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Blakey’s Bit
I hope this issue gets to you
in a reasonable time; I’m finishing it just before sloping
off up North for a couple of
days at the end of October.
Motor sport has been thin on
the ground this year, but CMI
has done better than some
clubs, with the Domain Hillclimb and several of us running nags in the Baskerville
1000. Darryl Bennett also ran
his little Suzuki in the Lake
Barrington hillclimb up north
recently.

I have had to withdraw from
Bathurst, as the chances of
getting there looked too slim.
Maybe next year.
The next thing we have to
look forward to in the competition line is our Supersprint
meeting next March, but other clubs are running events,
and there is another Baskerville 1000 coming in early
November.
A couple of social things to
put in your calendar:

The Baskerville 75 made an appearance again on Sunday 27
September at the Domain Hill-
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Sunday 8 November
Contact Graham Mitchell

0418 173 102

End of Year Dinner
Saturday 21 November
Australian Italian Club
Federal Street

North Hobart

Presidential Patter

Buongiorno

On 29 August, Rob Madigan,
Graham Mitchell, Peter Lowe
and I competed in the Baskerville 1000, in the sonorous
but slightly naughty Alfa 75.
For those who aren't aware,
the event is for cars that cost
less than $1000 to buy, and
they have to complete a 6hour regularity - a time is
nominated, and then the team
of drivers have to try and
match that time, for 6 hours.
After an ignominious end to
the last event (5 hours and 40
minutes in), plus a fright on
the morning of the event this
time where the car missed
practice after refusing to start
in front of everyone, the team
actually made it this time,
greeting the chequered flag
after 228 trouble-free laps.
The celebration of being classified as finishers was so
noisy that you'd think we had
actually won something!

Sunday drive to Lufra

climb, with
Peter Lowe
and Graham
Mitchell sharing the driving. As the
Domain is 850
territory, I
entered in that
car, finally
managing to
break 60 seconds. In fact I
managed to
just get into
the 58s, with a best of 58.97,
somehow picking up the award
for Driver of the Day in the
process. I'd suggest this is all
down to the car - it really is a
joy to drive, particularly at the
Domain where it's very well
suited to the super tight and
twisty stuff around the top. The
trickiest section (likely for everyone else too) is just after the
water tanks, where the combination of an off camber, poorly
surfaced, bumpy corner just as
you're trying to brake and turn
left challenges a car with good
suspension geometry and sane
weight distribution. The 850

has neither of those things but
it is trying to shed less speed
than everyone else and doesn't
weigh a whole lot, so it does
get a little (sometime a lot)
jagged, but feels great anyway.
So - what's next this year?
We're looking at a social drive
to the Lufra for lunch on Sunday 8 November, an awards
dinner on 21 November, and
then bidding farewell to 2020
and hoping that we can run the
Lufra Regularity Hillclimb in
2021!
Ciao
Tristan
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What’s in a name? Weber

Advice and historical information for this article came
from Phil Buggee.

Weber Tipo 30 DR3—early
brass carburettor

The name ‘Weber’ on your carburettors is a source of great
pride for some motorists. Up
until F1 went over to fuel injection, most, but not all race engines after WW2 were fitted
with Weber DCOE-style sidedraught carburettors. They were
usually the carburettor of choice
for the top engine builders. In
fact, these carburettors are so
good, even the Editor is putting
a pair of them on his Fiat!
The Italian, Edoardo Weber was
born in Turin, on 29 November
1889, being the product of a
Swiss father with the skill and
ability to produce textile machinery. Edoardo inherited a
sense of engineering technology
and the mechanical side of engines from both his Father and
Grandfather. In 1904 (age 15)
he graduated from a technical
college and eventually started
working for the Fiat car factory
in Turin, checking the quality of
their engines in the factory, during the First World War. By the
end of the war he was considered an engine specialist and he
had moved to a servicing/ dealership for Fiats in Bologna.
There was a severe shortage of
petrol after the war, so it was
sold at a very high price, when
available. Edoardo was among
the many specialists who were
adapting petrol truck engines to
run on kerosene, his by the aid
of a conversion kit that used a
vaporiser to improve the ignit36 dr3 007
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ing of the kerosene as fuel, a
fuel cost saving for the operator.
In June 1920, Weber drove a
Fiat 501 to third place at the
‘Circuit of Mugello’ – an event
where the 22-year-old Enzo
Ferrarihad started his racing
career, in an Isotta Fraschini.
(Enzo failed to finish.) Weber
was further convinced that fuel
mixture control was a very
common problem among the
other race cars of that time.
In a partnership with three others, in 1923 he formed the company ‘Fabbrica Italiana Carburatori Weber’ in Bologna and
began making bronze-bodied
carburettors as part of a conversion kit for Fiats. During this
time, he eventually mastered the
technique of die casting light
metal materials for the wide
range of quality carburettors he
was by then making. The Weber company pioneered the use
of two-stage, twin barrel carburettors, with two venturis of
different sizes, the smaller one
for low-speed running and the
larger one optimised for highspeed use. These carburettors
were made to be easy to clean
because there was a lot of dirt in
the fuel at that time. They also
had a choke mechanism, so that

even a very cold engine could
be easily started. The Weber
carburettor was extremely popular but most especially with
the taxi drivers who fitted it to
their Fiat 501 taxis to dramatically improve their fuel consumption.
On 28 September 1929, racer
Mario Umberto Borzacchini, in
a Maserati Typo V4 set a world
speed record of 247.933 km/h,
using Weber carburettors. This
new engine was two straight
eight engines, making it a supercharged V16 while sharing a
common crankcase, but with the
two crankshafts geared together. The engine was a narrow vee
of 25 degrees*, was very thirsty
in races and rapidly wore out its
rear tyres. The new world record was very keenly celebrated
with a dinner in Bologna, attended by the city’s top officials, the auto club members,
the hero driver and also Enzo
Ferrari. He took this opportunity to convince two wealthy
businessmen, Alfredo Caniato
and Mario Tadini to make the
investment needed to help him
establish Scuderia Ferrari.
By this time, all Italian car makers were using Weber carburettors on their cars. This was a
trend that was to continue well
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Bill Freame
past Weber’s death in 1945.
During the 1930s Weber started
to produce twin-barrel carburettors for racing applications,
where both barrels and butterflies were of the same size. But
also uniquely, they had two
float chambers to provide a constant fuel level despite centrifugal forces when turning through
bends. This would allow for one
barrel to feed only one cylinder,
requiring multiple carburettors
synchronised to open all at the
same time. This provided the
best tuning control and performance that the race cars and
their drivers demanded. These
were fitted to Maserati and Alfa
Romeo engines of the time, including feeding the superchargers on the 1938 Alfa Romeo 8C race cars. There is
speculation that Weber might
have seen something like this
during a visit to the Miller en-

gine dynamometer in the USA,
where a Miller Indy engine was
being tested with first four and
then eight carburettors. Miller
were the largest carburettor
manufacturer in the US at that
time.
In 1937, Weber had a contract
to be the exclusive supplier of
carburettors to Fiat. This would
require a new plant to be built
and it was opened with great
ceremony in Bologna on 21
April 1940. This new factory
provided work for 400 employees and had a kitchen, dining
room and a health care clinic.
During the very difficult war
years, they grew vegetables in
the field alongside the factory.
These vegetables Weber allowed his workers to take home
to feed their families. The factory was protected(?) by antiaircraft guns during the war. In
1943, when the Germans liber-

ated Mussolini, Weber was convinced that the factory and
equipment would be confiscated
and transferred into Germany.
Determined to protect his factory, Weber arranged to move
most of his equipment into the
Alfa Romeo plant in Milan,
where production continued and
thrived. Just as he had expected,
when the Germans eventually
left Bologna, all they left behind of the Weber factory was
the parking lot. But the Weber
business had survived.
In April 1945 Bologna was liberated by the Americans and
Mussolini was by then dead.
Italy could start to slowly rebuild the businesses that had
survived the bombing and
fighting. Three weeks after Bologna was liberated, 17 May
1945, Edoardo Weber was lured
from his home by three men in

48 IDA, commonly used on Mazda Rotaries,
55 DCO-SP Huge side-draught for large cylinder engines
and Tipo 28 IMB6 as installed on twin cylinder Fiat 500s.
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Weber (cont.) Bill Freame
civilian clothes, on the pretext
that they needed to verify some
information about some of his
employees. He was never seen
again**. After the war many
mass graves were found in the
Bologna area but his body was
never identified amongst those
that were recovered. He was 55
years old when he disappeared.
His two surviving partners continued to produce carburettors,
until 1952 when Fiat assumed
control of the Weber name and
all the business associated with
it.
In Bologna there is a tomb for
Edoardo Weber, but it remains
empty as he is still missing. The
tomb was designed by the sculptor Venanzio Baccillieri, between 1954 and 1957. On the
tomb is the inscription, ‘Do not
be afraid of those who kill the
body, but they cannot kill the
soul…’
In 1986, Fiat took control of Solex, and then merged the two
companies until in 2001 it became known as ‘Magneti Marelli
Powertrain S.p.A’ a subsidiary
of Fiat. Weber carburettors continued to be produced in Bologna until 1992, when production
was transferred to Madrid, in
Spain Here they continue to be
manufactured to the same exacting standards and quality as they
were in Italy. (Beware of the
almost identical copies that are
coming out of China. The Chinese can almost copy them but
they still don’t understand how
they work in metering the required air/ fuel ratio for serious
racing. Let any buyer of them
beware! Genuine Weber carburettors are branded, ‘Made in
Italy’ or ‘Made in Spain’. If they
don’t have that branding then
they are most likely not a Weber.)
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Genuine Weber carburettors
remain the carburettor to use in
historic racing, being the most
easily altered/adjusted to suit
whatever engine configuration
and capacity they are fitted to.
Racing Webers for a given butterfly size have a range of easily
replaced main and secondary
venturis to match the carburettor to the air volume the engine
will need. Small engines usually require the smaller diameter
venturis to provide some bottom end torque, while the air
speed through the venturi is
lower. After the venturi size has
been selected, the idle, main
and air corrector jets are also
selected and easily changed to
adjust the air/ fuel ratio through
the engine operating range. The
beauty of working with Weber
(and also Dellorto) carburettors
is the amazing adjustability they
allow to quite accurately tune
any engine they are fitted to.
Big venturis on a big engine
will require large main jets to
maintain the Air/Fuel ratio required for the fuel being used.
Please bear in mind that it is
possible for there to be a percentage of alcohol blended into
your premium petrol to achieve
the octane rating. This can
mean there is a need to run the
A/F ratio slightly richer than on
just straight petrol. Big venturis
and big jets will very rapidly
empty the float chamber at high
RPM unless the fuel intake needle and seat are exchanged for a
larger size. This will reduce the
chance of lowering the fuel level to lean out the A/F ratio on a
long fast straight, like at Phillip
Island, Eastern Creek, Bathurst
or Tailem Bend. The lean-out of
the A/F will usually be at the
far end of the straight when the
main jets have demanded more
fuel than the needle and seat

can pass to keep up with demand and maintain the correct
float level. This lean-out can
also happen when it’s the fuel
pump that can’t keep up with the
demand, especially when feeding multiple carbyies, giving the
same result of burnt pistons or a
burnt head gasket.
So now you know a small part
of the story of Weber carburettors. I think that like many others of my age and car preference, I have probably driven
about half my travel distance,
propelled by several different
types of Weber carb’s over the
last half-century.
*Some reports claim the engine vee angle was 22.5 degrees. I tend to believe it was
more likely to have been 25
degrees, giving more room
for the inlet manifold to be
mounted.
**There is confusion
about his death. He may
have been kidnapped
during his walk home
from work at the end of
the day. As an industrialist, in Italy, he would
have had to work with
and for the Fascist government during the war.
Many people in his position disappeared just after Bologna was liberated.
Phil Buggee at BOI Performance can supply, repair and
also tune all styles of Weber and
Dellorto Carburettors on his
Land & Sea Chassis Dynamometer. His help in the preparation
of this story, including the range
of Weber carburettors for photographs was totally necessary and
very much appreciated.
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Baskerville 1000
As usual, 'plenty of time to
prepare the 75 for its second
Baskerville 1000' became 'Do
the brakes and clutch work?'
Fortunately bleeding the
clutch from the bottom up
had mostly worked and a
short drive on Mr Mitchell's
gravel approaches made it
quite good really. The brakes
felt all right, which is high
praise compared to troubled
times without rear brakes and
a pedal that might reach the
floor.
Graham had found better
wheels and wider tyres; hopes
were high for marginally better handling. The cooling system had been flushed and
heaps of leaf matter removed
from behind the grille and in
front of the radiator, so confidence soared (well, climbed a
bit anyway) that there would
not be a repeat of the over-
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heating incident near the end
of the first event.
Out at the track, paperwork
was finally complete and
Robert prepared to do the
warmup laps but when he
turned the key the starter
turned but the engine did not
and would not fire.
Half an hour later with Graham's sturdy Mercedes
providing battery power,
most of the plugs cleaned
and helpful advice from Steve Caplice, it spluttered into
life.
We then set about keeping
approximate time with phone
lap timers, putting up '+', '-'
or blank on our pit board,
beautifully fashioned by
Graham and sporting some
red, green and white.
The experience inside the 75
was not comfortable but interesting and great practice

for driving while looking in
the mirrors most of the time.
There appeared to be a dozen
or so Hyundais constantly
appearing in one or both mirrors at any place on the circuit that had a corner in it.
They seemed to be inclined at
absurd angles which means
we have to get rid of the body
roll before attempting any
more long-distance events.
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Baskerville 1000

And then there were the
Blakes
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Peter Lowe/Philip Blake

And then there were the
Blakes: John, Michael and
Philip—unfortunately not all in
the one car, but all in
Mitsubishis!
The boys were with Nathan
Hobson in his Lancer, and the
editor was with Damien Moore
and Garry Griffiths in the
trusty 380.
The 380 was a good deal
quicker than it had been, with
new tyres, lower springs and
new pads and rotors. We went
the whole six hours without
trouble apart from wearing out
some of our new stuff—
perhaps because a couple of us,
or maybe all of us, were going
a bit too fast.
The boys had more interesting
times, shearing a wheel bolt
and having to dash off for new
ones and then do a repair at the
track. They did a good job,
supervised and advised by Steve Caplice and Lew Bush, and
only lost about an hour of racing. They did finish.
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Domain Hillclimb
If Queen Liz thought 1992 was
an annus horibillus, I'd like to know

Andrew Johnstone, Alfa Romeo 105—Winner, Italian A

how she refers to 2020! Annus
bloody terribillis doesn't seem quite
adequate and I'm not sure Her Majesty's vocabulary extends far
enough into expletive territory to do
the year's total faecality proper justice. Let's pretend that I'm not a
potty-mouthed lout, predisposed to
gratuitous use of the F-word, and go
with thoroughly egregious!

One of the most thoroughly egregious things about this very, very
egregious year - for me and my fellow motoring fans, at least - has
been the cancellation of all our favourite events. Targa Tasmania and
Targa Northwest both fell victim to
the C-word, as did the Baskerville
Historics. The Picnic at Ross didn't
eventuate, either.
Possibly even worse for southern
Tasmanian motorsports fans was
that Club Motori Italia's Lufra Hillclimb, which regular readers might
remember is one of my all time favourite outings, also got knocked on
the head. For those not in the know,
the Lufra is held in August each
year and kicks off from outside the
local hotel, overlooking spectacular
Pirates Bay at Eaglehawk Neck,
about an hour's drive from Hobart. It's as good a grass-roots event
as you could hope for, combining
perfect scenery, beautiful cars, spirited driving and a genuinely village
atmosphere that makes it easy for
spectators to wander about in the
marshalling area and to find a perfect spot to take in the action.
Fortunately, CMI's other signature
event - their Domain Hillclimb - did
not succumb to the threat of Covid19, providing a much-needed hit for
motorsports addicts and car-nutters
alike. Like the Lufra, the Domain is
a grass-roots event, organised and
run by the same very competent
motorsports enthusiasts. It's also
similarly accessible, allowing spectators to mingle with drivers, check
out their cars at close range and find
any number of great places from
which to view the action.
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Pat Cullinane, Alfa Romeo GTV—Winner, Italian B

Geoff Storr, Alfa Romeo Alfetta GTV
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Alastair Watson

This year's Domain was held earlier
than usual - on Sunday 27 September - rather than its regular date in
late October, and was the second
time it's been run since the City of
Hobart Council overturned its 2018
ban on the use of the area for motorsports. It certainly was a welcome relief for those of us who've
been deprived of our favourite
sport!
The photos were taken, in no particular order, at various locations during the first three pre-lunch runs. I
hope they adequately show the
range of classic, sports and performance cars competing, as well as
doing some justice to the beauty of
the Domain itself, a usually tranquil
oasis about ten minutes' walk from
Hobart's CBD, popular with mountain bikers, runners and dog walkers. Please enjoy!

Pat Alessandrini, Fiat X1-9

Thanks to CMI and their team of
organisers for putting on an excellent event.

Tristan Roberts, Fiat 850 Sport

Gary Lucas, Fiat-Abarth 130 TC
Strada

Graham Mitchell/Peter Lowe, Allfa Romeo 75

Philip Blake, Fiat-Abarth
OT 1600
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Nigel Nichols—Sprite

Becher Townsend—Austin-Healey BN1

John King—MGB

Jamie Lonergan—Nissan GTR (FTD)

12

Nov/Dec 2020

Domain results

Story and Pics by Upper Middle Petrol Head
http://uppermiddlepetrolhead.blogspot.com/
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Ambulance Private

Pty Ltd

Non-Urgent Ambulance
Bookings:

1300 363 911

24 hours a day, 7 days a week

Ambulance Private Pty Ltd
FOGARTY AUTOMOTIVE
SERVICES

General repairs on all Makes & Models
Specialists in Fiat, Lancia, BMW Alfa Romeo
including spare parts supply
Steve Caplice
0418 148 608
18 Wellington St North Hobart
North Hobart 7000 Ph: (03) 6234 8868
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