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When happiness  
and sadness meet

It’s been a turbulent couple of months for us. The first 
shock for us came when, en route to the St Moritz 

Automobile Week in Switzerland, a call came in. It 
informed us of the passing of Chánh, whom we had, in 
fact, hoped to meet in Switzerland. Chánh fell victim 
to Covid, at the age of 54. 

Chánh Lê Huy had been crucial for us. When we started 
Tazio, we knew the articles on Nuvolari’s legacy were the 
most important ones to get right. He hesitated at first, 
when we asked him if he wanted to author a series of 
articles on Nuvolari, not sure if he could make a compel-
ling story out of a pile of historical facts. After his first 
article, an analysis of the famous 1935 German Grand 
Prix, we were unanimous: he had pulled it off. And from 
that moment on, it became fun. We thoroughly enjoyed 
Chánh’s similar analysis of the 1933 Monaco GP and 
the next one on the Nuvolari – Varzi rivalry.

In this issue, you should have been reading Chánh’s 
take on the famous 1948 Mille Miglia, Nuvolari’s last. 
The one where he carried on, despite his Ferrari 166 SC 
disintegrating beneath him. It wasn’t to be. We can only 
extend our heartfelt condolences to Chánh’s family and 
dedicate this issue to his memory. And we will make 
one promise: we will continue the series on Nuvolari’s 
exploits, sticking to the high standards he set for himself 
and for others. It might take us some time before we 
find a worthy successor, but this we will do.

That same week, emotions ran high when our char-
ity bid at RM Sotheby’s St Moritz sale surpassed all 
expectations. We put up for sale an edition of issue 1, 
signed by thirteen star drivers. A charity lot, with all 
proceeds donated to the Grand Prix Trust. An estimate 
of 2,000 Swiss francs (roughly the same in euros and 
dollars) seemed highly ambitious in our view. Imagine 
our surprise when bidding continued up to 10,000 
Swiss francs, making Tazio without doubt the most 
expensive car magazine ever. We can only thank the 
generous bidder, a Tazio reader by the way. You know 
who you are, thank you for this. 

The good news continued in October when we were 
handed ‘Best Automotive Magazine Cover’ at the 
‘Sleeping with Art’ awards in the prestigious Hedsor 
House, just outside of London. We feel privileged with 
this award stemming from the UK, still the most re-
vered magazine market in the world. All credit goes, 
of course, to the two creative minds behind each Tazio 
cover: our artist-in-residence Rafael Varela and our art 
director Maarten Deckers. Thanks to the two of them, 
in one year Tazio has grown its own identity, different 
from other magazines. We are definitely more than a 
car magazine. Our latest cover only reinforces that 
message. We don’t know if we can imagine a more 
compelling impulse to start reading at once, but a 
half-wrecked Alitalia Stratos ploughing on in a Safari 
setting certainly sets our pulses racing.

Please enjoy.
Johan Dillen and Dirk de Jager
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This is

30
Lancia Stratos,  
1975 Safari Rally 

It was the highest-finishing Lancia Stratos ever in the 
Safari Rally. It was also a doghouse at one point in 
its life. Now it has been restored to its glorious 1975 
Alitalia livery. Helmut Deimel tells the story.

46
Erik Comas on Senna  
and life after

“Ayrton Senna was there to save me when I crashed, 
and I could do nothing when he crashed.” Erik Comas 
on the moments that changed his career and his life.

56
Cummins Diesel Special

The first car to crack a 139-mph average at the Brickyard 
was a diesel. Seventy years ago, this Cummins Diesel 
Special took pole position for the Indy 500.

86
IROC ’73-’74

Who is the best of the best? In 1973 and 1974, the 
crop of champions from Formula 1, Indy, NASCAR 
and sports cars tried to find out behind the wheel 
of identical Porsche 911s. Matt Stone tells the tale.

100
Varzi’s final race winner

Having overcome addiction, Achille Varzi worked on 
his comeback after WWII. For this, he bought Alfa 
Romeo’s most powerful weapon, this Alfa 12C/316. In 
1938, he would celebrate his final win with it, before 
tragedy struck.

116
Morgan Plus 8 GTR

“People in general were a bit rude about it,” Charles 
Morgan says about the underrated 1997 Morgan Plus 
8 GTR, aka ‘Big Blue’. We were rude too when we drove 
it, as in ‘holy sh.., this thing is brutally fast’.
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Broad Arrow Auctions is pleased to announce that 
we have expanded our auction event calendar in 
2023 as the o�cial auction house of ‘The Amelia’. 
We invite you to consign your collector car or 
collection to The Amelia Auction, taking place this 
March at the Ritz-Carlton in Amelia Island, Florida. 

Please contact one of our team members to discuss 
selling options and stay tuned for more information 
about this exceptional collaboration.

INVITING CONSIGNMENTS

+1 313 312 0780  �  broadarrowauctions.com
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Dakar Classic
31 December ’22 – 15 January ’23, 
Saudi Arabia

A new route is devised for the 2023 
Dakar Rally, leading competitors on a 
coast-to-coast journey from the Red Sea 
in the west to the east and the Arabian 
Gulf. Parallel with the regular Dakar, 
ASO organises the Dakar Classic for 
vehicles that were built before 2000. 
For 2022, a record of 140 vehicles were 
registered and for the 2023 edition, 
organisers had to impose a cap of 150 
vehicles. New classes have been intro-
duced as well: the H0 category which 
imposes a lower average speed. There 
is an Authentic Codriver Challenge for 
teams that run without modern naviga-
tion devices and finally ASO installed 
an Iconic Classic Club for cars that re-
ally participated in the old Dakar, so 
no replicas.

 → Dakar.com

Interclassics  
Maastricht
12 – 15 January, Maastricht 
 (The Netherlands)

Next to the classic car trade show, 
Interclassics always manages to sur-
prise with some nicely elaborated 

themes. This year, the focus is on the 
Dutch Grand Prix in Zandvoort. The 
organisers have rounded up some 
famous F1 cars with Zandvoort his-
tory. The most important one will of 
course be the RB16B with which Max 
Verstappen won the Dutch GP in 2021. 
On the 11th of January, an exclusive 
preview night will take place.

 → Interclassics.events

Rétromobile
1 – 5 February, Paris (France)

Rétromobile celebrates the return to 
how it used to be, not the smaller – but 
good – edition we saw in 2022. More 
‘palais’, more exhibitors, Rétromobile 
will once more be the big classic ren-
dezvous at the beginning of the year. 
In 2023, the main focus will of course 
be on 100 years of Le Mans, with the 
special trophy designed for the win-
ners of this year’s edition taking a 
place of honour.

Pre-sale tickets (available online) cost 
20 euros instead of 24 euros, a five-day 
pass including an exclusive access the 
evening before the official opening is 
125 euros.

 → Retromobile.fr

Paris auctions
1 – 5 February, Paris (France)

Paris in early February is also the first 
major appointment for the big European 
auction companies. Their respective 
auctions always give an indication to 
how the rest of the year will be for the 
classic car market. And the last couple 
of years, despite the Covid situation, the 
Paris auctions have been good.

RM Sotheby’s this year celebrates the 
tenth edition of their Paris sales. Apart 
from a 2020 McLaren Senna LM, this 
1982 Renault 5 Turbo stands out. It’s 
a Group 4 car, driven by Alain Prost 
in the French Rally du Var. At that 
time, Prost was Renault’s rising star 
in Formula 1. But the rally adventure 
was short and ended with retirement. 
RM’s auction is on February 1st, followed 
one day later by Bonhams, back at the 
majestic Grand Palais. With more info 
to come, for the moment it’s the 1994 
Ferrari 348 Challenge that catches our 
eye. Bonhams expects the car to fetch 
between 100,000 and 130,000 euros.

Artcurial has its auction on February 
3rd, on campus with Rétromobile. We 
are still waiting on more lots, tradition-
ally, Artcurial brings quite a few race 
cars to Paris. At the moment, the only 
certainty is a 1936 Bugatti T57 Atalante 
that has participated in the 1938 Monte 
Carlo Rally and Liège – Rome – Liège.

Auction
Friday 3 February 2023

Rétromobile Show, Paris

Consignment deadline
23 December 2022

Catalogue online
Mid-January 2023

Contact
+33 (0)1 42 99 20 73 
motorcars@artcurial.com
artcurial.com/motorcars

1936 Bugatti 57 Atalante 
One of only four Atalante delivered with a sunroof
1938 Rallye des Alpes / 1938 Rallye de Monte Carlo / 1938 Liège - Rome – Liège

RÉTROMOBILE 2023
The official sale

Up next
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Rally Neige et Glace
12 – 23 February, Sochaux (France)

‘Neige et Glace’ is a famous French rally, 
traditionally held just after the Monte 
Carlo Rally. Organised by former Paris-
Dakar winner and organiser Patrick 
Zaniroli, ‘Neige et Glace’ has become 
a terribly tricky event to win. Starting 
from the ‘L’aventure Peugeot’ museum 
in Sochaux, the rally quickly routes to-
wards ‘little Siberia’ as it is called in 
France, or the region covering the Jura, 
Doubs and the border with Switzerland. 
Often contested in the snow, the stages 
are run on forest roads, making it hard 
to stick to the imposed average on this 
regularity rally.

 → Zaniroli.com

Retro Classics
23 – 26 February, Stuttgart 
(Germany)

In the hometown of Porsche and 
Mercedes, Retro Classics takes place 
in what many consider the heart of the 
German car industry. With many clubs 
still showing a big heart for the German 

classics, Retro Classics is always inter-
esting. Less massive than Essen, but 
certainly no less interesting.

 → Retro-classics.de

The Ice
25 February, St Moritz 
(Switzerland)

A concours held in the snow, on a frozen 
lake. The Ice in St Moritz in Switzerland 
is without doubt the world’s most unu-
sual Concours, topped off with many of 
the participants being allowed to kick 
up the snow with some laps on the lake. 
At the time Tazio went to press, no an-
nouncements had been made on classes.

 → Theicestmoritz.ch

The Amelia
2 – 5 March, Amelia Island (USA)

The Amelia, previously The Amelia 
Island Concours of Elegance, always 
brings motorsport history to the front. 
2023 is of course no exception, with 
100 years of Le Mans in the picture. 

The Amelia has a class dedicated to Le 
Mans winners, which will be interesting 
to see. Le Mans Corvettes are in a class 
of their own. But the most surprising 
category is the one dedicated to the 
Porsche fibreglass racing spyders, like 
the famous 909 ‘Bergspyder’. Also, 100 
runs at Pikes Peak will form a separate 
class at Amelia.

 → Ameliaconcours.com

Techno Classica Essen
12 – 16 April, Essen (Germany)

The 2022 edition was hampered by the 
final days of covid regulations that defi-
nitely dampened visitors’ enthusiasm. 
Let’s see if in 2023, Techno Classica 
Essen can find back its place as one of 
Europe’s top classic car shows. With 
around 140,000 square metres of cars, 
spare parts and memorabilia on dis-
play, Techno Classica hopes to attract 
around 180,000 visitors once more.

 → Siha.de

Goodwood Members’ 
Meeting
15 – 16 April, Goodwood (UK)

Yes, it’s a members only party, but 
Goodwood is a good club to be part 
of, isn’t it? This time, Goodwood is 
happy to organise the 80th Members’ 
Meeting. In 2023, the S.F. Edge Trophy 
makes a comeback, creating a stage for 
pre-Edwardian race cars. Goodwood 
will communicate more headliners at a 
later date, but suffice it to say that this 
is easily the most laid-back of the three 
Goodwood motorsport events, with the 
best viewing options.

 → Goodwood.com

1947 DELAHAYE 135M ROADSTER 
BY GUILLORÉ 
€700,000 - 900,000 

ENQUIRIES 
Europe
+33 1 42 61 10 11
eurocars@bonhams.com

UK
+44 (0) 20 7468 5801
ukcars@bonhams.com
bonhams.com/motorcars

Entries now invited
France  |  2 February 2023
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Interview

14

Meeting Jimmie Johnson for the first 
time is a nervous moment for a motor-
sport writer. After all, with seven titles, 
the 47-year-old is considered to be one 
of ‘the three kings’ of the NASCAR Cup 
Series. Only two other drivers share 
that honour with him: Richard Petty 
and Dale Earnhardt. Any anxiety about 
meeting Johnson is soon alleviated, 
however. Speaking from his trailer 
ahead of the IndyCar Grand Prix of 
Portland in September, the Californian 
strikes a quiet, softly-spoken charac-
ter; the opposite of what one would 
come to expect from a driver who made 
their name – and fortune – in the loud, 
seemingly brash world of NASCAR. 
Johnson, then, is more Fleetwood Mac 
than Lynyrd Skynyrd. 

At the time this interview took place, 
Johnson was yet to make a decision on 
his motorsport future. However, he an-
nounced his retirement from full-time 
racing, after almost three decades, 
around a fortnight later. Currently in 
the process of firming up his part-time 
race schedule for 2023, ‘JJ’ was happy 
to reflect on his NASCAR career, his 
recently closed IndyCar chapter, and 

to speak candidly about a potential 
future in endurance racing.

Ranking titles
In 2006, Jimmie Johnson won his first 
NASCAR championship; the first of 
his career and the first with Hendrick 
Motorsports. It would be the start of an 
uninterrupted run of five that would 
stretch until 2010. This remains a 
record that is unbroken some twelve 
years later.

Unsurprisingly, title number 1 is the 
one that Johnson describes as his 
favourite. It stands as a watershed 
moment that would go on to cement 
Johnson’s name as a NASCAR all-time 
great. “I joined Hendrick Motorsports 
in 2002 and I’d come so close to the 
championship in 2003 and 2004 when 
I finished second both seasons,” he re-
calls. “In 2006, everything just clicked 
for us as a driver and team unit. I be-
lieve that year set us up for the streak 
of five we went on to achieve.”

As a self-proclaimed student of the 
sport, Johnson explains that winning 
a third consecutive championship in 

Story 

George East
Photography 

Máté Boér & Jimmie Johnson Racing

“I’ve always been my
own biggest rival” 

Jimmie Johnson reflects on his NASCAR Cup 
Series career and hints at what could come next 

after his two-season spell in IndyCar. 
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2008 was far from lost on him. “Drawing 
level with Cale (Yarborough) in terms of 
title wins was very special for me because I 
never thought it would have been possible. 
When I was growing up, I always loved 
NASCAR but it just seemed so far away 
as a career option.” 

Carrying the weight of No. 48
Ever since he started his champion-
ship-winning ways, Johnson became syn-
onymous with the No. 48 race number 
on each of his Hendrick Motorsport-run 
Chevrolets. Ask any NASCAR enthusiast 
‘which driver do you associate with the 
No. 48 car?’ and their response will almost 
certainly be ‘Jimmie Johnson’. In motor 
racing, some driver and car number combi-
nations take on legendary status. Johnson 
and the No. 48 is one of those. 

Yet after his final NASCAR title in 2016, 
Johnson – for some reason – was una-
ble to regain the form he had enjoyed 
previously in his career. Over the first 
six rounds of the following season, the 
Californian took just one top-10 finish. 
He then rebounded with back-to-back 
victories at the Texas and Bristol Motor 
Speedways. He followed those up later 
in the season with a record-breaking 
11th victory at the Dover International 
Speedway. It would be his 83rd and final 
win in NASCAR, and also his last with 
Hendrick Motorsports. 

The following round at Pocono would 
prove to be yet another turning point, and 
one which a number of online NASCAR 
pundits have pointed to as the beginning 
of the end of Johnson’s time in NASCAR’s 
top flight. During the 400-mile race at 
‘The Tricky Triangle’, he suffered a terrify-
ing brake failure at 200 mph, and within 
seconds, the No. 48 had barrelled into 
the circuit’s outer wall. After the accident, 
Johnson stood by the side of his wrecked 
car clearly winded but uninjured. Until his 
retirement at the end of the 2020 season, 
he would not win another NASCAR race, 
despite coming close.

No changes
Had the Pocono shunt affected 
Johnson? Had he fallen out of love 
with the sport? Does he feel that his 
lack of results in recent years even tar-
nished his association with the No. 48? 
Johnson is happy to answer all these 
questions. Yet, before he does so, he 
straightens his cap to ensure all brand-
ing is visible. This is motorsport in 2022 
America after all. 

“I think you can look at this in several 
ways,” he begins. “In general, I’m happy 
with my lot and I’ve been a lucky guy. I 
can look back and say that there’s noth-
ing I would really change in the large 
scheme of things. You know, I can’t say 
whether I fell out of love with NASCAR, 
but for anyone working in that sport, it’s 
a grind and a lot of sacrifices. I honestly 
think I’d just hit a burnout phase in the 
final years. Don’t get me wrong though, 
I’m still very proud of what we achieved 

and I still have a lot of love in my heart 
for the sport. At the end of the day, I 
just felt it was time to slow down and 
pivot towards something else.”

“As for ‘tarnishing’ the reputation of 
the No. 48, I don’t think that’s the case. 
Ups and downs are part of the journey 
of life. Whatever you do, you’ll always 
get haters – especially in the world of 
social media. My career has been a 
fantastic journey, and I’m simply very 
grateful for everything.” 

On to Indycar
After ending his NASCAR career in 
2020 with a fifth place at the Phoenix 
Raceway season finale and 18th in the 
standings overall, Johnson moved to 
IndyCar with Chip Ganassi Racing 
for 2021 and 2022 with mixed results. 
Whilst this year he led the Indianapolis 
500 and finished twice in the top 10, he 
explained that competing in IndyCar 

“I had hit a burnout 
phase in the final 
years in NASCAR”

↑ Happy to drive a Shelby Cobra 
at this year’s Goodwood Revival.

→ 2020 season was Johnson’s 
final full-time season in NASCAR, 
with Hendrick Motorsports.
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single class ‘experimental’ entry will be a 
heavily modified Chevrolet ZL1 NASCAR 
run by Johnson’s former team, Hendrick 
Motorsports. Rockenfeller has also been 
on testing duties for Garage 56.

By nature, racing drivers are usually tight-
lipped about their plans and Johnson 
is no exception. However, he does seem 
enthralled by the suggestion that he could 
be reuniting with Hendrick Motorsports 
for what is considered to be the great-
est endurance race on earth. “Le Mans 
should be on any racing driver’s bucket 
list, and I’m no exception,” he says excit-
edly. “Jimmie Johnson, Le Mans winner? 
That sounds like a dream come true!” |  

Post scriptum: Just before we went to press, Jimmie 
Johnson shed further light on his future. In 2023, he 
becomes part-owner of NASCAR outfit Petty GMS, thus 
joining forces with Richard Petty. He will participate in 
some races and insisted the Le Mans project “is still 
on the table”.

“Jimmie Johnson, 
Le Mans winner? 
That sounds like a 
dream come true!”

“Even when we 
won five in a row, 
I felt I could apply 
myself more”

was more than just changing discipline 
and challenging his own abilities as a 
racer. For Johnson, it was the manifes-
tation of a young racing driver’s lifelong 
dream and being his own ‘biggest rival’. 

“For me, the IndyCar journey was al-
ways about having the experience.” 
Johnson says the previous sentence 
with the smile of a man who’s fulfilled 
a personal ambition. “My initial goal 
as a professional racing driver was to 
race in IndyCar, so I’d always dreamt 
of racing one – it’s just that life took 
me in a totally different direction for 
the most part of my career. When I 
got the opportunity to join IndyCar, 
I remembered those thoughts I had 
about it as a kid and I couldn’t really 
say no. Throughout my career, I’ve al-
ways been my own biggest rival. Even 
when we won five in a row, I felt I could 
apply myself more, study harder, work 
harder, and train harder. Making the 
transition to IndyCar was no different.”

“A NASCAR is a really heavy vehicle, 
and the exit of the corners is where 
you really make up the lap time. In 
a much lighter IndyCar, it’s different 
because it’s on the corner entry where 
you find the advantage and perform. 
It was just completely different to the 
skill set I’d spent the best part of a 
lifetime developing as a professional.” 
During those seasons, Johnson also 
drove for Action Express Racing in 
IMSA sports cars alongside former 
24 Hours of Le Mans winners Mike 
Rockenfeller, Kamui Kobayashi, and 
José-María Lopez. 

Le Mans in 2023?
Johnson is yet to confirm his plans 
for 2023, and he genuinely seems in 
no rush. He gives off the air of a driver 
who is out to enjoy his time in racing, 
rather than grasping the next drive 
that comes along. Nonetheless, he has 
been linked with the Garage 56 drive 
at next year’s Le Mans 24 Hours. The 

↖ En route to 20th place at Long 
Beach this year. Chip Ganassi 
driver Jimmie Johnson drove with a 
fractured right hand.

← Johnson was out of contention for 
victory in 2022 Rolex 24 at Daytona 
after a crash.
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5 years ago

Jeff Gordon takes Daytona 24
30 years ago

Paris to Cape Town, not Dakar
50 years ago

Wagoneer wins in WRC
100 years ago

Monza’s first Italian GP

NASCAR legend Jeff Gordon has three victories in the 
Daytona 500 but just the one in the Daytona 24 Hours. 
That came about in 2017. The four-time NASCAR cham-
pion was honest afterwards, admitting his co-drivers 
were operating on a level he could not match in the 
cold and wet conditions that year. Gordon was part of 
a four-man crew, together with Ricky Taylor, Jordan 
Taylor and Max Angelelli in the Wayne Taylor Racing 
Cadillac. They had just a 0.671-second lead at the finish, 
but that was enough to give Gordon and Cadillac their 
first win in the Daytona 24. The result was overshadowed 
by a bit of controversy when Ricky Taylor and Felipe 
Albuquerque tangled whilst dicing for the lead, but 
race control saw no reason to intervene.

In 1992, for the first time in its thirteen-year existence, 
the Dakar Rally decided not to finish in the Senegalese 
capital. Instead, a route through Africa was devised, taking 
competitors straight to the south. The rally passed through 
the Central African Republic, Cameroon, Congo, Angola 
and Namibia before finishing in Cape Town, South Africa. 
Strangely enough, with a total length of 12,427 kilometres, 
this was not even the longest Dakar ever. In 1986, organiser 
Thierry Sabine had managed to trace a route of 15,000 
kilometres for the event in which he was to perish.

The 1992 Dakar pitted Citroën and Mitsubishi against 
each other once again. For the first time, GPS was allowed 
for navigation. Former winner on two wheels Hubert 
Auriol asked sailor Philippe Monnet to do the navigation 
by his side. Auriol would go on to become the first to win 
the Dakar on two and four wheels, bringing his Pajero 
over the line ahead of his two Mitsubishi teammates.

This one is going to hurt all you Audi fans out there. 
The first 4WD victory in a World Rally Championship 
event was not with an Audi Quattro. No, the story in fact 
is outrageous. It was only fifty years ago that the first 
real rally world championship was organised. To make 
it international, the Press On Regardless (POR) Rally in 
Michigan was added to the championship. It was a 330 
plus-miles event, unfolding mostly throughout the night.

Gene Henderson, a Michigan policeman who had started 
rallying to become better at his job, came up with the plan 
to enter two Jeep Wagoneers in the POR. He came well 
prepared; the Wagoneers had been tested and prepped at 
the Monroe proving ground and some engine tweaking 
made them anything but slow. Henderson caused a sensa-
tion by winning the POR, the first driver to win a rally in 
a 4WD vehicle. His plan was to enter the Safari Rally with 
the Jeep, but the FIA was outraged and banned the ‘unfair’ 
four-wheel drive technology in rallies. For the time being.

One hundred years ago, on September 10th, 1922, the 
Italian Grand Prix was staged for the first time on a new 
circuit, laid out in the majestic Monza Park in the sub-
urbs of Milan. Monza would, of course, grow to become 
Italy’s temple of speed.

The first winner of the Italian Grand Prix in Monza was 
Pietro Bordino, driving a Fiat 804. The 2-litre six-cylinder 
engine with double overhead camshafts produced around 
95 hp. With just 650 kilos to propel, the Fiat proved a 
handful in the wet. Bordino drove to a masterful victory 
in front of a crowd of 100,000. The 804 also won at the 
French Grand Prix, making the Fiats the cars to beat in 
Grand Prix racing.

Bordino raced with Fiat until the brand retired from 
racing. He moved to Bugatti for 1928, but was killed whilst 
practising for the Circuito di Alessandria.

Photos Richard Prince/GM Media Photo McKlein
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Stop the clock
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Daytona Beach: a natural speedway carved from blue. 
23 miles of diamond-white abyss.
It knows no limits but your own.

Scramble down into that coffin cabin.
A sandblasted furnace.
The low-slung seat skims the salt hard.
Every ridge hurts.
Fix your eyes far.
The horizon shimmers thick …
Time to fly.

36.7 supercharged litres of Rolls-Royce V12 blast into life. 
2500 hp; 4750 kg; three forward gears. 
First takes us to 110 mph.
Second tops 205. 
Third? 
The clock will decide.

Pace notes

Racing  
the sands  
of time

Story

Richard Lieberman

22 23TAZIOROLEx & DAYTONA

Wind it back to the war-torn 1920s and 1930s: 
hedonistic exploration grips our consciousness.
Zeitgeist draws them together.
Hans Wilsdorf, Rolex's founding father, and 
Malcolm Campbell, the original king of speed.
One a former pilot, hitting highs on dry land. 
The other a self-starter, driven to succeed.
Visionary obsessives, savvy marketers each.

Pioneering spirit connects them most.
Neither leaves much to chance: 
“The machine is nearly everything –  
its power, stability and balance.” 
Campbell’s words.

‘Bluebird’ and ‘Oyster’; they’re made of the right stuff.
Hope, skill and luck roll the remaining dice.
At over 134 metres per second, we’re moving fast. 
The world’s first ‘watertight, dustproof’ watch
performs without fault. 
Its wearer’s telegram says it all …
Record breakers, both.

Think Rolex Daytona, and Paul Newman springs to mind.
But the association starts here.
In 2022, the haute horologer celebrates  
its 30-year anniversary as the Title Sponsor of  
the circuit’s legendary 24-hour race. 
Or to put it more precisely: these roots run deep.
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The Porsche was like iron, 
it wouldn’t break

When the Porsche 956 entered the 
scene, it was the first time ground 
effect came into play in sports cars. 
The downforce these things gener-
ated made an enormous difference 
for the driver. The 956, and the 962 
that followed, were way ahead of their 
competitors. It’s fair to say that what 
most others were doing was copying 
Porsche’s playbook.

Not all was good, though, in the be-
ginning. The 956 was not a difficult 
car to drive as such, but the driver was 
placed very much forward, with his 
feet sticking out in front of the axle 
line. This made it physically demand-
ing to make the car turn in. Also, the 

radiators in the sidepods gave off a lot 
of heat in the cockpit. At times, the 
car felt like an oven. When IMSA saw 
the 956 and how the feet of the drivers 
were sticking out, they immediately let 
it be known that the 956 would not be 
welcome in their series: too dangerous. 
They thought they had found a way to 
prevent a new walkover – like with the 
935 – in their series and thought: ‘No 
way that Porsche is going to build a 
new car to comply with the rules.’ But 
that is exactly what happened.

In 1984 Porsche came out with the 
962, an evolution of the 956. By bring-
ing the front wheels forward a bit, the 
driver’s feet were now behind the front 

axle line. Not only that, by lengthening 
the wheelbase a bit, the 962 became 
an even better car. A longer-wheelbase 
car is always more comfortable to drive, 
it was the same thing with the 917-10 
compared to the 917-30.

Still, the 956 was a great car and we 
finished 1-2-3 in Le Mans in 1982, in 
the cars numbered 1-2-3 no less. Only 
thing was, I was with Al Holbert and 
Vern Schuppan in car number 3. We 
were only too happy when we managed 
to reverse the situation the next year 
and won with car number 3. In Europe, 

the world championship races were 
more of an economy run, but I was 
actually really good at it: squeezing 
the throttle instead of jumping on it 
and drafting wherever I could. If you 
could squeeze out an extra lap of fuel, 
that was a big deal. Porsche just played 
the efficiency card better.

We had long-tail, low-drag configura-
tions for the high-speed circuits and 
maximum-downforce, short-tail cars 
for the more technical tracks. There 
was not much difference in perfor-
mance between the two, but the long 
tails were better on fuel economy. You 
just have to look at the shape to un-
derstand it, with the spoiler placed 
very low. I always enjoyed driving at 
Le Mans. The cars were so stable that 
on the long Mulsanne straight, whilst 
doing 230 mph, you could actually 
relax a bit. 

When we raced in the US, fuel efficien-
cy was not an issue. We all made about 
an hour before the tank was empty, it 
was pretty much the same for every-
one. Here again, the 962 was dominant 
because it was such a good car and 
Porsche was such a good team. I would 
go as far as to say that we never real-
ly extracted maximum performance 
from the car so that we wouldn’t com-
pletely demoralize the competition. 
Politically, we played it safe so as not 
to aggravate organizers and regula-
tory bodies too much. Compared to 
the Jaguar XJ-5 I had driven with 
Group 44, I was one of the few drivers 
who had the chance to drive both the 
Jaguar and the Porsche; Lee Dykstra 
had designed a fine and strong Jaguar, 
but it was not nearly as reliable as the 
Porsche. The Porsche was like iron, 
definitely one of the best cars I drove 
in my career.

Forty years ago, the Group C era started. An era that 
stands synonymous with the Porsche 956 and the 
962, two cars that bring very fond memories.

hURLEY hAYwOOD

Column
Hurley Haywood

IMSA never thought 
Porsche would create 
a new car, but they did 
with the 962
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Klaus Ludwig and  
the battery trick

I had stayed on at Rover for 1984 af-
ter turning down an offer from BMW. 
Rover had matched it financially and 
gave me a two-year contract. My time 
with Rover and TWR, however, was 
not the happiest of my career and I 
quit at the end of 1985. I got back in 
touch with BMW and, for a moment, 
things looked promising. But around 
Christmas 1985 the phone went quiet 
and I was starting to worry. When it did 
ring, it was Ford rather than Munich 
on the line. Lothar Pinske from Ford 
Germany explained they were starting a 
program with the Sierra, run by Ruedi 
Eggenberger. They needed a British 

driver and my name had come up. 1986 
would be a stop-gap season, with the 
interim Merkur XR4Ti. But what they 
told me about the Sierra Cosworth 
they were preparing for 1987 … Now 
that was something else. This sounded 
very much like the car to be in. So, yes, 
I was interested.

After some time, they phoned me back, 
explaining there was a problem: Stuart 
Turner didn’t want me. Turner decided 
on the racing programs and budgets 
and he was higher in the pecking order 
than anyone at Ford Germany. “Leave 
it with me,” I told them. It took me a 

month to get a meeting with Stuart 
Turner. Of course, he knew what it 
was about, so he didn’t want to see 
me. But through sheer perseverance, 
I managed to arrange a sit-down. In 
the nicest of ways, I asked him why he 
did not want me. He told me: “I have 
read this article by Eoin Young about 
a movie you were in and that you were 
acting like a prima donna. It looked 
like you were a little so-and-so.”

Oh. I had to explain that it wasn’t what 
it looked like. The thing was, this had 
been a promotional video for Rover. I 
was told first of all that it was only for 
internal use. Secondly, when they spe-
cifically asked me to act controversial, 
I refused. They talked me around with 
the old ‘it’s only for internal use, no 
one outside will see it’, et cetera. The 
whole thing was even scripted, I was 
told what to say. I told Stuart Turner: 
“This is not who I really am. If you 
give me a chance, I will make sure you 
won’t regret it.” He gave me my chance.

When the Sierra Cosworth came 
for the 1987 Touring Car World 
Championship, I was teamed up with 
Pierre Dieudonné, the finest teammate 
I ever had. All went well, but there was 
just this one thing: I was every bit as 
quick as Klaus Ludwig in our sister 
car, except for qualifying. I just could 
not beat him, not even on my home 
circuit at Silverstone. At the next race, 
all of the team personnel were enjoying 
lunch right before qualifying. I was 
one of the first to go back to the pit 
box where my car stood alone. No one 
was there. But the tailgate of our sister 
car was open and I saw Klaus fiddling 
in the boot. Quietly, I walked up to 
him. As he heard me approaching, he 
practically jumped through the roof. 
“What are you up to?,” I asked him. 

He threw me a guilty look and said: 
“Quick, go disconnect your battery 
as well.” Excuse me? “No, quickly. Go 
do it. A couple of seconds is enough.”

Then he told me a thing he had found 
out: if you disconnect the battery, the 
power cut resets the Bosch Motronic 
ECU. “Look Steve,” he said, “after that, 
it needs a couple of laps to set itself 
up. And on the second lap, it gives 
you an overboost.” Ah, so that was the 
trick. I went out, and beat his time for 
the first time.

Ruedi Eggenberger never found out, for-
tunately. He would have gone ballistic. 
One time as we got ready for practice, I 

noticed the gear knobs were missing in 
our cars. Strange, I thought, but they will 
probably have new ones ready in a min-
ute. Only, they never arrived. As Klaus 
asked about the missing gear knobs, 
Ruedi rounded up all the drivers. He 
said: “Two or more of you keep ruining 
my gearboxes. I need to find out who, so 
you can all run without gear knobs for 
now. The ones with the deepest marks 
on their hands are the ones at fault.”

Klaus just looked over his shoulder and 
said: “Right boys, we can all go home 
now. Mister Eggenberger here is going 
to qualify both cars in a minute.” That 
was enough to make Eggenberger retreat 
and have the gear knobs put back on.

That was just the thing with Klaus, 
there was never an argument with him. 
He just said things in a certain way, 
and that was how it was going to be. 
He was not just a fast driver, but he 
was clever as well. He taught me a lot 
about how to play your role in a team. 
I found him a great mentor.

When Ford approached me with an offer to drive the 
Sierra RS500 Cosworth, it was clear this car was go-
ing to be something else. Unexpectedly, I was almost 
out before I was in. A video made during my time at 
Rover was to blame.

STEvE SOpER

I saw Klaus fiddling in 
the boot. As he heard 
me approaching, he 
practically jumped 
through the roof
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Reasons to throw a party, finally

Mille Miglia with the Villa Trasqua 
Porsche 356 Carrera in the midst of 
the unique atmosphere the Italian fans 
always manage to create. Who could 
forget this year’s revival of the famous 
Olympia Rally where we felt a wave of 
enthusiasm preceding us all the way on 
the route through Germany. Of course, 
I need to mention Rallylegend in San 
Marino where thousands and thou-
sands of fans flocked to see the event.

The best for me, however, was the 
Goodwood Revival. The perfect organ-
isation, fine weather and the countless 
attractive propositions on the program 
allowed visitors to simply sit back, re-
lax and enjoy. I can take my hat off 
in thanks and respect to the Duke of 
Richmond and his team.

We ourselves had reason to throw our 
own party this year as well. Forty years 
ago, Walter and I celebrated our sec-
ond rally world title. Our win in the 
Ivory Coast Rally sealed the champi-
onship for us. For me, it was the most 
joyful of moments, as I had done all 
the preparations myself. Together 
with my colleague co-driver Bruno 
Bergland, I made all the pace notes for 

the 4800-km event. I carried a lot of 
the responsibility there and then, so 
I was over the moon and felt a weight 
fall off my shoulders when we made it 
to the finish without making a single 
error along the way. It was magical, 
recounting all these memories accom-
panied by the many film clips Helmut 
Deimel showed during an evening 
celebration in the Speyer museum in 
Germany, accompanied by many oth-
ers from the Opel crew. Not only did 
we all have fun, but towards the end 
of the evening some misty eyes also 
became noticeable.

For my part, I am thankful for the many 
emotionally charged moments that 
I was able to experience anew. I took 
so much pleasure from simply sitting 
behind the wheel of a classic car again, 
or from the live meetings with fans, or 
from simply sitting around a table with 
friends and chatting the evening away. 
Just wonderful. I can only optimisti-
cally hope for more of this next year, 
instead of seeing the dire prognoses 
become a reality. Here’s to hope.

For my part, I wish you all the best for 
the new year. Have a peaceful 2023.

With 2022 coming to an end, I feel now 
is a good time to look back. Perhaps 
share my feeling that two years of our 
lives have been stolen from us and what 
we once considered our normal life 
has evolved into something completely 
different. Lockdowns, isolation, face 
masks, invitations to get vaccinated and 
a general feeling of unease had taken 
over our daily routine. We all had to 
take for granted restrictions on what we 
considered our private lives. 2022 gave 
us back a bit of normality and I think 
I speak for all of us when I say I really 
savour the freedom we’ve regained.

Courageous and faithful organisers 
reacquainted us with many wonderful 
events, even if we need to consider 

that some were still missing and some 
may never come back. One early high-
light came from Villa d’Este, where not 
only BMW dished out on a fine display 
to celebrate the 50 years of M, but a 
Bugatti became a very deserving ‘best 
of show’ winner as well. There were 
also plenty of other highlights in 2022: 
Mille Miglia, Goodwood Festival of 
Speed, Le Mans 24 Hours and Le Mans 
Classic, they all got terrific turnouts 
and as the season wore on, it seemed 
like ever more fans wanted to enjoy 
whatever events they could attend. 

Personally, my stand-out moments 
were the Monte Carlo Historique, 
where the Cornet twins managed a 
brilliant outright victory, and the 

Special celebrations and a busy events schedule: 
2022 finally felt like a return to normal.

Photos private archive Christian Geistdörfer
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WRECK 
to riches
Lancia Stratos ‘Safari Rally’
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Photography 

Reinhard Klein & McKlein
Story 

Helmut Deimel

The Lancia Stratos’ preferred hunting grounds were the 
twisty asphalt roads that carve their way through the 
French Alpes Maritimes or the Ligurian coastline of 
Italy. As well as the land of a thousand curves, Corsica. 
That diminutive Bertone wedge shape was built to 
dart from corner to corner. Wrestling its way through 
knee-deep mud, crossing rivers, navigating potholes 
that could swallow a Stratos whole …  not so much.

Being left to rot for thirty years 
in Kenya couldn’t kill this ex- 

Munari Lancia Stratos from the 1975 
East African Safari Rally. At this 
year’s Eifel Rallye Festival in Daun, 
Germany, we saw it shine again.



Oddly enough, this did not seem to 
deter team chief Cesare Fiorio’s crew. 
Eager, as they were, to demonstrate 
that Italian engineering could over-
come any obstacle. At the time, the 
legendary East African Safari led com-
petitors on a gruelling journey through 
Kenya, Tanzania and Uganda. By 1974, 
the rally limited itself within Kenyan 
borders. For the 1975 edition, organ-
isers had prepared a daunting 5927 
kilometres, all to be run on open roads, 
meaning that at any point traffic could 
be coming the other way. The idea of 
sending a Stratos to this hell seemed 
so ridiculous, they could just as well 
have opted for a Formula 1 car instead. 
Only one competitor followed suit: 
the Alpine A110 looked just as out of 
place. For the other entrants, sturdy, 
four-door saloons like the Peugeot 504, 
the Mitsubishi Lancer or the Datsun 
PA 710 were the order of the day.

Laid-back ambience
As always, in the Lancia team’s prover-
bial slipstream were some finely dressed 
Italian ladies, who, on this occasion, 
had traded their fur coats for tiny bi-
kinis. Consequently, the atmosphere 
surrounding the whole team was very 
laid-back, no one seemingly taking any-
thing too seriously.

All that changed on Maundy Thursday, 
with the start of the first leg of the 
Safari Rally bringing crews to the 
shores of the Indian Ocean in the 
south, before taking them back to 
Nairobi. On the starting ramp, a cohort 
of dignitaries led by president Kenyatta 
greeted the participants. Lancia’s star 
driver Sandro Munari, on this occa-
sion paired with seasoned co-driver 
Lofty Drews, carried starting number 
3 on the Alitalia-sponsored Stratos. 
Before him, Timo Mäkinen was the 

first starter, in a Peugeot, followed by 
Munari’s teammate Shekhar Mehta, 
who drove a Lancia Beta Coupé Group 
4. Munari opted for a blitz attack on 
Mäkinen in order to be the first on 
the road, freeing himself from driv-
ing in the dust clouds of other cars. 
The Lancias came equipped with two 
spare wheels, one at the front and one 
that was mounted on the engine lid 
at the rear. Only, Munari declined the 
second spare.

Munari flies
Having barely left Nairobi, the route 
took to gravel roads: the Kajiado–
Sultan Hamud section serving as the 
first battleground in the Safari Rally. 
After some 30 kilometres, the road 
disappeared into a dried-out river bed. 
Watching Munari fly by here reminded 
you of European sprint rallies. Mehta, 
of course, had already made way for his 
teammate shortly after the start, allow-
ing ‘Il Maestro’ free passage through 
the bush. Soon, Munari saw the dust 

cloud raised by the only car in front 
of him: Mäkinen.

Wheeling his adversary in was one 
thing, passing him was a completely 
different matter. Munari hit a rocky 
slope with his front wheel, leading to a 
puncture and an impact that took such 
a big toll on the front of the Stratos 
that his only spare wheel was no longer 
accessible. The Italian would now have 
to wait six minutes for teammate Björn 
Waldegård to show up and donate a 
spare wheel to the stricken crew. At 
the end of the first day, Munari was a 
distant seventh.

Lofty’s skills
When things don’t go according to 
plan in a rally car, it comes in handy to 
have a guy like Lofty Drews beside you. 
Born in Tanzania in 1940, he spent 
many years of his life in Kenya before 
settling near the Great Barrier Reef 
in Australia. Drews won his first and 
only Safari Rally in 1973, partnering 

Munari opted  
for a blitz attack  
on Mäkinen

↓ Adventurous run through Kenya 
netted Munari and Drews second 
place in 1975 Safari Rally. It would 
be the highest ranking ever for a 
Stratos in the Safari.
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Shekhar Mehta in a Datsun 240Z. Later 
on, he would assist Rauno Aaltonen in 
their quest to win the Safari Rally: that 
victory would forever elude them, but it 
would give them plenty of adventurous 
stories to tell.

Lofty Drews was the archetype of the 
bush mechanic, the sort who keeps 
cars running on a shoestring and 
some well-aimed profanities. His tal-
ent shone brightly in the 1974 World 
Cup Rally, which saw him and Shekhar 
Mehta guide a Lancia Fulvia through 
the Sahara. The little Lancia suffered 
in the pitfalls of the desert, but Lofty 
kept the car running. On the way back 
from Niger to the Tamanrasset oasis, 
the timing chain kept jumping, caus-
ing the valves to object in the strong-
est possible way. Undeterred, Drews 
opened up the engine, made a fire, 
heated the valves and with nothing 
more than a stone hammered them 
straight(ish). This solution only lasted 
for a short distance, the poor Fulvia 
finally crying enough. A sympathetic 
French ladies crew towed the stricken 
Fulvia along on an eventful journey 
that left them with enough stories for 
most people’s lifetime. Mehta had the 
Fulvia flown to Rome on a chartered 
plane. Now days behind and with plen-
ty of stamps missing from time checks, 
Mehta tried to sneak back in the rally 
but was of course disqualified at the 
finish in Munich. 

Bush economics
Lofty was never the African's best 
friend. He is considered one of the 
founding fathers of the tactic of rip-
ping a banknote in half: when he said 
‘half the money up front’, he meant it. 
This technique would come in handy 
when the locals would come over to 
help push a stuck car out of the mud. 
To avoid seeing them disappear with 
half of the promised money and no 
pushing, Drews gave them one half 
of the banknotes up front, and the 
other half when the car was free to 
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move under its own steam once more. 
Presumably, they had to provide their 
own sellotape.

In the early years of African rallying, 
people would throw rocks at the rally 
cars, encouraged by the mundumugu, 
a local sorcerer. Once, on a training 
run, Rauno Aaltonen and Lofty hap-
pened to be on the receiving end of 
such a well-aimed rock, shattering 
their windshield. Rauno pulled the 
handbrake on the Opel Ascona 400 
and went after the culprit, a young boy. 
Even before the car had come to a full 
stop, Lofty was out of the car and had 
grabbed the boy. Together with Rauno, 
they shoved him in the rear of the car, 
where he sat unprotected between the 
bars of the roll cage. Rauno took him 
for a short, wild ride throwing the car 
– and the boy – around. It is doubtful if 
this approach was ever included in any 
parenting handbook, but after what 

they considered enough punishment, 
they let the boy go.

Eternal tyre trouble
This, then, is the Lofty Drews we find 
in the Stratos next to Sandro Munari 
for the 1975 Safari Rally. After the 
botched start, the rest of the rally ac-
tually went quite well for the Lancia 
duo. That is if one doesn’t consider 
the countless tyre failures. It was the 
middle of the night when, somewhere 
near Nanyuki, the Stratos came to a 
halt: immobilised with two shredded 
tyres, having just used the last of the 
spare wheels. 

Refusing to panic, Drews flagged down 
the first passing car to take him to the 
nearest Lancia service point, leaving 
Munari to cool his nerves in the 
African night. By fortune, the local 
driver knew a shortcut to the main 
road. Lancia had prepared points where 

a small army of mechanics would wait 
for the cars to show up. By then, they 
were already behind schedule but the 
rally itself was running a full nine 
hours late. For the mechanics, this 
meant the only place to catch some 
sleep was in the van ferrying them be-
tween service points.

More importantly, much to team 
boss Cesare Fiorio’s dismay, the delay 
meant that the Lancia aeroplane was 
grounded for now. That plane was a 
crucial element, nervously hopping 
from Munari to Waldegård and back 
in order to monitor their progress. 
Fiorio now had to guess how his dar-
lings were faring in the rally. His gut 
feeling, however, told him it was not 
going well at all. His cars should have 
been at the service long before. He also 
realised his cars were still running 
with their daytime V-belt pulleys. And 
if one should wonder what a daytime 

V-belt pulley is, the answer will always 
start with: you know, a Safari Stratos 
is really a rather special kind of car.

Italian cries
Suddenly, lights are spotted in the 
distance. Mechanics jump up, only to 
slump back again when they identify 
the lights as those of a normal road 
car. Only now, the road car comes to a 
dramatic halt in front of them. People 
start yelling, Fiorio takes command. 
Cries fill the air in the Lancia camp: 
‘GOMME! Tyres! Tyres now for Munari!’ 
Drews gives them a short rundown of the 
facts. Three tyres go into the car, a me-
chanic jumps in and Drews aims the car 
back towards the stricken Stratos. The 
bewildered car owner now stands with 
the Lancia mechanics without his car … 
and he only wanted to go to Nanyuki. 

When Munari finally shows up at the 
service point in the Stratos, he has re-
gained his composure. His rage made 
way for acceptance. When he and Fiori 
touch on the subject of tyres in their 
debrief, the casual listener could inter-
pret the scene as if they were discussing 
the funeral of their respective mothers.

Off comes the bodywork
After this incident, nothing could hold 
Munari back. Over the final 600 kilo-
metres, he made the Stratos fly. Even 
today, Lofty testifies that he was never 
in a car that was driven this fast and on 
open roads to boot. Of course, an un-
suspecting matatu bush taxi happened 
to be waiting for them just around a 
corner. The crash was unavoidable. The 
impact caused the fixating points of 
the rear engine lid to break. This and 

Cries fill the air in 
the Lancia camp: 
‘GOMME! Tyres now 
for Munari!’
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other parts came undone, giving Lofty the chance to apply his 
mechanical skills once more: this time to secure flapping body 
parts with nothing more than a jack handle. Munari was, by now, 
effectively driving a Stratos roadster. On board the Lancia plane, 
they witnessed the whole operation. The radio crackled into ac-
tion: ‘The number plate. You need to find the number plate!’ Of 
course, without the number plate, the car would be disqualified.

Everyone from the Lancia team gathered on the ground started 
looking for the number plate. After some digging, it turned up. 
By the time he reached the service, Lancia had already prepared 
a new number plate for Munari. Incredibly, Munari and Drews 
turned into Nairobi in second place, behind Ove Andersson in a 
Peugeot 504. Björn Waldegård looked set to take victory only to 
have his gearbox fail near the end. The Swede would have to settle 
for third in the second Stratos.

Accident
Both cars remained in Kenya after that and were used as test and 
training cars for the 1976 Safari Rally. They were overhauled and 
painted in a new Alitalia scheme. Munari unfortunately crashed 
his old car so badly in training that it was sent into an early retire-
ment. A new car was dispatched, this time with Silvio Maiga in the 
co-driver’s seat. Björn Waldegård was once more behind the wheel 
of the second Stratos. After just 160 kilometres, he was forced out 
of the rally with a broken engine. Munari’s luck lasted just a frac-
tion longer, the same problem as Waldegård’s would end his rally.

Multiple employees of Fiat Kenya were working for the Lancia team 
during the rally. Some of them acting as mud crews, positioned 
at critical points in the rally where they could push the Lancias if 
they got stuck in the mud. One of these people was Sergio Lolli, 
an Italian living in Kenya. Lolli had had his eye out for a Stratos 
for a long time already.

Shopping car
Around 1974, Sergio sold his coffee business, so in general one 
could describe his cash position as ‘liquid’. When, after the 1976 
debacle with Munari’s training car, Fiorio offered to sell the car, 
Lolli did not hesitate for one second. He even bought a second 
Stratos from a private entrant. Sergio Lolli was not a man with rally 
ambitions of his own, he was just looking for something special 
to go shopping with. For some time, he was a local celebrity with 
his Stratos in the supermarket car park.

Munari was, by now, 
effectively driving a 
Stratos roadster
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Of course, a specifically designed 
Group 4 rally car is not built for this 
kind of mundane use and after a while, 
problems arose. Inversely proportional 
to the ever-mounting misery with his 
thoroughbred Lancia, Lolli’s enthusi-
asm for the Stratos sank. Spread out 
over a part of the garden of his home 
in the north of Nairobi, he laid out the 
bits and pieces of the Munari Stratos. 
It is doubtful it was his intention to 
let the elements grab hold of what was 
left of the Stratos, but this is exactly 
what happened.

In the meantime, the well-known 
German Stratos collector Thomas 
Popper had been alerted to the ex-
istence of the car. Towards the end of 
the eighties, he showed up at Lolli’s 
house offering $150,000 for what was 
left of the car. Lolli, however, declined. 
It wasn’t long after that, in the early 

nineties, that Reinhard Klein and my-
self ended up in the same place. We 
were on the lookout for former Safari 
cars in Kenya, when we received a tip 
that we should look up Sergio Lolli. We 
had already found former rally cars like 
the Porsche 911, Renault Alpine, Ford 
Escort and Mitsubishi Lancer hidden 
away by some Indian businessman. But 
coming across a works Lancia Stratos, 
that would be the Holy Grail.

The doghouse
With high expectations, we set foot on 
Lolli’s property, only to be dumbfound-
ed by what reality had in store for us. 
We saw Stratos parts strewn across the 
yard. Anything metal was by now se-
verely corroded. But nothing prepared 
us for what we saw when we stumbled 
across the cockpit. Two occupants had 
taken over the interior of the Stratos, 
one a German shepherd, the other a 

white dog of less certain descent. Both 
were hanging their heads out of the 
driver’s window and wagging their tails. 
Below the window, two names could be 
made out: Munari and Maiga. Reinhard 
Klein immortalised the scene with the 
photograph you see here.

A proud Sergio Lolli told us he would 
never part with this wreck. Moreover, 
he was about to start the restoration. It 
should be noted that restoring a works 
Stratos rally car, in Nairobi, ten years 
after its homologation had ended, is 
akin to restoring a Rembrandt with 
nothing but a box of crayons at your 
disposal. One thing was clear, however: 
no money on earth would come be-
tween Lolli and his beloved car. With 
that, we said our goodbyes and retreat-
ed from Thika Road.

Maglioli restoration
Another decade went by before sud-
denly Sergio Lolli suffered a fatal heart 
attack and made his Stratos someone 

else’s problem. It was Sergio’s son Ezio 
who took matters to heart. He sorted, 
cleaned and registered all the parts in 
the yard and stored the whole Stratos 
puzzle in a container. After long dis-
cussions with Stratos expert Claudio 
Maglioli in Biella and with Sandro 
Munari, Ezio decided to commission 
a full restoration of the beloved Stratos 
and to get it back on the road. Thus, 
the container was shipped to Italy. 
Once there, the first thing to do was 
to draw up a complete list of what was 
present and, just as importantly, what 
was missing. Endless discussions fol-
lowed on every detail. As it turned out, 
all instruments from the original rally 
car were present, as were the original 
brakes, still in running order. A long 
restoration process ensued.

All in all, seventeen years have passed 
between the decision to restore the 
Stratos and the presentation of the 
finished magnificent product at the 
Eifel Rallye Festival in Daun, Germany, 

We saw Stratos 
parts strewn 
across the yard

↑ Sergio Lolli explaining he 
will restore the Stratos.

← As found in Lolli’s yard, 
Stratos doghouse with the 
1976 livery.
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at the end of July. Part of this time-
frame is due to the ever-charming, 
ever-complicated Italian way of organ-
ising work, but also because Ezio Lolli 
is kept very busy running his furniture 
business in Nairobi. On top of that, it 
was physically and financially impos-
sible to jet across to Europe every week 
to monitor progress and keep up the 
pressure on the workshop in Biella 
and its subcontractors.

Missing stickers
Many a sleepless night followed, some-
times for details as small as missing 
stickers indicating the dashboard 
functions. Or when it was realised that 
the tin foil you seem to notice on the 
inside is really a composite material 
integrating the thinnest sheet of metal. 
Whereas the gearbox internals could 
still be used, a new housing had to be 
fabricated. Many an engine part had 

gone missing. The vents for the radiator, 
however, reappeared under the seats of 
an old Nissan van and were mated to 
the Stratos once more. The complexity 
of the operation illustrates why it has 
taken so long to turn what was a Stratos 
Safari wreck into the jewel it is now.

Lofty Drews made the long journey 
from Australia to Daun, and was vis-
ibly moved when he climbed back in 
the co-driver’s seat. He clearly enjoyed 
entertaining the spectators with sto-
ries from the old Safari days. Ezio Lolli 
was greeted with six minutes of foot-
age from the 1975 Safari Rally, which 
moved him to tears. When the Stratos 
started up after the technical inspec-
tion, it seemed like it was spreading 
a message: ‘It’s good to be back! You 
may have waited three years for a new 
edition of the Rallye Festival, but I’ve 
waited 46 years to be here.’ |  

↑ Lofty Drews back in restored 
1975 Stratos at Eifel Rallye 
Festival this summer.
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“Senna 
    my saviour”Profile  

Erik  
Comas



Story

Raffaella Comas

Erik Comas’ and Ayrton Senna’s 
fates are strangely intertwined, 

the Brazilian saving the Frenchman’s 
life in 1992. Conversely, Comas saw 
Ayrton Senna draw his last breath 
in Imola in 1994. For years, he was 
unable to speak about the incidents 
that made him give up on Formula 1. 
This is the personal portrait Erik’s 
wife Raffaella wrote.

It was in the spring of 2016 that my husband decided 
he needed to change his perspective on the past. Or, 
more precisely, on his own past. The location was 
highly symbolic: we were at the Monza circuit, where 
photographer Ercole Colombo was holding an exhi-
bition entitled ‘Ayrton Senna’s last night’. 

My husband’s name is Erik Comas, he was just metres 
from Ayrton when he died at Imola on May 1st, 1994. 
He owed Ayrton his life after an accident that occurred 
during free practice at the Belgian Grand Prix in Spa 
on August 28th, 1992.
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“I was in the Blanchimont corner,” 
Erik recalls. “My speed must have been 
hovering around 300 kph. Suddenly, 
I skidded off the track on some gravel 
stones deposited onto the tarmac by 
Lehto after an off, and went straight 
into the guard rails. It was a massive 
accident, further aggravated by the 
fact the right front wheel was ripped 
straight off. It hit me forcefully on my 
helmet, I was knocked out at once. The 
impact threw my car, or what was left 
of it, straight back on the track. I was 
unconscious, but my foot was still on 
the throttle, revving the Renault V10 
engine of my Ligier. Behind me, there 
were still 170 litres of fuel in the tank.”

Senna was one of the first to arrive on 
the scene. He realised the danger Erik 
was in, hearing the wrecked car’s en-
gine screaming. The Brazilian champi-
on stopped his car and ran over to Erik. 
Not only did he cut the Ligier’s engine 
off, he also helped stabilise Erik’s head 
– still slumped over in the cockpit – 
until the medics arrived on the scene. 
That day, Senna saved the life of the 
man who would become my husband.

For me, motor racing at the time was 
a world completely opposite to the 
one I lived in. As such, I had no idea 
what he had lived through prior to us 
finding each other, we met for the first 
time in 2014. I had no idea of the tragic 
events Erik was part of two years after 
the accident in Spa. For this, we have 
to go back to Imola on May 1st, 1994.

Red flag
Early in the race, Erik pitted his 
Larrousse to check for damage after 
Eric Bernard had bumped into him 
under the safety car in his Ligier. It had 
already been an emotionally charged 
weekend, first with Rubens Barichello’s 
heavy crash on Friday and then Roland 
Ratzenberger’s fatal accident on 
Saturday. When Erik felt a vibration 
on his Larrousse, he did not hesitate to 
enter the pits to have the car checked.

Unbeknownst to him and the team, 
Senna had a monstrous accident in 
the Tamburello corner which brought 
out the red flag. All the other driv-
ers slowly made their way back to the 
starting grid. Erik was making his 
way towards the end of the pitlane, 
where confusion reigned among the 
officials. With probably no one exact-
ly sure about what he was supposed 
to do, they allowed Erik out on the 
track. Within less than 300 metres he 
spotted the ambulance dispatched to 
the aid of the unfortunate Brazilian 
champion. Erik brought his car to a 
standstill, many metres before the spot 
where Senna was receiving aid. He got 
out of the car and approached the am-
bulance when he spotted the helmet 
of the one to whom he owed his life. 
He saw Ayrton take his final breath. 
Completely in shock, Erik walked back 
towards the pitlane.

Wikipedia error
It would be some time before we 
would find out there was a different 
version of these events in circulation. 
Written on Erik’s Italian Wikipedia 
page was something very opposed 
to what Erik had told me. The page 
described some of the aftermath of 
Ayrton Senna’s crash at Tamburello 
and said ‘Comas arrived at full speed 
at the scene where Senna was being 
treated. It could have been carnage.’ 
Carnage. Someone had used this 
harsh description, preferring to ex-
aggerate things instead of explaining 
what really had happened.

Flowers
Back to that day in Monza in 2016, 
where we were about to enter this 
exhibition about Ayrton Senna. I re-
member holding out my arm to the 
man who, at that point, was still my 
fiancé. I did not utter any words: all I 
hoped was that these photos would 
form the second part of the process 
to get to a place where he was ready 
to confront the past.

Erik got out  
of the car and  
spotted the helmet  
of the one who  
had saved his life
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The first part had come one year ear-
lier, when we went to the cemetery in 
São Paulo. Hand in hand, we walked 
towards the spot where Ayrton Senna 
is buried. When Erik laid white flowers 
on Ayrton Senna da Silva’s nameplate, 
the emotions were palpable. I could feel 
the envy with which the world looked 
upon this extraordinary man. It is hard 
to find a logical explanation for my feel-
ings. Ayrton was a rich man through 
birth, but a successful man through 
merit. An enviable combination.

At Monza, I let Erik walk in before me. 
We stepped into a surreal setting, de-
voted to darkness and a walk through 
Senna’s life. Images of a young Ayrton 
in go-karts stood in stark contrast to 
pictures of Ayrton in a tuxedo, oozing 
confidence. Ayrton beaten by Prost and 
Ayrton beating Prost … Until we finally 
came to that fateful day.

Ayrton’s efforts to make Formula 1 safer 
became evident through a particularly 
strange memory Erik recounted to me 
later on. “It was that Sunday at Imola. 
At the driver’s briefing in the morning, 
I found myself sitting next to Ayrton. 
He asked to meet me the following 

week in London, where I lived at the 
time. He suggested we should move 
quickly with the GDPA, the Grand Prix 
Drivers Association, to define new safe-
ty targets for the cars, preferably already 
by the next Grand Prix in Monaco.”

That memory, more than anything 
else, left him devastated.

Finished with F1
When we walked out of that Monza 
exhibition, I looked at Erik and felt a 
mixture of tenderness and admiration. 
Everyone wrote about the accident that 
took Ayrton’s life. Everybody knows 
that. But what my husband witnessed 
that day in Imola, that was something 
that was known to him alone. Knowing 
he owes his life to the man that died 
that day is something that never leaves 
him. As is the guilt that he was power-
less to do something in return.

This pain, at times ignored by his social 
circle, led Erik to opt for a different life. 
At the end of 1994, he left Formula 1, 
gutted by too many incidents he had 
witnessed and disappointed that he 
could not fully benefit from the techno-
logical advances which his opponents 

had already benefited from. He moved 
to Japan. A choice that came through 
tragedy, but ultimately gave him the 
sporting success he did not have in 
Formula 1: two titles in the Japanese GT 
championship and eight participations 
in the Le Mans 24 Hours, highlighted 
by a fine second place in 2005.

The cars Erik drove – the Pennzoil 
Nissan Skyline GT-R and the Nissan 
R390 GT1 – have now become icons in 
motor racing. The twelve years in Japan 
were clearly his way to separate himself 
from a racing fraternity he no longer 
felt a part of. Here, he was far away from 
all that, even learning a language that 
was unfamiliar to him.

The rallies
Perhaps it was his restlessness fortified 
by the pain that Senna’s ever-present 
memory brings. Whatever it was, it has 
taken my husband years to go through 
this process that finally allowed him 
to fully enjoy a career in motorsport 
once more. Nowadays, at the age of 59, 

Erik is able to look back on what was 
a rich and varied career as a driver.

The love for rallying he had as a child led 
him in 2002 to create Comas Historic 
Racing in Switzerland in order to focus 
on the Alpine A110. Erik’s company pre-
pared cars for clients and allowed them 
to take part in rallies like the historic 
Monte Carlo, ‘Neige et Glace’, Morocco, 
the Tour Auto … He drove to his own 
victories in the Tour de Corse, Paris – 
Nice and Tour Auto. It is a little-known 
fact that Erik won the Monte Carlo Rally 
for alternatively powered cars in 2010 
and 2011 in a Tesla Roadster. This was 
the first time an electric car won in an 
FIA-sanctioned event. Elon Musk per-
sonally consigned the car to Erik.

In 2012, historic rallies became Erik’s 
main concern as the Lancia Stratos 
came into his focus. Determined like 
no other, he set out to find a restorer 
capable of bringing back the Stratos to 
the highest level. The objective: reign-
ing over historic rallies like it used to 
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↖ Ayrton Senna found Adrian Newey’s 
Williams-Renault FW16 a handful. 
Photo McKlein

→ After F1, Erik Comas was part of 
Nissan’s offensive at Le Mans, here 
in 1997 with Kazuyoshi Hoshino and 
Masahiko Kageyama. R390 GT1 came 
in 12th overall. Photo private collection

The move to Japan 
gave Erik the  
sporting success  
he did not have in F1



dominate the sport in its heyday in the 
seventies. Erik’s passion for ‘la bête à 
gagner’ or the invincible car became an 
obsession. By his own admission, his 
goal to go out and compete with this 
icon turned into a very hard and ex-
pensive adventure. At a given moment, 
he was involved in three countries and 
often found himself disappointed with 
the level of professionalism he encoun-
tered at some race shops.

European champion
In 2015, the stars aligned. Erik signed 
a sponsorship contract with Zenith 
Watches with the objective of winning 
not only the Italian historic rally cham-
pionship, but aiming for the European 
title as well as organising a classic car 
event. The Zenith Stratos became a leg-
end of its own, winning the Italian title 
in 2015. One year later, the first World 
Stratos Meeting took place in Biella in 
Piemonte, Italy. 46 Stratoses were pres-
ent. That year, Erik met Yannick Roche, 

the young Frenchman who would be-
come not only his co-driver but who 
is also, according to Erik, hiding a 
perfectionist streak under his friend-
ly, technically minded personality. In 
2016, Comas/Roche added the Targa 
Florio, the oldest rally in the world, to 
the Stratos’ tally. The Stratos, however, 
at times showed it was still lacking the 
crucial element of reliability. So, for 
2017, a new magician was needed.

Andrea Chiavenuto devoted fifteen 
days and fifteen nights to preparing 
‘la bête’, but when he was done Erik 
and the Stratos took a straightforward 
victory in the Czech Republic at their 
first rally of 2017. By September, there 
was a third victory at the historic ral-
ly on the isle of Elba. Here, Erik was 
crowned European Champion amidst 
competitors who were relying on much 
more modern machinery: Lancia 037, 
Lancia Delta Integrale, Subaru Legacy 
or the BMW M3. In three years, all the 

sponsor’s objectives had been met. For 
the Stratos, the European title brought 
another trophy to an already filled cab-
inet, forty years after it had started to 
shine on the rally stage.

With this, Erik came full circle. Even 
though by now he held Swiss nation-
ality, he had finally realised his dream 
when as a young French boy in the 
seventies, he had seen the Stratos fly 
by on the Saint Jean en Royans spe-
cial stage in the Monte Carlo Rally. In 
2018, we had another personal high-
light. We held our wedding in Aigle in 
Switzerland on July 14th. The Stratos 
played its part, immortalised in a fun-
ny video you can find on YouTube: 
‘Stratosferik Wedding’.

Erik the restorer
In the meantime, Erik has traded in 
his competitive spirit. Restoration is 
his new-found passion, and he goes 

about this in the same way he used to 
race: meticulous and obsessive. The 
Lancia 037 ‘Eminence’ became the 
object of his desire. The car was con-
ceived for the European rally champi-
onship in 1983, a joint project between 
Abarth and tuner Giuseppe Volta. In 
subsequent years, the car was upgraded 
to Evo 2 spec when the Group B era 
ended in 1986.

For the restoration, Andrea Chiavenuto 
brought the 037 back to how it was 
when it started in the 1983 Tour de 
France Automobile. Bernard Darniche 
and Alain Mahé had race number 1 
and finished in third place. The level 
of detailing during the restoration of 
chassis 133 has surprised many. Both 
FIVA and ASI have given it certificates 
of authenticity and the car took best 
of show at the Poltu Quatu Classic, 
a first for a rally car. The adventure 
continues to this day. |  

Erik’s passion 
for ‘la bête à 
gagner’ became 
an obsession
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↓ Erik, the restorer. Passion 
for both Lancia Stratos (←) 
and 037 rally legends led to 
intensive restoration projects.  
Photos private collection
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Photography 

Joshua Sweeney & 
Cummins Archive

Story 

Jim Donnelly

No one had ever lapped Indy at 
139 miles per hour before. In 

1952, Freddie Agabashian aboard 
this Cummins Diesel Special made 
jaws drop at Pole Day for the Indy 
500. Seventy years on, we take a clos-
er look at one of the most innovative 
race cars ever.

From the city of Columbus, it’s about 50 miles of smooth 
concrete along U.S. 31 north to the Indianapolis Motor 
Speedway. The Southern Indiana city plays host to what 
was known as the Cummins Engine Company (now 
Cummins Inc), where the development of diesel horse-
power had been taking place since 1919. Both pre- and 
post-World War II, that short drive was a journey of in-
novation for both Cummins and American motorsport. 

Clessie Cummins, the company’s legendary co-founder, 
knew instinctively that the best way to convince the 
masses to buy his compression-ignition engines was to 
demonstrate what they could do in a very public way. 
Beyond any dispute, Cummins, born in Indiana in 1888, 
was the godfather of diesel power on the American 
highway. He made them practical by devising a working 
direct-injection fuel system – after some 3,000 earlier 
prototypes had failed – that ensured his engines’ full 
fuel charge could be burned.



Record breakers
Clessie Cummins loved publicity. So, in 
1930, he installed one of his diesels in 
a used 1925 Packard sedan and drove it 
through a snowstorm from Columbus to 
the New York Auto Show. Then, for good 
measure, to Daytona Beach, Florida, 
where he set several diesel- power re-
cords on the packed sand and all for less 
than $3 worth of kerosene. The logical 
next step was to head to Indianapolis. 
In 1931, Dave Evans drove the first 
Cummins-powered race car to 13th in 
the Indianapolis 500, becoming the 
first car to go the full distance without a 
fuel stop, averaging 16 mpg for the race.

That outing was the first of many for 
Cummins at the Brickyard. His next 
appearance was in 1934 with a two-
car team powered by supercharged 
Cummins Model H four-cylinder 
engines with production blocks. In 
those years, the Speedway was owned 
by American aviation hero Eddie 

Rickenbacker who, in 1929, enforced 
new engine rules intended to encour-
age stock-based power in the 500. 
The Cummins diesels had their bore 
reduced to meet the 366-cubic-inch 
displacement limit, with the result that 
the one four-stroke model retired with 
transmission issues, whilst the two-
stroke version barely made it to the 
finish in 12th place.

With supercharger
Cummins wouldn’t return to the speed-
way until 1950. Post-war, the engine 
rules at Indianapolis had been tweaked 
to allow diesels to run a full 402 cubic 
inches, supercharged or not. Cummins 
had one of his cars built on a new, 
modern chassis, welded together in 
the Glendale, California shops of mas-
ter fabricator Frank Kurtis for the first 
time. The Model J six-cylinder engine 
had 401 cubic inches, four valves per 
cylinder, a Roots-type supercharger 
and was fed by an early prototype of 

what would become Cummins’ indus-
try-leading PT (for Pressure Timed) 
direct fuel injection. It utilised an 
aluminium crankcase, cylinder block 
and cylinder head. At racing speeds, 
horsepower was estimated at 340. 
Driver Jimmy Jackson fell out after 
lap 52, placing 29th, in part because 
ground-away tyre dust from the track 
was sucked into the supercharger. The 
car, dubbed the Green Hornet, then 
set several speed records at Bonneville 
whilst the guys in Columbus wondered 
what to do next. The answer would be to 
expand and radicalise the mechanical 
formula that had pushed them this far. 

First turbocharger
What emerged was the kind of all-out 
assault on the Brickyard that would 
rival the Ford Motor Company’s full-
bore invasion a decade later. Clessie 
skipped the 1951 race and instead put 
his younger brother, Don, in charge 
of a win-or-else effort for 1952. “The 

1952 car was a totally new, developed 
vehicle,” says Cummins fuel engineer 
Andrew J. Cummins, Don’s grandson. 
“It was also lighter than the earlier 
cars. They made the engine smaller 
and laid it over at an angle. Don was 
the vice president of engineering and 
he came up with the idea of turbo-
charging the engine. They were trying 
various ways to increase power in the 
truck engines at the time and make it 
cheap.” The 1952 Cummins car was the 
first in Indianapolis history to feature 
a turbocharged engine. 

Championship-level automobile rac-
ing in the United States was on the 
cusp of profound change, regardless 
of the Cummins ambitions. As 1952 
approached, the dominant design for 
Indy machinery was an upright, centre- 
seat race car that was equally adaptable 
to dirt or pavement. An upright engine 
sat ahead of the driver and the driveline 
passed between his feet. Don Cummins 

↓ Freddie Agabashian tries 
out new Kurtis special for size 
before Indy 500 in May 1952.

↓ Painted and ready to hit the 
Brickyard, which was then still 
very much a real brickyard.
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wanted to change all that. So did Kurtis, 
who built a lot of the old upright cars 
and was experimenting with a new chas-
sis configuration that radically offset 
the car’s driveline to the left. Not only 
had Kurtis been advocating this kind 
of weight redistribution, but he also 
believed that the car’s engine could be 
leaned to the right, reducing the frontal 
area of the bolt-upright Offenhauser 
engine that was nearly standard.

The crate
According to Cummins historian Bruce 
Watson, most Indy car owners baulked 
at Kurtis’ ‘laydown’ idea, but not Don 
Cummins. He’d already picked his next 
driver, Freddie Agabashian, a heady 
Midget veteran out of the Chicago area. 
According to Watson, Don Cummins 
took Agabashian around the track as 
a passenger in his personal car, then 
stopped on the backstretch and pulled 
an empty wooden Coca-Cola case out 
of the trunk. Laying it on the track, 

he told Agabashian to sit on it. Don 
asked: “How would you like to drive a 
car that sits that close to the ground?” 
Agabashian was sold to this idea im-
mediately and, to this day, that cola 
case is displayed alongside the race car.

The Cummins Diesel Special, as built by 
Kurtis, would be the first of what came 
to be called the Indianapolis roadster. 
A new breed of offset, front-engine rac-
ing cars that would utterly dominate 
the 500 until John Cooper and Colin 
Chapman arrived with their rear-en-
gine formula cars in the early 1960s. 
As the chassis began coming together, 
Agabashian sat well off to the right, at 
the bottom of the chassis. The driveline 
ran down the opposite side of the car 
to the rear. Don Cummins had already 
chosen his engine, a Model J inline 
six-cylinder that Kurtis laid over at an 
angle just five degrees off horizontal, 
just enough so oil could drain out of 
the cylinders. 

Wind tunnel testing
Greg Haines, the Cummins engineer 
who oversees maintenance of the his-
toric race car, notes that the 1952 dis-
placement limit allowed the Model J to 
come in at 401 cubic inches, with a long 
5.00-inch stroke. The engine, common-
ly seen in medium-capacity trucks and 
buses, used an aluminium block and 
cylinder head for racing. Other parts, 
including the water pump and a plate 
that replaced the normal oil pan, were 
cast from magnesium for lightness. 
Though the J was chosen for packaging 
purposes, the turbocharger still had 
to be positioned out front – it simply 
wouldn’t fit anywhere else; a compro-
mise that would have crucial conse-
quences later. In race trim, the engine 
produced 430 horsepower at 4,500 
rpm, mated to a three-speed Cadillac 
gearbox to withstand the torque and a 
Konzi quick-change rear end.

The Kurtis roadster was large, with an 
overall length of 180 inches riding on 
a 100-inch wheelbase. That meant, de-
spite the liberal use of magnesium and 
other light metals, its race weight was 
2,400 pounds. However, at its highest 
point, the Cummins stood just 36 inch-
es tall. Which brings us to another inno-
vation: besides introducing turbocharg-
ing to the 500, the Cummins is the first 
Indianapolis race car to ever have been 
tested in an actual wind tunnel.

In late November 1951, the car was 
flown to Wichita, Kansas, for two days 
of testing in the University of Kansas 
wind tunnel. The first change to be 
inspired by the trip was to the car’s 
windscreen, which was found to gobble 
up 60 horsepower because of its pro-
digious drag. A redesign that sapped 
just 14 horsepower was quickly adopted. 
Next, Kurtis fabricated lightweight, 

Don pulled a  
Coca-Cola case out:  
“How would you  
like to race,  
sitting this close  
to the ground?”

↓ Naked in all its essence,  
the low-slung body would 
soon set the trend.  
The diesel engine never 
reappeared at Indianapolis.
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driver-controlled internal shutters that 
could reduce drag from air coming in 
through the car’s nose, directing air to-
ward the radiator. Watson also reveals 
that, in an Indy first, driver-adjustable 
shock absorbers were also installed.

Sandbagging
With a genuinely sophisticated car de-
sign, a highly enthusiastic driver who 
loved his new ride, and a brawny engine 
carrying a huge fuel load, the Cummins 
team was ready to compete in 1952. 
“In talking with my grandfather about 
1952, they knew they had a car, and an 
engine, that was something special 
because it was unlike everything else 
anyone had ever seen. Most of our com-
petitors were upright cars that raced 
on dirt,” Andrew Cummins recalled.

“My grandfather wanted something 
that would make your jaw drop. He told 

Freddie: ‘Run at half speed, let me know 
how you feel.’ Freddie said: ‘We’ve got 
a lot more that we can do.’ We didn’t 
want to show anyone what the car could 
do until it was necessary. Freddie was 
running full speed on the backstretch, 
whereas most of the crews were on the 
front. He told my grandfather to have 
someone on the backstretch. A lot of 
people didn’t realise what was going on 
until it was too late. When he hit 138 
in qualifications, the smile stayed on 
my grandfather’s face for a month. In 
four simple laps, they showed how fast 
the Cummins Diesel could be.”

Pole Day
The adoption of turbocharging was a 
high-risk part of the Cummins experi-
ment. As yet, little work had been done 
on adapting the turbo for high-speed 
racing applications. It’s not known to-
day whether Don Cummins, or anyone 

else in the family, was familiar with 
the research on turbo-supercharging 
being conducted at Cornell University 
in New York by Dr. Sanford Moss, who 
started out installing his early turbo on 
World War I-era Liberty aero engines. 
Moss allegedly fitted a small turbo to a 
Duesenberg racing engine around 1920, 
which never saw actual competition. 
The racing historian Griffith Borgeson 
also credited Moss with developing a 
two-stage motorsport supercharger 
for Harry A. Miller. Moss, who died in 
1946, never lived to see Cummins put 
his theories to the test. The Cummins 
engineers installed a large Elliott turbo 

that provided up to 20 pounds of boost. 
On Pole Day, Agabashian shattered the 
track record at Indianapolis to take 
pole at 139.10 mph. The Indy estab-
lishment was stunned at the sight of 
this gorgeous, sleek missile.

Watson, however, believes the Cummins’ 
turbo development followed another 
course, one that didn’t directly draw 
on Moss’ research in New York. He re-
called that Clessie Cummins was friends 
with Louis Schwitzer, an innovator and 
pre-500 winner at the Brickyard for 
whom the speedway’s annual engineer-
ing trophy is named today. Schwitzer 

“When he hit 138,  
the smile stayed  
on my grandfather’s 
face for a month”
Andrew Cummins

↑ Agabashian shattered the 
track record with a 139.10-
mph average, the first time a 
car broke 139 mph at Indy.
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was known to be experimenting with 
boosted induction. Based on their 
conversations, Don Cummins opted 
to modify and use the Elliott indus-
trial turbocharger for the race engine, 
incorporating a shrouded compressor 
wheel that Watson believes Schwitzer 
may have suggested. The theory was 
that it would create a perfect seal and 
dovetail nicely with the Cummins PT 
fuel system, which the firm continued 
to use for production diesel engines 
until electronic diesel controls arrived 
in the 1990s.

Discovering turbo lag
On paper, the Cummins looked like 
a runaway winner. Under its hand-
formed sheet metal there were oth-
er issues, however, not least the car’s 
sheer bulk. Watson said the car was 
engineered with, at 50 gallons, enough 
fuel capacity to attempt a repeat of its 
no-stops performance from 1931. The 
flip side was that all the weight from 
the fuel accelerated tyre wear, espe-
cially at the front end, turning it into 
a major issue as the race approached. 
That led Kurtis to go with a slightly 

All the weight from 
the fuel accelerated  
tyre wear

↓ Polesitter Agabashian about 
to experience turbo lag at the 
start, he would never recover.
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slower race-day setup, sparing the front 
rubber some abrasion. On the initial 
green flag, Agabashian was introduced 
to another new phenomenon, turbo 
lag, very likely being experienced dur-
ing a motorsport event for the first 
time. Agabashian lost several spots on 
the opening lap of the 1952 race and 
was never able to recover. 

Vacuuming the track
In truth, the car didn’t last long enough 
for Agabashian to mount any sort of 
challenge to regain the lead. The sur-
face at Indianapolis was mostly bricks 
in 1952 and, therefore, highly abrasive. 
The mounting of the turbo inlet was 
located just inches from the track 
surface and vacuumed up ground-up 
rubber and other debris until the in-
let – despite its shrouded compressor 
wheel – became hopelessly blocked and 
seized the turbocharger. The Cummins 
dropped out on the 71st of 200 laps. 
For his part, Kurtis was quick to blame 
the Cummins engineers for the afore-
mentioned location of the turbo inlet. 

“We did quite a bit of dyno testing to 
prepare for that race,” Haines explains. 
“The internal engine components were 
primarily production pieces but had 
been blueprinted. If not for the turbo 
issues, I certainly think we could have 
had a top-five finish that day. I think 
Cummins had accomplished what they 
set out to do, which was to challenge 
engineers with a rolling laboratory in 
order to get everybody pulling toward a 
common goal: a diesel engine that was 
capable of competing with the race cars 
of the day. I think that a lot of people 
really didn’t like Cummins coming in 
with this diesel and ruffling feathers.”

The revolution that Kurtis envisioned 
came to pass in at least one significant 
way. Within a year of 1952, virtually the 

entire Indianapolis 500 line-up con-
sisted of offset Kurtis-built roadsters, 
specifically the KK500 model, which 
dominated the race for the rest of the 
decade albeit with traditional Offy pow-
er. Coincidentally, the 1952 race was the 
last to be won by a conventional upright 
dirt car, in the hands of Troy Ruttman, 
who still holds the record as the 500’s 
youngest winner. The laydown engine 
package pioneered by Kurtis was picked 
up by future car builders. Most notably 
by Quinn Epperly, who built a car with 
a leaned-over Offy for owner George 
Salih that would win the 500 in both 
1957 and 1958. Cummins occasionally 
sponsored cars at Indianapolis, but 1952 
marked the last time it competed with 
one of its own cars.

Chance meeting at Goodwood
The significance of Cummins’ technical 
advances with diesel power has not di-
minished with time. In restored condi-
tion, the 1952 car still occupies a place 
of honour at the company’s headquar-
ters in Columbus. It still gets exercised, 
notably at the 2017 Goodwood Festival 
of Speed, where Watson strapped in 
and thundered up the hill. Afterwards, 
a chance encounter validated Cummins 
as an innovator in motorsport.

“Some people at the display at Good-
wood looked at the car for a long time,” 
Watson recalls. “There was a small, 
southern European guy sticking his 
head into the engine compartment, 
asking questions, and it was obvious he 
knew what he was talking about. Then 
he told me: ‘I drove the Audi diesel 
at Le Mans.’ I asked him his name, 
because I didn’t recognise him, and 
he said: ‘I’m Emanuele Pirro.’ We got 
him, Alan McNish and Tom Kristensen 
to all sit in the Cummins, because one 
of the Audi diesels was at Goodwood 
that day, too.” |  

→ This May, Mario Andretti did a lap of honour 
at Indianapolis in the Cummins Diesel Special.  
Photo IMS/Penske Media
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Ferrari 166 MM Touring Barchetta

Portugal’s 
first Ferrari



Photography

Manuel Portugal
Story 

Hugo Reis

This was the first Ferrari bought 
by a Portuguese and even though 

it wasn’t supposed to race, destiny 
called. Campaigned in Portugal and 
in Angola, it grew from a ‘cavallino’ 
into a hot rod stallion. 

Picture yourself in Portugal, 1950. The world was just 
recovering from a global conflict, but the tiny Southern 
European seaside country had managed to sidestep 
World War II, opting strategically for a neutral position. 
Portugal had lived under an autocratic government 
since 1933, which had, admittedly, improved the econ-
omy from the miserable condition it had languished 
in since the First World War.

Nevertheless, Portugal remained a poor and old-fash-
ioned country, where life depended mostly on agricul-
ture and colonial exploitation. At the time, only half of 
the population could read. There was a stark contrast 
between the majority of the country and the areas 
around Lisbon and Porto. It was around the latter that 
most national industries were concentrated and where 
the majority of wealthy Portuguese industrialists lived.

This is also where the history of the Ferrari 166 MM 
Touring Barchetta, chassis #0056M, begins. In 1950, 
José Barbot bought himself the most important racing 
car of the moment, just for his personal pleasure. He 
had no intention to compete. It was as if someone, 
today, would purchase the new Ferrari 499P Hypercar 
for Sunday drives. 
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Mille Miglia, Le Mans and Spa
Of course, things were much different 
then. But to put things in context, in 
1949, a similar car (#0008M) had won 
the Mille Miglia on its debut, driven by 
Clemente Biondetti and Ettore Salani. 
The same car went on to take Ferrari’s 
first win in the 24 Hours of Le Mans, 
this time driven by Luigi Chinetti and 
Peter Mitchell-Thomson, as well as the 
24 Hours of Spa where, again, Chinetti 
was driving, but sharing the wheel with 
Jean Lucas. The 166 MM was the first 
car to assert Ferrari’s authority as a 
racing car manufacturer.

At the time, the speed with which the 
Maranello brand started dominating 
may have surprised most observers, even 
when taking into consideration Enzo’s 
successes during the years he ran the 
Scuderia Ferrari Alfa Romeos. However, 
this wasn’t a matter of luck. Throughout 
WWII, when Ferrari had been produc-
ing machine tools, ‘Il Drake’ was using 
his spare time to plan an assault on 
motorsport. He had decided, from the 
start, that a V12 engine would be fun-
damental to his plans. From a technical 
point of view, there were good reasons 
to opt for a V12, even if it brought more 
challenges. But Enzo was a man who un-
derstood the importance of a statement 
and coming up with a V12 was quite the 
statement for a new constructor. One 
that would set Ferrari apart from its 
direct rivals who were all using fours, 
sixes and eight-cylinders.

First win, 75 years ago
As early as September 1946, Gioachino 
Colombo was testing a 1.5-litre Ferrari 
in V12 form. In May 1947, now 75 years 
ago, a Ferrari entered a race for the 
first time ever. In the hands of Franco 
Cortese, it led the race at Piacenza and 
only a broken fuel pump denied Ferrari 
a win on the car’s debut. The laurels 
came soon after, in July, when Cortese 
won overall at Caracalla (Rome), and 
the Ferrari 125 would eventually bring 
several trophies to Maranello. That 

said, it was a rather crude car, a mere 
envelope wrapped around a serious en-
gine. Enzo firmly believed at the time 
that a car’s performance was almost 
100 per cent dictated by the power and 
strength of the engine. Furthermore, 
Ferrari went in the opposite direction 
to most other car makers. For them, 
racing was a promotional tool to gen-
erate sales. Enzo just wanted to com-
pete and win, and turn a profit out 
of racing. With time, he realised that 
selling road cars would boost Ferrari’s 
racing activities and make his brand 
even stronger. 

For that, a Ferrari could no longer be 
badly assembled, ugly, and ordinary. It 
was time, then, to let the ‘carrozzieri’ 
work their magic. The long-lasting 
relationship between Ferrari and 
Pininfarina was still to come. In the late 
40s, Carrozzeria Touring was the most 
notable body manufacturer, with Carlo 
Anderloni held in high regard as a de-
signer. On top of that, there was a strong 
connection between Enzo and Carlo’s 
father Felice Anderloni dating back to 
the days when they were both racing 
Isotta Fraschinis and Alfa Romeos.

Little boat
Carlo Anderloni considered the design 
of the 166 a great challenge, not only 
because he was trying hard to make it 
stand out from all the other ‘Spiders’ 
out there, but because the shape was 
unusual. The widest part of the body 
was halfway up the side in his design. 
Exactly the opposite of a sports car’s 
then-obvious shape. It was worth the 
effort, as Anderloni’s design was wide-
ly acclaimed, spawning a new name 
for that kind of shape: the ‘barchetta’, 
Italian for small boat. The ‘MM’ suffix 
to the 166 name came in reference to 
Clemente Biondetti’s win at the 1948 
Mille Miglia behind the wheel of a 
Ferrari 166 Sport Allemano Berlinetta. 

The 2-litre Ferrari 166 MM was sexy and 
desirable, thereby creating the perfect 
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spark to generate sales. So, for the typ-
ical private customer, Touring came 
up with two other body styles for the 
166: a two-seater Berlinetta Le Mans 
and a 2+2 Berlinetta. Barbot opted for 
a beige leather and a metallic dark blue 
body for his Barchetta, similar to that 
of the well-known Agnelli 166 MM. The 
car also featured two fog lights, more 
commonly seen on the Berlinettas.

Gone racing
On the 10th of June, 1950, #0056M 
arrived in Portugal, to the dealer João 
Gaspar. It was to be a short romance, 
for Barbot sold it in September to José 
Júlio Marinho. Marinho subsequent-
ly passed the car on to Guilherme 
Guimarães, a textile industrialist and 
a competent gentleman driver. He 
would be the one starting up this 166 
MM’s racing career at the second Porto 
Grand Prix held at Boavista on June 
17th, 1951. Under the alias ‘G. Searamiug’ 
– his name written backwards – he 
qualified 10th amongst 29 entrants. 
Quite an achievement, considering 
there were no less than eight Ferraris 
on the grid, as well as two powerful 
Allards and several Jaguar XK120s. 

All were driven by more experienced 
racers. Unfortunately, the race would 
bring disappointment to Guimarães as 
he had to retire with technical issues.

Almost a month later, Guimarães 
drove his Ferrari at the X Vila Real 
International Circuit, where he qual-
ified 8th out of 17 entrants. A small ac-
cident would once again put him out 
of the race. The next day, the car was 
ready to race once more and the owner 
loaned it to Piero Carini, who would 
briefly go on to be a works F1 driver 
for Ferrari. Carini entered the car in 
the Lima Stadium Night Festival at 
Porto, where he scored a second place 
behind Giovanni Bracco in a Ferrari 
212 Export. Later in the year, #0058M 
was sent back to Maranello for service 
and a few upgrades, which seemed to 
improve performance or at least boost 
the driver’s confidence.

To Africa
The following year, Guimarães would 
once again try his luck at the Porto 
Grand Prix. Qualifying 12th amongst 22 
entrants, he would gain several posi-
tions to finish the race in a respectable 

Barbot opted for 
a beige leather 
and a metallic 
dark blue body 
for his Barchetta

← Ferrari dealer Joāo Gaspar  
shows off 166 MM in his  
Porto-based showroom.  
Photo private collection
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eighth overall and third in class. Next 
up was the XI Vila Real International 
Circuit, on the 6th of July 1952, where 
Guimarães finished fifth overall and 
third in class. His prolific season 
continued with the Penha Hillclimb, 
where Guimarães was first in class, just 
before grabbing another podium at 
the II Circuito de Vila do Conde. In 
1953, the only relevant action for the 
Barchetta and its driver was at Porto’s 
Velocity Trial, which they finished with 
a class win. 

Two months later the car got a new 
owner, José Ferreira da Silva, who 
qualified for the Porto Grand Prix, but 
didn’t start the race. This was the end of 
#0056M’s racing life on the Portuguese 
mainland. In 1956, the Barchetta was 
taken to Lisbon, to the Palma, Morgado 
& Cª shop, where it sat for some months 
alongside two other Ferraris: another 
166 MM and a 225 S Vignale Spider. In 
1957, #0056M and the Vignale Spider 
were sold to ATCA, the Automobile & 
Touring Club of Angola, which was then 
a Portuguese colony. The club used to 
have its own cars, which were then 
raced by several designated drivers.

Bigger V12
Our 166 MM participated in only a 
handful of races. The only accept-
able finish being a sixth overall in 
the II Luanda City Cup of 1957, with 
Maximino Morais Correia behind the 
wheel. In July 1960, the car resurfaced 
in Mozambique, but with a twist … It 
now featured the 2.7-litre engine taken 
from the Vignale Spider. João Alves 
entered the now seriously upgrad-
ed Touring Barchetta in the City of 
Lourenço Marques Cup, now Maputo, 
where he finished seventh overall.

Later in the year, ATCA sold the car 
to António Lopes Rodrigues, who reg-
istered it in Mozambique. He raced 
it twice in Angola, though he failed 
to finish each time. The car can be 
seen in period footage of the second 
race, painted in white, already wearing 
the slotted bonnet it has to this day. 
For that race it had been fitted with a 
BMW 328 straight-six engine …

Ten years and three engines later, this 
once show-stopping Ferrari was now 
just a beaten-up race car, ready for re-
tirement. It could have been left to rot, 

but in August 1963, Hugh Gearing from Johannesburg bought it 
from Rodrigues. He kept it untouched for another ten years until 
he sold #0056M to its present owner. This meant a new start 
for the 166 MM. Not only was it the subject of a comprehensive 
restoration, but it was also reunited with the 2.7 Colombo V12 
engine that had already played a part in the car’s history. Now 
wearing red, the tiny Ferrari became a regular presence in histor-
ical events such as the historic Mille Miglia and the Goodwood 
Revival Meeting. In 2018, it made a historical and emotional return 
to its first country of residence for the Caramulo Motorfestival, 
Portugal’s biggest motoring event, where it stretched its legs 
up the hill climb. Subsequently, it has been kept in Caramulo’s 
stunning automotive museum.

Goosebumps
Luckily for me, it’s just a one-hour trip from home to Caramulo, 
a paradise of twists and turns with the most epic landscapes as a 
backdrop. It’s not a segment of the Targa Florio, but it gets you in 
the same mood. I have been in the presence of #0056M several 
times before, but with too many distractions around. It’s only 
now, as the museum staff get the car out, that I realise how cool 
this 166 MM is. It looks fresh enough, while still showing its age. 
It does look like the racing warrior it is supposed to be. Neither 
overly shiny, nor scruffy. The steering wheel, the clocks, the seats, 
they all have the deep tone of something that has seen the pas-
sage of time and they tell a story. Sitting behind the wheel after 
knowing where the car had been and the moments it had lived 
gave me goosebumps. They’re back again as I write these words.

At 3.60 metres in length, the Barchetta is a tiny car. Then you 
swing open the dinky door and slide in. The big, gorgeous steering 
wheel is next to your chest, but the pedals require a good stretch for 
someone of average size, while their relative position is perfect. The 
seating is quite low, so you do look through the small windscreen 
and not above it. Settled in, it’s time to head for the hills.

In July 1960, the 
car resurfaced in 
Mozambique, now 
with a 2.7-litre V12

← #0056M (start number #6) ready 
to go out for its first race at Boavista, 
June 17th, 1951. Photo Automóvel 
Clube de Portugal
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250 hp, easily
Firing up is always an event, right from 
the typical metal-to-metal friction 
sound of Ferrari’s starter motors of 
this era. After a few turns, the engine 
comes alive with a loud, deep-chested 
growl. It sounds serious, and it should. 
A source close to the restorer guesses 
these engines, once rebuilt – almost in-
evitably with some added bore –, easily 
put out 250 hp, which is 110 hp more 
than the original two-litre unit had. 
The gearbox may have longer ratios 
than the original (although both are 
five-speed), but it’s coupled to the orig-
inal differential. Whereas the factory 
claimed a 220 kph top speed, today 
this would probably be easily surpassed 
with this engine. It is torquey enough 
to pull you up the hill smoothly, if you 
can avoid grinding the gears. This is 
easier said than done, especially when 

cold. There’s synchromesh only be-
tween third and fourth gears. On the 
upshifts it’s dispensable and on the 
downshifts it’s useless. You must take 
your time and refine your skills. Enzo 
had this theory that customers wanted 
to be challenged by the difficulties the 
car presented. To some extent, as any 
vintage car lover would, I agree. 

The brakes require a firm push on 
the pedal and, even then, they show 
their age, being totally disproportion-
ate to the performance. Nonetheless, 
everything works as it is supposed to 
and eventually, I start to feel comfort-
able and confident, although I remain 
conservative with the revs. The factory 
spec states peak power only comes 
at a staggering 7200 rpm! For an en-
gine built 70 years ago, that is simply 
astonishing.
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“Try and keep up”
Our friend Tiago is one of the members 
of the family behind the Museu do 
Caramulo, and he knows these roads 
like the back of his hand. So, at some 
point, he meets us in the mountains 
with the museum’s own Ferrari 195 
Inter Vignale and he tells me there is 
this stretch of road we must try before 
lunch, while he shouts out: “See if you 
can keep up!” I know what that means. 
I’ve also driven the Vignale, so I know 
it does have a huge power handicap, 
but not only does Tiago know the road, 
he also knows his car very well. Over 
the next ten minutes, we are driving 
almost as Enzo intended. And I say 
almost, because I know I’m not using 
more than half of the performance 
the Barchetta can deliver. We are now 
going fast enough through these chal-
lenging turns to put some load on the 
tyres and get a feeling for the car’s cor-
nering abilities.

The front suspension is made of double 
wishbones, with hydraulic shocks and 
a transverse leaf spring, a simple but 
effective solution. At the back, there is a 
live axle with longitudinal leaf springs 
and a torsion bar stabiliser. There is not 
much body roll for a car of this age, and 
that translates into surprising agility. 
The nose digs into corners without 
hesitation, and the rear finds decent 
traction despite the excess of power 
available. The worm and sector steer-
ing is very direct, precise and talkative, 
but every single muscle in your arms 
and shoulders is called to action under 

cornering, so you have to prepare each 
turn with correct hand positioning.

Vintage driving
This physical and mental effort makes 
the experience hugely engaging, while 
the soundtrack is almost distracting. 
Throaty on pickup, angry and raspy in 
the mid-range, it is a constant source 
of pleasure. This little Barchetta is so 
obviously overpowered that you can 
play with the gearbox, put in fifth and 
still climb any mountain. But if you 
want to move fast, third and fourth 
are all you need, such is the power, 
torque and range available. 

Sure, there are more original 166 MMs, 
but I doubt that any of those is as much 
fun as this one. Going through the 
gears, feeling the power and watching 
the blurry landscape over the scarlet 
louvred bonnet, is so overwhelming 
and evocative that I’m sure these mo-
ments will stay with me forever. 

Those who still question why vintage 
Ferraris are so valuable, have clearly 
never lived this. Moreover, driving one 
with racing history is like being invited 
to add new pages to a famous book. 
I’d like to think that by writing these 
words I become part of #0056M’s his-
tory, but I’m satisfied to know it makes 
it a part of mine. |  

Special thanks to Salvador and Tiago Patrício Gouveia 
from Museu do Caramulo for their contribution. 
Thanks to ACP-Automóvel Clube de Portugal for 
the period images.

Over the next ten 
minutes, we are driving 
almost as Enzo intended
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Story

Matt Stone

Who’s the greatest? In 1973, 
this was not a hypothetical 

debate. They just rounded up the 
greatest drivers, put them all in iden-
tical Porsche 911s and waited to see 
who came out on top. In our first 
episode looking back at IROC, the 
International Race of Champions, 
we go back to the very beginning.

Who really are the best racing drivers? The question is 
as old as motor racing itself. The question may seem 
simple, yet formulating a worthwhile answer isn’t that 
easy. In order to meaningfully compare, what kind of 
cars should they drive? What type of racing should 
they contest? Where should these races be held, and 
who could fairly sanction such a contest?

In the early 1970s, three motorsport titans formed a 
partnership in an effort to find out. We count first of all 
the incomparable Roger Penske, even then a powerhouse 
car dealer, racing team owner and builder with SCCA 
Trans-Am and Can-Am championships under his belt, 
and already an Indy 500 winner as an entrant. Then 
there was Mike Phelps, an advertising/marketing/PR guy 
who understood the burgeoning ‘sports on television’ 
scene, as well as sponsorship and the financial aspects 
of how these things work. Finally, there was Les Richter, 
a retired NFL linebacker who happened to be president 
of Riverside International Raceway. They jointly devel-
oped this made-for-TV racing series that pitted top 
drivers from around the world of motorsport against 
each other in identically built and matched cars. They 
called it the International Race of Champions (IROC).

Photography 
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Penske and Porsche
First of all, what cars should these 
‘spec racers’ be? A variety of car types, 
brands, and specs were considered. 
Through his SCCA teams and cham-
pionships, Penske had built rock-solid 
relationships with Porsche as an im-
portant customer. After some research 
and consultation with prospective 
drivers, and the folks at Stuttgart, it 
was decided that a specially configured 
3-litre version of Porsche’s 911 RSR 
would be used. This would offer the 
ideal combination of racing chops, 
brand recognition, and performance 
for the big, fast road courses in the 
plan; Daytona International Speedway, 
and the aforementioned Riverside.

Over to the drivers. The standard was 
active pro-level drivers only; no pure 
amateurs, and no retired pros. After 
much discussion, invitations, meetings 
and machinations, the list for the in-
augural IROC season boiled down to 
NASCAR’s Bobby Allison, superlative 
all-rounder Mark Donohue, 1972 F1 
champion Emerson Fittipaldi, Can-
Am and Trans-Am champion George 

Follmer, Indy 500 king AJ Foyt, Can-
Am and F1 champ Denny Hulme, open 
wheel standout Gordon Johncock, 
USAC do-it-all man Roger McCluskey, 
NASCAR stalwarts David Pearson and 
Richard Petty, Indy/F1/Can-Am star 
Peter Revson and Indy/Pikes Peak 
dominator Bobby Unser.

Mario Andretti and Al Unser were tied 
to exclusivity contracts with Firestone, 
thus ruling them out of this Goodyear-
shod series. Parnelli Jones, Dan Gurney 
and Jackie Stewart were also excluded 
as recent pro-level retirees.

Riverside and Daytona
The series format was straightforward: 
three ‘heat’ races at Riverside in the fall 
of 1973 and a season championship-de-
ciding winner-take-all finale at Daytona 
in February 1974. Cars were swapped 
and rotated among the drivers between 
races to balance out any performance 
advantage or disadvantage inherent in 
any of the cars. There was timed qual-
ifying for the first heat race, and after 
that, an inverted starting grid based on 
the finishing order of the previous race.

The attraction for the drivers was, of 
course, the love of the game, beating 
the other guys for bragging rights. 
The substantial prize money proba-
bly helped also. The care, feeding and 
maintenance of all the cars were han-
dled strictly by Porsche factory me-
chanics, prior to car assignments for 
each race, again to root out favouritism. 
Funding for the project, much like to-
day’s racing, came from considerable 
sponsorships and a well-developed tel-
evision package deal with ABC’s Wide 
World of Sports (WWS), which by this 
time had solid experience broadcasting 
motor racing.

No ordinary 911
The cars were developed at Porsche’s 
Weissach race shop and test facility, 

by the factory engineers working in 
concert with Penske’s people. This 
meant mainly Mark Donohue, himself 
a superb development engineer and 
an experienced Porsche race winner. 
Dr. Ernst Fuhrmann was the primary 
project leader on Porsche’s end. Penske 
team driver George Follmer also had 
some say in the makeup of the special 
IROC Porsches.

A total of fifteen cars were built; a doz-
en to cover the twelve drivers in each 
race, and three extras to be used as 
backups, shakedown and practice ma-
chines. All were built from new bodies 
in white to 1974 spec, all no-sunroof 
coupes. There was a bit of chassis stiff-
ening around shock and strut towers 
and such, and of course the bodies 

Bragging rights 
were at stake for 
the drivers. That 
and prize money

↑ The stars align. Twelve 
players getting ready to 
narrow things down at 
Riverside.

→ Tools leave Weissach, 
Germany. Note, still with 
the smaller RS duck tail 
spoiler at this point.
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wore the curvaceously wide fender flares of the 
2.8 RSR race car. Initially developed with the RS’s 
ducktail spoiler, Porsche ended up giving the 
IROC cars a bigger ‘whale tail’ spoiler to create 
more downforce. The car’s single centre wheel 
nut gave way to standard but widened five-bolt 
Fuchs alloy wheels. The IROC race format called 
for neither tyre changes nor refuelling so quick-
change wheels weren’t needed.

RSR engine
The cabin was stripped of all non-essentials, al-
though the dashboard and instrument panels 
very much resembled those of street 911s minus 
the clock, console, power windows and climate 
controls. The steering wheel was even a street 
spec, factory 911 SC-style three-spoker. Porsche 
fitted a sturdy roll cage and a proper onboard 
fire suppression system, as well as a competition 
fuel cell up front. There were no rear jump seats 
nor a front passenger seat. The new 3-litre IROC-
spec engine ran lightweight cases and beautiful 
tubular headers with individual runners leading 
to an open uncatalysed exhaust system. The twin 
spark plug, mechanically fuel-injected engine was 
officially rated at 316 horsepower; although a more 
common estimate is 320-325 hp. This special RSR 
engine was backed up by a Porsche Type 915 five-
speed transaxle. A large rectangular engine oil 
cooler went up front, housed in a special lower 
front fascia. Oddly there was a production street 
spec interior rearview mirror and driver’s side door 
mirror, yet no passenger side exterior door mirror.

M&M colours
In order to differentiate the cars on the track, and 
to make them extra appealing on colour televi-
sion, Porsche devised a dazzling palette of ‘M&M’ 
colours, including a variety of blues, reds, greens, 
yellow, beige, black and white. No two cars were 
painted identically. Each car carried just a few 
sponsor decals, a race number on the front hood 
(or ‘frunk’ in Porschespeak) and on each rear 
fender; the driver’s name appeared on banners on 
the upper windshield header and on each door. 
All conventional hood and deck latches were 
replaced by racing pin locks, and black blank-off 
plates came instead of the headlight lenses.

Each driver wore IROC-spec overalls and sup-
plied his own, individualised helmet. There was 
a concern that some of the NASCAR drivers and 
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Indy car jockeys might not be friendly 
enough with the occasionally fragile 
transaxle if it wasn’t deftly handled, so 
each interior wore a decal sticker that 
showed the proper shifting pattern 
and read ‘Rev Limit 7,700’ and ‘Press 
clutch to floor for up & down shift’. 
The drivers either cared, or followed 
directions to at least some extent, as 
few transmission failures appeared. 
Ernst Fuhrmann is famously quoted 
as saying that “the car couldn’t be bro-
ken – as long as it wasn’t overrevved 
and as long as it was shifted correctly”.

Supporters, naysayers and pundits 
alike all predicted that ‘the sports car 
guys will dominate the series’ and ‘the 
NASCAR guys will struggle. Some of 
the Indy champs might do OK’, which 
turned out to be not too wide off the 
mark.

Jackie Stewart, the commentator
The ABC network took the IROC pro-
duction project seriously and com-
mitted sizeable resources to making 

a good job of it. All four races were re-
corded for rebroadcast at a later date, 
according to a pre-published schedule 
of dates and times. WWS also commit-
ted considerable effort into making 
the races and telecasts visually excit-
ing; Riverside and Daytona are both 
big sprawling places, with wide open 
spaces, and tough to capture without a 
relatively large and capable camera and 
sound crew. The cars looked great in 
colour, bird’s-eye footage came courte-
sy of the ever-present Goodyear blimp, 
which circled high above the raceways.

It would, of course, have been marvel-
lous to see Jackie Stewart compete in 
IROC, but, as noted earlier, the Scot 
had recently retired and, therefore, was 
ineligible. Fortunately, he was just as 
apt with a microphone in his hand. We 
got to see plenty of Stewart the com-
mentator as he performed a marvellous 
job of accurately and intuitively read-
ing situations, understanding what 
was going on with drivers and cars 
and making worthwhile commentary.

On to Riverside
Although there was a points structure 
in place for the first season of IROC, 
its primary function was to determine 
which drivers progressed through the 
three heat races at Riverside, earning 
a ticket to the season and champion-
ship finale at Daytona. Not all drivers 
were on the same page regarding the 
concept. If you had to single one out 
as something of a fish out of water, it 
would be Roger McCluskey. ‘Mac’ was 
a legitimate champion in several other 
pro racing series, but lacked road racing 
experience, and, equally, a less-than-
ideal match for the Porsches. His 8th, 
11th, and 12th place heat race finishes in 
Riverside were pretty clear evidence of 
that. McCluskey, obviously less than 
thrilled with the whole deal, told the 
Los Angeles Times: “You can’t have a 
race of champions when a number of 
drivers aren’t in their home ground. 
We should have two races on a road 
course, and two on an oval.” Obviously 
a good idea, as that’s somewhat how 
IROC evolved in later years.

Another Indy car driver who was 
expected to fare better was Gordon 
Johncock. Gordy did have some mo-
ments here and there when he pushed 
for position and laid down some sol-
id passes but, ultimately, the results 
didn’t favour the gutsy ’73 (and later 
1982) Indy 500 winner. The Indiana 
native’s placings in the three heat races 
were an 11th, a 10th and another 11th, and 
of course he was never a contender for 
the Daytona finale. Johncock’s IROC 
summary to the newspaper was suc-
cinct and to the point: “It’s a fun race. 
It’s that simple. I don’t think anyone 
took it too seriously. It certainly didn’t 
prove anything as to the best drivers.”

The boys from NASCAR
The three (primarily) NASCAR champs 
were the most polarising entrants go-
ing in. David Pearson was simply good 

at anything he drove and a capable 
road racer. He was the only one of the 
stock car group to make the Daytona 
final six. Pearson led at several points 
during the Riverside races and his fast, 
smooth style was in clear evidence, 
although he did dip a wheel into the 
dirt a few times. In the second heat 
race, Pearson and Follmer pulled off 
a perfect two-car pass on Fittipaldi for 
the lead that’s still impressive when 
you see it on video. Even if a 911 does 
not draft like a big square-shouldered 
NASCAR stocker, Pearson still used 
a bit of that strategy to good effect to 
join Follmer at putting the Brazilian F1 
champ in their mirrors. David would 
hold on for a well-earned 2nd-place fin-
ish in that race. It is thus a shame that 
his transmission packed up early in 
the finale. His ability, competitive na-
ture and knowledge of Daytona would 

← Swapping the steering wheel 
for a microphone, Jackie Stewart 
discovers hidden talent as a broad-
caster. ‘King’ Richard Petty agrees.

↑ Just six finalists made it to 
Daytona, here we see Bobby Unser 
(#5, near the back), David Pearson 
(#3) and a very relaxed looking 
George Follmer (#4).
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certainly have made him a contender 
for the crown.

Bobby Allison took an unusual and 
highly committed approach toward 
preparing for his IROC season. Not 
being familiar with the 911’s driving 
characteristics, he bought one to afford 
himself first-hand lessons about the car, 
and it wasn’t an entirely happy experi-
ence. “When I got invited, I went out 
and bought a Porsche 911 so I could get 
accustomed to driving it on the roads 
back home,” he said. “When we got to 
Riverside, I felt I was ready. During prac-
tice, the only one quicker was Mark 
Donohue. We drew for cars and when I 
went down the pit road to qualify, mine 
started missing. I came in and told the 
mechanics what was wrong and that 
it wouldn’t shift properly. All the me-
chanics were German and one of them 
said to me: ‘It can’t be the car’s fault, it 
was made in Germany. It must be your 
fault.’ Needless to say, I ran last. The 
next day Bobby Unser drew that car and 
he finished last, too. By some strange 

luck, I drew it again for the third heat. 
It was still a turkey but Roger (Penske) 
told me I had to go with it.”

“On the first lap it started smoking, but 
I wouldn’t come in. The longer I went, 
the more it smoked and I knew it was 
making the Porsche people mad, but 
I was mad, too, so I just kept driving 
around and around with smoke pour-
ing out. I proved what I’d told them 
all along, that this one car was lousy. 
I went right home and sold my Porsche 
as fast as I could.”

Along with his NASCAR pal Pearson, 
Allison had some positive moments at 
Riverside, although didn’t make the 
Daytona finale cut. Allison would run 
at the front in a few instances and in 
spite of promising practice runs, his 
finishes were marginal at best, an 11th, 
a 7th and a 9th to wrap up his first IROC 
season. The generally always cheerful 
Allison had this to say to the LA Times: 
“The concept is one of the greatest ever 
in auto racing, but it would only really 

mean something if we were to compete 
on a series of different courses.”

Richard Petty also enjoyed a less- than-
spectacular experience in his first IROC 
season. Like Allison, he too purchased 
a street-spec 911 to enhance his un-
derstanding of the racing Porsches. 
As usual, Petty was always smiling and 
seldom complaining, but outside of a 
few racy moves here and there, the King 
of NASCAR also ran mostly mid-pack. 
Bobby Unser summarised his opin-
ions about Petty’s performance: “It just 
wasn’t his kinda deal. Of course, he’s 
a great driver and a big-time winner, 
but not a road racer by nature. The 911 
just wasn’t his kinda car.” In the three 
Riverside races, Petty finished 7th, 10th 
and 10th consecutively, and of course 
fell short of making the finale.

Fittipaldi
Much was expected of Fittipaldi, who 
led often and missed qualifying for the 
Daytona season ender by a single point. 
His IROC scorecard reads a 3rd, a 7th and 

a DNF. In spite of this less-than-inspir-
ing performance, 1974 turned out to be 
an outstanding year for the dazzling 
Brazilian as post-IROC he notched his 
second F1 title in just three years. Mike 
Phelps rates him as “highly intelligent 
and an outstandingly smart business-
man” plus “one of the very best in the 
series based on pure talent behind the 
wheel”. Emerson must have ultimately 
liked the IROC format and environ-
ment, as he competed in the series on 
and off through to 1990.

Dennis Hulme was also somewhat of a 
disappointment. The enthusiastic New 
Zealander – as an F1 and Can-Am cham-
pion – had the skills and tools necessary 
to be a bigger factor in the IROC out-
come. Hulme’s resume reads as follows: 
a 5th place in the first Riverside race, 
an 8th in the second race and another 

8th in Riverside Race 3, never seriously 
challenging for any of the wins.

AJ Foyt’s performance also didn’t 
entirely live up to his potential. He 
admitted in an interview just prior 
to Race 3 that he finally felt he was 
becoming more comfortable and fa-
miliar with the Porsche, and certainly 
got racy a few times. He didn’t deliver 
the dazzling performance that some 
expected, but turned in a very consist-
ent run through the heat races, just 
nipping Fittipaldi for a spot on the 
Daytona roster. His first IROC experi-
ence did perhaps, in some ways, help 
pave his way toward bigger things in 
Porsches; he went on to win the 24 
Hours of Daytona twice in the Stuttgart 
machines. So, SuperTex knew how to 
road race, finishing 6th, 5th and 6th (thus 
completing all 90 laps) at Riverside, 

Three heats at Riverside decided 
upon who would make it to 
Daytona. Cars were swapped 
around between heats.
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with an unfortunate DNF at Daytona. 
Foyt would compete on and off in the 
IROC series through 1989, ultimately 
winning the championship.

No dominos
Peter Revson was a superb driver, led 
a lap at the Daytona finale and ulti-
mately finished second to Donohue 
there. He was always fast, comment-
ing on a TV interview with ABC that 
he wasn’t going out there “just to play 
dominos”. He finished 3rd, 4th and 7th 
in the Riverside races, starting second 
alongside Donohue at Daytona. Revson 
could have, and perhaps should have 
been more dominating. His long-time 
friend and former teammate George 
Follmer commented that “Peter was 
very particular about his car and set-up, 
and if it all didn’t suit him just right, he 
didn’t always do very well”. Of course, 
in IROC he had no say in his car selec-
tion, so perhaps the ‘one size fits all’ 
setup just didn’t suit him. Revson often 
fought near the front of the pack in the 

inaugural IROC season, but tragically 
passed away in a Formula 1 testing crash 
just six weeks after the Daytona race.

Bobby Unser drove very solidly in 
IROC, and like Hulme and Revson, he 
completed all 90 laps of the Riverside 
races. Unser admitted to not being 
very happy with the Porsche RSRs, to 
say the least. We asked him about the 
cars’ ‘tendency to oversteer’ and he 
replied: “Oh they didn’t oversteer just 
a little, they oversteered a lot, son!” 
But for a guy that didn’t like the car, 
he sure drove it well, earning a 2nd, a 
6th and another 2nd at Riverside, plus a 
commendable 3rd at the Daytona fina-
le. Bobby U could pedal, and thus he 
pedalled his way to the IROC cham-
pionship just a year later.

George Follmer is the only driver, other 
than Mark Donohue, to win one of 
the Riverside races. He led the driver 
points going into the championship 
round in Florida. Follmer finished 4th, 

1st and 5th at Riverside, but dropped out 
of the Daytona round with an unfor-
tunate DNF on the 12th lap. Follmer 
enjoyed some of his greatest racing 
successes in a Porsche, winning the 
Can-Am title in a 917-10 just the year 
before IROC. Known for his consider-
able ability to shake down and set up 
racing cars, plus his tyre testing skills, 
Follmer later worked for IROC as its 
chief test driver.

Dramatic Donohue
Mark Donohue did nearly everything 
right with a commanding performance 
in the first IROC season. He won two of 
the three Riverside races and in spite 
of his single DNF, easily qualified as 
one of the final six drivers for Daytona. 
Prior to the 3rd heat race at Riverside, 
Donohue was philosophical and ad-
mitted to some nervousness. He knew 
full well that any accident or misstep 
in the Riverside wrap-up would put 
him out of the championship hunt. 
It would matter little as he started 

from pole and led convincingly. His 
run in the season ender was similarly 
dominating, driving his orange RSR to 
lead all but one lap, finishing first, and 
thus winning the first IROC season 
championship in fine style.

Sadly, the 1973 Can-Am, and ’73/74 
IROC champ didn’t enjoy the oppor-
tunity to back up either title, as he re-
tired from racing, then unretired and 
tragically died in a Formula 1 practice 
accident in Austria on August 19th, 1975. 
Mark ‘Captain Nice’ Donohue was 38 
years old. Sadly, his championship 
IROC run at Daytona would be the 
final professional race and victory of 
his all-too-short life and career. |  

The book
In Tazio 7, Matt Stone will look at the remaining 
IROC years. If you want to know more about the 
IROC Porsches, we warmly recommend Matt Stone’s 
book ‘The IROC Porsches’ published with Quarto 
Publishing Group. It counts 192 pages and is avail-
able with most car book specialists and online 
retailers. ISBN: 978-0760368251

→ Mark Donohue was 
the first IROC winner 
at Daytona. Sadly, this 
was to be Donohue’s 
last victory as well.
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Even though this is Achille Varzi’s car, this story should 
start with Tazio. In 1935, he got one over on the mighty 
Silver Arrows (see Tazio 1). Against the odds, he beat 
them at their home race, the German Grand Prix on the 
mighty Nürburgring. Alas, his win resulted more from 
raw talent and willpower than technical excellence. By 
1935, his once outstanding Alfa Romeo P3 Tipo B was 
at least 100 hp down on the supercharged monsters 
from Mercedes and Auto Union. If Alfa Romeo was 
to retain its undisputed racing crown, it needed to 
come up with an answer fast. That much was clear to 
all involved: Nuvolari, Enzo Ferrari whose Scuderia 
Ferrari ran the works Alfa Romeo team, and Vittorio 
Jano, Alfa’s chief technical developer.

The first step came in fact from Enzo Ferrari, who 
together with engineer Luigi Bazzi came up with the 
revolutionary Bimotore. The car carried a straight-eight 
P3 engine in the front and one in the back, making 
it effectively a 6.3-litre 16-cylinder Alfa Romeo. On 
paper it looked good, with two superchargers helping 
the prestigious Alfa brand close the gap to the Silver 
Arrows. With 540 hp, the power advantage was once 
again in the Italian camp. Only, it became quickly ap-
parent that the weight penalty for carrying two engines 
was too big. The Bimotore devoured tyres even faster 
than the German machines.

This was the car in which Achille 
Varzi took his final victory, in 

Interlagos in 1948. It’s anything but 
a normal Alfa Romeo single-seater.
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Tipo C
Meanwhile, in the background, Jano 
was preparing the successor to the 
Tipo B: the Tipo C. It was a radical 
departure from the Tipo B, featuring 
a supercharged straight-eight engine, 
independent suspension all around 
and a much more aerodynamic body 
design compared to the straight panels 
in the Tipo B. In the Italian Grand Prix 
at Monza, September 8th, 1935, Tazio 
Nuvolari gave the new 8C 35 its debut 
but ended up retiring with a damaged 
engine. He took over teammate René 
Dreyfus’ 8C 35 and drove it to an out-
standing second place … more than a 
minute behind Hans Stuck in the win-
ning Auto Union. The potential was 
clear, but in direct confrontations it 
was equally clear the new Alfa Romeo 
Grand Prix weapon remained short 
on power in comparison to the Silver 
Arrows. But good news was on the way, 
more power was coming.

Jano’s V12
For 1936, Jano continued an experi-
ment he had started with the Tipo B, 
equipped with a 4064-cc twelve-cylinder 
engine. This time no longer in straight 

configuration, but two six- cylinders 
placed in a V formation. A single super-
charger boosted power to 370 hp, which 
was a smaller gap compared to the 
Germans’ cars, but it remained a defi-
cit. On top of that, the Alfa could not 
make the 750 kilograms minimum limit 
for the Grand Prix category, whereas 
the Silver Arrows did. The Alfa Romeo 
weighed in at over 800 kilos.

Falling victim to a horrible accident in 
training, Nuvolari could do no better 
than eighth at the 12C 36’s debut at the 
Tripoli Grand Prix, on May 10th. At the 
next race, the Penya Rhin Grand Prix 
in Barcelona, Spain, Nuvolari managed 
a cunning victory against Caracciola 
in the Mercedes W25. Expecting to 
run his car dry prior to the finish, 
Nuvolari nursed it to the finish and 
took the victory with just three seconds 
to spare. All, however, was not well with 
the twelve-cylinder super Alfa. For the 
next Grand Prix in Hungary, Nuvolari 
preferred the eight-cylinder engine, 
and won. His races with the 12C were 
characterised by mechanical deficien-
cies, apart from his outstanding win in 
the Vanderbilt Cup in the USA.

No limits, no more
1937 was the ultimate year of Grand Prix 
racing. It was the final year of the unlim-
ited formula, where the 750-kilogram 
minimum weight was the only limit-
ing factor on performance. As of 1938, 
engine restrictions would be imposed. 
Later in the season, Jano came up with 
an improved version: the 12C 37. With 
the engine bored up to 4.5-litre capacity 
and two superchargers instead of one, 
it was quoted as putting out 430 hp 
at 5800 rpm. No matter, that was still 
not enough to catch Mercedes or Auto 
Union. The Auto Union Type C had by 
now 485 hp, whilst Mercedes could play 
around with the output of the 5.6-litre 
engine in the W125, extracting anything 
between 595 hp and 646 hp.

By the time the 12C 37 arrived at the 
Coppa Acerbo in August 1937, Nuvolari 
had had enough. Even if still under 
contract with Alfa Romeo, he appeared 
behind the wheel of an Auto Union 
Type C at the Swiss Grand Prix on 
August 14th, 1937. Instead of the glori-
ous resurgence of Alfa Romeo in Grand 
Prix racing through the mighty V12, it 
all ended in tears. Gobbato bought the 
Alfa racing operation back from Ferrari 
for 1938, appointed Enzo as the racing 
director and later fired him. Jano, who 
was never given the financial means to 
fully develop the Grand Prix cars, de-
cided enough was enough and quit Alfa 
Romeo at the end of 1937 before they 
could fire him. For 1938, some 12C chas-
sis were upgraded to the 12C/312 and 

12C/316 models, with the engines now 
limited to three litres. Again, they were 
soundly beaten by the Silver Arrows, 
now with Nuvolari behind the wheel at 
Auto Union. It was clear from the re-
sults that the 1.5-litre supercharged Alfa 
Romeo 158 ‘voi turette’ Enzo Ferrari and 
Gioacchino Colombo had developed, 
was the more interesting proposition 
for the future. Then came war.

Varzi dwindles
If you have read Tazio 2 and 4, you will 
know all about the rivalry between Tazio 
Nuvolari and Achille Varzi. Comparable 
to the cyclist war between Fausto Coppi 
and Gino Bartali, Italian tifosi had to 
pick sides on the motor racing front as 
well: either you were a staunch Nuvolari 

TAZIO 105



supporter, or you were a part of the 
Varzi camp. And exactly like the cy-
clists, the main contenders fought their 
duels with nothing but the greatest 
respect for each other.

Varzi, for some time in the early thirties, 
played his cards better than Nuvolari 
and found himself a seat with Auto 
Union in time for the 1935 season. Not 
only that, he also found love in the arms 
of Ilse Hubitsch, the wife of his team-
mate Paul Pietsch.

In 1935, Varzi was not only the most 
successful Auto Union driver, he also 
collected his ultimate trophy when Paul 
Pietsch agreed to a divorce from Ilse. 
With Ilse, however, came trouble. It is 
unclear whether he had a penchant 
for morphine before or if Ilse gave him 
a first taste of her medicine. She was 
known to have a morphine addiction. 
The story goes that Varzi, distressed after 
having learned he was handed the win at 
the 1936 Tripoli Grand Prix for political 
reasons, gave in to Ilse’s solution to calm 
him down: a shot of morphine. 

Varzi’s performance in the car started 
to suffer, as his addiction took hold. 
Initially, Auto Union tried to support 
their driver, dispatching doctors to 
wean him away from the drug, but 
Varzi saw no escape from his downward 
spiral. For 1937, Auto Union decided 
not to provide him with a car. Varzi 
tried to claw his way back on his own, 
winning a race in San Remo in 1937 
in a Maserati. But he literally had to 
beg for a drive with Auto Union for the 
Italian Grand Prix, held in Livorno. 
He got the chance, but sixth at the 
finish was all he could muster. The 
mechanics had to lift out the com-
pletely depleted Varzi from his cockpit.

The incredible comeback
Varzi, at the behest of his family, 
checked in at the Villa Igea in Modena 
to sober up. Politicians in Italy and 
Germany interfered, withholding pass-
ports to keep Varzi and Ilse Hubitsch 
apart. Varzi did manage to get his act 
together. In 1940, he married Norma 
Colombo, his fiancée of old who had 
supported him through his ordeal. Alfa 

kept Varzi on a retainer during the war 
and he was kept far from the frontlines.

After the war, Varzi was back, even if he 
was no longer the Varzi of old. He was 
still fast, but his characteristic flawless-
ness had gone. He had to work for it. No 
matter, even if Varzi was 42 by now, he 
still ranked as a living legend in Italy. 
For him, the big return was the Grand 
Prix des Nations in Geneva, Switzerland 
on July 21st, 1946. Varzi was on the grid 
in one of the four ‘Alfetta’ 158s Alfa 
Romeo had entered, Nuvolari (53) lined 
up in a Maserati. Varzi placed second in 
the first heat but he was held back with 
mechanical problems during the final.

Prize money in Argentina
Whereas racing in Europe needed 
some time to get fully reorganised, 

the situation was different in South 
America. The war had had less severe 
repercussions and, once finished, 
Argentinian and Brazilian organisers 
quickly managed to lure European 
drivers with big purses of starting 
money. Alfa Romeo, Maserati and 
Ferrari were quick to show an inter-
est in the promising South American 
markets too. Varzi was one of the 
drivers who booked himself a ticket 
to Argentina to appear in the first 
Argentinian Temporada – a series of 
races – in Buenos Aires in February 
1947. He raced in the Alfa Romeo 308 
Ecurie Naphtra Course had bought. 
At the Temporada races, Varzi met an 
Argentinian newcomer: Juan Manuel 
Fangio. A strong connection would 
form between the two. “To me, he was 
God,” Fangio would later say of Varzi.

↑ Achille Varzi in the 1931 GP 
de Tunisie in a Bugatti T35B. 
Photo private collection

→ King of cool, Varzi casually 
smokes a cigarette whilst 
practising his Alfa beast.  
Photo Cris Bertschi

Varzi was back, 
even if he was 
no longer the 
Varzi of old
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For the second series of Temporadas in 
1948, a new weapon appeared. Naphtra 
Course had ordered from Alfa Romeo 
‘the most powerful engine you have’. 
The car you see in front of you, was the 
result. Based on one of the 1937 12C 
chassis, it had been destined to carry 
one of the 16-cylinder engines for the 
1938 season, hence the official name: 
12C/316. The 16-cylinder never materi-
alised, instead it came equipped with 
the pre-war 4.5-litre V12, supercharged 
et al. The body had been brought in 
line with the style of the Alfetta, with 
the trademark sloping nose. It was a 
monstrously powerful car, but also it 
turned out to be a handful. Originally, 
Naphtra Course wanted Jean-Pierre 
Wimille in the car, but after testing it, 
the Frenchman found the Alfa Special 
a bit too much. The red monster was 
sold to another customer.

Make it a sports car
When the 12C/316, chassis #51204, 
was unloaded from the airplane in 
Buenos Aires in January 1948, it car-
ried the name Varzi on the side. After 
Wimille had dismissed it, Achille Varzi 
bought the car. Not only did he want to 
campaign it in the second Temporada 
series, he also had plans to have his 
mechanic Amedeo Bignami convert 
the single-seater into a sports car for 
the Mille Miglia after their return from 
the South American campaign. The 
qualifying heat for the first race – the 
Gran Premio del General Juan Perón y 
de la Ciudad de Buenos Aires – started 
off badly for Varzi. Driving the 12C/316 
to the track on public roads, he dam-
aged the underside and compressor on 
a railroad crossing. He still managed 
to place second in his heat, behind 
Villoresi (Maserati 4CL) and ahead of 

↓ Varzi Alfa on the way 
to new owner Bucci in 
Argentina, late in 1948. 
Photo Cris Bertschi
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Fangio, who was struggling in his first 
Grand Prix-type race in a Maserati. The 
final race saw Varzi out after two laps.

At the next race at Mar del Plata, on 
January 25th, Varzi turned out to be 
in fine form. With many of his rivals 
dropping back as the race progressed, 
Varzi by contrast had a strong run that 
saw him move into second spot. With 
leader Farina struggling with an oil 
leak from the clutch, Varzi came close 
to winning, but in the end Farina just 
had enough of a lead to hang on. Still, 
second was a promising result.

On his third outing in Argentina, at 
the park circuit in Rosario, the V12 
played up in practice. Varzi had the 
engine replaced by an eight-cylinder 
for the race, only to see his gearbox 
break on the start line. He was leading 

the final race of the Temporada series 
in Argentina, in Buenos Aires once 
more, when the V12 started misfiring. 
On lap 37, Varzi pulled out of the race.

On to Interlagos
With many of the European drivers 
headed back across the ocean, Achille 
Varzi decided to enter his Alfa Romeo 
in two more races in Brazil. In the first 
of the two races at Interlagos, the gear-
box played up once more. But in the 
second race, Varzi cashed in on his 
pre-race favourite status. This time it 
was Pintacuda (Simca Gordini) who 
fell foul of mechanical issues. Varzi 
pulled into a lead and never looked 
back. Even though according to the 
race report it is clear for all that the 
Alfa is a handful, Varzi holds on to 
win. April 11th, 1948, Interlagos, Brazil. 
It would be Varzi’s final win.

After the Brazilian intermezzo, Achille 
Varzi reported back to Alfa Romeo 
in time for the start of the European 
Grand Prix season. Alfa decided to 
skip the Monaco Grand Prix, the 
first of the four ‘Grandes Epreuves’ 
counting for the championship. It 
was on the first day of free practice for 
the Swiss Grand Prix, on July 1st, that 
Varzi lost control of his Alfa Romeo 
158/47 on the wet and treacherous 
Bremgarten track. Varzi hardly ever 
made mistakes, but it appeared he 
did here. He was killed on impact 
as his car overturned. 15,000 peo-
ple gathered to witness the funeral 
of an Italian hero in Galliate, Varzi’s 
home town near Milan. Central in 
the church where Varzi’s funeral took 
place, stood his red monster, still car-
rying the number 20 with which he 
had taken victory at Interlagos.

Yellow and blue
Argentinian racer Clemar Bucci, a 
participant in the 1947 Temporada 
with a V16 Cadillac Special, travelled 
to Italy. He had his mind set on a new 
car for the Argentinian races: chas-
sis #51204, still with the Varzi family. 
They agreed upon a price and Bucci 
returned to Argentina with not only 
the former Varzi Alfa Romeo 12C/316, 
but also with a big pile of spare parts. 
His idea was to mate the Alfa Romeo 
with his V16 Cadillac engine, but that 
never happened. He did have it painted 
yellow and blue, Argentina’s national 
racing colours, with the names ‘Evita’ 
and ‘Peron’ painted on each side of 
the bonnet, which made him the star 
of the show in the second race of the 
Temporada season, the Gran Premio de 
Eva Duarte Perón on February 6th, 1949 
in Buenos Aires. Mechanical issues 

↑ Formula Libre race in São 
Paulo meant final win for 
Varzi, on April 11th, 1948. 
Photo Cris Bertschi

↑ Bucci succeeded Varzi in 
the mighty Alfa in 1949 for the 
Argentinian Temporada series. 
Photo Cris Bertschi
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forced Bucci out. One week later in Rosario, it was Fangio 
who ruined Bucci’s race by crashing into him in the rain. At 
the next race at Mar del Plata, Bucci’s Alfa again retired with 
mechanical issues, he hadn’t been anywhere near the front 
in a race that was won by Fangio.

A sports car still
Not one to be easily deterred, Bucci set about modifying 
the Alfa in the hope of sorting out the handling issues. He 
shortened the chassis by cutting a part away in the wheelbase 
and lowered the seating position, without much success. 
The Alfa remained a problem child and was cast aside for 
a number of years. In 1956, Bucci turned the single-seater 
into a sports car with a handsome aluminium bodywork 
he claimed was of his own design. His intention was to line 
the car up in the Buenos Aires 1000 km. He kept the V12, 
the gearbox and the suspension of the original 12C/316. A 
crack in the engine block meant he didn’t even make it past 
free practice.

Bucci raced the car intermittently for some years, but decided 
in the 1980s to restore it to the original single-seater form. In 
Italy, a new engine block to replace the cracked side was made. 
Bucci sold the car in 1997 to collector Carlos Monteverde, 
who wanted to race it. Research showed that chassis #51204 
was in fact still mostly period-correct. And when the revised 
engine was dyno-tested, it showed a healthy 365 hp at 5000 
rpm, with values still climbing. “It sure could have made 400 
hp at the redline,” according to Rob Shanahan in Simon 
Moore’s book ‘The Magnificent Monopostos’.

Gaisbergrennen
Decades after it was last raced, #51204 was ready to roar 
again, and did so for the first time at Laguna Seca in the 
US. Later it was demonstrated at Goodwood in the hands of 
new owner Neil Hadfield. Since 2006, it has resided in an 
Austrian collection and it comes out to play from time to 
time. It did Monaco Historique for instance, and today we 
find it in the hands of Tom Fischer as he is ready to go out 
on the Salzburgring during the Gaisbergrennen in Austria. 
Watching it attack the hill for the final of the Gaisbergrennen, 
one thing is clear. This is still very much a mighty V12, super-
charged single-seater Alfa Romeo hot rod. Not something 
you see every day. | 

Shout out to Tom Fischer and his fine crew (tom-fischer.de), the organisation at 
the Gaisberg rennen for offering us a couple of laps on track and Cris Bertschi and 
Lao Iacona whose book ‘Alfa Romeos in Argentina’ was essential. A revised edition 
of this book, titled ‘Alfa Romeo Argentina – 100 anni’ is scheduled to appear in 
March 2023. The book ‘Back on Track. Racing in the 1940s’ by Alessandro Silva 
was equally important.
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People know this 1997 Morgan Plus 
8 GTR as ‘Big Blue’, but equipped 

with a Chevy V8, ‘Blue Thunder’ 
seems a better fit. This is one seri-
ously underappreciated race car.

Story 

Johan Dillen
Photography

Dirk de Jager

Considering the poor showing of the Morgan Plus 8 
GTR in the 1997 FIA GT Championship, you’d be for-
given for taking a pass on this subject. It goes through 
the whole dictionary of Did Nots: DNF, DNS, DNA. It 
only finished on two occasions: 33rd in the second 
round at Silverstone and 27th at Sebring. But as so of-
ten is the case: results don’t tell the whole story. This 
is a story about one of the finest traditionalists in the 
car industry – the tiny British Morgan Car Company 
– taking on the Porsche 911 GT2 and the Dodge Viper 
and netting not only a new chassis concept for their 
top-of-the-line product offering, but also a partner-
ship with BMW that continues to this day. Ah, now 
that already sounds a bit more interesting, doesn’t it?



Rude comments
“It’s true, people in general were a bit 
rude about the car. The truth of the 
matter is, this was one of the finest 
handling Morgans we ever built.” The 
‘we’ gives it away. Charles Morgan is 
the grandson of the Morgan Motor 
Company’s founder Henry Morgan and 
he was leading the family firm in the 
nineties and early 2000s. Among the 
British artisan car makers – give us a 
shed and we’ll build you a car – Morgan 
is perhaps the most traditionalist, pro-
ducing more or less the same car since 
the fifties. Just like a Volvo, you can 
draw a Morgan blindfolded. Classic 
roadster shape, wood elements for the 
finishing, a Morgan is your quintes-
sential British roadster.

Every once in a while, Morgan goes 
racing internationally. The company’s 
record at Le Mans is, in fact, anything 
but laughable. An unlikely class win in 
1962 gives them some bragging right 
up to the present day. In short, next 
to a continued presence on club level, 
Morgan has always made sure it was 
able to boost its image through some 
high-profile racing. Even if the com-
pany never had the required budgets 
to back up their ambitions, it never 
held Morgan back. They always believed 
there was something to learn in racing 
that would be beneficial to their road 
car production.

Aluminium chassis
This is exactly what happened in the 
mid-nineties when Charles Morgan was 
quick to latch on to the newly-develop-
ing GT racing scene in Europe. “I consid-
ered the time was right to take Morgan 
racing once more,” Morgan explains. “I 
wanted to understand more about alu-
minium chassis construction, and rac-
ing seemed the perfect test bed.” A first 
car was readied for the BPR series, the 
GT racing series Jürgen Barth, Patrick 
Peter and Stéphane Ratel had created 
in 1994. “For our first car, we went with 
an aluminium honeycomb chassis that 
was based upon a classic Morgan chassis. 
We went with Ciba Geigy who did an 
aluminium honeycomb tub for the Ford 
RS200 and for the Jaguar XJ220. Things 
were simple in those days: I drew what I 
thought we needed, and they delivered 
it to the factory.”

“We first started racing that car in 
Britain in 1994 and moved to the BPR 
in 1995 and 1996. Our ambition was to 
race the Porsches, so we opted for the 
GT2 category. Equipped with a Rover 
V8 engine, the program got off to a 
rocky start. In fact, it wasn’t until Chris 
Lawrence joined us that it all start-
ed to come together a bit.” Lawrence 
is a bit of a messiah at Morgan. He 
was the man behind Morgan’s first Le 
Mans appearances in the sixties. In 
fact, he convinced Peter Morgan, then 

“People in general 
were a bit rude 
about the car”
Charles Morgan
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chairman, to enter Le Mans as a works 
outfit. Lawrence wanted to use his per-
sonal, improved Morgan Plus Four but 
feared ACO, the organising committee, 
would be unwilling to accept his car. 
Entered as a works entry however, he 
reasoned, they would never throw him 
out. His reasoning not only proved 
correct but he also helped drive the 
car to 13th overall and an unexpected 
win in the competitive 2-litre class.

Despair
Lawrence was with Morgan for a long 
time before the racing bug drove him 
to Marcos, again with Le Mans in 
mind. “Chris was a bit of a maverick 
engineer,” Charles Morgan explains. 
“He knew quite a bit about endurance 
racing and about suspension set-up. 

Essentially, we were building the race 
cars next to the production cars in 
Malvern. We have to admit that the 
first race car was a bit of a mess. We 
had to spread the loads across the tub. 
Chris tried his hardest, but eventual-
ly even he despaired. It would be fair 
to say that the only time that car was 
competitive was in the wet (laughs).”

“The problem we had was that the chas-
sis came in one inch too thick. That is 
when Jim Randle, formerly of Jaguar, 
came to me and told me I was working 
with the wrong technology. He got me 
interested in a different technique, 
where the aluminium tub was bonded 
and only used secondary riveting. We 
found this with Park Sheet Metal in 
Birmingham, who made us a chassis 

for a new car, the 1997 Plus 8 GTR.” The 
two cars can be easily identified, with 
‘The Malvern Monster’ carrying a huge 
radiator grille that runs almost to the 
bottom of the splitter. Its successor ‘Big 
Blue’ has a more conventional Morgan 
grille and runs on bigger wheels.

Buddies with BMW
“The new car was really quick,” Charles 
Morgan remembers. He was behind the 
wheel on most occasions in the 1997 
season, when the BPR had transformed 
into the FIA GT Championship. “But 
we were hampered by poor reliability 
from the Rover V8 engine. In the race 
at Silverstone, we happened to be in 
the pit box next to the Schnitzer crew 
who were running the BMW-powered 
McLaren F1 GTR. That weekend, a lot 

of senior staff from BMW were pres-
ent. Karl-Heinz Kalbfell, then head of 
brand product strategy, was there, as 
was Wolfgang Reitzle, board member 
and BMW’s R&D chief. After the race, 
I found them smiling abundantly. ‘For 
two reasons,’ they told me. ‘Firstly: we 
won the race. Second: you finished!’”

“I elaborated on the issues I had with 
the Rover V8, one of them being that 
the homologation of that engine was 
about to expire and I did not have a re-
placement. I asked if a BMW V8 engine 
might be an alternative for Morgan. 
And lo and behold, Kalbfell came to 
Malvern, looked into the situation and 
said: ‘Yes, I think we can do it.’ This was 
all very novel at the time, BMW was not 
known for their enthusiasm to share 

“BMW starting to 
provide engines  
for Morgan was a 
really big thing”
Charles Morgan
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their products with anyone. So, BMW 
starting to provide engines for Morgan 
was a really big thing back then. The col-
laboration is still ongoing, even if I am 
no longer involved with the company. 
At the time, we spent quite a bit of time 
testing our BMW-engined Morgan Aero 
8 together with BMW’s Z8.”

Bring in the Chevy
In the first year of FIA GT, the Morgan 
Plus 8 GTR stood out more because 
of its vivid blue paint job, but less so 
when you look at the results. After 
Silverstone, it hardly ever finished a 
race. “The engine gave us a hard time. 
Up until Chris Lawrence got so fed 
up with it, he used a recipe he knew 
from his days at Marcos. He swapped 
the 5-litre Rover V8 for a 6-litre (366 
ci) Chevy V8 crate engine he sourced 
from a dragster shop in the US. Now 
we were looking at around 600 hp for 
a car that barely weighed 1000 kilos. 

In fact, we had to add weight to arrive 
at the minimum weight. Not only did 
it look good on paper, but boy did this 
car fly with the Chevy V8. We used that 
engine for the final races of the sea-
son in Sebring and Laguna Seca in 
the USA. However, the American V8 
route was not where I wanted to take 
Morgan, so we didn’t pursue it. But in 
those two races our car was just as fast 
as the Porsches. I didn’t race it myself 
then. At Sebring, William Wykeham 
and Tony Dron drove it to 27th overall 
and 13th in class, the best result the car 
scored in the 1997 season. At Laguna 
Seca, we weren’t so lucky. Mark Hales 
kept his foot in after a nasty bump, 
which killed the engine. We were out 
after only a couple of laps.”

Surviving untouched
Going out with a bang, but not the 
kind of bang you would be looking 
for. On the plus side, the Plus 8 GTR 

went back to the Morgan factory. The 
engine was fixed and later the US 
Morgan agent bought it and did pre-
cisely nothing with it. Which is why we 
are looking at this Plus 8 GTR exactly 
as it last raced at Laguna Seca in 1997. 
Remarkable. Of course, every here and 
there, you have a small crack in the 
bodywork appearing. But in general, 
it is extremely well-conserved. And 
if we are honest with ourselves, it’s a 
stunning thing to look at today. The 
Morgan is so tiny, you wouldn’t even 
guess a 6-litre V8 engine would fit in 
there. The rear wing came on only 
later in the season and looks a bit of 
a botch job, “but it was a solution we 
had tested at the Mira wind tunnel. 
We found it worked really well,” says 
Charles Morgan.

With the low fixed hard top, space in 
the cabin looks tight. The lowly cut 
doors bring a feeling of airiness to the 
cabin. And a feeling of vulnerability, as 

you feel quite exposed. There is no real 
A-pillar, just the frame for the wind-
shield. It’s the roll bar that provides 
all your protection. At times, Morgan 
ran it with Plexiglas protection on top 
of the small doors, but it is doubtful 
that this would have been an effective 
solution. Climbing in is easy enough 
if you are of a tiny racing driver size. 
The steering wheel disconnects and 
the low cross members of the roll cage 
make for easy access. Fully belted up, 
it’s time to take in the surroundings. 
There is even a wooden dashboard 
here, for tradition’s sake. And there 
is still more wood to be found, between 
the roll cage and the outer body pan-
els. This really is a Morgan, no doubt 
about it.

Give it some welly
With an almighty roar, the V8 re-
sponds to the push on the ignition 
button. Naturally, I stall it on the first 
attempt. So, I decide to give it some 

↑ 1997 FIA GT round in Helsinki, 
Finland, one of many DNFs for 
Charles Morgan and William 
Wykeham, here still with the 
Rover V8. Photo John Brooks

← Sebring, now with Chevy V8 
power, did bring a finish, 27th 
place for Wykeham and Tony 
Dron. Photo John Brooks
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more welly for take two, resulting in 
two black lines adorning the pit lane 
as the Chevy snaps away. Right, that 
may have been a bit much. Other than 
that, the Morgan gently strolls towards 
the pit lane exit without so much as a 
hiccup. All very civilised for a race car, 
it would seem. The exploratory first 
laps make a couple of points clear very 
quickly. First: even though officially 
this qualifies as a closed car, without 
the Plexiglas protection on top of the 
doors you need to close the visor on 
your helmet to shield your eyes from 
the turbulence.

Second: you are seated so low – well, I 
am at least – that you only see the top 
of the dashboard instead of the entry 
to the corners on the left side. It’s a 
small hiccup. This being such a small 
car, you quickly start steering it on 
instinct. The Morgan follows. It is very 
easy to sum up: we have a big engine, 
a six-speed manual gearbox, the rear 
wheels and somewhere in between you 

will find the space allocated to you. 
Fortunately, with the low-cut doors, 
you don’t feel locked in. In fact, this 
being such an open car, you are given 
a surprisingly good view of the sur-
roundings by your side, something 
you don’t often encounter on a GT 
car. In close combat, you could touch 
the cars on your right.

Beast
Another thing the Morgan has is a 
wicked character, at least with this 
engine. As you press down the throttle 
fully, the Morgan changes into beast 
mode. It catapults you up the road. 
Were you to look up ‘brutally fast’ in 
the dictionary, you’d find a picture of 
this car. In the corners, there is quite 
a bit of body roll to cope with. You are 
leaning on the tyres quickly enough. 
In the long, second-gear corner at 
Chambley, with a bit more throttle 
mid-corner, the rear steps out. It’s 
a fairly big slide. Wow. Powering out 
of the hairpin, another slide follows, 
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more controlled this time. The Morgan 
runs on Toyo semi-slicks today, rubber 
that quickly shows its limit on the dry 
track. They are easily overpowered if 
you give them a right-foot overdose.

The gearbox is a bit more difficult to get 
to grips with. The Hewland six-speed 
needs to be nursed on the downshift 
from third to second. On the upshifts, 
however, the changes are neat and se-
cure. The brakes are strong but make 
the car move around a bit, meaning 
you need to take some care where you 
place it under braking. The Morgan is 
not the kind of animal you can give 
a longer leash. At all times, you have 
to be in command, especially when 
you decide to go all out on the attack. 
Its behaviour follows a certain logic, 
making it fairly easy to predict what is 
about to happen, but it definitely falls 
into the category of wild animals. It 
makes a Porsche 911 look tame.

Silly me
The test is over all too soon. In the 
middle of a corner, the Morgan sud-
denly goes quiet. Oh no, what have I 
done? As I cruise to a stop, I regain 
my composure. First thing, switch it 
off. Oh, it’s already switched off. What 
happened? The kill switch is placed on 
the transmission tunnel and as I shift-
ed down, I clumsily tipped the switch 
over. Fortunately, no harm done. In a 
matter of seconds, the V8 roars back 
into life and we are on our way again. 

Luckily, the owner later on experiences 
exactly the same mishap to spare my 
blushes.

In the end, from a racing point of view 
this maybe was not the most interest-
ing of cars, but for the development of 
Morgan into a new era, it was mighty im-
portant. Let’s not forget, a new Morgan 
is an even rarer sight than Halley’s 
Comet passing us by. In this case, the 
Plus 8 GTR was nothing less than the 
prototype for the all-new Aero 8 road car 
that Morgan would debut with the new 
4.4-litre BMW V8 engine in 2000. “In 
my view, this was one of the last times 
you could really say the race car was a 
test bed for a new road car. And the FIA 
GT program was a good training exer-
cise for the people at Morgan as well,” 
Charles Morgan concludes.

Of course, once the Aero 8 went into 
production, the GTR racing program, 
even if unsuccessful from a sporting 
point of view, had served its purpose 
and was closed down. The Aero 8 would 
have another go at Le Mans in 2002, 
but that is another story. Walking away 
from the Plus 8 GTR, we can’t help 
but feel this Morgan deserves a bigger 
place in history. |  

Our thanks go out to Hermann Geissler, Florian 
Seidl of Carficionado (carficionado.com), Johannes 
Jäger from Klassikerschmiede and the Chambley 
Grand Est racetrack (circuit-chambley.fr) for their 
help with this feature.

The Plus 8 GTR was 
nothing less than  
the prototype of the 
new Aero 8 road car
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From the vaults

As the nights draw in and the tem-
peratures plunge, we can’t help 
but think about the Wales Rally 
GB – an event which, tragically, no 
longer features on the World Rally 
Championship roster.

Photo courtesy of the Girardo & Co. Archive

This breathtaking photo of Sébastien Loeb negotiat-
ing the frigid and treacherously slippery stages of the 
‘Sweet Lamb’ special stage on his way to victory in 
2008 captures the magic of the history-steeped rally. 
The mighty Citroën C4 WRC pictured, chassis 14, is 
special for myriad reasons – not only because its four 
victories in 2008 were crucial in securing Loeb his fifth 
consecutive drivers’ title, but also because this car will 
feature in the next issue of Tazio.



wORk IN pROGRESS/BARN FINDS TAZIO134 135

With ‘Work in progress/barn finds’ we look at what is 
going on in the ateliers of some of the world’s most 
renowned restoration shops. We also get a peek at 
what will shortly be headed in their direction in the 
barn find section. Prepare to be amazed.
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Work in progress/barn finds

Holland-based Classic Skills is cur-
rently restoring this 1951 Ferrari 

195 Inter Touring Berlinetta from the 
ground up. “It’s a car with an incred-
ible history,” explains Noek Stevens at 
Classic Skills.

We are looking at chassis #0123S, one 
of just three Inters bodied by Touring 
Superleggera. “This was not the rac-
ing driver’s choice, but 195 Inters were 
used in competition, most famously by 
Giannino Marzotto to win the Mille 
Miglia in 1950,” Stevens says. “This chas-
sis was sold to Franco Cornacchia of the 
famous Scuderia Guastalla of Milan, 

Italy on April 17th, 1951. It saw plenty of 
racing action, with a first appearance in 
the Tulip Rally in Holland at the end of 
April 1951 with Roy Clarkson and Lesley 
Onslow Bartlett. Both of them would 
use #0123S for different events. The 
car was also the subject of a road test 
in Autosport, on May 4th, 1951.”

#0123S had an eventful history and at 
one point was reported stolen in 1990, 
only for it to be found the subject of 
insurance fraud in 1995. “Five years 
ago, the present owner since 2006, 
invited Classic Skills to start a ground-
up restoration of the car. The first 

years were dedicated to constructing 
a rolling chassis of the car, using all 
original elements. Currently, we are 
in the process of recreating the body. 
The original body, all aluminium, had 
spent a long time exposed to the ele-
ments in an avocado grove in Florida 
when it was found in 1988. It couldn’t 
be salvaged, so a new body was needed. 
We made a full body scan of a sister 
car and used the scans on a 4D wood 
carving machine that produced all the 
components necessary to be able to 
construct a full wooden buck of the 
car. As you can see, we are now giving 
the car its original shape back.”

Moto Historics in the UK had to 
adapt the driving position in a 

2010 Aston Martin DBR9 GT1. Easier 
said than done, as it turned out.

“Our client approached us at the end 
of last year. He had decided to put his 
Aston Martin GT2 back in his garage 
and bring out the bigger brother, the 
DBR9 GT1, chassis #108, for the 2022 
season,” says Nigel Medcalf at Moto 
Historics in Chessington, UK.

“As with all cars, our first job is to car-
ry out a full set-down on the car and 
measure everything, from ride height, 
toe settings, camber, etc. We then strip 
the car and crack-test everything. We 

also make sure our client is com-
fortable in the car. The owner of this 
Aston noticed he felt quite close to 
the steering wheel and the gear lever 
position was too close to the wheel, 
so some engineering had to be done 
to make him more comfortable. Our 
client was not built to the same specs 
as the Prodrive racing drivers in the 
day. He measures just over 6 feet tall 
with short legs and long arms and did 
not fit comfortably in the DBR9.”

“The seat in the GT1 can only go so far 
back until it hits the roll cage and, on 
top of that, the pedal box isn’t adjust-
able so the only option we had was to 
redesign the steering column. This is 

not that straightforward as the column 
is designed to collapse in an accident 
and the mounting bracket is specific 
to the column. Luckily, we have an 
excellent relationship with Prodrive. 
Back in the day, they had similar is-
sues with test drivers being different 
heights, so they had come across the 
same problem we were now facing. 
They provided us with two drawings 
for a shorter column and mounting 
bracket. Our suppliers did an excellent 
job and made the new items exactly 
the same as per the original specifi-
cation. We also moved the gear lever 
to a vertical position in the car. At his 
first race, our client managed a class 
win and came fifth overall.”

1951 Ferrari 195 Inter Touring Berlinetta

2010 Aston Martin 
DBR9 GT1



It's not just about insurance.

Douglas · Machat & CIE

Douglas · Machat & CIE
Parkring 18/2, 1010 Vienna

www.dmc.insure |o�fice@dmc.insurewORk IN pROGRESS/BARN FINDS136

Work in progress/barn finds

German specialist Komo-Tec, based 
in Mendig in proximity to the fa-

mous Nür burg ring, is preparing this 
2011 Lotus Evora GTE for the 2023 
classic racing season.

After Lotus had celebrated success with 
the Evora in the GT4 category in 2010 
and 2011, it presented an adapted ver-
sion for endurance races: the Evora GTE 
(sometimes written as GT4/E). “They 
stand out from the regular Evoras with 
their widened body and improved aero-
dynamics,” Daniel Koblitschek at Komo-
Tec tells us.

“We bought one of these cars in 2019, 
hoping to have a competitive car for 
a competitive budget for endurance 

races. Unfortunately, the car was in 
such bad shape we had to rebuild it 
completely. In the end, we even had 
to use a new chassis, roll cage, engine 
and gearbox. To restore it to its original 
state as much as possible, we opted to 
give the dashboard and the cockpit the 
feel of the GT4/E version,” Koblitschek 
explains.

The endurance versions of the Evora 
received a uniball steering rod in addi-
tion to the axles and suspension arms 
from the original GT4 homologation. 
Komo-Tec went for the most up-to-date 
braking performance by installing a 
PFC Monobloc kit. “The wheels are 
the original 10 and 12x18” sizes, but we 
had to make new ones as the original 

wheels no longer exist. We also had to 
recreate certain body parts as they were 
no longer available. Lotus no longer 
has items to sell,” says Koblitschek.

Other changes were made to the car as 
well. “We swapped the 4-litre V6 natu-
rally aspirated engine for the 3.5-litre 
supercharged V6, again for cost reasons. 
And instead of the X-Trac sequential 
gearbox, we built up a paddle shift-op-
erated seven-speed sequential gearbox. 
All of this has led to a very rare and 
competitive car that was entered twice 
in Masters Endurance races this year at 
Spa and at the Nürburgring. It also com-
peted in the NES500 endurance series 
at Zandvoort and at the Nürburgring. 
More to come in 2023.”

2011 Lotus Evora GTE



THE book(s) on the Porsche 962

It’s not one book, it’s three. You need to keep that in 
mind. First of all, three books on just one car: the Porsche 
962. And more specifically, the works 962s. Whilst author 
Serge Vanbockryck makes references to all types of 962s 
raced, the big focus lies on the cars that raced for the 
Porsche factory.

This begs the question: how does one fill 1400 pages 
on just this one car? By literally including all there is to 
know. You have heard the story of John Bishop refusing 
the 956 in IMSA because the driver’s feet stuck out of the 
front axle line? Bishop’s sketch work illustrating how he 
thought Porsche should rectify the problem is in the book.

Vanbockryck follows up on his previous ‘956, the de-
finitive history’ with more of the same on the 962: 
expertly researched, with plenty of eye-witness accounts 
and with attention to both glory (Le Mans) and drama 
(Bellof, Manfred Winkelhock, Jo Gartner). Vanbockryck’s 
analysis of Joest’s 1985 Le Mans win is an eye-opener.

Volume 1 explains how the 962 came about and talks 
us through the 1985–1988 seasons. Volume 2 looks at 
the 1989–1994 years, thus including the Dauer episode. 
Volume 3 looks at each works chassis in detail. Even at 
a whopping 850 GBP (and 1100 euros in Europe), we 
can only conclude it’s worth every penny. Remember, 
it’s three books. Magnificent books. (JoD)

porterpress.co.uk
Author: Serge Vanbockryck
ISBN: 978-1907085925
Publisher: Porter Press
Pages: 1400
Price: GBP 850 (€ 1100)

Books Story 

Thomas Imhof & Johan Dillen

Swiss champions

964 pages, over 1200 pictures and illustrations, three 
hardcover volumes in a slipcase, total weight 8.5 kilos – 
it’s fair to say that this is a monumental piece of work. 
Initiated by Sacha Brun, son of Walter ‘Walti’ Brun, it 
covers a career that started in hill climbs (European 
Champion in 1971) and touring cars with BMW, only to 
culminate in the founding of Brun’s own Brun Motorsport 
outfit in 1983. Entering Porsche 956/962 customer cars 
– which the team owner also joyfully drove himself – the 
Swiss team went from tragedy (fatal accident of Bellof in 
1985) to triumph (World Champion in the WSC in 1986, 
the only private team ever to do so).

Don’t expect an entertaining read throughout, the main 
aim was to dig out pictures from every race Brun en-
tered between 1966 and 2009. Eckhart Schimpf’s intro 
text describes Brun, who turned 80 earlier this year, 
as someone “who with his pinstripe moustache and 
jet-black hair could have been a perfect fit for a pirate 
movie. But although a full-time entrepreneur, he was a 
real racer.” “Unfortunately, he often believed outsiders 
more than his employees,” his long-time companion 
and team manager Peter Reinisch is quoted. “And he 
was simply too good-natured for motorsport.” Overall, a 
fitting testament to a remarkable career, heavy on pictures, 
printed on high-quality paper but we missed a full list of 
results and a bit more of a ‘human touch’ in the texts. (TI)

Sportfahrer-Zentrale.com
Authors: Wyss/Schimpf/Nehlert/Brun (English and German)
ISBN: 978-3945390115
Publisher: Sportfahrer-Verlag
Pages: 964
Price: € 375 
(limited to 1000 copies, 
numbered by hand)

F1 drivers’ helmets

Formula Helmet starts with the toughest of questions: 
do you want the Alain Prost edition or the Ayrton Senna 
edition? Two different covers exist, one blue for Prost 
and one green for Senna. Already the book starts to 
seduce with the velvet back. Author Bruno Bayol is the 
force behind this English/French book recounting the 
stories of many famous helmets. With plenty of themes 
(father/son, arch-rivals, homages, etc), the book is half 
storytelling, half product info. It is filled with anecdotes, 
explaining how David Coulthard ended up driving with 
a Schumacher helmet in the 1996 Monaco Grand Prix. 
Companies like Bell, Arai and GPA get extensive coverage, 
strangely the iconic Simpson RX 1 helmet Villeneuve 
and de Angelis made famous, receives scant attention.

The section on the evolution of selected champions’ hel-
mets (Rindt, Lauda, Prost, Senna, Häkkinen, Schumacher 
…) is beautifully illustrated. A book you never knew you’d 
need in your library. At 85 euros, it represents great 
value. Both editions have a print run of 1480 copies 
respectively. (JoD)

Redrunner.fr
Author: Bruno Bayol
ISBN: 978-3-9572492-0-6
Publisher: Red Runner
Pages: 290
Price: € 85

Out of Africa

It was 2003 when the original Safari Rally, as we used 
to know and love it, was deleted from the WRC calendar 
after its 50th running. In this opulent book from the 
same year, a trio of die-hard rally photographers and 
journalists looked back to a rally that started as the 
Coronation Safari (as a celebration of the coronation 
of Queen Elizabeth II), then from 1960–69 became the 
East African Safari and earned WRC status from 1973 
onwards, now already dubbed simply Safari Rally.

You can feel through the gorgeous photography by 
Reinhard Klein how the authors have fallen in love with 
Africa. Some pictures have become classics; like the 
Toyota jumping high into the air, with a snow-capped 
Mount Kilimanjaro in the background, or another 
Toyota crossing a lake that shimmers in purple. There 
are many shots with cars in mud, dust or crossing roar-
ing rivers filled by flash floods. They illustrate why the 
Safari was feared by teams and drivers alike. The book 
covers all 50 events and even offers a comprehensive 
statistics section. And the greatest thing: you don’t 
have to search for this jewel at Amazon, eBay or your 
favourite second-hand bookstore. Instead, the book 
is still available for order at McKlein, still fully sealed, 
costing just 49 euros. When we went to press, they still 
had some 350 new copies in stock. (TI)

Rallywebshop.de
Authors: Reinhard Klein/John Davenport/Helmut Deimel 
(English and German)
ISBN: 3-927458-08-2
Publisher: McKlein 
Pages: 320
Price: € 49

Collector’s Corner
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Small-scale racers

Ferrari 166 MM Barchetta

As the racing fraternity was finally coming back to 
life after World War II, a new name emerged. On 15th 
September 1948, Ferrari unveiled a car for the first time 
at a motor show. The car, revealed at the Turin show, 
was the 166 MM, an open-topped version of the 166 S. 
The MM moniker was a nod to the Allemano-bodied 
coupé that had triumphed at the 1948 Mille Miglia.

Just released by KK-Scale, this rather fabulous diecast 
captures the lines of this famous Ferrari very well in-
deed. The model features flawless paintwork and the 
simple graphics are perfectly applied too. The sparse 
interior is very neatly replicated – very important for 
a model of an open-topped car – and the wire wheels 
are an absolute delight. The only niggles are that the 
front-end number panel is not quite right (the white 
square should be bigger and run into the white around 
the grille) and the spotlight is set a smidgeon too low 
for the model to properly replicate the Le Mans win-
ner. Having said that, this still makes for a stunning 
display piece.

 → KK-Scale, scale 1:18, kk-scale.de

Kremer Porsche 935 K3

Following on neatly from the 1949-winning 166 MM 
(and the Le Mans 1978 Porsche 936 reviewed in issue 
5), comes Solido’s superb replica of the 1979 Le Mans 
winner; the Kremer Porsche 935 K3. The 1979 Le Mans 
24 Hours may have started in the dry, but, from about 
midnight, it was a very wet race. This meant that the 
Group 6 prototypes didn’t have the advantage they 
would have had in the dry to recover from earlier prob-
lems. The Kremer K3’s race was not without problems 
though, despite holding a substantial lead at one point. 
Stranded out on the circuit after the drive belt broke 
with just a handful of hours to go, the car eventually 
made it back to the pits. But there are still tales told of 
officials looking the other way when a spare part was 
illegally passed to the driver. Nobody could have dreamt 
the K3’s incredible, giant-killing victory at the start, 
but it is one still very much talked about to this day.

Solido’s wonderful 1:18-scale diecast captures the lines 
of the modifications to the body by Kremer perfectly, 
and the simple, but pleasing livery has come out really 
well too. The model also features opening doors, which 
afford an excellent opportunity to enjoy the pleasingly  
replicated interior. 

 → Solido, scale 1:18, solido.com

Story & photography 

Rick Wilson (Diecast Collector)

#22 1949 Le Mans  
24 Hours winner

#11 James Hunt,  
1976 Canadian Grand Prix #27 1980 Acropolis Rally

#41 1979 Le Mans  
24 Hours winner

Marlboro-McLaren M23

The 1976 Formula 1 season went down in history as one 
of the most dramatic ever. The intense rivalry between 
James Hunt and Niki Lauda on the track was much more 
amicable off it, but that’s only half the story. Factor in 
Lauda’s tragic accident at the Nürburgring, however, 
his astonishingly brave recovery, Hunt’s post-race dis-
qualifications and the unreal, rain-soaked finale in the 
shadow of Mount Fuji in Japan, and you have the script 
for a big screen blockbuster (don’t believe everything you 
may have seen in the movie ‘Rush’ though).

Ixo’s excellent M23 release is the first in its new range 
of 1:24-scale classic Formula 1 racing cars, alongside a 
Tyrrell P34 six-wheeler and a JPS Lotus 72 so far. The 
unmistakably Marlboro-sponsored machine is neatly 
reproduced at this increasingly popular scale, and is 
supplied with Marlboro decals to apply once purchased 
– a neat way around the laws regarding tobacco adver-
tising. The car replicates James Hunt’s from the 1976 
Canadian Grand Prix, where the future World Champion 
took both pole position and the race win.

 → Ixo Models, scale 1:24, ixomodels.com

Mercedes-Benz 280 CE (C123)

Mercedes-Benz produced its classic 280 CE (C123) be-
tween 1978 and 1985. Derived from the W123 4-door 
saloon, this attractive rear-wheel-drive coupé (hence 
the C prefix) was supplied with a powerful, fuel-inject-
ed 2.8-litre inline six-cylinder engine. Swedish rally 
driver Ingvar Carlsson acquired a 280 CE for the 1980 
World Rally Championship season, entering it in three 
events – Monte Carlo (where he and co-driver Claes 
Billstam finished 11th), Acropolis and New Zealand 
(both retirements). 

Neo’s exquisitely replicated 1:43-scale resincast is a real 
delight and has produced a great model of this very 
attractive beast. The very subtle colour scheme of the 
silver body with a satin black bonnet contrasts nicely 
with the event number panels and the astonishing, 
photo-etched detailing to the headlight covers and 
grille protection. The famous three-pointed star is 
there as well, of course, and the four extra spotlights 
are really well done too. The real car might not have 
been particularly successful on the world rally stage, 
but it’s a real winner in model form.

 → Neo Scale Models, scale 1:43, modelcarworld.de
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Obituaries

Mauro Forghieri (87)

With the passing of Mauro Forghieri, 
the last of the great ‘ingegneri’ in 
Ferrari’s history is gone.

Forghieri’s start at Ferrari was an improbable one. Imagine 
this: you are 26 years old, you have just started working full 
time at Ferrari’s racing department after your internship, 
and suddenly Enzo Ferrari calls you into his office. ‘Right, 
Forghieri, as of now you are responsible for both the racing 
and research departments. Off you go!’

“It was the 31st of October, 1961, a Tuesday. And it wasn’t a 
question, it was an order,” Forghieri remembers in his au-
tobiography ‘Forghieri on Ferrari’. What had happened? A 
group of seven leading managers and engineers at Ferrari, 
including Carlo Chiti, Giotto Bizzarrini and Romolo Tavoni 
had offered Ferrari their resignations. Tired of the interfer-
ence of Enzo’s wife Laura, they presented ‘the old man’ with 
an ultimatum: she goes, or we go. Enzo Ferrari did not even 
blink. He fired them on the spot.

156 and 250 GTO
There is no denying the brilliance of Forghieri. He was 
involved in Ferrari’s first mid-engined F1. Enzo, the man 
who said: ‘I have never seen a couple of oxen push the 
cart.’ The 156 ‘shark nose’ with the 1.5-litre V6, however, 
was a winner straight out of the box in 1961. Soon after, 
Forghieri was working on the 250 GTO. The man had just 
left university.

Forghieri, born in Modena, had graduated as a mechani-
cal engineer at the University of Bologna in 1959 and was 
offered an internship at Ferrari under Carlo Chiti. The 
young engineer, now chief of Ferrari’s racing activities, 
found himself in the midst of all the action, at a time 
when Ferrari was competitive in both Formula 1 and in 
sports cars. And had plenty of customers racing their pri-
vately owned 250 GTs and GTOs as well. In 1964 and the 
succeeding years, Forghieri found himself in the midst of 
the Ford-Ferrari war, at first still delivering the results at 
Le Mans, but in 1966, the Ford armada finally beat Enzo’s 
troops at Le Mans. Early in 1967, a Ferrari 1-2-3 with the 
P4s at Daytona was considered vendetta.

312 T
Ferrari, however, was financially depleted and saw sporting 
success dwindle. Seen as one of the culprits, Forghieri had 
to take a back seat. Rather than bear a grudge, Forghieri 
would use his time off to think, and to come back with 
a revolutionary concept: the 312 T. These were the Niki 
Lauda years at Ferrari. With the flat-12 engine and the 
transversely placed gearbox, Forghieri handed him the tool 
to dominate his sport. It was a masterpiece. With the 312 
T4, Jody Scheckter gave Forghieri and Ferrari another F1 
title in 1979. After that, Forghieri would lead Ferrari into 
the turbo era with Villeneuve and Pironi. Without the 
internal struggle opposing Pironi and Villeneuve in 1982, 
it is clear one of them would have taken the title.

In 1986, Forghieri called time on his career at Ferrari, but 
not F1. He was behind Lamborghini’s efforts in Formula 1, 
admittedly not very successful. In the meantime, Romano 
Artioli called and Forghieri found himself overseeing the 
EB110 and EB112 programs with the newborn Bugatti. In 
2005, he created his own engineering company Oral.

Mauro Forghieri passed away on November 2nd at the age 
of 87. (JoD)

Dietrich Mateschitz (78)

Red Bull owner Dietrich Mateschitz 
passed away on October 22nd. On the 
current Formula 1 grid, eight of the 
twenty drivers owe their careers to Red 
Bull.

Apart from Bernie Ecclestone, Dietrich Mateschitz has been 
the most influential man in Formula One over the last twenty 
years. By creating an academy that guided young drivers all 
the way through the ranks, Red Bull has given some under-
financed youngsters the possibility to still break through.

The Austrian took his big leap into the unknown in the 
mid-eighties when he decided to invest the equivalent of 
500,000 euros in an energy drink he got to know in Asia. 
In a joint venture with Chaleo Yoovidhya, the Thai owner 
of the drink, he decided to launch Red Bull worldwide. 
Knowing there was no existing market, creating an im-
age was crucial. Mateschitz quickly decided to focus on 
extreme sports.

Gerhard Berger
The first to be photographed drinking Red Bull was fellow 
Austrian Gerhard Berger, a Ferrari driver back in 1987. But 
that was more because he really liked the stuff. In 1995, Red 
Bull appeared for the first time in Formula 1 as a sponsor 
with Sauber. In a rare case of misjudgement, Mateschitz 
pulled out from Sauber after the 2004 season. In 2001, 
Peter Sauber had stubbornly decided he would give a young 

Fin with just 23 races in junior single-seaters to his name 
a seat in his F1 car. Mateschitz instead wanted the seat to 
go to Red Bull protégé Enrique Bernoldi. History shows 
Sauber’s bet on Kimi Raikkonen was the right one.

Toro Rosso
Mateschitz left Sauber to embark on a bigger adventure. He 
bought the ailing Jaguar team from Ford and made Red 
Bull Racing a constructor in Formula 1. Mateschitz ap-
pointed the inexperienced but highly ambitious Christian 
Horner as team boss. Horner brought Adrian Newey on 
board, and together with Sebastian Vettel they bagged 
their first world title in 2010. The same combination added 
three more world titles on the trot. Vettel had come over 
from Toro Rosso – previously Minardi –, the second F1 
team Mateschitz bought, together with Gerhard Berger 
this time. Next to Formula 1, Red Bull is or was present 
in rally, Nascar and the Indy Racing League, and a long 
list of other sports.

One final element of Mateschitz was his enormous invest-
ment in his home region Steiermark in Austria and in 
Salzburg. Mateschitz also bought and renovated the old 
Österreichring (commonly known as Zeltweg). The track 
is now known as the Red Bull Ring. Next to that, he also 
owned the Salzburgring.

Dietrich Mateschitz had been ill for some time. He could not 
have been handed a greater tribute than Max Verstappen’s 
victory in the following US Grand Prix, handing Red Bull 
another constructor world title. (JoD)
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Bernina Gran Turismo
10 – 11 September

Picture this: you are standing at 2300 metres above sea 
level, it’s sunny, but early in September temperatures 
hover only just above freezing. And then you hear, 
from the valley, an engine. It’s screaming. Below you, 
a tiny single-seater comes into view, as it starts the 
ascend. It rounds corner after corner in this majestic 
décor where the Swiss Alps dictate where the road 
goes. Then it’s there, the small formula car flashes by. 
Over the top it goes, cutting the throttle and coasting 
down towards parc fermé and a well-deserved cup of 
coffee for the driver. This is Bernina Gran Turismo, 
you need to come see it for yourself.

(Photos ISAW)

Historic  
Minardi Day
27 – 28 August

Pierluigi Martini talks to Luca Badoer, right 
before he goes out in his six-wheel Tyrrell 
P34 at the Historic Minardi Day in Imola. 
Day should read days, as it is a two-day cel-
ebration of historic motorsport, under the 
patronage of Giancarlo Minardi. A lot of 
focus on Minardi’s history then, but the 
strength of this event is its ability to embrace 
any race car, new or old.

(Photo Calamelli)
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Pebble Beach  
Concours  
d’Elegance
21 August

100 years of Le Mans and 75 years 
of Ferrari were the big themes at the 
Pebble Beach Concours d’Elegance. 
And whilst a 1932 Duesenberg Model 
J Figoni Sports Torpedo won best of 
show, we could not help but be smit-
ten with this 1933 Alfa Romeo 8C 
2300 Monza with Brianza coachwork.

(Photo Peter Singhof)

2

Monterey Motor-
sports Reunion
17 – 20 August

1. Line up your Le Mans legends: Ferrari 250 GTO, 
Ford GT 40 MkII and Alpine M64 fight for the 
same piece of tarmac.

(Photo Rolex)

2. That seventies show: Bruce Canepa applying a fair 
bit of dedication in 1970 AMC Javelin Trans-Am. 

(Photo Peter Singhof)

3. J.R. Mitchell is about to start the roller-coaster 
ride on Laguna Seca’s Corkscrew in 1960 Lotus 18.

(Photo Peter Singhof)

3

1
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Goodwood Revival
16 – 18 September

1. Richmond & Gordon Trophies get off to a flying 
start, with Miles Griffiths (#1) spinning the tyres 
in his Lotus-Climax 16. William Nuthall (#10) 
and Sam Wilson (#12) in Cooper-Climax T53 try 
to take advantage.

(Photo Máté Boér)

2. Oversteer, kissing the wall, Jaguar E-Type on the 
edge. This is what Goodwood Revival is all about.

(Photo Máté Boér)

3. Each year, the Lavant Cup host another one-make 
event. This year, the MG B made for a popular, ac-
cessible choice. Rob Huff (#7), Mark Cole (#35) and 
Ed Foster (#217) are about to get down to business.

(Photo Máté Boér)

Chantilly  
Concours  
d’Elegance
25 September

Don’t let anyone tell you 2022 
was a sorry year for events. 
20,000 spectators came out to 
Chantilly, close to Paris, for the 
Concours d’Elegance. You could 
see this marvellous 1920 Ballot 
3/8 LC Grand Prix, currently 
owned by Alexander Schaufler.

(Photo Peter Singhof)

2
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Velocity  
Invitational
14 – 16 October

Shall we just leave this here 
then? Velocity Invitational’s 
calling card for this year’s event 
at Laguna Seca. Yes, that’s the 
sound of our teeth grinding as 
well, we weren’t there either.

(Photo Ted7)

Spa Six 
Hours
29 September –  
2 October

The Spa Six Hours, or the Ford 
GT40 Festival if you want to 
have a shot at winning, saw all 
kinds of weather. David and 
Olivier Hart, together with Nicky 
Pastorelli, drove the #78 Ford 
GT40 to victory.

(Photo Carlo Senten)

Oldtimer 
Grand Prix
12 – 14 August

The popularity of the Endurance 
Racing Legends, proven in just 
one image. High-speed traffic 
jam at Oldtimer Grand Prix at 
Nürburgring Grand Prix circuit 
with LMP2, LMP1, GT3 and GT4 
competitors taking to the track.

(Photo Carlo Senten)

Modena 
Cento Ore
2 – 7 October

Modena Cento Ore is Italy’s 
version of the Tour Auto in 
France: rally stages and cir-
cuits like Misano and Mugello 
combined make for an exciting, 
100-hour-long program courtesy 
of Canossa Events. Crews started 
in Milano Marittima and made 
their way to Modena.

(Photo Canossa Events)
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Rallylegend
13 – 16 October

Now this is how you celebrate 
the 50 years of the World 
Rally Championship (WRC). 
Rallylegend in San Marino not 
only had all the iconic cars there, 
from Stratos, 037 to Impreza and 
Quattro. Markku Alén was there, 
Miki Biasion, Walter Röhrl and 
Christian Geistdörfer, and the 
young new world champion 
Kalle Rovanperä was there to 
drive with his dad Harri as well. 
Just wow.

(Photo RacEmotion)

40 Years 
Porsche 
Group C
9 August

That is Derek Bell, leading a pelo-
ton of 956s and 962s at Porsche’s 
test track in Leipzig. After the 
drive, Bell, Jochen Mass, Hans 
Stuck and Bernd Schneider sat 
down for a chat. That’s how you 
properly celebrate 40 years of 
Porsche in Group C. More on this 
story on our website.

(Photo Porsche)



Auction results

It’s a new world record. At RM 
Sotheby’s London sale on November 

5th, an Audi Sport Quattro S1 E2 from 
the Gran Turismo collection changed 
hands for 1,823,403 million euros 
(about the same in dollars). Including 
premiums, this elevates this Quattro’s 
sale over the two-million mark. Last 
year, an S1 Quattro made 1.7 million 
euros at Artcurial’s Paris sale. It’s clear 
Group Bs are on the rise.

What makes this latest Sport Quattro 
so special? It’s one of just 20 built, and 
only 15 real chassis are believed to have 

survived. It comes right at the end of 
the Group B era and is thus the mad-
dest incarnation of what already was a 
turbocharged, horsepower-crazy era. 
This Audi, identified as #RE10, was 
Hannu Mikkola’s works entry for the 
1985 Lombard RAC Rally. Mikkola/
Hertz were leading the rally comfort-
ably when, on SS22, the engine broke 
down.

Whilst historically very relevant, it 
is however surprising that the Audi 
beat another lot: the car with which 
Henri Toivonen took his final WRC 

Story 

Johan Dillen

win. The 1986 Monte Carlo-winning 
Lancia Delta S4, chassis #215, sold for 
1,652,459 euros, excluding premiums, 
so in the end it will be close to two 
million euros as well. Not all Group 
Bs will make prices like these so it’s 
clear that provenance and history are 
the key elements here.

Mansell means money
After good results from two ex-Nigel 
Mansell F1s at RM’s Monaco sale, the 
Brit’s name on a car brought more 
good news at RM Sotheby’s Newman/
Haas auction on October 29th. The 
scene was the Newman/Haas HQ in 
Illinois, for what should be considered 
the Indycar garage sale of the centu-
ry. No less than 36 cars from the leg-
endary Indycar team were up for sale, 
some complete, some including spares, 
some rolling chassis. 237 bidders from 
twenty countries registered, for what 
was essentially a US racing affair. Some 
lots went very cheap, a 1999 Swift-Ford 
chassis for as little as 25,200 dollars, 
but all in all the auction made over six 
million dollars.

The absolute highlight was Nigel 
Mansell’s 1993 title-winning Lola-Ford 
T93/00 which sold for 995,000 dol-
lars (including premium), thus meeting 
its high estimate. Strangely, in money 
terms, the name Mansell proved more 
valuable than Mario Andretti’s name. 
Strange that Andretti’s first Newman/
Haas title-winning Lola-Cosworth T800 

(1983) made ‘just’ 401,000 dollars. The 
last car with which Mario Andretti 
raced, the 1994 Lola-Ford T94/00 
chassis #20, went for 379,000 dollars. 
The difference with the Mansell car 
is notable.

Michael Andretti’s 1991 champion-
ship-winning Lola-Chevrolet T91/00 

Group B hits 2-million mark
The latest results indicate that prime Group B rally 
cars are now well on their way to pass two million 
euros. As proven by the latest sale of an Audi Sport 
Quattro S1 E2 by RM Sotheby’s.
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was sold for 257,600 dollars where-
as the best of the Bourdais winners 
from the Champ Car era – the 2007 
DP01-Cosworth – changed owners for 
235,200 dollars. It’s hard to draw a fi-
nal conclusion as prices for the offered 
lots were far apart, but it would seem a 
good Indycar is no less valuable than a 
good Formula 1 car these days.

Ferrari
In the year Ferrari celebrates its 75 years 
as a constructor, it’s always interest-
ing to see how the classic car market 
evolves. One of the icons in the Ferrari 
stable is, of course, the 250 GT SWB 
Berlinetta. Gooding & Company had 
a fine example for sale at the London 
auction in September. Chassis #2021 
GT, built in 1960, was raced in period 
at Le Mans, Goodwood and Montlhéry 
and was the subject of a recent restora-
tion at Lanzante, with supervision from 
Ferrari Classiche. The 250 GT SWB is 
one of the jewels that had trouble shin-
ing over the last couple of years. First 
of all, at the moment, it is no longer a 
$10 million plus car. But whereas the 
last cars on offer did not even manage 
to sell, this one did. We should consider 

a 7.98 million euros hammer price a 
strong result, as it came very close to 
matching its high estimate.

Finally, on November 9th, everyone’s eye 
was on the special sale RM Sotheby’s 
held in Geneva, Switzerland. Up for 
offer was just the one car lot, but that 
was a bit special: a fully functioning 
and recently restored Ferrari F2003-
GA. Michael Schumacher scored 
five victories in the 2003 season in 

chassis 229: Spain, Austria, Canada, 
Italy and the US. This was the moment 
when Michael Schumacher became 
the most successful F1 driver of all 
time, surpassing Fangio’s five world 
titles. Schumacher would later add a 
seventh title, a record he now shares 
with Lewis Hamilton. Presented and 
demonstrated by his son Mick, the 
F2003-GA made a stunning 14.8 mil-
lion euros, setting a new world record 
for an F1 car of this era.

Auction results

AUCTION RESULTS158



Complete your collection on Taziomagazine.com

Keep your  
collection pristine

Tazio #1 Autumn 2021
Tazio #2 Winter 2021

Tazio #3 Spring 2022

Tazio #4 Summer 2022

Tazio #5 Autumn 2022

* Prices excluding sales tax (USA) and  
shipping (calculated at check-out)

Terms and conditions: subscriptions will start with the next available issue. The minimum term 
is 12 months from the point of purchase. For more info, mail us at info@taziomagazine.com

one-year subscription: four issues, delivered to your home!

€ 64 – $ 68 – £ 60 (instead of  € 72 – $ 76 – £ 68)*

Save on  
single-issue  

price

€  49,50

*T
ax

es
 in

cl
ud

ed
, s

hi
pp

in
g 

co
st

s 
ca

lc
ul

at
ed

 
at

 c
he

ck
-o

ut
. F

ou
r 

is
su

es
 n

ot
 in

cl
ud

ed
.

This Tazio slipcase holds 4 issues – Order yours on taziomagazine.com

*

And so much more…

Coming March 15th

Citroën C4 WRC
What’s Sébastien Loeb’s secret?  
We find out behind the wheel of  
his recently restored 2008  
title-winning Citroën C4 WRC.

Ford CEO  
Jim Farley speaks
No, not boring new car stuff. We 
caught up with the CEO of Ford 
to talk about exciting things: him 
racing his GT40 seriously fast, on 
a dark and wet Spa. And on his 
connection to Briggs Cunningham 
and Phil Hill.

What’s brewing
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