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A car is born

Rosinski about to leave the pits. (Photo HMW/R)Checks during testing. (Photo HMW/R)

Giuseppe Albarea was a young engineer who had joined 
Gordini and continued into the Renault Sport era right through 
to the F1 period of recent times. Now retired for several years, he 
recalls throughout both volumes of our story what he remembers 
of those times. Giuseppe Albarea: “I began at Gordini in January 
1963, working in the design office as a draughtsman. I was 
young but I had completed my training and joined two older 
men – Igor Bourimoff and Marc Bande. Gordini was making 
small engines derived from Renault production units for René 
Bonnet. The Gordini factory was at 69 boulevard Victor, near the 
Porte de Versailles, opposite the Parc des Expositions. There is 
a Mercure Hotel there now, but at the time there was a café on 
the site, and the factory wrapped around the café in an L-shape. 
Gordini’s factory was quite old even then, dating from before 
World War II. In those days and in the days just after the war 
they didn’t have much money, so they were used to making 

things simple – whether things always worked or not was another 
question! I remember Mr Gordini tried to spend as little money 
as possible.

“The design office was a glass building within the workshop 
and there were five drawing boards. In the workshop there were 
also the assembly areas, with test benches in the middle; it was 
an open area, so when the engines were running it was very 
noisy in the factory and the neighbours living above and in the 
nearby building used to complain a lot. In the other part of the 
L-shape were the machining workshop and the parts store. Soon 
after I got there I heard about the new arrangement: we were 
going to supply some engines to the Alpine company.”

The first car was finished in the Dieppe works on 5 April 
1963, one day before the scheduled Le Mans trials. They had 
had little time to check the car and resolve any major problems 
when Bernard Boyer took to the track, the car being fitted with a 
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55 cars started the race on a cold but dry day – a mixture 
of the technologies of recent years and one or two startling new 
ones, the foremost being those early GT40s.

Chassis 1708, the M63B of Masson and Zeccoli, ran 
well for the whole 24 hours, finishing 20th overall, fifth in 
the performance index and second in the thermal efficiency 
index. Having lost 30 minutes due to an ignition problem right 
after the start, the climb-back from near last to 20th was some 
achievement.

The first M64 chassis 1709, entrusted to Vidal and Grandsire 
and fitted with the 1001cc engine (car 54), unfortunately went 
out with transmission failure on lap 133, after having been in the 
pits for an hour for attention to the gear dogs. 

No. 47, allocated to Bianchi/Vinatier, the second new M64 
chassis 1710, was also powered by the twin-cam 1001cc engine.

This car weighed in at just 604kg (1331.6lb). Mauro Bianchi: 
“I remember it was quick but a bit scary. We could get 240kph 
flat out, but at that speed and in fact anything over 200 it lacked 
stability and wandered across the road, just as José (Rosinski) 
had reported on the Hunaudières the year before. It was a relief 
to reach the end of the straight and get the brakes on; then 
it became much more stable. Aerodynamically it was a very 

Masson and Zeccoli. (Photo CD)

slippery body, but it just lacked downforce. Another thing: at any 
speed above 200kph if it was raining we got soaking wet as the 
water forced its way in!” 

They finished with 230 laps completed but were not 
classified after gearbox problems, again relating to the fourth 
and fifth speed dogs, which necessitated over an hour in the pits. 
Jean Rédélé was concerned after two gearbox failures and got 
his mechanics to remove the gearboxes from two of the display 
single seaters that were on the Alpine stand in the “village.”

It was Henry Morrogh and Roger de Lageneste who were to 
bring celebration to Alpine and many of the 350,000 spectators 
with the first class win for the team in the 24 Hours, in only its 
second year. 

Roger de Lageneste: “Before I agreed to drive at Le Mans 
for Alpine, I was asked by Peugeot and Charles Deutsch to do 
Le Mans in the CD car with big vertical wings he had designed. 
Before the war he and Mr Riffard were specialists in making 
wings for racing aeroplanes. My friend Alain Bertaut, a great 
racing man (I did the Liège-Rome-Liège with him), asked me to 
test it. When I saw that car in the Paris garage I said, ‘No, it’s too 
big. The front is very good but there is nothing to keep the car on 
the road.’ Well, they asked me to go with the car one night to do 




