turin, accompanied by one of
Chitis mechanics so he wouldn't get lost. He managed to talk
himself into some laps at Monza with the car and then convinced
Alitalia to fly it back to the USA as a publicity stunt, which it did.

Wessels drove it around the Philadelphia area for a while
before an Incident with anather motorist convinced him that
this wasn't the best road car for him, although he had done
two SCCA races with it. Thus it came up for sale in 1974, passing
through the hands of Kirk White (a Roger Penske backer) and a
Philadelphia dentist until one Michael Ryan, a friend of Goring’s,

187



Ed MeDonaugh drives the Stradale with Keith
Gonng in the passenger seat,

Is getting better the more it is worked and the slightly heavy
clutch and brakes are not a problem. Dunlop racing tyres are the
anly tyres which will it the car, and over the bumps of the public
highway these make the car somewhat nervous. But you drive
through this and keep the power on. The weight bias at the back
makes it feel sure-footed under acceleration and even induces a
bit of controllable drift ... and always there's that sound. The taller
you are the better, as | started to slide down in the seat and then
had blurred vision through the raked screen. Back upright, we
could do some acceleration tests, with 0-60 coming up in about
six seconds, and the power really coming on at 5000rpm.

Wessells may have found it too much as a road car, but my
lottery winnings are going to buy one of these, with a bit to keep
a gooad mechanic on hand to look after it!

Yes, this is stunning, and a lot of other superlatives. The
argument for the world’s most beautiful car is a strong one.

Thanks to Susan Dixon and Keith Goring.

The rear of what many people feel to be the most
beautiul road car of all time.

Scagiione design at its very best, I
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Appendix 1 — Competition events

Here, the authors present a list of events in which Alfa Romeo Tipo
33s took part during their contempaorary lifetime from 1967 to 1977
inclusive

The list is comprehensive but in a small number of cases the specific
date of an event andfor car running numbers have proved to be elusive
and thus are not included, or are included in the month the event took
place or at the end of the yvear.
Individual car chassis numbers are only included on those cccasions
when the authors have found clear evidence to authenticate them. It
has bheen made clear where speculation or controversy exists, or if the
authors have strong circumstantial evidence only.

1967
All cars chassis numbers have 75033 prefix,

1273 Fleron Hill-climb Belgium
2157 Zeccoli 1st, possibly chassis 001, two cars taken

274 Sebring 12 Hours USA
65 A, ce Adamich/T. Zeceall ret, chassis 004
66 R. BussinellofN. Galli ret, chassis 005

8 & 9/4 Le Mans Trials
37 A de Adamich/T. Zeceali/B. Businellaf). Balland
18 A, de Adamich/1, Giunti/Pinto

14/5 Targa Florio Sicily

170 A, de Adamich/J). Rolland ret
120 ) Bonnier/G. Baghettl ret
192 M. Gallifl. Giunti  ret

200" Geki' P Todaro rat

28/5 Niirburgring 1000 Kilometres Germany
20 A de Adamich/M, Galli ret

21 'Geki'fG. Baghetti ret

22 R, Bussinello/T, Zeccoli 5th

4/& Rossfeld Hill-climb Germany

4 M. Galli 4th
5 A de Adamich 2nd
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25/6 Monte Pellegrino Hill-climb Sicily
M. Galli 1st

16/7 Cesana Sestriere Hill-climb Northern Italy
S98 M. Galli 3rd
598 5. Maoser entered but did not practice

2377 Circuit of Mugello Tuscany Italy
16 C Davis/5. Dini ret

26 A.de Adamich/N. Galli ret

33 L. Bianchi/l. Giunti  ret

30/7 Chamrousse Hill-elimb France
181 ). Rolland 15t Class

15/8 Mont Dore Hill-climb France
J Raolland 4th Owverall

2758 Ollan Villars Hill-climb Switzerland
201 5. Moser practised only, car too heavy

1510 Ettore Bettoja Trophy Vallelunga Rome [taly
A, de Adamich 1st
[.Giunti 2nd

1968
All cars T3372 with 75033 chassis number prefix, engine capacities vary
where indicated.

2 & 4/2 Daytona 24 Hours USA

20U Sehutzg/N Vaccarella 5th

21 N. Gallifl. Giunti  crashed heavily in practice, did not start, chassis
olrs

22 M. CasonifG. Biscaldi 7th

23 M. AndrettifL. Bianchi 6th, chassis 015

7/4 Brands Hatch 500 Kilometres

42 R Attwood/M. Vaccarella not running at finish
43 L. Bianchi/UW. Schutz ret

44 N. Galli/G. Baghetti 14th



6 & 7/4 Le Mans Trials France
38 5. Trosch/R. Slotemaker/T. Gosselin Team VDS entry from Belgium
39 L Bianchi/T. Zeccali chassis 017

25/4 Monza 1000 Kilometres [taly
26T, GosselindG. Biscaldi ret, VDS entry, chassis DOY
27T Pilette/T, Gosselin ret, VD5 entry

5/5 Targa Florio Sicily

175 T. Pilette/R. Slotermaker  5th, VDS entry

180 T. Gosselind5. Trosch  ret, VD5 entry

182 G. Baghetti/G. Biscaldi ath

186 L Giuntl/N. Galli 2nd, chassis 017

192 L. Blanchifd. Casoni 3rd, chassis 014

220 M. VaccarellafU. Schutz  ret, chassis 015, used 2.5-itre rmotar

19/5 Nlrburgring 1000 Kilometres Germany

5L 5chutz/L, Blanchi  7th, used 2.5 motar, chassis 015

& M. Casoni/M.Vaccarella did not start, used 2.5 motor

15 H. Schultze/N, Vaccarella  10thentered by Alfa Deutschland, also
practised by Baghetti

16 M. Gallifl, Giunti 5th, entered by Alfa Deutschland, chassis 017

18T Gosselind/5. Trosch  13th, VDS entry

19T Pilette/R, Slotemaker  29th, VD5 entry

26/5 Spa 1000 Kilometres Belgium

15 L. Bianchifl). Schutz dna

16T. Gosselind/5. Trosch  16th, VD5 entry
17 T Filettef/R, Slotemaker  12th, VD5 entry

2/6 GP Della Republica Vallelunga Italy
M, Galli 1st

June Mont Ventoux Hill-climb France
H.&chultze 2nd

30/6 Norisring Races Germany
& T, Pilette VD5 entrv, used 2.5 motar

7/7 Watkins Glen & Hours USA
33 H Ewech/). Martine ret, H. Ewech entry

July Trento Bondone Hill-climb Italy
Ind Autodelta entry

717 Zandvoort Coupé Benelux Holland
T.Pilette 151, VDS entry
R.slotermaker 2nd VDS entry

14/7 Koksijde North 5ea Trophy Belgium
T PFilette 15t VDS entry
T Gosselin 2nd, VD5 entry

21/7 Hockenheim Solituderennen Germany
12 H.5chultze chassis 026

28/7 Circuit of Mugello Italy

1 T. Pilette/R. Slotemaker ret, VD5 entry
25 DinifT. feccoli et

3 L. BlanchifN.Vaccarella/M. Galli 1st

15 M. CasonifC. Facetti ret

20T, Gosselin/5 Trosch  5th, VDS entry
T4 L GiuntifM. Galli ret

11/8 Karlskoga Races Sweden
12T Pilette VDS entry, used 2.5 motor
14 R.Slotemaker VD5 entry

18/8 Wunsdorf Races Germany

3 H. 5chultze 1st, Alfa Deutschland entry, chassis 026
T Filette VD5 entry

R.slotemaker VDS entry

25/8 Austrian GP Zeltweg Austria
6T Pilette 4th, VDS entry, chassis 015
85 Trosch 12th, VD5 entry, chassis 014

15/9 Imola 500 Kilometres Italy

1 L Giunti/B. Galli Znd, chassis 017

2 M. Casonifs. Dini 3nd

3 N Vaccarella/T. Zeccali  1st, chassis 029
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15/9 Hockenheim Races Germany
4T Pilette VDS entry, used 2.5 motor
H.5chultze chassis 026

28 & 29/9 Le Mans 24 Hours

37T Pilette/R Slotemaker  ret, VDS entry, chassis 020
38 5.DimifC, Facetti 5th, chassis 018

329 . Giunti/M. Galli  4th, chassis 077 or 024

40 M. CasonifG. Biscaldi  éth, chassis 026

41 M. VaccarellafG. Baghettl ret, chassis 022

65 5. Trosch/K. von Wendt ret, VDS entry, chassis 012

9711 Kyalami South Africa
T.Pilette/H. Slotemaker ret, VDS entry, used 2.5 motor
9 KNon Wendu'T, Gesselin ret, VDS entry, used 2.5 motor

1969
Cars used were T332 and T33/3. Detail differences where shown, T33/3
chassis numbers begin with prefix 75080,

1 & 2/2 Daytona 28 Hours USA
25 E Dibos/M. Calabattista ret, T33/2 entered by Motoritalia Lima of
Peru, car badly damaged in accident

21 & 22/2 Sebring 12 Hours USA

Debut of the T33/3. All 3-litre cars entered by Autodelta,

32 M. CasonifA. de Adamich ret, ). Surtees also entered in this car but
did not drive

313 N.Vaccarella/L. Bianchi ret

34 M. Galli/l. Glunti  ret

29 & 30/3 Le Mans Test Days Franca

15T, Pilette/R. Slotemaker VDS entry, used 2.5 motor, T33/2

12 L. Blanchi/T. Zeccoli  Bianchi killed on Mulsanne, T33/3 Autodelta
car

37T Gosselin/C. Bourgoignie VDS entry, T33/2

12/4 Brands Hatch BOAC 500 Kilometres UK

21 T.Pilette/R. Slotemaker  9th, VD5 entry, T33/2
22T Gosselin/C. Bourgoignie ret, VDS entry, T33/2
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13/4 Haltville USA
. Patrick 1st,T33/2

20/4 Coupé de Vitesse Montlhéry France
A.de Adamich 2nd, T3352

25/4 Monza 1000 Kilometres Italy

19T Pilette/R. Slotemaker 8th, VD5 entry, used 2.5 moton T33/2, chassis
15

25 A Zadra/G. Dalla Torre  10th, Scuderia Trentina entry, T33/2, chassis
029

26 T. Gosselin/C. Bourgolgnie ret, VD5 entry, T33/2

53 E. Pinto/G. Alberti  7th, won class, Scuderia Madunina entry, T33/2,
chassis 022

54 5 Dinif G MNicolai {'Micar') ret, S3CAR Autostrada entry, T33/2

1/5 Magny Cours France
JP Jaussaud &th, Alfa Romeo France entry, T33/2

4/5 Targa Florio Sicily

T72M. Casoni/5.Dini crashed in practice, Autodelta entry, T33/2, chassis
014

178 &, Zadra/M. Casoni ret, Scuderia Trentina entry, T33/2, chassis 029
1801, GiuntifN. Galli ret, Autodelta entry, T33/2, chassis 017

248 . Alberti/E. Pinte  5th, Scuderia Madunina entry, T33/2, chassis
022

262 & de Adamich/M. Vaccarella ret,used 2.5 motor, T33/2

4/5 Phoenix USA
G Patrick 1st, T332

11/5 Fassberg Garmany
M. Weher 1st, Alfa Romeo Deutschland entry, T33/2
H.5chultze 2nd, Alfa Bomeo Deutschland entry, T33/2

11/5 Spa 1000 Kilometres Belgium

E Pinto/Demoulin dna, Alfa Benelux entry, T33/2, car not ready

16 T.Pilette/R. Slotemaker 6th, VD5 entry, T33/2, used 2.5 motor, chassis
M5

17 C. Bourgoignie/T. Gosselin  ret, VD5 entry, T33/2, used 2.5 motor



17/5 Martini Trophy Silverstone UK

21T PFilette 7th, VD5 entry, T33/2, used 2.5 motar
C. Bourgoignie ret, VD5 entry, T33/2

69 A, de Adamich 8th, Autodelta entry, T33/2

18/5 Kent LISA
4. Patrick 1st,T33/2

1/6 Niirburgring 1000 Kilometres Germany

14 M. Vaccarella dna, Autodelta T33/3

15 M. Casoni dna, Autodelia T33/3

16T, Pilette/R. Slotemaker  ret, VD5 entry, T33/2, used 2.5 motor
37 E PintofG, Alberti dna, Scuderia Madunina entry, T33/2

76 C Bourgoignie/T. Gosselin 11th, VD5 entry, T33/2

84 C FacettifH, Schultze  7th, Alfa Romeo Deutschland entry, T33/2,
chassis 026

85 A de Adamich/N. Vaccarella 15th, Autodelta entry T33/2

B84 M, Galli/l, Giunti ret, Alfa Deutschland entry, T33/2, chassis 017
93 Kamusin/Muellers dna, International Racing Club entry, T33/2

B & 9/6 Ronde Cevenole France
70 1. Glunti  1st, lap record 27 minutes 31.4 seconds, Autodelta antry,
T33/2

B8/6 Rossfeld Hill-climb Germany
50 M. Weber 2nd, Alfa Deutschland entry, T33/2, also see Stradale
chapter

14 & 15/6 Le Mans 24 Hours France
36 T. Pilette/R. Slotemaker ret, VD5 entry, used 2.5 motor, T33/2
38T Gosselin/C. Bourgoignie ret, VDS entry, T33/2

15/6 Aosta-Pila Hill-climb taly
A Bardelli 15t Class, T33/2, chassis 314

226 Mont Ventoux Hill-climb France
45 M Weber Fth Class, T33/2, also see Stradale chapter

22/6 Bologna Raticosa Hill-climb Italy
A Bardelli 1stin class, T33/2
382 'Micar’ 2nd in class, T33/2

258/6 Morisring 200 Mile Races Germany

27 L Glunti  12th in first heat, ret in final, first European appearance of
openT33/3

H.5chultze 6th, 15t in class, Alfa Deutschland entry, T33/2

R.Stenzel ret,T33/2

29/6 Rio de Janiero 3 hours Brazil
. Pace 1st entered by Alfa Brazil T33/2

6/7 Curitiba Races Brazil
JFerpandez 158, T33/2

6/7 Vila Real Races Portugal
T.Filette/R. Slotemaker VDS entry, used 2.5 motor, T33/2
. Bourgolgnie/T. Gosselin VDS entry, T33/2

13/7 Trento Bondone Hill-climb Italy
50 M. Weber 3rd, T33/2

Q0 A Fadra Sth, T332

94 A Bardelli 7th,T33/2, chassis 014

13/7 Coppa Collina Hill-climb Italy
280 °Nicor' T332

13/7 Solituderennen Hockenheim Germany

14 L.Giunti &th, Autodelta T33/3 open car

19 M. Vaccarella 3rd, first appearance of Autodelta T33/3 coupé
H.5chultze Alfa Germany entry by Stenzel T33/2

14/7 Magny Cours Races France
JB Jaussaud  Alfa France entry, T33/2

20/7 Circuit of Mugello Italy

11 A Zadra/G. Dalla Torre  T33/2 with bodywork modified to open,
chassis 029

19 E. Pinto/G. Alberti T33/2 with bodywork modified to open, chassis
D22

20 A BardellifC. Giugne T33/2,chassis 014

B2 M. Gallifl. Giunti ret, Autodelta T33/2

B4 5 Dinif'Micor’ 4thin class, T33/2
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48 'Micor /5. Dini ret, SCAR Autostrada entry, T33/72
56 G AlbertifC. Luccoli ret, Scuderia Madunina entry, T33/2 now open,
chassis 022

3/5Targa Florio Sicily

& M. Gregory did not start, Autodelta T33/3, used to replace 14 which
had accident in practice

14 M. Gregory/N. Galli ret, Autadelta T233/3

28 P Couragefh. de Adamich ret, Autodelta T33/3

33 L. MagliolifN. Galli ret, Autodelta T33/3

56 G, Albertif). Williams  7th, Scuderia Madunina entry, T33/2 open,
chassis 022

10/5 Fassherg Germany
M. Weber Alfa Deutschland entry, T33/2

24/5 Salzburgring 2-litre Race
M. Weber did not start, Alfa Deutschland entry, bent valves in practice,
T3342

31/5 Nirburgring 1000 Kilometres Germany
6 R stommelen/F Courage ret, Autodelta T33/3 lightweight car, chassis
004

776 Anderstorp Sweden
22 M. Weber ret, Alfa Deutschland entry, T332

776 Dijon France
H. Ascher T33/2, chassis 029

13 & 14/6 Le Mans 24 Hours

35 R. Stommelen/N. Galli  ret, Autodelta T33/3, chassis 007

36 P Courage/A de Adamich ret, Autodelta T33f3, chassis 010
A7 T. Hezemans/M. Gregory ret, Autodelia T33/3, chassis 014
38T ZeccolifC Facetti ret, Autodelta T33/3, chassis 009

21/6 Mainz Finthen Airfield Races Germany
H.5chultze ret, Alfa Deutschland entered T33/3

28/6 Ronde Cevenole France
G, Larrousse ret, Alfa France T33/2
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28/6 Norisring Germany
35 H.5chultze Alfa Deutschland entry, T33/3

5/7 Trento Bondone Hill-climb Italy
A Bardelli 7th,T33/2, chassis 014

19/7 Mugello Italy

32T Zeccoll/ Micor’ &th,5CAR Autostrada entry, T33/2 open
A.Bardelli 16th, T33/2, chassis 014

G, Alberti ret, T33/2, chassis 022

K.Reisch ret, T33/2

15/8 Coppa Cita di Enna Sicily
A Bardelli did not qualify, T33/2, chassis 014

13/9 Imola 500 Kilometres |taly

31 A de Adamich  ret, Autodelta T33/3, first appearance of modified
badywark 1971 style car

M. Galli entered but not run, Autedelta T33/3

46 A, Bardelli/M. Nesti T33/2,chassis 014

11710 Gsterreichring 1000 Kilometres Austria

1 M. Galli/R. Stommielen  ret, Autodelta T33/3 with 1971 bodywork

2 M. Gregory/T Hezemans ret, Autodelta T33/3 with 1971 bodywork
3 A de Adamich/H. Pescarolo  2Znd, Autodelta T33/3 with 1971
bodywork

4T, Zeccoli/C. Facetti  ret, Autodelta T33/3 with 1971 bodywork

30 K. Relsch  did not appear

2510 AGACI 300 Montlhery France
F. Mazet possibly Alfa France, T33/2
‘Christine” T33/2

25/10 Neubiberg Germany
K.Reisch T33/2, chassis 029

711 Kyalami 9 Hours South Africa
D. Charltoen/P. Driver ret, bought from Autodelta by Driver, T33/2 apen

22111 Interlagos 1000 Kilometres Brazil
C. FacettifG, Albertl 3rd, T33/2 open, chassis 022



10 & 11/6 Le Mans 24 Hours France

17V Eford/H. Marko ret, Autodelta T33/TT/3, chassis 002
18 M. Vaccarella/f _de Adamich 4th, Autodelta T33/TT/3
19 R. 5tommelens/N. Galli ret, Autodelta T33/TT/3

9/7 Road Atlanta Can Am USA
5 . Patrick 9th, Otto Zipper entry, T33/4, possibly Daytona 5th placed car
with d-litre engine, chassis 023

227 Watkins Glen & Hours USA
33 5. Patrick/M. Minter ret, Otto Jipper T33/3 entry, chassis 023 but
with regulation 3-litre motor fitted

23/7 Watkins Glen Can Am USA
S.Patrick did not start, only practised, Otto Zipper T33/3, chassis 023

3/9 Interlagos Brazil
Fernandez Jolly Team entry

5/9 Monza Group 5 Race [taly
20, de Adamich 1st,Autodelta T33/TT/3

17/9 Imola 500 Kilometres [taly
4 8. de Adamich 3rd, Autodelta T33/TT/3
T.Z2eccali AulodeltaT33/TT/3

1/10 Hockenheim Interserie Germany
58 A de Adamich &th,car horrowed from Autodelta, T3I3/TT/3

15/10 Laguna Seca Can Am USA
A4f33 5. Patrick  7th, Dtto Zipper T33/3 with 3-litre engine, chassis 023

29710 Riverside Can Am USA
33 5. Patrick 9th, Otto Zpper T33/4 with 4-litre engine, chassis 023

1,8 &15/12 Interlagos Races Brazil
17 A.de Adamich car borrowed from Autodelta T33/TT/3

1973
12-cylinder car, chassis numbers begin with prefix 115712

25/3 Vallelunga & Hours Italy
26 C. Facetti PAM'(Pasotti) ret, Brescia Corse entry, T33/TT/3, chassis
Doz

24/4 Monza 1000 Kilomaetras Italy
16 C.Facetti"PAM' 5th, Brescia Corse entry, T33MT/3, chassis 002

5/5 5pa 1000 Kilometres Belgium
7 A.de Adamich/R. 5tommelen did not start, crashed in practice, debut
af Autedelta T33/TT1 2 with steel chassis

13/5 Targa Florio Sicily

2T. Zeccolif FAN' did not start, crashed in practice, Brescia Corse entry,
chassis 002

& R Stommelen/A. de Adamich ret, Autodelta TI3/TT/12

7 . Regazzoni/C Facetti did not start, crazshed in practice, Autodelta
T332

2715 Nurburgring 1000 Kilometres Germany

g R.Stommelen/&, de Adamich ret, Autodelta T33/TT/12

& . Regazzonl/C. Facetti  ret, Autodelta T33/TTH 2, new car to replace
Regazzoni's crashed Targa car, chassis 001

9 & 10/6 Le Mans 24 Hours France
&0 C Facetti"PAMYIT. Zeccoli 15th, Brescia Corse entry, T33/TT/3, chassis
002

24/6 Osterreichring 1000 Kilometres Austria
F'PAMM. Casoni 7th, Brescia Corse entry, T33/TT/3, chassis 002
4 R Stommelen/C, Regazzoni ret, Autodelta T33/TT/1 2, chassis 001

24/6 Morisring 200 Mile
48 Logrippo T33/2

249/6 Coppa Citta di Monopoli Hill-climb Italy
P Gargano T1st, Scuderia Marchitelli entry, T33/TT/3

29/7 Luanda 2 Hours Angola

F Coelho ret, T33/2, fitted with 2.5-itre motor, car left in Angola since
19705, chassis 015
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16/9 Imola 500 Kilometres Italy

1 R stommelen 2nd, Autodelta T33/TT/12, brand new car

2 Did not appear crashed in testing by T Zeccoli

3 C_Facetti 4th,Scuderia Brescia Corse entry, T331T/3, chassis 002

14/10 Laguna Seca Can Am USA
33 M. Minter 5th, private entry, T33/3, chassis 023

4711 Riverside Can Am USA
33 M. Minter Sth, private entry, T33/3, chassis 023

1974
2/3 Pomeroy Trophy Silverstone UK
43 R. Pilkington private T33/3

23 & 24/3 Le Mans Test Days France
3 R Stommelen AutodelkaTITTI12
4 A Merrario Autodelta T33TTN2

25/4 Monza 1000 Kilometres Italy

3 A Merzario/M, Andretti 1st, Autodelta T33/TT/12, chassis 008

4 1 lckofR. Stommelen Znd, Autodelta T33/TTN 2, chassis 007, Sakahara
claimed 011

5T. Zeccoli did not start, practice only

6 A de Adamich/C Facetti 3rd, Autodelta T33/TT/12, chassis 009

1275 Interserie Silverstone LK
24 R.Pilkington 17th, private 1871 T33/3

19/5 Niirburgring 1000 Kilometres Germany

3 C ReutemannfR. Stommelen  2nd, Autodelta TIZTTN 2, chassis 007,
Sakahara claimed 011

4 C_Facettiff. de Adamich 3rd, Autodelta T33/TTN 2, chassis 009

5 B.Redman/A. Merzario 9th, Autodelta T33/TT/12, chassis 008

2/6 Imola 1000 Kilometres ltaly

3 A Merzariof) lckx  ret, Autodelta T33/TT/12 with shortened chassis,
chassis 008

4 B Stommelen/C, Reutemann 2nd, Butodelta T33/TT/12 with
shortened chassis, chassis 007, Sakahara claimed 011
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5 A de Adamich/C. Facetti

chassis, chassis 009

Ird, Autodelta TIZTT/2 with normal

30/6 Osterreichring 1000 Kilometres Austria

10 lckd A, Merzario/V, Brambilla  5th but not running, Autodelta T33/
TT/12, chassis 008

2 B Stammelen/C. Reutemann  ret, Autodelta TE3TT 2, chassis 007

3 A de Adamich/C. Facetti 2nd, Autodelta T33/TT/12, chassis 009,
Sakahara clalmed 011

13/7 Watkins Glen & Hours USA
40 R. Stommelen/C. Reutemann
practice, Autodelta T33/TT/1 2,007
60 A, Merzario/M. Andretti  disqualified, Autodelta T33/TT/12, chassis
008

did not start, accident in Can Am

147 Watkins Glen Can Am USA
33 M. Minter 17th in feature race, Otto Zipper private T33/4
A, Merzario 8thin feature race, Autadelta T33/TT/12

25/8 Coppa Renault Tommasi Sprint Italy
FGargano 1st, private T33/TT/3

20/10 Cronoscalata A Monte 5an Angelo Hill-climb Italy
B.Ottomano 3rd, Scuderia Nettuno T33/TT/3

2710 Coppa Citta Di Monopoli Hill-climb Italy
B, Ottomano  2nd, Scuderia Marchitelli, T33/TT/3

1975

2372 Mugello Italy

1 A Merzariod), lckx
Sakahara claimed 011
2 D Bell/H, Pescarola  d4th, Autodelta T33/TT/12, chassis 010

2nel, WERT/Butodelta T33/TT/12, chassis 008,

&/4 Dijon 800 Kilometres France

1 0. Bell/H. Pescarale  4th, WEKRT/Autodelta TI3/TT/12, chassis 010,
Sakahara claimed 011

2 A Merzario/). Lafitte T1st WERT/Butodelta T33/TT/12, chassis 008



20/4 Monza 1000 Kilometres Italy

1 0. BelltH. Pescaralo  ret, WERT/Autadelta T33/TTA12, chassis 010

2 A, Merzario/), Lafitte  1st, WKRT/Autodelta T33/TT/12, chassis 008,
Sakahara claimed 011

21/4 Tatoi Circuit Races Greece
FP Moshous st private T33/TT/3

27/4 Dionysios Hill-climb Greece
4| Boubis 1st

4/5 Spa 750 Kilometres Belgium

1 A Merzario/l. lckx  2nd, WERT/Autodelta T33/TTA12, chassis 008,
Sakahara claimed 017

2 D Bell/H. Pescarolo  1st, WERT/Autodelta T33/TTA1 2, chassis 010

2T [, Bell/H., Pescarele  did not start, practice only, WERT/Autodelta
T33TN 2, chassis D09

18/5 Enna 1000 Kilometras Sicily

1 A Merzariof). Mass  1st, WERT/Autodelta T33,/TT/12, chassis 008,
Sakahara claimed 011

2 0 BellfH. Pescarclo  2nd, WERT/Autodelta T33fTT 2, chassis 010

1/6 Nurburgring 1000 Kilometres Germany

1 J. LafittefA. Merzario  1st, WERT/Autodelta T33/TT/12, chassis 008,
Sakahara claimed 011

2 00 BellfH. Pescarslo  ret, accident WKRT/Autodelta TIZ/TT/2

3 ). Mass/), 5checkter 6&th, Redlefsen/Butodelta T33/TT/12, chassis 009

22/6 Coppa Citta Di Monopoli Hill-climb Italy
P Gargano 3rd, Scuderia Marchitelll, T33/TT/3

29/6 Osterreichring 1000 Kilometres Austria

1 A.Merzario/V Brambilla 2nd, WKRT/Autodelta TI3/TT/1 2, chassis DOB,
Sakahara claimed 011

2 0. Bell/H. Pescaralo  1st, WKRT/Autodelta T33/TT/12, chassis 010

127 Watkins Glen & Hours USA
3 M. AndrettifA_ Merzario 2nd, WERT/Autodelta TI3/TT/1 2, chassis 008,

Sakahara claimed 011
4 D. BellfH. Pescarale  1st, WERT/Autodelta T33/TTN 2, chassis 010

20/7 Targa Flario Sicily
1 A Merzariof/MN. Vaccarella 15t Autodelta T33TT/12, claimed 008 but

impossible to get car there in time after Watkins Glen

20/7 Abriola Sellata Hill-climb ltaly
P Gargano 2nd, Scuderia Marchitelli T33/TT/3.

20/7 Hockenheim Interserie Germany
L. Mass 1st, WKRT/Autodelta T33/TT/12
H.Pescarolo 3rd, WKRT/Autodelta T33/ 7T 2

17/8 Cassel Kalden Interserie Germany
D.Bell 1st, WKRT/Autodelta T33/TTN2
H.Pescarolo 2nd, WERT/Autodelta T33/TT/12

24/8 Zandvoort Intersarie Holland
O, Bell 4th, WERT/AutadeltaT33/TTH 2
H.Bartrams WERT/Autodelta T3ZTTA2

779 Niirburgring short circuit Interserie Germany

D.Bell WERT/Autodelta T33/TT/12

H. Pescarole WERT/Autodelta T33/TTH 2, gearbox in front of engine
J Watson WERT/Autodelta T33/TT/ 2, gearbox in front of engine

28/9 Coppa Selva Di Fasano Trofeo Zoo Safari Hill-climb Italy
F Gargano 15t Scuderia Marchitelll T33/TT/3

28/9 Hockenheim Interserie Germany

H.Pescarclo 4th, WERT/Autodelta T33/TT/12

D.Bell sth,WERT/Autodelta T33/TT/12

l. Mass  ret accident, WKRT/Rutodelta T33/TT/12, fitted with F1

specification engine
16 & 17/10 Giro d'Italia Italy

JC Andruet ret, Autedelta T33/3, coupé bodywork and Stracdale chassis
number 114 although the car carries a 75033 prefix
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19/10 Monte 5an Angelo Hill-climb italy
P Gargano 3rd, Scuderia Marchitelli T33/TT/3

1976

16/% Aston Martin Owners Club Races Brands Hatch UK
23 M. Morris 2nd, private T33/TT1/3

25 R Pilkington  1st, private T33/3

23/5 Imola 500 Kilometras Italy

1 A Merzario/V. Brambilla 2nd, Autodelta T33/5C/M 2, first pure racing
monocoque made by Alfa

ST feccoli/B Ottomano  9th, Aequator Cottages entry, T33/TT/2

27/6 Enna 4 Hours Italy
1 A Merzario/M. Casoni ret, Autodelta T33/5C12
BT Lfeccoli/A. Merzario ret, Ottomano entry, T33/TT/12

19/9 5alzburgring Austria
1 A MerzariofV Brambilla ret, Autodelta T33/5C/12

28/9 Coppa Selva Hill-climb Italy
P Gargano Scuderia Marchitelli T33/TT/3

1977

17/4 Dijon 500 Kilometres France

1 A Merzariof)-B Jarier 1st, Autedelta T3I3/5CN 2, chassis 015

2 Lwatson/V. Brambilla ret, Autodelta T33/5C/1 2, chassis 014

IR Jarier  did not start, Autodelta T33/5C12, practised only, chassis
a1z

24/4 Monza 1000 Kilometres Italy

2V Brambilla/JP Jarier 1st, Autodelta T33/5C1 2, chassis 014

3 A MerzariofIP Jarier ret, Autodelta T33/5C/12, chassis 015

L Watson/IR Jarier  did not start, Autedelta T35SO 2, practised only,
chassis 012

4 B. Ottomano/P. Garganoe  did not start, private T33/TT/3, failed toe

qualify

2215 Avus Interserie Germany
D Bell st Autodelta T33/5C1 2, apparently an experimental car
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29/5 Vallelunga Italy

. Brambillass. Dini  1st, Autodelta T33/5C12

A Merzariaf5. Dini 2nd, Autodelta T33/5C/12
B, Ottomano/P Gargano  10th, private T33/TT/3

19/6 Enna Sicily
A Merzario 1st, Autodelta T33/5C12
G Franciads. Dink ret, Autodelta T33/5C12

107 Estoril Portugal
18 Merzario  1st, Autodelta T33/5C0M1 2
2V Brambilla ?nd, Autodelta T33/SCF12

3 G Franciafs. i 3rd, Autodelta T3375CM 2

24/7 Paul Ricard France
A, Merzario 1st, Autodelta T33/5C12

WV Brambilla ret, Autodelta T33/5C/12

4/9 Imola 250 Italy
1A Merzarle ret, Autodela T33/500172
2V Brambilla 1st, Autodelta T33/5CA 2

18/9 Salzburgring Austria

W Brambilla Tst, Autodelta T33/5CN 2

A, Merzario  2nd, Autadelta T33/5C/12, first race for the 2.1 Turbo car,
chassis 016

8/10 Hockenheim Interserie Germany
1A Merzario 15t Autodelta T33/5C 2 Turbo, chassis 076

Appendix 2 — Competition events
for Stradales

1968

23/6 Bologna Raticosa Hill-climb Italy
346 5. Dini ath

28/7 Fribourg Hill-climb Germany
158 & Fischaber Tth



4/8 Trofeo Micangeli Hill-climb Italy
316 P Laureati 3rd class, chassis 106

25/8 Ascoli Colle san Marco Hill-climb Italy
P Laureati 4th class, chassls 108

1/9 Tolentine Colle Paterno Hill-climb [taly
F Laureati 1st, chassis 106

29/9 Coppa del Chianti Hill-climb Italy
G632 P Laureati 4th, chassis 106

1969

8/6 Rossfeld Hill-climb Germany
A Fischaber Sth

2256 Mont Ventoux Hill-climb France
40 &, Flschaber 4th

20/7 Sarnano Sassotetto Hill-climb Italy
366 P Laureati 3rd, chassis 106

2777 Fribourg Hill-climb Germany
A Fischaber 7th class

277 san Giusting Trabaria Hill-climb Italy
232 P Lawreat] 4th class, chassis 106

3/8 Lago Montefiascone Hill-climb Italy
P Laureati 1st,chassis 106

10/8 Coppa Corotti Hill-climb Italy
P Laureati 5th class, chassis 106

15/8 svolte di Popoli Hill-climb Italy
482 P Laureati 7th class, chassis 106

24/8 Ascoli Colle san Marco Hill-climb Italy
438 P Laureati, chassis 108

28/9 Coppa del Chianti Hill-climb Italy
492 P Laureati , chassis 106

26/10 Neubiberg Germany
A, Fischaber

Appendix 3 — Some anomalies,
conundrums and explanations
1967

There is no written record of which cars went to Fleran for the T33
debut. The only chassis numbers we know for sure are 004 and 05 as
the Sebring cars. As these would have been on their way to the USA at
ar just after the the time of the Fleron Hill-climb and the subseguent
tests at Zolder, it would seem reasonable to suppose that the twao cars
in Belgium were other numbers. Choose from 007, 002 or 003, bearing
in mind that Zeccoli crashed one intesting at Monza — according to him
probably 002 or an unnumbered car. Zeccali believes 001 is the Fleron
Winmear.

1968

Papers that were with chassis 026 strongly suggest that it was the car
driven by Herbert Schultze for Alfa Deutschland during 1968/69, Some
idea of the T33 chassis number problem is graphically illustrated by
the numbers of the cars at Le Mans that have been quoted by varlous
sources, These have been recorded’ as being 012, 017, 018, 020, 022,
024,025,026,033 and 034! 5ix cars were actually run and, as Wimpffen
said, What was put down by Alfa on the entry sheet in January was a far
cry from what actually turned up in June.”

1969

It would seem that only one 1962 T33/3 Coupé was built, It raced at
Hockenbeim and Enna only and turned up on Hexagon of Highoates
stand at the 1970 UK Racing Car Show, with its racing numbers from the
Sicilian race still affixed nearly six months after,

Throughout the sumimer Scooter Patrick had a string of six overall wins
in races in western USA. There is strong evidence to suggest this may
well have been in T33/2 chassis 015,
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1970

At the Sebring 12 Hours, the Autosport reporter stated that the three
T33/3s present had names These were Sirius.VMega and Rigel - all Italian
names for stars! Lengthy discussions with surviving team members

had failed to throw any mare light on this. In fact it was denied umntil,

looking through 1970 Motor Sports it was noticed that Denis Jenkinson
remarked in one of his Letters from Europe that it was odd to see a
car named instead of having a chassis number, He was referring to the
T33/3 taken by Autodelta ta the Le Mans Test Days, Painted an the side
he had noted the title ‘Aldebaran’ = another Italian star name. Another
little conundrum semi-salved. & list of the stars intended for use as
names finally emerged from the notes of Teodore Zeccali.

1971

Subsequent te the debut of the 4-litre V& engine at Watkins Glen for the
6 Hours practice, these engines never appeared in a T33/TT/3 tubular
chassis as they were too bulky and would not fit, (See below)

1972

T33/3 (1971) Chassis 023 was recorded as being the car that Facetti/
Albertl drove in the 1972 Buenos Alres 1000 Kilometres, Facettl then
used a 1971 car at Balcarce before Autodelta went to Daytona for the &
Hours where one of the T33/TT/3s was crashed. It was replaced in the
race by a 197173373 and later in the year Autosportreported that an ex-
Daytona T33 was taking part in CanfAm owned by Otte Zipper utilising
both 3 and 4-litre engines. Chassis 023 is still in the USA carrying CanAm
provenance. It would not seem unreasonable to consider therefore that
023 was used in Buenas Alres, Balcarce and Daytona before being sold
and left im the USA,

1974
Kir Sakahara of lapan, owner of T33/TT/12 chassis 011, insists that the
car competad in the races shown.

1975

Az abowve re: chassis 011,

An anomaly arises in the chassis used at Watkins Glen and in the Targa
Florio.The fermer race was held on July 13 and the latter an July 20.The
same chassis is supposed to have taken part in both races and have
won the latter. On the assumption that to do so in Sicily would require
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a strang, reliable and above all, fresh car, it seems impossible that a car
could be in upper Mew York S5tate on a Sunday evening and then ready
for early practice the following Thursday in central Sicily — and in a fit
conditien to win the gruelling Targa Florio race, Oh to be a historian.
The car used by Andruet in the Giro d'italia was a complete one-
off and still exists In the collection of Joe Mastaslh It bears a chassis
number consisting of a mixture of racer and Stradale [75023.114) and
presumably therefore has a longer chassis frame than a racer.

1976

The Imola 500 Kilometres race was reportedly the first appearance of
the Turbo, but photographs of the car that day show it to be in exactly
the same configuration as a normal T33/501 2. 1t was definitely the first
time an Alfa Romeo monocogue racing car had ever been seen but,
later in 1977 at the Salzburgring, the Turbo that finkshed In 2nd place
was widely reported as making its ‘race debut’ The authors consider
that this latter case is true, and therefore the Turbo did not take part at
Enna ar Salzburgring in 1976.

1977

The 1977 season was ane of the most straightforward of them all. Four
chassis were used, numbers 012,014,015 and 016, The latter was the
Turbe and can now be seen in the Alfa Museo at Arese. One event has
defied all attempts at investigation: an alleged win at Avus with an
‘experimental’ car.

Appendix 4 — Existing cars

This is a listing of existing cars based on considerable research, We
Include cars here where the evidence authenticates them as genuine,
though the authors do not accept responsibility for errors. A serious
effort has been made to identify cars thoroughly. There are additions to
be made to this list and the next volume will be a thorough history of
as many chassis as possible. The authors invite ownersfothers to submit
information for this voelume (edmod@btopenworld com)

1967 T33

75033.001 Marco Cajani, Italy

75033003 Joe Mastase, USA,

75033004 Hosso Bianco Museum, Gerrmary



1968 T33/2

FE033.0007
75033.008
F3033.02
Fa033014
75033015

T5033.017
75033019
75033022
FO033.026
75033.029

VDS Monea 1968, P.Osborn, LUK

M. Bugnon, France

Possible VDS Le Mans 1968, Musea Alfa Romeo, Arese, Italy
Rossa Bianco Museum, Germany

Angola car, restored by Marcello Gambi, now Franco
Meiners, Italy

Targa Flario, Ring, Targa Florio etc. Greg Whitten, USA
ZipperfPatrick car, Marc Dewvis, Belgium

Alberti car, Joe Moch, USA

Gregor Fisken, now with a private collector in Japan
Imala winner 1968, Paul Grist, UK

1969-1971 T33/3

F3080.003
72080.004
75080005
75080.006
T5080.008

1151200
F598R0.011
75080.005
FA080.01%
F5080.023

75033114

Rosso Bianco Museum, Germany

1969 Osterreichring open car, Joe Nastase, USA
Coupe, Mick Soprano, USA

1969/70 open car, Museo Alfa Romeo, Arese, [taly

Bob van der 5luis in Holland has reconstructed this
ex-Gregony cal

Has 33TT12 chassis plate, B. Bell, now 1. llichan, LISA
Riccardone/Benelli car, [taly

1971 car, Targa Florio, Tom Hollfelder, USA

1971 car, B.Bell, 3. Fisken, Jon Shipman, UK

1971 car, Otto Zipper car with 4-litre engine, Nick Soprano,
Ushn

One off coupé with Stradale chassis number but T33/3
chassis built for 1975, Giro d'ltalia, Jos Mastase, USA

1972 33/T1/3

11572.002

11572003
1157 2.006
11572.008
11572000
1157202

1972 Mirburgring, Le Mans ete., Brescla Corse, Jeremy
Agace, UK

1972 Daytona, L Auriana, USA

Joe Nastase, USA

B.Bell, UK

Jean Guikas, France

Sid Hoole, UK

M5720121 Coys, UK

1973-1976 33/TT/12

11512001
11512006
11512007
11512008
11512.070
11512011

1973 Spa et Nick Soprano, USA

Muszea Alfa Romeo, Arese, [taly

Osterreichring 1974, Ickx, Setton, Gregor Fisken, UK
1974/75 Championship races, Donaldson, Dakhelds, UK
1975 Championship races, loe DiLareta, USA

1975 Championship races, ¥, Sakahori, Japan

1977 33/5C2

11512014 World Sportscar Championship, Ottomano, Comelli, ltaly
11512015 World Sportscar Champlonship, Joe Mastase, USA
11512016 Turbo car, 1977 Salzburgring and Hockenheim, Museo Alfa

Romeao, Arese, ltaly
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Appendix 7 — Photo gallery

The authors came across and were sent hundreds of images during
the course of their research for this book. Unfertunately the quality of
many of these pictures was too poor to reproduce them at a decent
size, However, the authors felt that many of these rare and unusual
photos should be shared with the reader, hence this appendix. A large
proportion of these images came frem the hard and enthusiastic works
of Jos Hugense in Holland,a great Alfa Romeo enthusiast, racer, histarian
and gentleman, and we thank him and other Alfa friends who sent and
keep sending interesting photos,
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Index

Abarth 14,20,23,59,70,96,127,144
Abarth 2000 41, 100

Abarth Tipo 239VE 14

Acgua Minerale Cormer 127

Acquati, Mario 7

Acropolis Rally 134

Adenau Bridge 118

Aequater Cottages team 147
Aeronautica Sicula 22

AFRA 188

Agace, leremy 7,187,182

AGACI Rally &4

Alberti, Giovanni 538.61,63,68, 70,7999, 100
Albl circuit B4

Alfa Deutschland 59-6£1,63 68 72 73 76
Alfa France 58.61.62. 64 66,68, 75 84,96
Alfa Romeo 1900 168

Alfa Romes 6C 3000CM 912,187

Alfa Romeo Disco Volante 12,39

Alfa Romeo F11 service vehicle g7

Alfa Romeo Giulia 13,90

Alfa Romeo Giulia TZ 10,.11,.13-15,17. 24
Alfa Romeo Giulietta 10,13 17

Alfa Romeo Giulietta Sprint Zagato 10
Alfa Romeo GTA 6, 24,37,066, 70

Alfa Romeo GTAmM 76,78

Alfa Romeo Montreal 111,134,136, 161,188

Alfa Romeo Museum 155,165 167
Alfa Romeo Tipo 160 10,11

Alfetta 158/159 8,12

Alpine 14, 26,45,65,134,138-140

Amici Carlo Chiti 19

Arman, Chris 82

Ampus Hill-climb &8

Anderstorp circuit 63,73

Andrett, Mario 38, 100,107, 104, 122-126,
129,140,156, 185

Andruet, Jean-Claude 7,144,145,148

Angola 39

Annis, Casey 7

Antitila, Juhani 7

Arese 7,10-12,14,155%, 165, 166

218

Armi Beretta 116

fscher, Hubert ¥3. 78, 79,92 93 172

Aston Martin DBR 16

Aston Martin Owners Club 147

ATS 13,14,17, 23,249

Attwood, Richard 7, 37,38 48 70,7375

Auriana, Larry 188

Butodelta 6,8, 14-16,19, 21, 23-26, 28, 30,
33-35,37-39. 4146, 48 50-52, 56, 59. 60,
62, 64, 66-68 70-7T3, 76-82, 8B4, 87 88, 90,
93-06 98-101,103-109. 111,112,114, 115
117, 120-123,126-133, 136, 137,139,141,
143-145, 147-150,1532-156. 168 17 2. 176,
179,187,182, 185, 187

Butosport (company) 13,74

Avon tyres 182

Ayus circuit 149 152

Baghetti, Giancarlo 13,26,35,38-40, 45 46,
168

Balcarce circuit 100, 109

Balocoo test track 6, 11,17, 20,21, 26,37, 50,

21,54, 72,7005 07 0B 100113 114,117,
123,151

Bandini, Lorenzo 44

Bardelli, Aldo &1.63 .76 77

Barrios, Rafael 139

Bartlett, Kevin 42

Bartrams, Hartwig 142

Eell, Bobby 176

Bell, Derek 7,104,107,120,127,1371-143,147,
149,152,153

Beltoise, Jearn-Pierre 66 81, 82, 126,127,136

Benelli, Carlo ‘Riccardone’ 87

Bertone 162 163 166

Bianchi, Lucien 38.38-43 45 46,50, 52,54 55

EBillio, Giorgio 13

Biscaldi, Giampere &, 35-39,42-48

Biscaretti Museum 7

Bivio Polizzi 142

Bizzarini, Giotto 12

EBlankley, John 119

BMW 20

Bologna Hill-climb 161

Boninl, Brune 19

Boennier, Joakim 26,100, 107-10

Bonomell, Ennio 63

Booker, Keith 7

Bourgogne Trophy 58

Bourgoigne, Claude 54, 58,60 62

Brabham BT230 35

Brabham, Jack 35.68.71

Brabham-Alfa 42 48,130,142, 145, 146,150

Brabham-Climax 25

Brambilla, Vittorio 127,128,139, 140,
147-149,151,153-155

Brands Hatch circuit 28, 30,37,38, 50, 54-57,
68, 84-86.97, 103,104, 107,122,130,
147,148 176

BRM 5097109

BRM P1&7 105

Broo circuit 105

Brostraom, Richard 66,76

Brussels Motor Show 165

Bucknam, Ronnie 36

Buenos Aires circuit &5, 66 80.81,93, 99,
100,109,176, 181

Bulawayo circuit 79

Bussinello, Roberto 27, 46 48, 50,93

Busso, Giuseppe 7, 10-12,15, 16,18, 20,23,
24,37 158

Cajani,Marco 7,168,16%9,171,172

Calabatisti, Mario 52

Campagnolo 23,159

Campari drinks company 136

Campofelice 24

Cane, Michael 176

Carabo 162183

Carrozzeria Marazzi 159

Casani, Mario 36 38-40 42-48 5F S8 62 63,
GE. SO I08, 128, 134, 140, 147, 148,149,
172173181

Cella, Lea 36 37



Cesana Sestriere Hill-climb 29,30

Cevert, Francois 107

Ceyreste Hill-climb 65

Challenge Mondial 16, 48,64,128

Championnat des Voitures de Sport 16

Chamrousse Hill-climb 29,62

Chaparral 24

Charlton, Dave 78

Chausseil, Guy 26

Chevron 41,59, 79,109, 747.151

Chiti, Carle ,8,12-24,26-29,31,32,37,39,
A2, 46,48, 50 52-54 SB-&F 72 757 78,
80-83,85 86,.88-90,922-96,.99. 100,104,
106,107, 116-118, 120122, 128, 130,
131133135, 137,139,144, 146,147,149,
151-155. 157, 158, 168 187,189

Chizzola, Gianni 14

Chizzola, Lodovice 12-15

Chobharn test track 177

Clark, Jim 37

Clement, Jean 66

Clermont Ferrand circuit 109

Coelho, Fernando 120

Cohen, David 176

Colling, Peter {photographer) 7,8, 144, 166,
174

Colotti 24

Comelll, Emilio 7

Concarsa Italiano 168

Cooper 42,56

Cooper- Alfa F1 42

Cooper, John 12

Cortese, Gastano 139

Corvette 45

Cosworth 44

Count Bugusta 188

Coupé Benelux 42

Courage, Piers 51,6568, 70,71, 73-75 157

Craft, Chris 41, 100

Ca1 128,130

Cuneo 166

Da Matta 79

Dalla Torre, Giuseppe 538,681-63, 172
Davenport, John 64

Davis, Colin 30

Daytona 6,32, 36-38, 50,52, 66,98, 100-102,
109,122 181,187

De Adamich, Andrea 25-31 52 S58-60 GJ-68,
70,71, 73-90.92.94-109, 111 116-118

122, 126-129, 132, 143, 168 1756, 180, 185

Dechent, Hans Dietar 96

Delahaye 187

Delta-Aute 14

DeTomaso F1 65,75 168

Devis, Marc 39

Dibos, Eduardo 52

Dijon clreuit 73,116,133,150-152,172

Dini, Spartaco 36,42-46,50, 58,61, 68,141,
153-155. 157

Dixon, 3usan 157-189

Doig, Meil 7

Donahue, Mark 83.111

Oriver, Paddy 79

Crruids Cormer 59,85

Culon-F¥C 117

Dunlop tyres 52,172

Ecclestone, Bernie 132,138

Elferd, Vic 7,39,43 44, 58,70,94-96_98-109,
181

Embassy F1 130

Enna circuit 62,63, 77, 137, 148,153

Estaril circuit 154

Ettore Batoja Trophy 31

Facetti, Carlo 44-47. 50, 59 63,68 73-75.78,79,
89,%0,92,93.96.99.100,115-1.21,
123-129, 172,181,187

Fanglo, Juan 100

Fanini, 5ig. 48

Faszberg circult 59 72

Feletto Umberta 14

Fernandez, Juan &4,10% 109,111

Fernet Tanic sponsors 150

Ferrari 11=13,.23,30,48,. 56,58, 65,73, 83,84,
g5 04 100,101,.103-109.112.115-118
120,122,130,141,153,161, 165, 185

Ferrari 156 Sharknose 13

Ferrari 246 F1 12

Ferrarl 250 Testa Rossa 187

Ferrari 250P5 164

Ferrari 312P and PB 57,81 83 84 89 G].96,99,
100,126

Ferrari 512 57 6467 68,73, F9-81,07

Ferrari 712 130

Ferrari Dino 11,26, 36

Ferrari P4 &1

Ferrar, EnFo 12,714,161
Fl& {Federation Intemational Automobile) 14-18,

34,36, 52, 57 72 128,137,147, 154,
155
Fiat 11.14
Fiat Abarth 131 144
Fiat X1/9 166
Finmeccanica 13
Firestone tyres 52, 73,133, 128
Fischaber, Anton Tonl 52
Fisken, Gregor 7,185
Fittipaldi, Emersen 7,80,126,132
Fleron 18,24, 168-170 172 176
Flore, Pauling 48
Fodisch, Jorg Thomas 7
Fallmer, George 109,111
Ford GT40 16,38,41,42, 44-46, 126,147,176
Ford Mustang 36
Farghierl, Maure 81,89
Frachetti, Andrea 12
Francia, Giorgle 153-155
Frankfurt Show 31,159
Friuli 14
Futa Pass 30

Galli, Giovanni Nanni’ 6,7, 20 24, 26 27 29,
30,35-46 50 52 53 58-63 65-68. 70,71,
J3-79 81-83,87,88,91-95. 97109, 127,
133,156,157,172,173, 176, 181

Gambi, Marcello 7,10, 24,37,39,42, 46,48,
555963 116 1585, 157,173

Gambi, Marco 48,157

Gandini, Marcello 162

Ganley, Howden 107 142 143

Garcea, Giampaolo 10

Gardner, Frank 7,35,37. 42

Gargano, Paolo 128,152

Gasnerie, Dominic 7

Geneva Motor Show 123,146,164, 166

Gethin, Peter 22

Giordanengo, Glovannl 168

Gipsy-Ding 87

Gire d'ltalia 144

Giro d'Sicily 103

Giugiara 164

Giugno, Carmelo a1

Giunti, lgnazie 24, 26-28 31,35, 36,38-46, 50,
52,53 58-65,67.76,79,81,104, 156,
157,168,173

Gobbi, 5ig. 48

Goodwin,Tamy 117

Goodwood circuit 42 72,145,156, 168,169,
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171,185
Goodyear tyres 73,101,129
Goring, Keith 187-1839
Gosselin, Gustave Taf' 38-42 54 58 60.62
Grandsire, Henri 41
Greder, Henrl 46
Gregaory, Masten 36,66-69,74, 78, 81
Grist, Paul 7,168,172,173
Guani, 5ig. M 130
Guichet, Jean 39 66-68
Guidetti, Gianbatista 19
oulf GRY 128
Gulf GRE8 139

Hailwood, Mike 75 79,128,129

Hawkins, Faul 44

Herd, Robin 130

Hermann,Hans 75

Herzog,Rene B4

Heskath F1 130

Hezemans, Toine 56-68, 70,74, 78,82 83, 85-
g7 89 90,92 93 99 100,102, 103,105,
106,109,156

Hill, Graham 107,130

Hill, Phil 13

Hobbs, David 75,84

Hockenheim circuit 37,42 44,63, 108, 109,
141,142, 155,156

Hopkins, Tex 129

Hordern Trophy 35

Hugense, Jos 7

Hunt, James 127

Hutchinson, Jeff 115,116

Icko, Jacky 63,79,84,85,101,104,109,122,
125 127-129,132,133, 136,135, 145,
147 185,187

Iguana 165

Imola 25.44. 63 76, 77 87 96 108, 109 120,
121,127,147,172,185

Indianapolis Corner 108

Innocenti 13

Interlagos circuit 79,111

IRl {Institute for Industrial Reconstruction) 13

= 128

ltaldesign 164-165
laguar E-Type 52

Jarama circuit &3

Jarier, Jean-Plerre 124,146,148, 152,154
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Jaussaud, Jean-Pierre 7,58
Jenkinson, Denis 114

Jiggle, Mike 7

Joest, Reinhold 108, 109 134, 140
lones, Alan 139

Juncadella, Jose 24

JW Gulf 42,45, 46.81,.85 8693126

Kanonloppet races 43

Karlskoga circuit 44,45 63 172

Karussell 42,119

Kassell Calden circuit 141

Kauhsen, Willi 84,105,126,128,131,132,134,
137,138, 740-143, 145,152

Keyser, Michael 103,181

Kidston,Simon 7

Eillarney circuit 79

Einnunen, Leo 20,89 90 105

Klinkel, Uda 7

Kolb, Charlie 36

Ewech,Horst 42

Kyalami circuit 46,48, 79

Lafitte, Jacques 7,132,133,135,136,139,148,
156

Lagardere, Jean-Lug 82,136

Laguna Seca circuit 7,109 111,112,121

Laine,Hans 73

Lambaorghini Countach 162

Lamborghind Miura 162

Lancia 106

Lancia Beta Monte Carlo Turbo 144

Lancia D50 187

Lancia Integrale 8

Lancia Stratos Turbo 144

Landon, Francois 58,76

Landon, Patrick 76

Lanzanie, Dean 7,182,184

Lanzante, Paul 7. 181-182

Larrousse, Gerard 7,64,75,100, 107,124,127

Latterl, Fernando Codones 90

Lauda, Nikki 76,155

Laureati, Piero 159

Le Mans 24 Hours &, 15,16, 24-26, 28,37, 38,
44, 46-48, 52, 54, 28, 65-08, 72-74 B3,
107, 102,506,907, 109, 112,114,115,
120,132-124,128,131,137,139, 144,
145,148, 7168,176, 181,185

Les Andelys Hill-climb 61,62

Liddell, Eric 45

Ligier Fi 134

Ligier-Maserati 128

Lime Rock Park circuit 188
Lins, Rusi 32

Lola 95.112,126,127,139, 149
LolaTX12x 109

Lola T280 22,100 104, 107
Lola T290 109

LolaT70 44 58 60 61 72 73 107
Lola-Alfa F1 21,64

Lombardi, Lella 134

Longford circuit 37

Lotus 72 165

Lourenco Margques circdit 79
Luanda circuit 120

Lucas 18,2353, 116,121
Luraghi, Gluseppl 13,14,718,51
Lyons, Pete 83 94

Magai, 5ig. 48

Maglioli, Umberto 46,68, 70

Magmy Cours circuit 58,88 1723

Magro, Antonio 7,12

Manfredini, 5ig. 48

Mann, Alan 7,35,37

Manclas, Kerry 188

tantorp Park circuit 63

March F1 82,154

Parch-Alfa 72, 81

March-Alfa 721X 89,104

March-Chevy 87

Farelli Dinoplex ignition 116,121

Marelli, Giovanni 57,98, 144

Marko, Helmut 29-105,107-10%, 156,181,
182

Farting Gold Cup 44

Martini International Trophy 29

Partini Porsche 24.103,129,147,148

Flartini sponsors 296

Farting, John 42

Maseratl Bora 165

Mass, Jochen 7,137,138, 141,142,147

Plasta Straight 117,185

Matati, 5ig. 48

Biatra 46, 48,59, 60,65 66, 68, 73.81,82, 57,
10,107,108, 112,115 116,118,320,
122=124, 126-130,136.142,143, 185

McDonough, BEd 19.94,117,119, 170,177,
184, 18%

McLaren cars 64,92, 96,109



MeLaren M7TA 66

McLaren, Bruce 26 63 71,72

Melaren-Alfa 75-77,79,81

McLaren-Oldsmaobile 25

McMally, Paddy 48

MeQueen, Steve £5.67 73

Meek, Chris 41

Mercedes AMG 132

Merrick, Tony 116

Merzara, Arture 7,87, 100, 104-1046, 109,
122-124,126-142,145-149,151-157,
169,171, 181,185

Mildren, Alec 35.37.39. 42 48 64,65

Mille Miglia 15

Minter, Milt 109 120,125

Mirage-Cosworth 62,63 99 102,104,107,
15 17-118, 120,124, 126,132,134,
128,142,151

Mitter, Gerhard 36

Maoch, loe 7

Mont Dare Hill-climb 30

MaontVentoux Hill-climb 29,42, 59

Monte Dionysus Hill-climb 136

Monte Pellegrino Hill-climb 29

Montlhéry circuit 30,48,64,75,79,83,97,98

Maontlhéry historic races 188

Montreal Expo 31

Monza 6,11,20,21,34,35 38, 55-58,66.68,

126,134-136,151, 168,172,176, 181,
185,187

Mora, Aldo 152 153

Morris, Martin 147,148

Moser, Silvie 30,126

Moshous, Paulo 134,136

Muosley, Max 130

Motori Moderni 48

Mugello 6,119,432 44,61,79,132,133, 145,
172

Muller,Herbie 84, 142

Mulsanne Straight 45,46,55,106-108

Munari, Sancro 105, 1046, 181

Musea Alfa Romeo 1112

MART [(Morth American Racing Team) 52
Mastase, Joe 168

Mational Aerobatic Team 123,124
Mavajo 166,167

Mesti. Maure 77

Mewbiberg circuit 78,779,172

Nicodemi, Antonio ‘Nicor® 44,58 61 63,68

Nogaro 24

Marinder, UIf 44

MNaorisring circuit 0,61, 76 97

Miirburgring 8, 16,27, 28,40-42, 59, 60,63,
F1-74 Fe F7.00,22 103, 118,119,126,
138,139,142, 143,145,168, 176,181,182,
185

Nuremburg circuit 42

Oliver, Jackie 109

Dllarn Villars Hill-climb 30,63

Osbaorn, Paul 7

Dsalla 149,153,154

Osella-Abarth 104

051 Scarabeo 7,10-12,16, 24

Osterreichring circuit 44.61-63, 78, B0, 93,105,
107,109, 119-120,128, 139,140, 172,176,
181,185

Ottomano, Bruno 128,147,148, 152,153

Pace, Carlos 64,109, 150,156

Pairetti, Carlas 99,100

PAM see also Marsilio Pasotti 115-120, 181

Parabalica Carner 2037

Paris Motor Show 11,162,164, 165

Parkes, Mike &8

Parnell, Tirm 109

Paz, Rudi 126

Pating, Jaime 13

Fatrick, Scooter 59,109, 111.112

Paul Ricard circuit 68, 79 98, 114-116.130-132,
154, 185

Pavone,Micola 48

Peixinho,Sen, 120

Penske, Roger 187

Periscopica 18,24

Pescarolo,Henri 7,48, 78-83,85-88,92-95 97,
98,107.123,126-129,132-134, 136,137,
139-143, 145, 148,176

Peterson, Ronnle 80,94-95,99, 100,107,176

Fianta, Giergio 109,144

Picehi, Gianluigl 76,86

Pilette, Teddy 6,7,38-46 48, 54-57. 59,62 .64,72

Pilkington, Richard 122,126,127,147,148

Pininfarina 162, 164-166

Fininfarina 33 Prototipo Speciale 164, 165

Pininfarina P33 Roadster 162

Pinto,Enrico 25,36 50, 58,6163, 70, 168

Piper,David 45.61,65

Firelli tyres 147

Porsche 30,3844 46,55 58,63,79, 80,84,
B7.89-92,54, 102, 10%. 111,112,128,
130,141, 142,149,772, 1589

Parsche 906 26 62

Porsche 907 36.39.47. 46 48 52

Porsche 908 41,45, 46,60 61,65-67 70 71,
Z23.76,77,89,99,108,109,120,133,134,
140,141,181

Porsche 910 26,28 43 44 48 57 59 .43

Porsche 911 52,76,78,94

Porsche 917 16,57.59.62,64-68, 70,73, 75-
78, 81,8384 89,9799, 103,105,126,
147,142,145

Porsche 935 150

Parsche 936 Turbo 147,149

Porsche 962 126

Porsche Bergspyder GG

Porsche Carrera 133,142

Porsche Tapiro 165

Posey, Sam 53

Prato 29

Prix Castione Baratti Hill-climb 105

Prototype Championship 16

Cuinn, Patrick 7

Red Bull F1 Racing 103

Redlefsen sponsors 138

Redman, Brian 7,70, 77-79,101,104, 128,
127,130

Regazzonl, Gianclaudio "‘Clay® 84,56, 100,
107, 104, 107, 017-120

Reisch, Klaus 78,79,88,92, 93,95

Renault 14,134,155

Renault-Alpine Turbo 133,134, 146-149,153

Reutemann, Carlos BO, 122, 126-129,185

Hevson, Feter GE 67 100 101 104 111

Rhodes, John 42

Riccardone-see also Carlo Benelli 86,88, 96,
105

Rinaldi, Luigi 1035

Rindt, fochen &

Riverside circuit 111,121

Road Atlanta circait 109

Rocchi, Franco 54

Rodriguez, Pedro 36,45, 46,68, 70, 76,83.93,
9f

Rolland, Jean 26,29, 30

Ronde Cevenale 59.64 75,96
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Rosberg, Keijo ‘Reke’ 140
Rossfeld Hill-climb 29, 30,59
Rouveyran, Daniel 66
Ruocco, Elvira 7,19

Russo, Giacomo ‘Geki’ 26, 168
Byan,Michael 188

Salmon, Mike 147,778

Salmon, Mike 45

Salzburgring circuit £2, 73, 77,149, 154,155

san Stefano Hill-climb 144

Sandown Park circuit 37

Sanesi, Consalvo 11,12

Sac Paula eireuit 109

Satta, Orazio 10,13,15.16,18.20.23, 24,32,
158

Sauber 148

Scaglione, Franco 31,158,159, 189

SCAR Autostrada 58,67-63.68

Scarfioti, Ludovico 39,59

Scheckter, Jody 138, 148

Schenken, Tim 22,100, 107,141,142, 145

Schenker, Beat 7

Schetty, Peter 115

Schultze, Herbert 40-44 5961, 76

Schuppan,Vern 7,126

Schutz, Udo 35, 36 38-42

Scuderia Brescla Corse 90, 115-117,119-121,
181

Scuderia del Portello 168

Scuderia Ferrari 8,14

Scuderia Maudunina 58,68 70

Scuderia Nettune 95

Scuderia Trentina 58

Sebring 15,16, 24,37, 50, 52-54, 60,62, 66,
67 80-H3, 8% 94 107-104. 122 176, 181

Serinissima 63

Servoz-Gavin, Johnny 48,136

Settimao Milanese 15,42, 168

Letton, ), 185

Sever, Marting 57,946

Shadow Canfm 109,130

Sheldon, John 139

Shipman, Jon 7,176-178

Siena, Maurizio &, 74

Siffert, Jo 39,43 70,78 84 96

Silverstone crouit 39,122,126, 127, 141

Skorpion-FVA 119,187

Slotemaker, Rob 18-46 48 55 56 5% 53

Solituderennen 42

222

Spa circuit 42 59 88 104-106, 116,117,124,
1 1 1

Spar 26

Speed Merchants 103, 181

Spica injection 39,172

Spoerry, Dieter 36

Springbok series 79

Squadra Trenting 172

Stars and astronomy 6768

Stavelot Corner 117,185

steinemann, Rico 43

Stenzel, Reinhardt 60

Stommelen, Rolf 65-68 71-75,78,81-88, 90-95,
97105 107109, 116-T20,122-124, 126
129,132,151.155. 154, 157,176,185

Surtees, John 7,29,50,52-54,73

Targa Florio 6,16, 24, 26, 27,29, 30,38-40_44_
58.509-71,88,90.91,.103-106, 117, 118
128 137,141,142 157,168,172, 173,176,
T80, 187,185

Tasman Series 29,35 37, 39,64

Tatoi Airfield circwit 134

Team Jolly 105,102,111

Tecno F2 68

Titus, Jerry 36

Todaro, Mino 26,90

Toj 153,154

Tour Auta 7é, 172

Trente Bondone Hill-climb 42,76

Trophee des Constructeurs 16

Trosch,Serge 38-45, 48

Tunmer, Derek 79

Turin Show 31,159,162

Udine 13-15,48

Vaccarella,Mino 7,35-47 50,52 54 58-3 67,
80,82, 83,87,59-91,93,99-101, 103,105,
106-108,141,142, 156 157 172 176

Vallelunga circuit 31,51,52,103,114-116, 144,
153,181

Van der Stragten 6, 25,56

Van Lennep, Gijs 43,8990, 104,105, 107, 1786,
180

VD team 6,25, 37, 38,40-46,48, 52, 54-60,63,
64,72

Vels Parnelli F1 130

Veneto 14

Vermier, Guy 81.62.64, 75

VHR glass 162

Vicenza 23

Viega, Carlos 100
Vignone, 5ig. 48

Vila Real circuit &
Villeneuve, Gilles 144
Vintage Racecar 7
Voegele, Charles 25
Volpi, Count Giovanni 13
von Hanstein, Huschke 26
von Wendt, Karl 45,48
VSCC 122

Walbyoff, Richard 7,177,178

Walker, Ted 7

Walsh, Mick 7

Warwick Farm circuit 35,37, 42

Watkins Glen crcuit 42,76 94 95 97 109,
120,129,140, 141,176,185

Watson, John 7,142,143, 145,150,131

Weber Michal 39 63 68 72 73 108

Weber, Roby 136

Wessells, Henry 187

White, Kirk 187

Widdows, Robin &0

Williams, Frank 66,82, 130

Williams, Jonathan Z0.71

Wisell, Reine 100

Wollek, Bab 84

Wright, Jason 7,169

Wunsdorf Airfield circuit 43,96

Whyer, John 68 84 83

Zadra, Antonio 58.61-63, 172,173

Fagato 14

Zandvaoort circuit 42,141

Zeccoli, Teodoro 7,13, 20-27, 30-32, 34-38,
43-45,50,51,55, 59,62, 67, 68,73, 74,
FA-79, B0, BY RS 90,52, 56 101-103,

109113 117 118 120,123 124,
147,148 151,157, 168,172,176, 180,

181,185
Zeltweg clreuit 44,671,120, 128

Zipper,Otto 59.79,109.111,112,120,129
Zoldear circuit &, 25,92,93, 140, 1746
Zuffenhausen 26,60

Zweifel, Harry 25

Dytek 86
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