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For Jeanne, whose love and encouragement over the years has inspired
my writing; my friend Luigi “Coco” Chinetti, first of our “four musketeers”
who shared the great tales of his late father, Luigi Chinetti, Sr., and his
tempestuous relationship with Enzo Ferrari as the two men created an
automotive legend; and in memory of our two dear friends, fellow authors
Steve Fjestad and R. L. Wilson, who were there with us in Italy when
| began writing the original Ferrari—The Road From Maranello so many
years ago. They may be gone but they will never be forgotten.

Dennis Adler
January 2021
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Foreword

By Luigi Chinetti, Jr.

There have been many examples of iconic figures in the automobile
and automobile racing world. One can think of the great Ettore Bugatti,
whose blue racers and sports cars evoke images of carefree days in the
1920s, and whose personal mystique evoked class and aristocracy.

Bugatti’s natural successor was Enzo Ferrari, who created his own
mystique from relatively humble beginnings immediately after World
War I, to the point where today, thirty-three years after his passing on
August 14, 1988, he is still revered as a man who pursued a dream of
his own and created a legend in his lifetime.

For me it is a particular pleasure to be asked to write this Foreword
to Dennis Adler’s book because my father, Luigi Chinetti, shared
almost every step of Mr. Ferrari’s often turbulent career and helped to

create here, in the United States, the legend that is Ferrari today.

Right: [ uigi Chinetti, Jr., photographed by the author outside one
of the Maranello factories during a tour of Ferrari facilities in 1998.

x
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Picture, if you will, the early 1920s: A war had rav-
aged Europe, leaving it in financial and political turmoil.
The enthusiasm for automobile racing was still strong,
and these times saw a young Enzo Ferrari competing
with Alfa Romeo, alongside greats such as Giuseppe
Campari and Antonio Ascari. Ferrari was quick and
justified his place on the team with a win in the Coppa
Acerbo in 1924.

My father began working with Alfa Romeo at exactly
the same time, and fate was to bring him and Mr. Ferrari
together and create a bond that existed for more than sixty
years. How well my father knew Mr. Ferrari back in those
days I do not know, but for sure the lives of both men
were to become intertwined through their joint passion
for automobile racing.

Around 1931, Alfa Romeo sent my father to Paris,
where he was known as a specialist in the marque and was

to open his own garage. It was there that he developed his

Chinetti, Jr., driving the 365 GTB/4 Daytona
to class victory at Le Mans in 1971,
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skill in persuading wealthy young Frenchmen to buy Alfa Romeos and
then helping them to race. One was Raymond Sommer, one of France’s
finest drivers. My father sold Sommer a 2300 Alfa Romeo, and with it
the two of them won the 1932 Le Mans 24 Hour race.

It was to be the first of my father’s three Le Mans wins. He won
his second Le Mans in 1934, with another French driver, Philippe
Etancelin, again in an Alfa Romeo, and he went on to compete in every
Le Mans race until the beginning of World War II. It was a good life,
but the political climate in Europe, with the rise of fascism in both
Germany under Adolf Hitler and Italy under Benito Mussolini, was to
bring an end to this special era.

The historians have amply stated that, during the 1930s, Enzo Ferrari
had moved from actually racing cars to organizing and running many
of Alfa Romeo’s racing efforts under his own name, Scuderia Ferrari.
He operated from his premises at 31 Viale Trento Trieste in the center
of his hometown of Modena.

It was only when I was in my teens that I fully realized the impor-

tance of my having been present, as a little boy, at the famous meet-

ing on a cold winter day in 1946 when my father and Enzo Ferrari
sat down and created the seeds that were to develop into the Ferrari
concern we know today. One must remember that Italy had been
devastated by the war, and everything was in short supply; yet the
two of them shared a dream that saw beyond those privations, to a
time when people would indulge themselves once more in automo-
biles and racing. The agreement they came to that day was simple.
Mr. Ferrari would build the cars, and Dad would commit to sell-
ing them. These were not just race cars but Ferraris for the street as
well. The two men could see that selling the road cars would pro-
vide money for the racing exploits. It was a marriage made in heaven.

Despite the aforementioned problems, immediately after the war,
Ferrari had the charm and charisma to motivate a workforce that
was being heavily influenced by the Communist Party. Most compa-
nies in Italy were beleaguered by lightning strikes, but his was spared
much of this disruption.

As T understand it, my father returned to Paris as well during this

period and, thanks to the network of influential friends he had built

xz
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up before the war, was able to persuade two of the most successful
French businessmen of the time, Michelle Paul Cavallier and Pierre
Louis Dreyfus, to put much-needed capital into Ferrari, to help with
production, and to create a company that it was hoped would become
asuccess on both the circuits of the world and the public roads. Money
was not wasted, and these investments enabled my father to participate
in and win events such as the Spa 24 Hour race, the 12 Hours of Paris
at Montlhéry, and, of course, the 1949 Le Mans 24 Hours.

During this period, Dad set out to make Ferrari known in the United
States, and to this end he sold Briggs Cunningham the first Ferrari car
imported to these shores. With that car Cunningham was to win at
Watkins Glen in 1949, thus starting the Ferrari legend in America.

However, while introducing the Ferrari into the United States,
Dad was also very instrumental in developing the marque in Europe,
by presenting these early models, the 166 and the 212, in shows
like Paris and Geneva. He arranged for Vignale to build, based on
Giovanni Michelotti’s designs, some of the most stunning, in my

opinion, road cars of the era.

I think it was Ferrari’s victories in long-distance sports car racing
in late 1940s and 1950s that truly established the name. From then
onward the Ferrari legend simply grew and grew. Ask enthusiasts
today about the truly great cars of the postwar period, and the majority
of those mentioned will carry the name Ferrari; the 250 GT Short
Wheelbase, the Spyder California, the 250 GTO, all of them powered
by the indestructible Ferrari V12 engine.

In 1956, Dad created the North American Racing Team (NART) in
order to provide an umbrella under which our clients and promising
new drivers could compete in various events both in the United States
and around the world. In this way we were able to bring these drivers,
who perhaps did not have the financial backing to race at their potential
level, together with other drivers who did. Both could profit from these
partnerships, which gave one the chance to prove his mettle and the
other the chance to improve himself through the garnered experience.

The team could be called a family of clients, drivers, mechanics,
and volunteers, all out to strive for the best results possible. This

relationship became fact when our car won Le Mans in 1965, giving
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Dad his first Le Mans victory as a team owner and Ferrari his last
victory at Le Mans. I was lucky to catch the tail end of this period,
before the circuits were somewhat emasculated by chicanes and
Armco. To be able to race the fabulous Ferrari 312P cars at Sebring
and Daytona was for me a privilege and a high point in my life. I
state this even considering the fact that I was fortunate in winning,
with Bob Grossman, my category at Le Mans in 1971 and, in doing
so, bringing the 365 GTB/4 Daytona into the history books.
Having penned the preceding commentary some fifteen years ago
and now, having read it once again, I realize just how fortunate I have
been to have known a number of the people whose passions, dreams,
and skills built the foundations upon which Ferrari of today relies as
it builds its own structure . . . and it does so with extraordinary speed
and frequency. With Ferrari 75 Years, Dennis Adler demonstrates
this by introducing you, dear reader, to the Ferraris that the current
talent in Maranello has brought to market in just the last few years; the
F12 Berlinetta, F8 Tributo, 812 Superfast, Portifino, and F90 Stradale,

among others. They represent a style quite particular to themselves

matched with an engineering prowess of extraordinary capabilities.
To be fair, there are other cars that can be as fast today, that can be
as striking, that can have a certain cachet and even have a history
of significance. To have it all together in one wonderful automobile,
you must be sitting in one that has a little black horse in the center
of the steering wheel.

Over the same years since 2006, Ferrari has changed substantially,
melding with Maserati and Alfa Romeo in a variety of models
under the Fiat umbrella, and still the Ferraris of today are known
and revered for their advanced engineering, individuality, and
extraordinary designs.

Dennis Adler’s latest book continues a portrayal of the fascinating
story of Enzo Ferrari and his cars over the last seventy-five years
with photography that brings back many memories, not only for me
but, I am sure, for every enthusiast of the Cavallino Rampante. The
name Enzo Ferrari will live forever in the history of the sporting
automobile, and I feel privileged that our family played a part in a

true-life automotive fairy tale.
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Introduction

Cisitalla—Realization of the Modern Sports Car

There is a beginning to every story, and often the
beginning has little to do with how the story ends.
Such is the tale of the Cisitalia, a design in search of a car.

Throughout the first five decades of the twentieth century, the
automobile had captivated the French, the Germans, and the British,
but it had somehow consumed the Italians. Driving and racing be-
came such a national obsession that during the Great Depression, the
Italian government purchased shares of Alfa Romeo stock to ensure
the company’s solvency through the 1930s! You see, it was a matter
of national pride. Alfa Romeo was Italy’s Motorsports champion. The
four-time winner of Frances Vingt-quatre Heures du Mans and
the victor in ten consecutive Mille Miglias. Such unparalleled
success could warrant no lesser fate than surviving the worst of
economic times.

This national passion for motor racing drew a wealthy Italian
industrialist named Piero Dusio into the sport after World War IL

Like Enzo Ferrari, he had made his fortune selling war materials to

INn 1981 the Art Center College of Design cosponsored an exhibition with Fiat Motors of
North America. Among the cars shown was Pininfarina’'s dazzling Cisitalia 202. It's not a
Ferrari, but its clean, elegant shape set the tone for several Ferraris to come in the 1950s.

As a product of the immediate post-WWIl era, this coupe is lauded for its advanced design
language, which did away with many pre-war cues such as running boards, clamshell-style
fenders not integrated into the car's body, and independent headlight structures not built
and fared into the front fenders. INTERFOTO/Alamy Stock Photo

Introduction: Cisitalia—Realization of the Modern Sports Car XU



Right and Below: The Cisitalia 202
was a landmark design. Said Pininfarina

of his father's most important automotive
design, ‘It was the best car he ever did. The
Cisitalia was exhibited in the Museum of
Modern Artin New York, and | think it set
the pace for the design of sports cars.” Karl
Luadvigsen Photograph Collection/REVS
Institute

-

the Italian government. But unlike Ferrari, Dusio had found it profitable, even being
on the losing side, and in 1946 he financed the development of an entire class of single-
seat race cars, known by the graceful contraction of Consorzio Industriale Sportivo
Italia, Cisitalia (eloquently pronounced “cheez-e-tahl-ya”).

Dusio engaged the services of a talented Fiat engineer named Dante Giacosa, who
designed a simple, Fiat-based race car that could be produced profitably in reasonable
numbers. He also hired the former Fiat experimental engineer Dr. Giovanni Savonuzzi
to put the car into production and none other than the great Piero Taruffi to test the first
example. By August 1946, Cisitalia had produced seven of the new Tipo D46 Monopostos.
In their debut race, the Cisitalias took the first three places, and in 1947 the legendary race

driver Tazio Nuvolari steered his sports version of the Cisitalia to a second-place finish

xvi Ferrari



Left:

The rake of the back-
light as it fitinto the
sweeping rear of

the body was another
styling theme that
would be perpetuated
through the 1950s
and’'60s.

Below:

The author met with
Sergio Pininfarina in
1981 for the first of their
many interviews over
the years. Pininfarina
was fifty-five years old
at the time and recalled
with great humor his
early days working for
Mr. Ferrari.

in the Mille Miglia. Orders for the D46 began to roll in. Now Dusio wanted to do the same for sports cars and
underwrote the development of another Cisitalia model, the 202.

In the late 1940s, England, France, and Germany were still reeling from the destruction wrought by six years of
war. Italy, however, being a country motivated by its love of wine, automobiles, and racing, was among the first to
resume production. In 1946, Dusio paid the equivalent of one million francs to secure the freedom of Ferdinand
Porsche from a French prison. The Porsche family repaid the favor by designing the scintillating four-wheel-drive

Cisitalia twelve-cylinder Formula One Grand Prix car for Dusio and his friend Nuvolari. Dusio then spent the last

of his fortune for the design and development of the 1947 and 1948 Cisitalia 202 sports cars.

Introduction: Cisitalia—Realization of the Modern Sports Car xvit



Left:

The smoothly crowned
fenders and oval grille
were portents of things
to come from Pinin
Farinain 1947.

Right:

The ovoid ports were
among many Cisitalia styl-
iNg cues that would be
seen for years to come
on both European and
American automobiles.

For the Tipo 202, Savonuzzi had completed a preliminary layout
at Dusios request, but it was Battista Pinin Farina who finalized the
architecture of thebodyand built the first two Cisitalia 202 coupes. When
the first 202 appeared at the 1947 Villa d’Este Concours d’Elegance, the
automotive world was astounded by both the simplicity of its design
and its fresh approach to sports car styling. Not only did the Cisitalia
send every automobile designer in the world back to the drawing
board but it catapulted Pinin Farina into the postwar spotlight as the
most renowned stylist on both sides of the Atlantic. In the 1950s he

would become the first Italian to design cars for American automakers,

including the magnificent 1952-54 Nash-Healey, the first American

sporting car to have a chassis and suspension engineered in England
(by Donald Healey) and a body designed and built in Italy.

The Cisitalia 202 was the finest expression of Pinin Farina’s highly
personal style, one that was both simple and functional, in contrast to
the then current French design idiom, which was to overstate every
line of a vehicle with coachwork, something Pinin Farina regarded as
both complex and irrational.

The Cisitalia ignited within Italy the granturismo movements in

which a body was conceived as a single profile rather than as a

Xvitt Ferrari



construct of separate panels, as in the traditional prewar blueprint

of hood, fenders, body, and trunk being individual components.
The sleek envelope styling exemplified by the Cisitalia gained
momentum through the 1950s, particularly in the realm of high-
performance sports car design, with smoothly flowing bodies that
satisfied both the eye of the customer and the ideals of the engineer.

The Cisitalia Granturismo Berlinettas produced in 1947 and 1948
were built atop simple Fiat 1100S mechanicals, but one could overlook
the languid four-cylinder in-line monoblock engine beneath the hood

and the Italian automaker’s ordinary underpinnings when they were

surrounded by the swept-back, handcrafted Cisitalia body. Although
the little Fiat engine developed a mere 50 horsepower, the aerodynamic
lines of the Cisitalia allowed the car to cheat the wind and reach a top
speed of 100 miles per hour! Thus the Cisitalia became the symbol
of the enveloping body, a school of design that would be emulated
throughout Europe for the next two decades.

However, by 1949 Consorzio Industriale Sportivo Italia was broke.
Dusio sold the remains and departed for Buenos Aires, along with the
Grand Prix race car designed by Porsche. All that was left of his short-

lived enterprise was a handful of stunning Cisitalia 202 Berlinettas.

A swept-back roofline
and crowned rear
fenders brought

the enveloped body
into harmony as it
wrapped around the
back of the car.

Introduction: Cisitalia—Realization of the Modern Sports Car
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Right:
The interior of the
Cisitalia was also of
Pininfarina’s design
and gave new
pbriliance to the
otherwise pedestrian
Fiat 1100S.

Bottom left:

Split windshields were
still being used in 1947,
but Pininfarina gave

the Cisitalia a stylish
curve at the top and
bottom. The advent
of one-piece, curved-
glass windshields would
e one of the very few
improvements in 1950s
sports car design not
derived from the Cisitalia.

Bottom right:

The Cisitalia Granturismo
Berlinettas produced
iN1947 and 1948 were
built atop a simple Fiat
1100S platform, with

a four-cylinder inline
monoblock engine and
ordinary underpinnings,
all soon forgiven

when surrounded by
handcrafted Cisitalia
bodies. Michael Ward/
Magic Car Pics

‘
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Left:

One can see the Cisitalia’s
influence on the 1953
Nash-Healey, the first
American sports car
designed by Battista Pinin
Farina. Nash president
George Mason insisted
that the hybrid American-
British-ltalian car have

a distinguishable Nash
Ambassador grille, which
Pininfarina worked into
the design. The massive
chromed grille with
integrated headlights
was a little heavy-handed
compared with the sweet
lines of the Cisitalia.

Below right:

The sweeping fender-
line of the Nash-Healey is
almost identical to that of
the 1947 Cisitalia 202.

Piero Dusio had bet the bank on a sports car and lost, but WORLD'S FOREMOST

his money bought the most important design of the postwar era. ~ CAR DESIGNER {

The significance of the Cisitalia is exemplified by its selection for
the 1951 New York Museum of Modern Art exhibition Eight
Automobiles. It came to be regarded as the perfect example of
sports car design. In 1972, Carrozzeria Pininfarina donated a 202

to MOMA’ permanent collection, where the legendary Cisitalia

now serves as an example of machine art.

Introduction: Cisitalia—Realization of the Modern Sports Car xxi






Ferrari

Luigi Chinetti had defied Ferrari’s wishes. Enzo had said he would not build a spyder (convertible) version of the 275 GTB/4 Berlinetta

(coupe). Chinetti thought otherwise. He ordered ten of the new Berlinetta models and sent them just down the road from Maranello to
Sergio Scaglietti, the master coachbuilder who had produced so many stunning Ferrari bodies. There, the ten fixed-head cars were rebuilt
and, with Scaglietti’s mastery, reborn as 275 GTS/4 convertibles. The cars were all shipped to Chinetti’s Greenwich, Connecticut, dealership
and sold under the NART (North American Racing Team) name. In what could be deemed the final insult, Scaglietti had painted the
very first car received by Chinetti a pale shade of sun yellow, or giallo solare in Italian. When the non-factory-authorized Ferrari was
scheduled to be raced at Sebring in 1967, Il Commendatore’ ire could no longer be contained. Enzo did not believe yellow was a proper
color for a competition car bearing his name—they had always been red, and he told Chinetti so in no uncertain terms. Shrugging it off,
Chinetti replied in his Italian-laced English dialect, “Probably, the scorers do not miss yellow so easily” Ferrari peered over his sunglasses,

shook his head, and with a dismissive gesture replied indignantly, “Tu hai fatto un taxi” (You have made a taxicab!).
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Chapter 1

Zero to Seventy-Five Years— T he Evolution of Ferranri

So many automobiles, so many names,
but none can stir the imagination like the mention of Ferrari

In December 1946, one of the most important meetings in
automotive history took place. It involved only two men, whose
futures were to become intertwined and from whose combined efforts
would emerge a marque that has come to be known the world over
as the last word and, for many, the only word in sports cars—Ferrari.

After retiring as director of the legendary Scuderia Ferrari, Alfa
Romeo’s almost unbeatable factory-supported racing team, Enzo
Ferrari established Auto Avio Costruzione to build racing cars under
his own name. Unfortunately, no sooner had he started than Hitler’s
invasion of Poland in September 1939 ignited World War II.

Ferrari managed to earn a living during the war by building ma-
chine tools for the military, but with the end of the conflict and Italy
defeated, there was little need for his tools, and even less demand for
Italian race cars. Ferrari faced a grim future until he received a phone

call on Christmas Eve 1946. It was an old friend, Luigi Chinetti. He

was in Paris and wanted to visit Ferrari in Modena that night to
discuss an idea.

Chinetti had worked with Ferrari at Alfa Romeo in the 1930s, and
the two had become distant friends, Chinetti having moved to the
United States before the war. He was visiting France and Italy that
December when he got word of Ferrari’s quandary. Chinetti knew
of a market for Ferrari’s race cars, back home in the United States,
where wealthy sportsmen were raring to go motor racing now that
the war was over. He explained this to Ferrari, and together they
made a decision to enter into business; Ferrari would build the cars,
and Chinetti would sell them. That was the beginning of a relation-
ship that would become legendary.

Within a year Ferrari was producing a small number of
twelve-cylinder race cars, and Chinetti was building the America

distributorship.

The first Ferrari did

not exactly receive
rave reviews in the
[talian press. After it
appeared at Piacenza
iN1947, one ltalian
newspaper referred to
the Tipo 125 as “small,
red, and ugly.”

Zero to Seventy-Five Years—The Evolution of Ferrari 3



The most significant of
all early Ferrari body
styles, the 166 Mille
Miglia designed by
Carrozzeria Touring.
The earliest examples
appeared in 1948. After
the debut, the 166 MM
was called the Touring
Barchetta, barchetta
meaning “small boat

in Italian. The 166 MM
established Ferrari’'s
pold, oval grille design.

”

Road Cars and Race Cars

The difference between race cars and road cars in the early post-
war era was strictly a matter of interpretation. The race cars could,
for the most part, be driven on the road, and the handful of road
cars produced were also suitable for racing. But like the visually
stunning 166 MM Barchetta, most were far from practical. What
Ferrari needed most for his nonracing clientele was a convert-
ible, and in 1949 the first Ferrari convertible made its debut at the
Geneva Motor Show.

The next significant turning point in Ferrari road car production
came in 1951 with the introduction of the Tipo 212. Whereas racing
had once been Enzo Ferrari’s sole raison détre, the design and produc-

tion of road cars had now taken on equal importance. The profits from

one helped finance the other as
Chinetti continued to bring the
world to Ferrari’s doorstep.

Among the most stylish of
early Ferrari road cars were
those built by Carrozzeria Vig-
nale. The luxurious Vignale 212
Inter was intended as a touring
car but also managed to acquit
itself quite well when pressed
into competition. A pair of 212
Inters finished first and second
in the 1951 Carrera PanAmericana, with Piero Taruffi and Luigi
Chinetti in the lead car, and Alberto Ascari and Luigi Villoresi close
behind.

Between 1948 and 1952, Ferrari continued to increase the swept
volume of his twelve-cylinder engines, with each succeeding version
more fortunate in competition than the last and possessing increas-
ingly attractive coachwork by Touring, Pininfarina, and Vignale.

The 225 S or Sport followed the design of the 212 Inter, with a
Colombo short-block V12, now with a swept volume of 2.7 liters.
The 225 S shared the 212’s chassis, with double wishbone, transleaf
spring front, rigid axle semielliptic spring rear suspension, and the

same physical dimensions.

4 Ferrari



Headlong into the 1950s and 1960s

By the mid-1950s, Ferrari was producing a substantial number of
road cars, and the separation between them and those built for
competition was becoming more clearly defined. However, to say
that there was a “production” Ferrari in the 1950s that could not be
raced would be a bit of a stretch, as would the suggestion that there
was such a thing as a “production” Ferrari—underneath, perhaps,

but the design and construction of bodies remained the work of in-

dividual carrozziera, and this was to become the defining charac-
teristic of Ferrari road cars in the 1950s and 1960s.

During the early part of the 1950s, Ferrari’s road cars varied from
the 212 series (which remained in production until October 1953)
through the 340 America (1951-52), 342 America (1952-53), and
375 America, introduced in 1953. These were the first road cars to
carry the Ferrari name successfully beyond Italy, particularly to the

United States, where Luigi Chinetti had now established Ferrari as

The 356 Cabriolet was
the top of the luxury line
for Porsche. Aimed at
higher-end buyers, the
SC model was intro-
ducedin 1963 as the
first of the new C series
Cabriolets. The Calorio-
let, however, had its be-
ginning in the 1950s as

a 356A model like the
1954 356 13005 Cabri-
olet pictured. The Calori-
Olets reached their final
evolution just as the new
911 was being readied
for introduction as a 1964
model. The 356C and
SC models remained

in production through
March 1966, when the
final 356/1600 SC was
completed, bringing to
an end eighteen years
of 356 series production.
Heritage Images /

Getty Images
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At Spa-Francorchamps
iN 1949, Luigi Chinetti
drove a166 MM to
victory in the twenty-
four-nour event. The
Klemantaski Collection—
www.klemcoll.com

The 212 Inter and Export
models bodied by
Vignale were the height
of ltalian styling in the
early 1950s. The styling
influence of the Cisitalia
could still be seen.

the most prestigious line of imported sports and racing cars in the

country. At this same time in the 1950s, Max Hoffman was also im-
porting and selling the rear-engined Porsche 356 coupes, cabriolets,
and Speedster models through his New York City dealership, along
with the Mercedes-Benz 300SL and 190 SL. The United States was
witnessing the birth of the imported sports car, but none as exclusive
as Enzo Ferrari’s, the crown jewels of European road and race cars.
Upon entering the American market, Ferrari discovered that,
though American cars were heavy, chrome-laden machines, their
engines were very powerful, with large displacements and tremen-
dous horsepower. When big Cadillac and Chrysler engines were
used to power race cars like the British Allards, those cars were out-
running Ferrari in sports car competitions. To level the playing field,

Enzo embarked upon the design of a comparable V12 with tremen-

dous horsepower and displacement. It would come to be known as
the 410 Superamerica.

Although Pininfarina had created several significant body de-
signs for Ferrari by 1956, the shape of the 410 Superamerica was per-
haps the most important in cementing the bond between these two
great companies. Only nine examples of the 410 Superamerica were
produced by Pininfarina in the original 1956 style, but the influence
of the car’s groundbreaking design would be felt for years to come.

Beneath the Superamerica’s long hood was another marvel, a
Lampredi-designed V12 increased to almost 5 liters in displacement
(302.7 cubic inches) and delivering a wheel-spinning 340 horse-
power at 6,000 revolutions per minute. Versions produced in 1958
and 1959 developed a chest-swelling 400 horsepower at 6,500 rpm.

The Lampredi V12 said ciao to the Cadillac- and Chrysler-powered

race cars as it dusted them off in sports car competition.

6 Ferrari
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Ferrari's 225 Sis one of
the most beautiful race
cars ever designed by
Carrozzeria Vignale. A
listing of serial numbers
shows that about
twenty were built during
the model's single year
of production, 1952,
and that all but one had
coachwork by Vignale.

Below:

With a need to build
road cars as well as
race cars, Ferrari
introduced its first
convertible in 1949,
Bodied by Stabilimenti
Farina, it was shown
at the Geneva Salon
iNn 1949. Luigi Chinetti,
Sr., was there to debut
the first Ferrari ever
displayed at a motor
show outside Italy.

The Great Road Cars

The lineage of the 250 GT series abounds with one legendary car after another, more so than
any other model in Ferrari history, even to this day. Topping that list are cars with unforgettable
names like Tour de France and GTO. The Tour de France, a name affectionately given the early
250 GT models following their domination of the ten-day race in 1956, remained in production
until 1959, by which time a new benchmark Ferrari model, the 250 GT Short Wheelbase Ber-
linetta, was waiting in the wings, ready to take Ferrari into the next decade.

Ferrari unveiled the 250 GT SWB at the Paris Motor Show in October 1959. Built on a 94.5-

inch wheelbase, its overall length was only 163.5 inches (13.6-feet). The blunt-looking fastback

Zero to Seventy-Five Years—The Evolution of Ferrari 7



The 410 Superamerica
redefined the Ferrariimage
in the early 1950s with a
high-performance V12
designed to compete with
America’s big V8s. Thisis a
Series llexample, the last
of twelve built between
1958 and 1959. With the
highest output of the

410 Superamerica line, a
rousing 400 horsepower
from its Lampredi-
designed 4.9-liter engine,
this was the most powerful
road car Ferrari had

yet delivered into the
hands of its customers.
Photographs by Don Spiro

carried a classic Colombo-designed, 60-degree, 3-liter V12 beneath its elongated hood. As a result
of the car’s design, shorter overall length, reduced weight and increased output—280 horsepower at
7,000 revolutions per minute versus 260 horsepower at 7,000 rpm for the Tour de France—the Short
Wheelbase Berlinetta was faster and handled better than its famous predecessors. All of the cars were
equipped with four-speed synchromesh gearboxes and later models were offered with electric over-
drive. The 250 GT SWB was also the first GT Ferrari sold with disc brakes.

The now coveted 250 GT SWB Spyder California made its debut at the Geneva Salon in March
1960. These examples were equipped with new heads and larger valves, increasing output by 20 horse-
power to 280 at 7,000 rpm. The track was widened on SWB models, which were also the first to
switch from lever-type shock absorbers to adjustable telescopic units. The 250 GT was also offered
with a longer 102.4-inch wheelbase designated as the 250 GT LWB, which was to become one of the

marque’s most revered models.
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The Spyder California, in either wheelbase, was one of the first Ferrari “driver’s cars,” ca-
pable of exceptional speed and handling yet comfortable and luxurious enough for daily
use. The last example, chassis 4167 GT, was sold in the United States in February 1963.

In October 1962 came the debut of the strikingly sleek 250 GT Berlinetta Lusso through
which Pininfarina established a new level of style and luxury for Ferrari road cars. Here
was an awe-inspiring stretch of automobile that even today rivals Maranello’s latest aero-
dynamic designs, like the 2021 Roma 2+ Coupe. Production of this now highly collect-
ible 1960s GT totaled only 350 from its introduction at the Paris Motor Show in October
of 1962 until the final body left the Scaglietti atelier in 1964. When the last Lusso pulled
away from Maranello, it also marked the conclusion of the 250 GT era. Over a period of

ten years, the 250 GT designation had been applied to nearly 2,500 cars.

The styling influence of the 410
Superamerica can be seen in this
1958 250 GT Tour de France race car.

Below:

The Pininfarina styling established by the 410
Superamerica can still be seen inthe 250 GT
Spyder California.

Zero to Seventy-Five Years—The Evolution of Ferrari






The Quintessential Ferrari—27/5 GTB

The most charismatic road car to come from Maranello after the
250 GT Berlinetta Lusso was the all-new 275 GTB. Introduced as
a two-cam model in 1964, it was the first of Ferrari’s now legendary
’60s-era Berlinettas offered to customers in either touring or racing
configurations. Equipped with the Colombo-designed, sixty-degree
V12 displacing 3,286 cubic centimeters and dispensing 280 horse-
power at 7,600 revolutions per minute, the 275 GTB was the ulti-
mate expression of Ferrari’s ideology: a road car suitable for racing

that gave up little, if anything, to competition models.

The 275 GTB had been powered by a twin-cam engine but that

was not for long. In 1966 a four-cam model, the 275 GTB/4, was in-
troduced. Sergio Pininfarina’s exotic styling for both the 275 GTB
and 275 GTB/4 captured with great success the better elements of
the competition-built 250 GTO as well as, at the rear, the styling
of the GTB Lusso. The 275 GTB/4 may be as close to perfection as
any sports car has come. Late veteran race driver Phil Hill once de-

scribed the 275 GTB/4 as “like a boulevard version of the GTO”

The 250 GT Short
Wheelbase Berlinetta
was the consummate
dual-purpose race

and road car inthe

late 1950s and early
1960s. Unveiled at the
Paris Motor Show in
QOctober 1959, the 250
GTSWBwas builtona
94 .5-inch wheelbase
with an overall length

of only 163.5 inches.
The purposeful-looking
fastback carried the
classic Colombo
designed sixty-degree,
3-liter V12 beneath its
elongated hood. Here
the Wolfgang Seidel
SWB powers through
Goodwood’s famous
Woodcote corner at
the August 1960 Tourist
Trophy race. Klemantaski
Collection/Getty Images
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Out with Tradition—

The Daytona

Ferrari had established a “style” with the
Touring Barchetta that gave every car from
Maranello a menacing look, with wide, egg-

crate grilles that seemed to consume the

fronts of the cars and looked as if they could

just as easily consume the cars in front of

The 275 GTB/4 was followed by the groundbreaking 365 GTB/4,

them. However, for the new 365 GTB/4 Day- which deposed the traditional Ferrari grille for a new aerodynamic,
wraparound look with headlights concealed bbehind a clear strip
tona, Sergio Pininfarina and his staft were of Perspex plastic. This is the original prototype built by Pininfarina.

about to take a stunning detour: no grille!

Aerodynamics was the new order in the late 1960s, and this dictated a new front Far left:
Among the rarest of the
end design for Ferrari. The Daytona did away with the traditional oval Ferrari grille, landmark Ferrari 275
GTB models was the
competizione model
designated 275 GTB/C.
The car featured a

design on Ferrari’s road cars, but with the 365 GTB/4 there were no front fenders, at ~ llghter-weight all-alloy
body construction.

replacing it with a sleek, aerodynamic fascia that also eliminated the need for conven-

tional headlights. For more than twenty years, headlights had been a part of the fender

least not in a traditional sense. For this model, Pininfarina chose to set the headlamps
back under a single band of clear plastic, which blended with the line of the front end
and hood. The design was dazzling and adventurous, and it broke with all previous

canons of Ferrari styling.
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Sitting still or racing

down the highway, the
365 GTB/4 Daytona
rewrote the book on
Ferrari styling. Heritage
Images/Getty Images
The Mid-Engine Ferranri
was a rousing 380 horsepower at 7,200 rpm. This would be the first
Racing has been the foundation for nearly all of Maranellos advance-  of an entire generation of rear-engine, twelve-cylinder models that
ments in the design of road cars. One of the most significant was the ~ would remain in production for more than twenty years.
development of the boxer engine in 1964. Ferrari’s first flat-opposed The 365 GT4 Berlinetta Boxer was the first Ferrari road car since
(180-degree) boxer engine was a twelve-cylinder, 1.5-liter Formula  the 275 GTB/4 to actually give drivers a sense of what it felt like to
One engine with 11:1 compression ratio, Lucas fuel injection, and  be behind the wheel of a race car. It remained in production until
output of 210 horsepower at 11,000 revolutions per minute. late in 1976, when the new 512 Berlinetta Boxer was introduced.
Ferrari’s first mid-engine production sports car (discounting the ~ Though the body styling of the 512 was almost identical to that of its
Dino) was the 365 GT4 Berlinetta Boxer. Introduced in 1974, it was ~ predecessor, Pininfarina’s revised styling added a chin spoiler, or air
equipped with a 4.4-liter production version of the competition en-  dam, beneath the narrow eggcrate front grille and aircraft-inspired
gine mounted behind the driver and ahead of the rear axle. Output ~ NACA ducts on the lower body sides forward of the rear wheels.
14 Ferrari



The mid-engine
Ferraris were the
closest Maranello
cameinthe 1970sto
putting drivers behind
the wheel of a road-
going race car. The
512 Berlinetta Boxer
remains one of the
most spectacular of all
Ferrarimodels.
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Opposite:

The 308 GTB, GTS,

and later 328 series
GTB Berlinetta and
GTS Spyder (shown)
were among the
most popular and

affordable of the road

cars produced by
Maranello in the

1970s and 1980s.

The new model employed the same blended media construction as
the 365 GT4 BB. The use of glass fiber (something Americans had
been familiar with since the Chevrolet Corvette) led to the most dis-
tinctive and memorable styling characteristic of both the 365 and
the 512, a solid division line between the upper and lower molded
body panels. On the 365, the lower part was always painted matte
black. The two-tone color scheme became an option on the 512 BB.
Both the 365 and the 512 boxers were raced by private entrants,
but their time in the sun was brief and the racing effort short-lived.
They were by far the best road cars Ferrari had brought to market
up to that time. Forty-five years after the introduction of the 512 BB,
with its razor-edge styling and incomparable mid-engine layout, it

remains one of the most distinctive of all Ferrari road cars.

A 512 BB Styling Evolution—The 308

Evolution in design has led to many of the most outstanding and best
loved road cars, but none became more ubiquitous than the 308 GTB
and GTS, the most recognized Ferrari ever produced, thanks in part
to Tom Selleck and Magnum PI The television series made Ferrari
308 a household word. Moreover, Ferrari enthusiasts found the 308 to
be the most practical driver Maranello had built up to that time.

For the body, Pininfarina stylists combined the best attributes of
the 246 Dino, the 365 GT Berlinetta Boxer, and the 512 BB to cre-

ate the 308 design. Suspension was all independent in the then tra-

ditional Ferrari layout, and the cars were powered by a four-cam,
ninety-degree V8 engine mounted transversely just ahead of the rear
axle. The 308 offered a spirited 255 horsepower at 7,700 revolutions
per minute and drove through a five-speed transmission. An open
version of the 308, with a removable roof section similar to that used
on the 246 Dino and the popular Porsche 911 Targa, was added to
the line in 1977.

The longest running model in Ferrari history, the 308 continued
on into the 1980s in improved versions, the 308GTBi, 308GTB Qv

(quattrovalve), and 328 Berlinetta and Spyder.

Pininfarina

The latest generations of Ferrari owe their evolution to cars that were
designed in the late 1980s, beginning with the company’s 40th-anni-
versary F40 model, introduced in 1987. The more comfortable and
stylish F50 anniversary model in 1997 was another benchmark, but
they all shared one thing in common, as did so many other Ferraris
in the late twentieth and very early twenty-first centuries; they were
the signature cars of Sergio Pininfarina.

Before his passing in 2012, Pininfarina had for many years served
as an honorary judge at the prestigious Pebble Beach Concours d’El-
egance and said that he had the pleasure of meeting many people
at the Concours. “And they tell me that they own a new Ferrari, or

an old one, and then they say, “Thank you for what you have done’
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IN 1987 Ferrari celebrated
its fortieth anniversary with
anew model, the F40, a
lightweight Berlinetta
powered by a twin-
turbocharged V8. The
most sensational road car
built up to that time, it had
atransparent engine cover
that revealed a view of

raw Ferrari horsepower as
never before. By the time
the cars were sold out, they
had increased in price from
the $250,000 originally
asked by the factory to
nearly $1 milion.

There is no satisfaction in the world better to me than this” His feelings about Fer-
rari, he once told the author in an interview, were “difficult to describe in Italian, im-
possible in English. When I see all these red cars in the sunshine, I see one lifetime of
work. In one way I feel very proud and, in another, very conscious of the importance
of my position [and Pininfarina’s] with Ferrari for the future”

That future would take form in cars like the 456 GT 2+2, the F355 Berlinetta and
Spider, the 50th-anniversary F50, the stunning 550 Maranello, the Modena, the Enzo
(one of the first twenty-first-century Supercars), and the 575 Maranello, among others

to bear the Pininfarina emblem on their bodies.
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The Twenty-First-Century Ferraris

In the first twenty years of the this century, Ferrari designs have left us
at times speechless with their beauty and breathless with their perfor-
mance. These models began with the 2002 Ferrari Enzo; the sleek lines
of the 2007 F430 Berlinetta and Spider; the 612 Scaglietti and 599 GTB
Fiorano (named after the Fiorano Circuit, the Ferrari factory’s race-
track in Modena, Italy); the F60 (celebrating six decades of Ferrari in
America); the LaFerrari, introduced in 2013; the California T that fol-
lowed a year later; and the even more astounding road cars introduced
in 2016, like the 488 Spider, the 488 GTB, and the 2016 GT'C4 Lusso

2+2 employing Ferrari’s four-wheel drive technology.

Today, Ferrari’s design department, known as the Centro Stile,
is located in Maranello and is home to over a hundred designers
and automotive engineers creating the Ferraris of the twenty-first
century. Over the short span from 2017 to 2021, and now as we ap-
proach Ferrari’s 75th anniversary in 2022, the models introduced
have continually left us awed by new and inspiring designs, includ-
ing the F12 Berlinetta; the F8 Tributo; the V12-powered 812 Su-
perfast, a name long associated with Ferrari’s most powerful road
cars; the Portofino, which replaced the California T in 2017; and

the 488 Pista, introduced in 2018 as the (then) fastest V8-powered

Ferrari in history.

With the company

not wanting a reprise
of the F40 debacle
caused by speculators
buying cars for resale
as the supply ran out,
F50s were delivered
to selected customers
onlease; only after

the term of the lease
could they be resold.
At nearly $500,000 a
copy when new, and
with every one of the
349 cars built through
1997 pre-sold, Ferrari
achieved both price
control and exclusivity.
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Among the

most exciting of
contemporary models
is the 550 Maranelo.
Designed by Pininfarina,
this graceful new
sports car readied
Ferrari for the turn of
the century.

New Ferrari models for 2020 and 2021 have set new and even
higher performance standards, beginning with the F90 Stradale,
powered by a 769-horsepower twin-turbo V8 and a trio of electric
motors that add another 217 horsepower (on demand). The new
Ferrari gas/electric hybrid can generate up to 986 horsepower and
is also the first all-wheel-drive Ferrari with a mid-mounted engine.
Originally offered as a Berlinetta, a Spider version with a retractable
hardtop takes the design to yet another level for a car that can race
from 0 to 60 in 2.5 seconds!

The 2020 and 2021 model years also saw Ferrari add the 812 GTS,
a Spider version of the 812 Superfast, already the fastest and most

powerful Ferrari road car yet; the sleek, almost seamless mid-front

engine Roma 2+ Coupe (perhaps the most aerodynamic road car

ever); and the Portofino M 2+2 Spider.

Now the world awaits another legendary anniversary car and the
next generation of Ferrari road and race cars for the company’s 75th
anniversary. One thing we know is that by 2022 Ferrari will have its
first luxury crossover four-wheel-drive SUV, the Purosangue (purr-o-
sang-gray), which means “thoroughbred” in Italian. This will put the
Cavallino Rampante into the rarified six-figure air occupied by ve-
hicles like the Maserati Levanta, Rolls-Royce Cullinan, Lamborghini
Uris, Aston Martin DBX, and Bentley Bentayga Mulliner. The Puro-
sangue will be based on the Roma 2+ Coupe platform, and will, of

course, be the only SUV that looks like a Ferrari!
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Top right:
When Ferrari
announced that it
was investigating
hybrid/electric-
motor-assist
technology
naysayers moaned
that “Ferrari was
going to build a
Prius” which, of
course, wouldn't
and didn't
happen. Then
CEO and product
development
chief Amadeo
Felisa clarified that
"this technology
could have some
benefitin terms
of future carbon
footprint emissions
regulations, but
wait until you see
the performance
potential of it." He
was correct, and

DK Engineering today the SFOO

sits at the top of
Ferrari's road car
ladder in terms of
pure performance
capability. Martyn
Lucy/Getty Images

Left: Something Wicked This Way Comes . .. The LaFerrari/ Bottom right: Among all of Ferrari's imited edition, high-per-

fighter jet connection metaphor isn't as tenuous as some might formance special models, the F430 Scuderia, particularly in the

think. Both leverage high-technology solutions to achieve ever rare 16M Aperta open-topped configuration shown, is among

higher performance, and much of the LaFerrari's metallurgy and the most popular and sought after, earning the catchy nickname

composites construction grew out of military aircraft develop- “Scud Missile.” Michael Ward/Magic Car Pics

ment. Michael Ward/Magic Car Fics
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Chapter 2
Enzo Ferrar’s Venture—An Independent Decision

“My return to Modena . . . represented . . . an attempt to prove to myself and
to others that, during the twenty years I was with Alfa Romeo, not all my
reputation was second-hand and gained by the efforts of others.

The time had come for me to see how far I could get by my own efforts.”

—Enzo Ferrari

It is unlikely one could travel the world today and find any country, any town or city, where
the name Ferrari is not known. Even in the 1930s, long before he had a company bearing his own

name, Enzo Ferrari was well-known as the mastermind behind Alfa Romeo’s factory-supported

Now a respected
racing team—Scuderia Ferrari. driver for Alfa Romeo,
amore serious-
Born in Modena, Italy, on February 18, 1898, Enzo was the son of a local metal fabricator. When looking Enzo Ferrari
was photographed

Enzo was ten, his father took him and his brother, Alfredo Jr., to an automobile race in Bologna. Enzo oo .
with his mechanic,

Eugenio Siena, at the
May 1924 Pescara-
Coppa Acerbo.

watched intently as Vincenzo Lancia and Felice Nazarro fought for victory in the 1908 Circuit di
Bologna. “This race made a great impression on me,” wrote Ferrari. After sitting through several

more, young Enzo was certain that he wanted to become a race driver, but at age eighteen his world

fell apart when he lost both his father and his older brother. “My father,” wrote Ferrari, “died
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IN 1920, an exuberant
Enzo sits behind

the wheel of an Alfa
Romeo race car.

Top right:
Ferrariand
mechanic Siena
pictured in the 1924
Alfa Romeo RL Targa
Florio at the Pescara-
Coppa Acerbo,
Circuito dell Aterno,
July 13,1924,

beginning of 1916 of one of those bouts of pneumonia that the doctors

today can defeat in a few hours. My brother, Alfredo, too, died the same
year of a malady caught whilst doing military service work. I found
myself quite alone and at a turning point in my life” Enzo entered the
army and spent World War I working as a farrier. He contracted the
flu during the great epidemic of 1918 and barely survived. After that,
he decided to fulfill his one childhood dream, that of becoming a race
car driver.

Discharged after the war, he entered his first major competition
in 1919; it was the grueling Targa Florio, which was run through
the treacherous Sicilian mountains. Driving for Costruzioni

Meccaniche Nazionali, C.M.N. for short, he finished a respectable

ninth place, what one might describe as a trial by fire for the twenty-
one-year-old Ferrari. It was a most unusual race, as he recounted.
Co-driving with his friend Ugo Sivocci, Ferrari found himself in a
blizzard atop the Abruzzi mountains. “[We were] facing a risk we
had never bargained for: we were chased by wolves! These were put
to flight, however, by shots from the revolver which I always kept
under the seat cushion and by the arrival of a group of road gangers
armed with torches and guns” Ferrari and Sivocci would have
finished higher but were detained by a roadblock set up outside
Campofelice by the carabinieri (Italian police) to stop traffic while

the president of Italy, Vittorio Emanuele Orlando, made a speech.

Afterward they were permitted to go but were caught behind the
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presidential motorcade until it turned onto another road. Ferrari
recalled, “When we eventually arrived, the timekeepers and
spectators had all disappeared with the last train to Palermo; a
carabiniere, armed with an alarm clock, was patiently recording the
times of the last arrivals, rounding them off to the nearest minute.
On Monday, I went round to see Don Vincenzino Florio [the event’s
organizer]. ‘Well, what are you grumbling about?’ he said in his
usual blunt way. ‘You were late, you risked nothing, and we are even
making you a present of including you in the classification!” I was
given ninth place, which was supposed to represent a success, albeit
a small one. That was Don Vincenzino Florio! I considered him as a
preceptor and, later, counted him as a friend”

Through Sivocci, Enzo found employment with Alfa Romeo later
that year, beginning a career with the renowned Italian automaker
that would last twenty years.

His youth, determination, and fearless bravado behind the wheel
made Ferrari a strong competitor. In 1920 he returned to Sicily
and finished second in the Targa Florio, driving one of the 4.5-liter,
four-cylinder cars, after which he came under the patronage of Gior-
gio Rimini, Nicola Romeo’s aide and director of sales and racing. In
1923, Enzo was racing and winning at the famed Circuit of Sivocci
at Ravenna when he met the father of the legendary Italian World
War I flying ace Francisco Baracca. The senior Baracca was so en-

amored with the courage and audacity of young Ferrari that he pre-

Ferrariand riding
mechanic in the

model in 1924

sented Enzo with his son’s squadron badge, the famous Cavallino

Rampante, the prancing horse on a yellow shield. This was to be-
come Ferrari’s symbol, first as the head of Alfa’s racing team, Scude-
ria Ferrari, and later that of his own company.

Ferrari was declared a full factory driver for Alfa and was scheduled
to compete in the most prestigious race in Europe, the French Grand
Prix. What happened next has never been explained, but Ferrari suf-
fered what those close to him called a “crisis of confidence” and with-
drew from the biggest race of his career. Rather than leave the team,
however, he became Giorgio Rimini’s right-hand man. He didn’t race
again until 1927 and continued to race occasionally until 1931, as well
as manage the Alfa team. He said, “I resolved to withdraw from ac-

tive participation in motor racing in January 1932, when my son Dino

cockpit of an Alfa
Romeo RL Targa Florio
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Ferrariis surrounded
by Alfa Romeo
drivers and
mechanics after
winning the 1924
Pescara-Coppa
Acerbo, Circuito
dellAterno.

was born. My last race of the previous season had been on the 14th of
June, when I competed in the Bobbio—Monte Penice, up the hills to
the south of Piacenzia. I had a new 2,300cc Alfa Romeo eight-cylin-
der designed by [Vittorio] Jano, and won first place. That day, however,
I made a promise to myself that, were I to have a son, I would give up
driving and go in for something in the way of organization and busi-
ness. I kept that promise”

The turning point in his life that helped make this decision

possible had come after Alfa temporarily withdrew from racing

in 1925 and turned to Ferrari to assist their racing clientele with

mechanical support, delivery of cars, and whatever other services
were required. In exchange Ferrari was guaranteed technical
assistance from the factory, which purchased stock in his new
company, Scuderia Ferrari.

The world had met Enzo Ferrari at the 1919 Targa Florio but it
came to know him as a result of the other great Italian race, the
Mille Miglia. Said Ferrari, “When I talk about this race, I feel quite

moved, for it played such a big part in my life. I knew it as a driver,
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a team director, and a constructor. In fact, this race not only

provided enormous technical advances during its three decades, it
really did breed champions. The race was an epoch-making event,
which told a wonderful story. It created our cars and the Italian
automobile industry and permitted the birth of grand touring cars,
which are now sold all over the world, fully justifying the old adage
that motor racing improves the breed”* During his tenure with Alfa
Romeo, Ferrari’s team won the Mille Miglia ten times!

Enzo Ferrari had created the largest racing team ever assembled
by one individual, with Giuseppe Campari and Tazio Nuvolari as
his star drivers. In all there were fifty drivers being supported by

the Scuderia, which in its first full season competed in twenty-two

* Andy Marks, “The Great Races,” published in Car Collector magazine, 2005

events, winning eight outright and scoring high in several others.

It was a very good beginning.

Alfa Romeo continued to support Scuderia Ferrari as the official
racing department of the factory throughout the 1930s. And when
financial troubles arose because of the Depression, the Italian racing
tire manufacturer Pirelli interceded and convinced Alfa to continue
supporting the Scuderia. The Italian government even stepped in, as
previously mentioned, and purchased shares of Alfa Romeo stock to
keep the company solvent.

Shortly after the birth of Enzo’s first son, Alfredo (named after
Ferrari’s late father and brother, but later known by the nickname

Dino), the millionaire sportsman and race driver Count Carlo

Far left: By 1934
Ferrariwas managing
the Alfa Romeo rac-
ing team. He is seen
here at Parma-Poggio
di Berceto, with Achille
Varzi behind the wheel
of this magnificent Alfa
Romeo P3.

Near left:

Ferrari (far right) and
two of the greatest
drivers of their time,
Tazio Nuvolari (far

left) and Count Carlo
Felice Trossi (right
center). The third driver
is identified only as
Brivio. He raced for the
Scuderia in 1933G.
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OnMay 11,1947, the
very first car bearing
the Ferrariname
appeared in publicin
Iltaly. Sports cars were
practicing for racing
at Piacenza, and two
versions of the new
Ferrari Tipo 125 S1.5-
liter sports car were
shown. One was
asimple, two-seat
Spyder Corsa, later
referred to in an Italian
newspaper as “small,
red and ugly.” The
example shownisa
166 Spyder Corsa, one
of the very first Ferrari
race cars builtin 1947,

R . 18
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Felice Trossi decided to invest in Scuderia Ferrari. He later became
president of the Scuderia, thus freeing Ferrari to devote his total
attention to the team, which was coming up against extraordinary
competition from Mercedes-Benz and the German Auto Union.

The late 1930s were not as rewarding for the Scuderia as Ferrari

and Trossi had anticipated. The Germans were almost unbeatable.

With the exception of Nuvolari’s victory in the 1935 German Grand
Prix, major victories for Scuderia Ferrari and Alfa Romeo were few
and far between through the rest of the decade, as Mercedes and the

Auto Union continued to dominate.

In his memoirs, Enzo wrote of Nuvolari’s incredible driving skills.
With Ferrari as a passenger in Nuvolari’s race car, the great Italian
pilota was prerunning the Three Provinces Circuit, upon which he
had never competed. Writes Ferrari: “At the first bend, I had the clear
sensation that Tazio had taken it badly and that we would end up in
a ditch; T felt myself stiffen as I waited for the crunch. Instead, we
found ourselves on the next straight in perfect position. I looked at
him: his rugged face was calm, just as it always was, and certainly
not the face of someone who had just escaped a hair-raising spin”

Ferrari continued to note that he experienced the same sensation
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through the next several bends. “By the fourth or fifth bend I began

to understand; in the meantime I noticed that through the entire
bend Tazio did not lift his foot from the accelerator, and that, in
fact, it was flat on the floor. As bend followed bend I discovered his
secret. Nuvolari entered the bend somewhat earlier than my driver’s
instincts would have told me to. But he went into the bend in an
unusual way: with one movement he aimed the nose of the car at the
inside edge, just where the curve itself started. His foot was flat down,
and had obviously changed down to the right gear before going
through this fearsome rigmarole. In this way he put the car into a
four-wheel drift, making the most of the thrust of the centrifugal

force and keeping it on the road with the traction of the driving

wheels. Throughout the bend the car shaved the inside edge, and
when the bend turned into the straight the car was in the normal
position for accelerating down it, with no need for any corrections.”

Ferrari went out with Nuvolari repeatedly in the 1930s, remarking
that “each time I seemed to be climbing into a roller coaster and
finding myself coming through the downhill run with that sort of
dazed feeling that we all know”

In 1937, Ferrari found himself with a new dazed feeling. Alfa
Romeo decided to bring the racing department back in-house,
appointing Ferrari Direttore Sportivo under the management of
the new Alfa engineering director, Wilfredo Ricard. There was an

almost immediate acrimony between the two men. Ricard was a

Far left:

The Ferrari 166
Spyder Corsa was
rudimentary in its
design with a plain
metal dashboard
and only essential
instrumentation. The
right-hand-drive race
car was equipped
with a four-speed
transmission. The
gearshift was marked
in Roman numerals.

Near left:

The 166S engine,

first seen in 1948,
displaced 1,995 cubic
centimeters, compared
tothe 1946-47 Tipo 125
GTand 125 S engines
with swept volumes

of 1,496.7 cubic
centimeters. Output
was increased from

118 to 150 horsepower
at 7,000 revolutions
per minute. All of the
engines utilized three
3x 30 DCF carburetors.
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The 166 MM Touring
Barchetta was

the first sports car
ever shownon a
Ferrari chassis. The
aggressive body was
set atop the patented
Superleggera welded
tubular steel frame

on awheelbase of
2,200 milimeters
(86.6 inches). Track
measured 1,270
millimeters (49.8
inches) front and
1,250 milimeters (49.2
inches) rear. The front
suspension used
Ferrariindependent
A-arm design,
supported by a single
transverse leaf spring.
The rear utiized alive
axle with semielliptic
springs and parallel
traiing arms on each
side. Shock absorbers
were the Houdallle
hydraulic lever action
type. The car pictured
was originally raced by
Luigi Villoresi and later
sold to the race driver
and Ferrari importer
Luigi Chinetti.

Spaniard with impressive credentials. He was a gifted speaker, fluent
in five languages, and he quickly captured the political support of
Alfa management. Said Enzo, “He impressed Ugo Gobbato [Alfa
Romeo’s manager], I believe, with the way in which he presented
his plans, with the clear and elegant manner in which he expressed
himself, with the ease in which he pursued publications of every
country, and finally, with the air of authority with which he knew
how to submit explanatory diagrams prepared by a young graduate
he had engaged as secretary for the Special Studies Office, namely
Ing. [engineer] Orazio Satta, later to become Alfa Romeo’s design
manager and the virtual father of the Giulietta car” Though his
appraisal of Ricard’s credentials sounded enviable, Enzo found

his new boss a strange individual with whom he could not work.
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“With sleek, oiled hair and smart clothes that he wore with a
somewhat Levantine elegance, Ricard affected jackets with sleeves
that came down far below his wrists and shoes with enormously thick
rubber soles. When he shook hands, it was like grasping the cold,
lifeless hand of a corpse,” remarked Ferrari. When he finally decided
to inquire about the unusual shoes Ricard’s reply left Ferrari almost
speechless; the director answered straight-faced and deadly serious,

“A great engineer’s brain should not be jolted by the inequalities of
the ground and consequently needed to be carefully sprung”

Ricard proved to be a buffoon after several of his designs failed,
but Ferrari, having been Il Commendatore for so many years, found
his subordinate position untenable, and in 1939 he left, bringing to a
close his twenty-year career with Alfa Romeo.

Saying that he left Alfa Romeo in 1939 is a genteel way of saying
he was fired. Ferrari began having repeated arguments with Gobbato
over Ricard, and as Ferrari wrote, his heated discussions with Alfa’s
manager created a rift between them “that became unbridgeable
and led to my dismissal. The crisis caused me to realize two things.
Firstly, that I had been for too long a time with Alfa Romeo; and
secondly, that when one is too long in an even indirect supervisory
job, in the end the wear and tear inevitably begins to tell. I also came
to the conclusion that to spend a whole lifetime with one firm was a
mistake for anybody who wanted to learn: to learn, one must move

about and do other jobs.”

It was November 1939, and, after two decades with the same

company most men would have taken their pensions and retired
to a life of leisure, but at age forty-seven, Enzo Anselmo Ferrari
had another idea; he sought a reaffirmation of his destiny. Rather
than retire on the laurels of his brilliant career with Alfa Romeo, he
embarked upon a new adventure as an independent industrialist,
establishing a factory in Maranello, the Emilian town situated on the
flat plain of the Po in the mountain chain of the Apennines some ten
miles south of his birthplace in Modena.

Ferrari later described this decision to start anew: “My return
to Modena after twenty years, in order to transform myself from a
racing driver and team organizer into a small industrialist, marked
not only the conclusion of what I might call an almost biological cycle,

it represented also an attempt to prove to myself and to others that,

The interior of the 166
Barchetta features
beautiful hand-sewn
leather upholstery and
trim. Its simplicity of
design was purely race
bred. The cars were
considered luxurious, or
lusso, when given the
full interior treatment.
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The spare took up most

of the Barchetta's trunk,
and what was left was
consumed by the fuel tank.

during the twenty years I was with Alfa Romeo, not all my reputation
was second-hand and gained by the efforts of others. The time had
come for me to see how far I could get by my own efforts”

Indeed, the accomplishments that had made Scuderia Ferrari
renowned throughout European racing circles in the 1930s would
serve to establish Enzo Ferrari as an automaker the moment word
got out that he was going to build his own cars.

Ferrari named his new endeavor Auto Avio Costruzione. The
first race car was built in 1939 in the old Scuderia Ferrari workshop
in Modena. His first customers were Alberto Ascari and the
Marchese Lotario Rangoni Machiavelli of Modena, who might be
regarded as Ferrari’s first patron. The eight-cylinder, 1.5-liter race
car was designed by Alberto Massimino, who had also left Alfa
Romeo’s racing division. It was ready for the 1940 Grand Prix of
Brescia, which was run in place of that year’s Mille Miglia. The car,
however, bore neither Ferrari’s name nor the Scuderia Ferrari crest.
Lamented Ferrari, “I was still bound by a clause [in the agreement
signed with Alfa Romeo upon his departure] that forbade my
reconstituting the SScuderia Ferrari or engaging in motor racing
activities for four years” Alfa Romeo management feared that the
Ferrari name might be misconstrued as still part of the company’s

racing department. Thus, Ferrari’s first race car was known simply

as Model 815, indicating the number of cylinders and the engine
capacity—eight cylinders, 1.5 liters.

As for the four-year noncompetition agreement, that was easily
consumed by World War II, but by June 1945, a month after V-E
Day, when Enzo was free to begin building cars under his own name,
there were precious few customers with the liras to purchase one.
Being on the losing side of the conflict had left Italy in a shambles
both financially and, in some regions, where ground battles had
been fought by Allied and German forces, quite literally. Ferrari had
survived the war building machine tools for the military, and now,
free to resume his automotive career, he was disillusioned by the
dearth of patrons for handcrafted racing machines in Italy. Had it
not been for the intervention of Luigi Chinetti, there might not have
been a Ferrari legend to be written.

Luigi Chinetti, Sr., also worked for Alfa Romeo in the 1930s and
had become a long-distance friend of Ferrari’s after moving to the
United States at the beginning of the war. He had accompanied
the Ecurie Schell Maserati team and the French race drivers Rene
Dreyfus and René Le Bégue to the United States, where they were
going to compete in the 1939 Indianapolis 500. Chinetti had
signed on as the team manager. When the war prevented him from

returning to Europe, Chinetti decided to stay in the United States.
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And after the attack on Pearl Harbor, which drew America into the
conflict, he decided to make New York his home and become an
American citizen.

After the war, Chinetti, his wife, Marion, and young son, Luigi Jr.,
traveled to France, where they planned to vacation before going on
to Italy. In Modena, Enzo Ferrari was struggling with the likelihood
that he would never again build race cars. Chinetti heard of this, and

on Christmas Eve 1946, the forty-five-year-old Italian race driver

and automotive entrepreneur packed his wife and son into the car

and drove to Modena. Rather than celebrating the holiday, he found
Enzo sitting alone in his office, contemplating the future. He was at a
crossroad, torn between an unfulfilling business and the need to return
to what gave him pleasure—the design and production of race cars.
Luigi Chinetti, Jr., remembers that wintry Christmas as being like
a scene from an Ingmar Bergman film. Though only a child at the

time, he has never forgotten his first impression of the imperious

The sensuality of Ferrari
was seldom more evident
than in the first sports car,
the Touring Barchetta. The
aggressive grille opening
and hood scoop influenced
automotive designsin
Europe, Great Britain, and
the United States well into
the 1960s. Here Emilio
Giletti presses his 166MM
Barchetta to an 11th place
finish at the 1952 Bari
Grand Prix at ltaly's storied
Circuito del Lungomare.
Corrado Millanta/
Klemantaski Collection/
Getty Images photo
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IN 1952 Enzo Ferrari presented this 212
Touring Barchetta to Henry Ford II. The car's
avant-garde styling may have contributed
to the design of the 1955 Thunderbird. This
car chassis 0253/EU was built on Ferrari's
long 2,600-milimeter (104-inch) wheelbase.
The short wheelbase models had a length of
only 2,200 milimeters (86.6 inches).
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Enzo Ferrari sitting in his cold, dimly lit office, a single bare bulb

hanging from the ceiling above his desk. In the frugality of the early
postwar years, heating office buildings was almost unheard of, and
the small room was so cold that, when Ferrari first spoke, his breath
hovered in the air like fog.

Chinetti Sr. sat and explained to Ferrari that there was indeed a
market for his race cars, not in Europe but in the United States. He
then laid out a plan. “Let’s make automobiles,” he said. “That is the
one thing we are good at.” Ferrari considered the idea and spoke of
hiring Gioacchino Colombo, another former Alfa Romeo colleague,
to develop engines. That night Luigi Chinetti and Enzo Ferrari set
into motion events that would lead to the postwar revitalization of
Auto Avio Costruzione, soon to become Auto Costruzione Ferrari.

Of course, neither Ferrari nor Chinetti had the money to start

a new business, but Chinetti had made many connections in the

Far left:

The “Carrozzeria
Touring” winged
emblem and
Superleggera emblem
meant that the car
was of the patented
Touring super-light
construction method
of small, lightweight
steel tubes to which
the body panels
were attached.

One element that
remained consistent
throughout the
production of the
Barchetta was the
interior layout, a
simple, functional
design suited for
racing. On the Ford
car the steering

was changed to

the left side, almost
unheard of for Ferrari
sports and racing
carsin1952. The
transmission was a
five-speed used in
most Ferrari models
of the era.
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Head on, it was 100
percent Ferrariin the
pold styling idiom of
the 19580s.

Carrozzeria Touring

in Milan designed the
original Barchetta body
iN1948. The styling of
the last Barchetta built
for Henry Ford Ilin 1952
was quite different.




world of motor sports and had wealthy friends both in France
and in the United States, investors who could seed the start-up of
manufacturing. Returning to New York, and with only gentleman’s
agreements in hand, he placed orders for the first eight cars. He
then told Ferrari that he could sell twenty-five cars. And he did,
many through the newly organized Chinetti Motors in Manhattan,
which became the exclusive importer for Ferrari automobiles and
parts in the United States.

In creating his first postwar sports cars, Ferrari decided that if
Maserati built four-cylinder engines, Talbot six, and Alfa Romeo
eight, he would build a twelve. It was a resolution that the Ferrari
historian Hans Tanner would later refer to as “daring and farsighted””

On May 11, 1947, the very first car bearing the Ferrari name
appeared in public in Italy. Sports cars were practicing for racing
at Piacenza, and two versions of the new Ferrari Tipo 125 S 1.5-
liter sports car were shown—a simple, two-seat Spyder Corsa,
later referred to in an Italian newspaper as “small, red and ugly,”
and a roadster with full body work by Carrozzeria Touring
Superleggera. The 125 S was powered by a sixty-degree V12
engine designed, as Ferrari had suggested that first night in
December 1946, by Gioacchino Colombo.

By 1948, the Ferrari factory was producing a small number of
twelve-cylinder competition models. One of the earliest examples

to wear the yellow and black Cavallino Rampante emblem was the

Tipo 166 Spyder Corsa, a simple, cycle-fendered version very similar

in appearance to the previous year’s Type 125 S and 159 S. That any
resemblance to a road car could be found surrounding any early
Ferrari chassis was a tribute to the Milanese firm of Touring.

One of Italy’s oldest design houses, Touring was established in
1926 by Carlo Felice Bianchi Anderloni, renowned for designing and
building some of the most exciting sports cars of the 1930s. Enzo
Ferrari’s relationship with Touring dated back to the years when he
had managed the Scuderia, and Anderloni designed and produced
the majority of bodies for the Alfa factory’s racing cars.

Convinced by Chinetti of the necessity to offer models with

more cosmopolitan appeal to serve the needs of both road and

The Superleggera
hood emblem
indicated that

the car was of
Carrozzeria Touring's
exclusive lightweight
construction. The
Superleggera name
became as well
recognized as that
of the Milanese
coachbuilder.

Bold dual air intakes
atop the hood were
among the styling
cues shown onthe
last Barchetta.
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Although the Ford car was
built on the Tipo 212 platform,
the engine was the new
2,562-cubic-centimeter
Colombo V12 used in the 225
Srace cars. The design used
asingle overnead camshatt,
two distributors, wet sump
lubrication, and a trio of 36DCF
Weber carburetors.

The Ford Barchetta was fitted
with Borrani 5.90x15 wire-spoke
wheels, Henry Ford Ilhad the
Borrani wheels reshod with one-
off Firestone 500 whitewall racing
tires, which appealed to him
more than the black Pirell racing
tires the car had come with.

track, Ferrari retained Anderloni to create sports car bodies,

this time to complement the unattractive but successful
cycle-fendered Spyder Corsas that had become standard
Ferrari fare. A year later the first sports car design ever
shown on a Ferrari chassis, the 166 MM Touring Barchetta,
was introduced. Few cars have left such a lasting impression

on the motoring world.

More than half a century after its debut, it is still among the
most admired of all Ferrari models. The styling of the Barchetta
was based in part on the BMW 328 Spyder designed by
Carrozzeria Touring in 1940. All the Barchetta bodies, of which
Touring built some forty-six examples, shared the same sleek,
swept-back lines, long hood, short rear deck, and aggressively

shaped oval grille, establishing this feature as a Ferrari trait for
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years to come. Those very descriptive words, “long hood, short rear
deck,” would be heard echoing from the halls of Detroit automakers
in the 1960s and would be used by Lee Iacocca to describe the
benchmark 1964% Ford Mustang!

The Barchettas visceral styling would also inspire the Tojiero
Specials in England and the AC Ace and AC Bristol, which evolved
into the Shelby Cobras of the 1960s. In one bold stroke, Ferrari and
Anderloni had ingeniously closed the distance between race car and
road car without compromising either.

Anderloni wrote that the styling of the Barchetta was both a fas-
cinating and a courageous undertaking: It was “fascinating because
we were attempting to individualize the Ferrari and not to copy one
of the many ‘Spider’ two-seat sports cars in circulation. Courageous
because the results were obtained by overturning the strictest can-
ons of sports car design, which was normally wide at the bottom,
narrow at the top, and close to the ground” The Barchetta had its
maximum width just over halfway up the side and visibly high off
the ground. It was so different from other sports cars, said Ander-
loni, that when journalists saw it on the Ferrari stand at the 1948
Turin Salon, they found it necessary to nickname the design Bar-
chetta, which means “small boat” in Italian, and from that moment
on the new Ferrari body style was distinguished from all other two-
seat sports cars. Officially, the cars were cataloged as the 166 Mille

Miglia or 166 MM, a name chosen in honor of Ferrari’s 1948 victory

in the grueling thousand-mile Italian road race; Barchetta, however,
was readily used by everyone, even Ferrari.

The Touring design was revolutionary not only in form, utilizing
the firm's exclusive Superleggera or superlight construction method of
small, lightweight steel tubes to which the body panels were attached,
but in color scheme, sheathed in a unique blend of slightly metallicized
red, not an orange red or a lipstick red but a color unique to Ferrari.
Most of the 166 MMs were painted this deep, fiery hue, which has be-
come another Ferrari tradition. Virtually every Barchetta was a race car,
whether a competition model powered by the 140-horsepower Export

V12, or the more luxurious Lusso, with the 110-horsepower Inter V12.

The front-end
treatment was
somewnhat different
from the original
Barchetta design,
but the rear styling
was a total departure
with a unique fender
and tailight design.
Interestingly, this car
was built before either
the 1955 Thunderbird
or the 1953 Corvette!
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Another engine
variation seen with the
Barchetta body was
the Tipo 195 S, This
was produced in 1950
and displaced 2,341
cubic centimeters from
abore x stroke of 65 x
58.8 milimeters. Output
was 160 horsepower
at 7,000 revolutions per
minute. The engine’s
designation was based
on the displacement of
each cylinder, i.e., 1951
cubic centimeters.

The Barchetta’s hand-built body was attached to a welded

tubular steel framework and then mounted on Ferrari’s short
2,200-millimeter (86.6-inch) wheelbase. The front suspension
was Ferrari’s independent A-arm design, supported by a single
transverse leaf spring; the rear, a live axle with semielliptic springs
and parallel trailing arms on each side. Early Ferraris also used

Houdaille hydraulic-lever-action type dampers.

The 166 Mille Miglia was arguably the fastest sports car in the
world at the time, and with it Ferrari’s cannonade across Europe
recorded more than eighty overall or class victories between April
1948 and December 1953. Enzo Ferrari had handily reclaimed his
racing reputation.

In March 1949, Clemente Biondetti won the Targa Florio in a 166

MM, and 166 Inters were first and second in the Coppa Inter-Europa.
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In April, Biondetti and Felice Bonetto, driving 166 MMs, finished first
and second in the Mille Miglia. But it was Luigi Chinetti who brought
Ferrari its greatest victory, co-driving a 166 MM Touring Barchetta
with Britain’s Lord Peter Selsdon in the 1949 Vingt-quatre Heures du
Mans. At nearly fifty years of age, “Iron Man Chinetti” drove twen-
ty-three of the twenty-four hours to clinch Ferrari’s first and most im-
portant international win. He went on to win the Spa-Francorchamps
twenty-four-hour race for touring cars the following July. In 1950, Al-
berto Ascari won the Grand Prix du Luxembourg and the Silverstone
International Trophy. Dorino Serafini and Luigi Villoresi came in sec-
ond at Silverstone, driving a single-carburetor Barchetta, in all prob-
ability the very car pictured in this book, which was sold to Chinetti
and later to the American race driver Bill Spear.

For the longest time thereafter, whenever the name Ferrari was
mentioned, people would immediately picture the 166 MM Barchetta,
the first and perhaps the most charismatic of all early Ferrari sports cars.

The very last Barchetta body was built by Touring in 1952 and
fitted to a 212 chassis. It was given as a gift by Enzo Ferrari to
Henry Ford II and delivered new with the larger 225 (2,715-cubic-
centimeter) engine used in the 225S race cars. Unusual for the era,
Ford’s car was also equipped with left-hand drive. The American
automaker later fitted the black Ferrari with a one-off set of
Firestone 500 whitewall racing tires, replacing the standard and

less fashionable black 6.50-15 Pirellis.

The design of this car, chassis 0253/EU, was the most avant-garde of
all the Barchetta bodies produced by Carrozzeria Touring and defined
a number of styling cues that were later seen in the final version of the
groundbreaking 1955 Ford Thunderbird. One can also see a hint of 1953
Corvette in the car’s coachwork lines, particularly in the rear quarters.

“At FoMoCo,” wrote the Barchetta’s third owner, the former Ford
and later GM styling, product planning, and research executive Dick
Merritt, “the car was ‘off limits’ and only one or two top executives
were even allowed to drive it. The styling people studied it for ideas
at the time they were designing the Thunderbird. It was measured
thoroughly, but I'm sure the engineers never ran any tests, or took it
apart as they usually do” Well, almost.

During the summer of 1955, as it was later reported, a Ford test
driver named Ted Mullee, “working midnights,” discovered Henry
Ford’s Ferrari in the garage, where it was undergoing an exhaust
repair. “Not knowing there were only exhaust headers on the ve-
hicle,” wrote the Prancing Horse editor Howard Payne, “he pushed
the vehicle out of the garage and out to the test track, while all of
the other drivers were at lunch. Once on the track entrance ramp
(2:30 A.M.), Tom fired up the Ferrari; yes he did let it warm up, then
he was off on his midnight ride. I cannot imagine the thrill young
Tom Mullee felt on a warm, moonlit summer night in an open Fer-
rari, with no exhaust restraints, on the high speed loop of the Ford

test track”

Enzo Ferrari’'s Venture—An Independent Decision
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IN 1949 Luigi Chinetti, Sr,
won the 24 Hours of

Le Mans driving a 166
MM. Giving Ferrariits

first significant victory

on foreign sail, Chinetti
(pictured with Selsdon at far
right) drove twenty-three
of the twenty-four hours,
with Britain's Lord Peter
Selsdon clocking only one
hour behind the wheel.
Klemantaski Collection/
Getty Images

Unfortunately for Mullee, the roar of the Ferrari’s unrestrained

2.7-liter, triple-carbureted 225S racing engine awoke just about
everyone staying at the posh Dearborn Inn, just across the street
from the test track! When he exited the track after seven or eight
hot laps, he was met by the track manager and the rest of the test
crew. He got three days off without pay for his indiscretion, but
even years later Mullee reminisced about that night and claimed
it was worth it. Such was the allure of the car Enzo Ferrari gave to

Henry Ford II.

The historian and author Phil Skinner, who knew Merritt, recalls
that Merritt was hired by Ford on November 18, 1956, to be a product
planner for the Special Products Division, which at the time was de-
veloping a new line of cars then known as the E-car. He would be-
come one of the shortest-term employees of the Special Products
Division, for the very next day, November 19, 1956, the announce-
ment came down that the new line of cars would be the Edsel, and
those working on the project would now be working for the Edsel

Division of Ford Motor Company.
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As he related the story to Skinner, Merritt was already a fan of the

Ferrari; its performance, styling, and engineering were all cutting
edge for the day. Now this was Merritt’s very first job in the auto
industry after graduating from college, and he was a little bit wet
behind the ears. No one told him part of the etiquette at Ford World
Headquarters was that you only spoke to Mr. Ford if he directed

a question to you. One fateful day, he spotted Henry II walking

down the hall with several of his associates on the way to a meeting.

Knowing that this might be his only opportunity, he walked up to

Henry Ford II and blurted out, “Mr. Ford, I really think that Ferrari

of yours is really sharp. Would you let me know when
you're ready to sell it?”

Now, we are talking about a guy who maybe was earning
$3,600 a year, talking to a man worth millions about a car that
cost $10,000 when new and had a market value then of at least
$6,000 to $7,000. Reportedly Henry Ford II was taken aback
by this upstart kid, gave him a somewhat semicourteous nod,
and moved on to his appointed rounds.

Itwould be several months later that Merritt got the chance
to own the car. He had a little difficulty convincing the bank
to lend him more than a year’s wages to buy a car, and a used
one at that. The price, though, was spectacular, just $4,000,
and his argument was that the car listed for $10,000 just a few
years ago, and new ones cost even more! He swung the loan,
lived very lean for awhile, but owned one of the most impressive and
sharpest-looking cars ever to bear the Ferrari name.

Stirling Moss summarized Enzo’s life in several paragraphs that
composed the foreword of Ferrari’s 1963 memoirs, My Terrible
Joys. Wrote Sir Stirling, “To nearly every motoring enthusiast the
name Ferrari means, and has meant for some years, the essence
of motoring in the truly grand manner: the art and science of
automobile engineering at its greatest” That was an opinion shared
by virtually every sports and race car enthusiast in 1965, and it is still

true more than forty years later.

Enzo Ferrari’'s Venture—An Independent Decision
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Chapter 3

Early Road and Race Cars—Building an Image on Road and Track

When two stubborn men are at odds, little is ever accomplished,
but when they work together, the results are often astounding.
Such were the good days that Chinetti and Ferrari shared.

The difference between Ferrari’s race cars and road cars in the early postwar era was solely a matter
of interpretation. The race cars could, for the most part, be driven on the road, and the handful of road
cars produced were also suitable for racing. But, like the visually stunning Barchetta, they were far from
practical cars, strictly fair-weather automobiles with no tops and with unadorned interiors devoid of
comfort or convenience features. Chinetti explained to Ferrari that what he needed for the road was
a cabriolet. Ferrari commissioned Stabilimenti Farina to design and build the very first such car on
chassis 011 S.

In 1949, at the famed Geneva Salon, the very first Ferrari convertible made its debut with Luigi Chinetti
at its side. This was the first time a Ferrari had been exhibited to the public outside Italy. With the obvious
exception of the roof, and a flatter trunk, made necessary by the cabriolet top, the convertible’s design was

almost identical to the 166 coupe. The body lines were simple, which was typical of Italian designs. Aside

Stabilimenti Farina
produced the first
Ferrar cabriolet (011

S), pictured here. This
isone of the oldest
known of the road
cars, buitin 1949 and
displayed at the Geneva
Salon by Luigi Chinetti,
Geneva was Ferrari's
first showing outside
ftaly. The lines of the car
were similar to those of
other Farina and Pinin
Farina designs of the
time, such asthe Alfa
Romeo 6C 2500, and
were repeated onthe
Simca Sport.
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from the grille and bumpers, this first Ferrari cabriolet resembled
the early postwar Alfa Romeo 6C 2500 Sport, designed by Pinin
Farina, and the basic body lines of both cars were not too distant
from those of the 1947 Cisitalia. The prototype cabriolet was later
purchased by the Italian film director Roberto Rossellini. Farina
produced several subsequent cabriolets through 1950, though no
two were alike.

One of the significant turning points in Ferrari road car
production came in 1951, with the introduction of the Tipo
212. The 212 Berlinetta marked the beginning of a new era in
Maranello. Whereas racing had once been Enzo Ferrari’s sole raison
détre, the design and production of road cars had now become of
equal importance. Chinetti had finally convinced Enzo that not
everyone enthralled by reverie of the Ferrari’s V12 and exhilarating
performance wanted to race, or to suffer the discomfort of a race

car’s purposeful interior and cockpit.

The Farina cabriolet (011 S) was among the first to cross the line
that had been so firmly drawn by Enzo Ferrari, and the first open
car to offer a convertible top. The idea of producing an open
Ferrari that was not a competizione came from Luigi Chinetti.
The basic body lines of this Ferrari cabriolet were nearly identical
to those of the Stabilimenti Farina coupe. With the top raised,
the 166 became an all-weather sports car. It was the beginning
of anew erafor Ferrari.




The identification
plate shows that
the first Ferrari
cabriolet was a
166 Inter. The O11
Scarisin original
condition, although
at some point in

its history it was
repainted from the
light color shown in
1949 to its present
shade of deep red.

Top right:
Instruments are
large Jaeger design
with the Ferrari

logo imprinted. The
dashboard and
instrument panel is
painted metal.

Although Ferrari considered competition his first priority and had
little, if any, interest in building cars for nonracing clientele, Chinetti
convinced him that one could serve the needs of the other. Chinetti’s
logic was sound. Improvements in race car design enhanced the road
cars, and the profits from road car sales financed the development of
still better race cars. Ferrari’s racing engines could be detuned for the
street, and, as for coachwork, in postwar Italy there was no shortage
of carrozzieri available to clothe Ferrari’s magnificent chassis. This
bespoke coachwork graced a number of early cars, exquisite two-
and four-place creations such as Touring’s 166 Inter coupe, the Ghia
212 Inter, and Pinin Farina’s breathtaking Tipo 342 America of 1953.
But these were all extremely limited, handcrafted cars. In later years,

Enzo finally came around to Chinetti’s way of thinking, remarking
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Beneath the elegantly
shaped hood was a
V12 utilizing a single
carburetor, a unique
two-part air filter,

and special covers
integrating the ignition,
all characteristics of
the first touring Ferrari
models. Thisis the
original engine from
the 166 Inter, bodied by
Stabilimenti Farina for
the 1949 Geneva Salon.

that he now had three main categories of clientele: “the sportsman,

the fifty-year-olds, and the exhibitionists.”

Among the most stylish of early Ferrari road cars were those
built by Carrozzeria Vignale. The luxurious Vignale 212 Inter was
intended as a touring car but also managed to acquit itself quite well
when pressed into competition. A pair of 212 Inters finished first
and second in the 1951 Carrera PanAmericana, with Piero Taruffi
and Luigi Chinetti in the lead car, and Alberto Ascari and Luigi
Villoresi close behind. The 212 could also be ordered in a stripped-
down Export or competizione version. Even when built for racing,
the Vignale was a car with striking savoir faire. In all, it is estimated,

and only estimated, since the assignment of serial numbers in the

early years was less than precise, that around eighty Tipo 212 Inter

Early Road and Race Cars—Building an Image on Road and Track 49






(noncompetition models) and twenty-seven

Export (racing) versions were built.

The Vignale 212 Inter represents the quin-
tessence of the Italian coachbuilder’s art in the
1950s. And it is here that the true romance of
Ferrari’s early years can be seen. The beauty
of the Vignale lies in the intricate detail of

each and every facet of design. There is so

By the early 1950s,
Ferrariroad cars were
growing in number,
and most of ltaly’s
leading design houses
were producing
coachbuilt bodies to

fit the new 212 Inter.
Ferrarifirst turned

to Carrozzeria Pinin
Farinain 1952, to
design a stylish sport
cabriolet. The design,
as would be expected
from the drafting
board of Battista “Pinin”
Farina, established
anew styling trend
with flat-sided body
panels. The shape of
many later sports cars
can be seen in this first
Pinin Farina Ferrari.

much handwork that one must study even
the smallest appointments to appreciate the
craftsmanship that went into the cars: hand-
tooled door pulls with small Vignale cloisonné
emblems, chromed window moldings and
trim work, hand-sewn leather and fabrics. In
virtually every detail, inside and out, this was

the work of artisans.
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This page:

As production of Ferrari
road cars progressed,
iNnterior treatments
became more luxurious
and leather to cover
door panels and the
transmission tunnel
more common. Aside
from the instruments
and the basic outline

of the dashboard,
interior decor was at
the discretion of the
coachbuilder and

the client.

Far left:

One of the most
prominent styling
characteristics of

the Pinin Farina design
onchassis O117 E

was the grile and
forward air intake, both
profusely embellished
with chrome.
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The engine for the 212
Inter was of 2,562.51
cubic centimeters
(156.3 cubic inches) in
displacement, fueled
by three Weber 36DCF
carburetors. Output
was rated at 180
horsepower at 7,000
revolutions per minute,
with 81 compression.
(Other figures show 170
horsepower at 6,500
rom.) Earlier engines
had one 36 DCF Weber
twin-choke carburetor
and developed 130
horsepower at 6,000
rem. The original
Colombbo sixty-degree
V12 was fitted with light-
aloy cylinder head and
block, special cast-iron
pressed-inliners, an
increased bore of 68
milimeters (2.68 inches),
and the standard stroke
of 58.8 milimeters
(2.315inches). Power
was delivered via a five-
speed crash box with
direct drive in fourth gear.

Ahandsome Farina
cloisonné was
placed at the center
of the deck lid
handle. The emblem
was also placed on
the front fenders
with the name in
chrome beneath.

Among the more striking designs on the 212 Inter was the
very first collaboration between Ferrari and Pinin Farina, a
cabriolet on chassis 0117 E delivered June 17, 1952. It was
a low-line two-seater distinguished by a grille of generous
dimensions, a hood with double air intakes, and a sweeping,
integrated fender line that combined a subtle but distinctive

return of the taillight pod into the rear fender.
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One of the car’s most significant details was actually a lack of

detail; the body was flat sided, interrupted only by the wheel arches,
a most unusual design trait in the early 1950s.

The distinction between road car and race car was still of little
consequence, and several of Ferrari’s most alluring competizione
also made superb Berlinetta and Spyder versions for the road. Of

the latter, the short-lived Tipo 225 S stands out as one of Maranello’s

most intriguing dual-purpose models. How then did one distinguish
between a Ferrari race car and a Ferrari sports car in the early 1950s?
If Piero Taruffi or Alberto Ascari was driving, it was a race car.
Between 1948 and 1952, Ferrari continued to increase the swept
volume of his twelve-cylinder engines, with each succeeding version
more fortunate in competition than the last, and each with increasingly

attractive coachwork by Touring, Pinin Farina, and Vignale.
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The 212 chassis measured 2,250 millimeters (88.6 inches) with front and rear tracks of 1,270 milimeters (49.8 inches)

and 1,250 millimeters (49.2 inches),
numMber of 212 Inter and Export coupes were, in a word, unflattering. Those from Vignale were usually striking in appearance and anticipated designs that

would appear elsewhere. The similarities between the 1951 Vignale coupe, pictured, and the much-coveted 340 Mexico are unmistakable.

respectively. Coachwork varied from builder to builder, with Vignale, perhaps only in the shadow of Pinin Farina, producing the most stirring designs of all. A
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With sports cars continually profiting from the lessons of the race

track, the outcome was often an interim model, such as the 225 S.
While the Barchetta would become the most popular Ferrari body
style on the Tipos 166, 195 S, and 212 chassis, the 225 S was by far
the most exciting open car of its day. A listing of serial numbers
shows that about twenty were built during the model’s single year
of production, 1952, and that all but one had coachwork by Vignale:
twelve Spyder and seven Berlinetta bodies. Of those, around half a
dozen had the Tuboscocca form of chassis-frame with double outer
tubes, one above the other, joined by a trusslike arrangement, with
additional tubing used to create a skeleton outline of the body shape,

to which hand-formed panels could be fitted.

Luxurious interior detail of the 212 Inter by Vignale featured leather upholstery and plush
carpet throughout. There is so much hand labor that one must study even the smallest
appointments to appreciate the workmanship that went into the Vignale cars.
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Top left: The standard door latch for the Ferrari 212 was a recessed handle actuated by pressing the lock button. This is the same basic design that
would later appear on the Mercedes-Benz 300 SL production cars.

Bottom left and right: A hybrid of the 212 Inter and the Export, this luxurious Vignale coupe was equipped with competition gas tank and fuel

filler, and an exposed spare wheel, but with the luxurious trim and upholstery of the Lusso model. This example, chassis 175 E, is believed, though not
documented, to have competed in the 1951 Carrera PanAmericana.

Opposite: Tucked neatly under the Vignale 212's hood is a 2,562-cubic-centimeter, sixty-degree V12 delivering 170 horsepower.
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The 1952 Type 225 S pictured, chassis
number 0160 ED, was driven for Scuderia
Ferrariin the 1952 Tour of Sicily by Piero
Taruffi. The second Vignale sports racing
Spyder built, 0160 ED featured the traditional
styling used on most of the 2.7-liter cars,
including the distinctive ovoid ports cut

into the front fenders. Among the most
significant styling cues of the 225 S, these
ports were not part of the original concept.
They were added by Vignale following the
Tour of Sicily to improve ventilation of the
engine compartment. At the same time,
Vignale removed the car’s running lights ,and
the round openings that had flanked the oval
grile were converted to air intakes, creating
anew, more aggressive front visage that
would be reprised on the Vignale-bodied
250 MM and 340 MM Ferraris.
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The 225 Sport followed the design of the 212 Inter, with a
Colombo short-block V12, bored and stroked to 70.0 millimeters x
58.8 millimeters, and a cubic capacity of 2.7 liters.

Essentially an engine variation, the 225 S shared the 212’ chassis,
with double wishbone, transleaf spring front, and rigid axle, semi-

elliptic spring rear suspension, and the same physical dimensions:

a wheelbase of 2,250 millimeters (88.6 inches) with front and rear

tracks of 1,278 millimeters (50.4 inches) and 1,250 millimeters (49.25

inches) respectively. The only notable difference was that the 225 S

used 5.25 x 16 tires on the front, compared with the 212’s 5.50 x 16.

Rear tires were identical at 6.50 x 16. It was the car’s styling, more

than anything else, that set it apart from other Ferrari of the period.

The interior of the 225
S was nothing exciting,
but, as with all Vignale
designs, even a simple
instrument panel had
an air of elegance. In
this instance, the two
large combination
gauges were
positioned on the
dash in a slightly flared
and lowered center
fascia. The panel was
accented with a bold
Vignale emblem.

Opposite:

Atrio of 36DCF Weber
carburetors delivered
the air-fuel mix to

the V12 engine inthe
225 Sport. With an
8.5:1 compression
ratio, output was

210 horsepower at
7,200 revolutions per
minute discharged to
the rear wheels via a
five-speed gearbox
integral with the engine.
The capacity of the
Colombo short-block
was increased to 2,715
cubic centimeters by
taking the bore out to
70 milimeters. While
the engine remained
basically Colombo, the
roller cam followers
introduced by
Lampredi were used.
Most engines also had
twelve port heads.
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Drivers and engineers
always surrounded
Ferrari (second from
left). Here he is flanked
by driver Alberto
Ascari (far left), racing
department director
Federico Giberti, and

=
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chief engineer Aurelio .
Lampredi (far right). The
photo was taken at the ‘
Grand Prix of Italy in Q‘
February 1950. -
Opposite:

Ferrari took the
checkered flag in the

1951 Mille Miglia with A 212 Export Berlinetta,
a 340 America driven bodied by Vignale, won the
by Luigi Villoresiin 1951 Coppa Inter-Europa with
numMber 405. driver Luigi Viloresi.
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In the 1952 Mille Miglia, Ferraris lined the street at the start. At
the front of the queue is a Ferrari 340 America; behind itis the
250 S that won the race, with driver Giovanni Bracco beating a
Mercedes-Benz 300 SL in the only event that year not won by
the Mercedes team.

Bracco's car, number 611, makes a photo finish just minutes
ahead of the second-place Mercdes-Benz 300 SL.
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In May 1952 the car pictured, originally driven for Ferrari by

Piero Taruffi, was sold through a dealer in Rome to Roberto Bonami,
who campaigned the 225 Sport throughout South America, winning
the 1953 Buenos Aires 1000km race and the Argentine Sports Car

Championship in both 1952 and 1953. Two years later, on January 23,

1955, this same car finished sixth overall in the 1000km of Buenos
Aires. It has led what most would call a charmed life—never crashed,
never abused, still with its original engine, and in good hands from
the day it was built. It is a far cry from that first “small, red and

ugly” Ferrari.

With albbody very
similar to the Vignale
212 Berlinetta, a Ferrari
225 S Berlinetta, also
bodied by Vignale,
dashes through a

turn onitswaytoa
first place at the 1952
Circuit di Les Sables
d'Oionne.
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Chapter 4
Road Cars of the 1950s

The best material is nothing more than raw cloth
until it falls into the hands of a tailor.
Enzo made the finest cloth. . .
His tailors made Ferraris.

By the mid-1950s, Ferrari was primarily relying on Pinin Farina and Vignale to design
and produce a substantial number of road cars. Carrozzeria Vignale catered to a number of
prominent postwar Italian automakers, including Ferrari, but, compared with Touring and
Pinin Farina it was a relatively new company. The Vignale brothers had established their small
workshop in Turin’s Grugliasco district in 1939, but it was not until after the war that Vignale
became successful. In the early postwar years, Alfredo Vignale attracted a number of his former
workmates away from the big Pinin Farina concern, establishing his carrozzeria as a small, more
contemporary design house. Vignale later moved to a new facility in Turin and took in a partner,
Angelo Balma, and a promising young designer named Giovanni Michelotti. Within two years,
Carrozzeria Vignale had become a recognized car body designer, and through the firm’s work
for Ferrari in the early 1950s, it rose to international fame. From 1950 to 1953, the Vignale works

produced bodies for Ferrari that won three Mille Miglias and one Carrera PanAmericana.
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Ferrari’s road cars were composed of the 212 series, which was

discontinued in 1953 and overlapped with the short-lived 340
America, 342 America, and 375 America, introduced in 1953. These
were the first Ferrari road cars to gain a foothold in the United States,
where, by the early 1950s, Luigi Chinetti had established Ferrari as
the most prestigious line of imported sports and racing cars.
Chinetti had some pretty tough competition, sharing the New
York spotlight with the automotive importer and entrepreneur

Max Hoffman, who had a plush showroom designed by Frank

Lloyd Wright in the heart of New York City. Hoffman offered a
selection of stunning new sports cars from Porsche, BMW, and
Mercedes-Benz, including the 1954 300 SL Gullwing Coupe, the
automotive scion of the world-beating 1952 Mercedes-Benz 300
SL race cars. Like Chinetti, Hoffman had the pulse of America’s
sports car elite, and the battle for sales was fought all the way from
the showroom floor to the pits at Watkins Glen and the Pebble
Beach road races in California. But Chinetti had something

Hoffman didn’t. He had Ferrari.

The 410 Superamerica
was aroad carin the
fullest sense, asits
size and weight, an
average of 3,500
pounds, would have
given it a decided
handicap in racing.
The handling and ride
characteristics of the
410 Superamerica
were better suited to
vast open highways
and cross-country
touring than to
winding mountain
roads and city traffic.
Given a good stretch
of blacktop, the 4.9-
liter V12 could propell
the 410 well into the
triple digits.

Opposite:

The Pinin Farina
design for the 410
Superamerica
surrounded Ferrari's
bold oval grille with
high-crowned fenders
stretched into one fluid
line along the length

of the body and into

a pronounced kickup
just behind the doors.

Road Cars of the 1950s 71



Ferrari




When the 410 Superamerica was unveiled in 1956, it became

the first Ferrari road car intended to be sold in North America. It
came on the heels of a short series of interim models beginning with
the 340 America, a car that proved moderately successful, although
of the twenty-two constructed, only eight were even discernible
as road cars. The 340 was followed in the winter of 1952-53 by
the more luxurious 342 America, the first road car offered with

left-hand drive. All Ferrari models before the 342 America were

right-hand drive, just like the factory race cars! It wasn't until
production of the last 212 models that a left-hand drive Ferrari had
even been considered. The 342 series was also short-lived, concluded
after only six examples. It was a stopgap between the 340 America
and the new, more powerful 375 America.

The 375 had its engine capacity increased to 4.5 liters (4,522.94 cubic
centimeters or 275.8 cubic inches) with a bore x stroke of 84 millimeters

x 68 millimeters (3.307 inches x 2.68 inches) and three twin-choke

The car’s elegant profile
was accentuated by a
wraparound backlight, slightly
finned rear fenders, and a
distinctive rear fender cleave
that swept downward to the
rockers, creating a sweep
panel effect from the doors
forward. Like the 340 and 375
America before it, the 410 was
designed with the American
marketin mind. The master
of design, Sergio Pininfarina,
was a young man—stillin his
20s—when his father, Batista
“Pinin” Farina put him in charge
of managing the Ferrari
design accountin the 1950s.
ltis a job for which the young
design manager was ideally
suited, successfully rising to
the occasion, able to manage
and work with the oft times
mercurial Enzo Ferrari, to
great effect for more than four
decades. Thurston Hopkins/
Getty Images
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The interior of the 410 Superamerica
was more finely detailed than that of any
previous Ferrarimodel. The car utilized
a four-speed synchronized (Porsche-
type) transmission but with different gear
ratios from the 375 America. The most
disconcerting feature of the transmission
was that, on the majority of cars, first gear
was found forward and to the right, and
fourth was back and to the left.

42DCZ Webers replacing the 40DCF used on the 342. This new, more powerful model had been designed
principally for Chinetti’s North American clientele, whereas the companion 250 Europa, also introduced
in 1953, was intended for the European market. Both models were unveiled at the Paris Motor Show in
October and with the exception of engines, were almost identical. The Europa was fitted with a smaller,
3-liter V12. Production of the 375 America ended a year later, after approximately thirteen cars were built,
the majority of which were bodied as coupes by Pinin Farina. With such limited production numbers, it is
easy to understand the high values placed today on so many early Ferrari models.

In Detroit the construction of handcrafted cars was fast becoming a thing of the past by the
early 1950s, and in Europe the introduction of unit-body construction after the war was further

diminishing the demand and capacity for producing bespoke coachwork. Ferrari was an exception,

still building cars in the manner of a decade before, delivering rolling chassis to the local
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carrozziera to be individually bodied. In the very early
postwar years, Ferrari relied on Carrozzeria Touring
and Stabilimenti Farina.

Farina, which opened its doors in 1905, was one of
the oldest body builders in Turin. From the house of
Farina came talented designers such as Mario Boano,
Giovanni Michelotti, and, of course, the youngest
Farina brother, Battista “Pinin” Farina, who established
his own atelier in 1930. Two decades later, Pinin Farina

took over the work of Stabilimenti Farina and, with his

son Sergio, began working closely with Maranello to
design coachwork equal to the expectations of Ferrari’s
wealthy clientele.

Recalled Sergio Pininfarina: “After the war, in
1947, my father designed the best car he ever did, the
Cisitalia. I think it set the pace for the design of sports
cars throughout the next decade. Indeed, it is virtually
impossible to look at any European sports car designed
in the 1950s and fail to see some resemblance to the

Cisitalia. As I look at it today it is still so simple, so

The 4.9-liter V12 engine was similar to the ones employed on the 1951 Formula One and on all
sports cars until 1954. Displacement, however, was brought to the 5-liter imit through the use

of new liners. The Lampredi-designed long-block sixty-degree V12 displaced 4,961.57 cubic
centimeters (302.7 cubic inches) with an 88 x 68 milimeter (3.46 x 2.68 inch) bore x stroke, 8.5:1
compression ratio, and an output of 340 horsepower at 6,000 revolutions per minute.

Chrome was a Ferrari's
best friend in the 1950s.
The pronounced

oval grile of the

410 Superamerica
was dramatically
balanced by the use of
brightwork around the
functional side vents
(the first use of side
vents on aroad car),
on the decklid, and

the front and rear
bumper treatments.
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The 375 MM was a purebred race car. This 1954 example is shown in competition with driver Jocky Maasland.

Ferrari




Left: The 250 MM,
this example from
1953, was driven to
victory by Luigi
Viloresiin the Grand
Prix at Monza.

Right: Enzo Ferrari
(left) poses with the
great Italian designer
Battista “Pinin” Farina in
front of the 2560 MM

at Monza.

The 250 MM’'s wheelbase measured 2,400 milimeters
(94.5 inches), the shortest Ferrari had built since the 212
Export at 2,250 milimeters (88.6 inches) and the 166 MM
at 2,200 milimeters (86.6 inches). The example pictured

is one of the most distinctive of the Vignale Spyders. Car
0332 MM was completed in early April 1953 as the ninth of
twelve Vignales. The Spyder was originally delivered to the
Scuderia Ferrari factory team and remains the only 250 MM
Spyder to have such distinction. While each 250 MM varied
iNn appearance, the 0332 MM was highly distinguished by
Vignale's use of faired-in headlights, an aggressive front-
leaning stance, and foreshortened front fenders. Notable
Vignale traits were also the fender ports, triangular vents in
the rear fenders, and air ducts in the rocker panels. This car
competed in a total of twenty-five races from April 1953 to
April 1956, beginning with the '63 Mille Miglia (fifth in class,
ninth overall). The car's competition record includes five
victories and four second-place finishes.
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The cockpit of the 250 MM was just that, a place for the pilota,
a traditional right-hand-drive racing configuration with two
large combination gauges, bucket-type seats, and a large,
wood-rimmed steering wheel. The 250 MM was equipped
with a new four-speed all-synchromesh transmission.

well proportioned, a masterpiece, difficult to
add anything to”

The 1950s was an important period for the
Pinin Farina factory as it began to work with
Ferrari. Sergio Pininfarina said, “In Italy, I
would say we began to work with all the au-
tomobile manufacturers, and in Europe, with
Peugeot, in England, British Leyland, and some
Japanese firms. My father was also the first Ital-
ian to design an American-built car, the Nash
Ambassador;” added Sergio with a note of pride.
But it was Enzo Ferrari who brought the most
prominence to Pinin Farina, not for the volume
of work Maranello provided but rather because
of the adulation each new design received from
sports car cognoscenti the world over. Pininfa-
rina has designed almost every Ferrari road car
produced in the last fifty years.

Explained Sergio, “My inclination for
sports cars is understood when you realize
that when I was twenty-five years old, in 1951,
my father gave me responsibility of the Ferrari

section. Can you imagine a young engineer

being responsible for the relation with Mr.
Ferrari? He was a difficult man, a great man,
a man that, with my father, gave me my point
of reference for the love and dedication to au-
tomobiles.”

Although Pinin Farina had created several
significant cars for Ferrari by 1956, the design
of the 410 Superamerica was perhaps the most
significant. Only nine examples of the 410 Su-
peramerica were produced by Pinin Farina in
this original style, but the styling cues created
for it were carried on for nearly a decade. Dis-
cussing the original 410 Superamerica design,
Sergio Pininfarina said, “It [was] not a mat-
ter of styling the car in one way more than an-
other but designing the right type of car for the
[American] market. The car is not always mov-
ing, and it must be something that the driver
enjoys just looking at. And then people, ordi-
nary people on the street, look at the car also,
and they must see something special. It must
have a definite personality that shows to the

public distinctively that this is a Ferrari”
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Car 0423 SA, trimmed in white with a contrasting black roof,
graced the Ferrari stand at the Brussels Auto Show in February 1956.
The 410 Superamerica turned more than a few heads, and its styl-
ing would become the foundation for the 250 GT PF coupes and the
later 250 GT Berlinetta Tour de France design, and would strongly
influence the 250 GT Cabriolet and Spyder California, with its dis-
tinctive rear fender kickup.

The 410 Superamerica had replaced the 375 America both me-
chanically and aesthetically, the America still bearing the heavier,
rounded coachwork of early Ferrari road cars, such as the first Tour
de France models, and other examples bodied by Pinin Farina, Vig-
nale, Touring, and Carrozzeria Ghia.

Preceding the 410 Superamerica was a 375 concept car displayed
at the Turin Motor Show in 1955. The styling of this sensational
coupe, also in white with contrasting black roof, clearly predicted
the body lines and color scheme of Pinin Farina’s forthcoming 410
Superamerica. The renowned Ferrari historian Antoine Prunet
wrote that the 410 “represented important progress in the design of
the engine, the chassis, and the body”

As a bare chassis and engine displaying Ferrari’s latest develop-
ments, the 410 Superamerica was shown at the Paris Motor Show
in October 1955, and the following February it returned, clothed

with the spectacular Pinin Farina body. The 410 utilized many of

the same components along with the successful Lampredi-designed

V12 engine that had won the Vingt-quatre Heures du Mans, the
Buenos Aires 1000km, and the PanAmerican road race. Noted Enzo,
“Lampredi was undoubtedly the most prolific designer Ferrari ever
had: starting from the 1% liter, 12-cylinder, he first produced the
3-liter, then the 3,750cc, then the 4-liter; these were followed by
4,200cc, the 4 liter and 4,900cc; all 12-cylinder engines””

The Lampredi V12 for the 410, increased to almost 5 liters, was
given new cylinder barrels of an extreme 88-millimeter (3.46-inch)
bore, while the 68-millimeter (2.68-inch) stroke was retained, giv-
ing the engine a displacement of 4,961.576 cubic centimeters (302.7
cubic inches). Utilizing three twin-choke 42DCZ Weber downdraft
carburetors and a compression ratio of 8.5:1, the sixty-degree V12

now delivered 340 horsepower at 6,000 revolutions per minute,

The competition

V12 enginein this

250 MM delivered
240 horsepower at
7,200 revolutions per
minute from a swept
volume of 2,953 cubic
centimeters (78 x 58.8
milimeters). The engine
used one spark plug
per cylinder and three
Weber 36 IF4/C four-
choke carburetors.
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and versions produced in 1958 and 1959, with 9:1 compression, de-
veloped a staggering 400 horsepower at 6,500 revolutions per min-
ute. Of course, at this point in history Ferrari was planning to sell
cars in the United States, where such excessive power was the sine
qua non. But for Ferrari, this was to be the largest displacement en-
gine ever to power a touring car.

The chassis of the 410 employed designs already in use on the 250
GT, specifically the front suspension, where the single transverse leaf

spring used to support the A-arms on the 375 was replaced by coil

L=l IS Ry

springs, as had been done on the Europa GT. Both the front and rear
track were also increased from the 375 model by 130 millimeters, to
1,455 millimeters (58.4 inches) and 1,450 millimeters (58.2 inches),
respectively. Chassis length remained at 2,800 millimeters (110.0
inches) until the 1958 and 1959 models, which were reduced to
2,600 millimeters (102.3 inches).

The styling of Pinin Farina’s 410 Superamerica was quite similar
to a trio of Boano-bodied 250 GTs, also of 1956. This, however, was

not unusual, as Pinin Farina and the Boano organization (which
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produced the Ferrari 250 GT Boano/Ellena 1956-1958) occasionally

collaborated, and at times it was difficult to tell one coachbuilder’s
car from the other’s except for the Farina emblem, or the lack of a
body maker’s insignia on the Boano-built cars.

For 1956, Ferraris Gran Turismo cars included the Boano 250
GT coupe, the Scaglietti lightweight 250 GT Berlinetta, at this time
produced in very limited numbers almost exclusively for competition-
minded customers, and the equally limited-production 410 SA coupe,
built in no greater volume than one per month.

Although no two 410 Superamericas were exactly alike, those
bodied by Pinin Farina were similar in appearance and considered

the most aggressive yet offered as Ferrari road cars. In 1956 the 410

Superamerica sold for an astounding $16,800. To even begin to put
that in perspective, the most expensive American car in 1956, the
Cadillac Fleetwood Seventy-Five Limousine, sold for $6,240. Even
a year later, when Cadillac introduced the ultra-luxury Eldorado
Brougham, with the highest price for any American car of its day; it
was still more than $3,000 less than the Ferrari.

With such a high price, it is no wonder that only fourteen
Superamericas were produced: their serial numbers (odd numbers
only) were from 0423 SA to 0497 SA. Ghia and Boano also produced
coachwork for this model: Ghia built one coupe, the radical Chrysler
Gilda and the Dart-inspired 410 Superamerica, while Boano

produced a single convertible and coupe. Pinin Farina prepared

The Superfast 1

design was on the
cutting edge, even

by Pinin Farina
standards, with its bold
tail fins and triangular
integral tail lights.

Opposite: Battista

“Pinin” Farina was also

testing the waters
with a 1956 concept
car, the Superfast |,
built on chassis 0483
SA. For this model,
the coachbuilder
shortened the
Superamerica chassis
by 20 centimeters.
One of the first cars
to propose enclosed
headlights, the
Superfast | also
featured a pilarless
windshield.
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Shown atthe 1957
Turin Motor Show, the
4.9 Superfast brought

into production the

innovations of the 1956
Superfast 1. Also the
work of Carrozzeria
Pininfarina (now spelled
as one word), the 4.9
Superfast was one

of the most elegant
sports cars of the show.

a luxury, custom-built model, the Superfast I, number 0483

SA. This was a very special model on a shortened 410 SA chassis,
which had been fitted with the twin-ignition racing engine used
in the Scaglietti-bodied 410 Sport Spyders. Other features of the
Grugliasco designer’s genius on this car were faired headlights, the
large, oval grille, and the pillarless windshield.

In 1956, the short Superfast frame was used for the Series 2 410
Superamerica, of which seven were produced. Two years later, the
Series 3 410 Superamerica was introduced in Paris, after having
undergone a good number of body-work and engine changes.
Approximately twelve examples were produced.

Back in 1952, Ferrari had also decided to continue development

of the short-block Colombo-designed V12. Although the larger,
long-block Lampredi engine had been successfully converted from
a 4.5-liter Grand Prix engine into a suitable sports car power plant,
Enzo Ferrari still believed in the original Colombo design.

Since its introduction, the Colombo V12 had been continually
improved, increasing the displacement from an initial 1.5 liters to
2.7. In the spring of 1952, another manipulation of the bore and
stroke doubled the engine’s original swept volume. The new 250
Sport engine, while maintaining the stroke at 58.8 millimeters
(2.320 inches), had the bore increased from 70 to 73 millimeters
(2.875 inches), for a total displacement of 2,953 cubic centimeters

(180 cubic inches). This new engine was fitted with pistons giving a
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Left: Every detall of
the body was hand
finished right down to
the side louvers.

Right: The 4.9
Superfast had one

of the most luxurious
interiors of any Ferrari
built in the early 1950s,
and featured, among
other things, an AM
radio built into the
passenger’s side of
the dashboard.

robust 9.0:1 compression ratio and when paired with three Weber 36 DCF carburetors, it was capable of
producing 230 horsepower at 7,500 revolutions per minute.

The revised engine was mounted in a Vignale-bodied Berlinetta similar in appearance to the older 225
Sport, and this was the car Giovanni Bracco drove to victory in the 1952 Mille Miglia.

The Ferrari historian Hans Tanner described the 1952 Italian road race as one of the greatest battles in the
history of motor racing, as Bracco took on the whole of the Mercedes-Benz team. Up against bad weather
and the incomparable Karl Kling driving a 300 SL, Bracco battled for the lead, gaining and losing it several
times until the final leg of the race over the Futa Pass. “Using his knowledge of the treacherous road,” wrote

Tanner, “Bracco caught up with and passed the Mercedes. When he reached Bologna at the foot of the pass,

he was four minutes ahead of Kling, a lead he maintained for the balance of the race through Modena, Reggio,

The Superfast was also equipped with the twin-
ignition racing engine used in the Scaglietti-

The 250 Sport, denoting the new individual cubic centimeter displacement of one cylinder, was used ~ 2odied 410 Sport competition spyders.

Emilia and Piacenza” This was the only defeat Mercedes-Benz suffered in its championship 1952 season.

as a test platform in and around Maranello before being handed over to Bracco for the Mille Miglia.

The successful debut of the 250 Sport was just the beginning. The car next appeared in the 24 Hours
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The 410 Supermerica
Series llwas the last of
the 410 models. This
example, serial number
1495 SA isthe last of the
run of twelve cars and
also has the distinction
of being the last car to
use the Lampredi 4.9-
liter engine. Itis owned by
former Chrysler designer
Dave Cummins, who
says that the Seriesli
“was a big Ferrari, and
scale played a prominent
role; indeed, the designer
used counterpoints to
play it up. Some of the
pasics were given: long
hood, short deck, small
cab, large sixteen-inch
Borrani rims with huge
finned brake drums, allin
arelatively taut package.
Moreover, wheel track
was larger than on
any street Ferrari to
date, an impressive 100
millimeters of added
width over the 250
series. This, on the 410,
required substantially
larger wheel openings.
Farina kept them round
and unadorned, which
allowed the Borranis to
be the primary reading in
this area of the design—
accentuating the
employment of a Ferrari
element, pure and
simple.” Photograph
by Don Spiro

of Le Mans, this time being driven by Alberto Ascari and Luigi
Villoresi. The two led for much of the race but were unfortunately
forced to quit after minor mechanical problems put them out. The
250 then appeared at the twelve-hour race at Pescara, once again
driven to a first overall by Bracco.

For the final outing of the season, the 250 Sport was taken to
the Carrera PanAmericana, where Bracco led for five of the eight
legs before having to retire with gearbox failure on the seventh.

Convinced by the success of the 250 Sport, Ferrari decided

to put this newly developed engine into a series-built chassis.

However, time was short, and at the 1952
Paris Motor Show only a bare chassis and
engine were displayed. Nevertheless, the
250 Sport’s legendary season was enough
to generate orders for the production
version. The original Paris Motor Show

chassis was sold in the fall to the Italian
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movie director Roberto Rossellini and sent
to Carrozzeria Vignale for completion as a
Competition Spyder.

The production version 250 MM was
equipped with twelve port heads and
three four-choke 36 IFC/4 Webers. Output
was increased from the 250 Sports 220
horsepower at 7,000 revolutions per minute to 240 horsepower at
7,200 rpm. Both Berlinetta and Spyder configurations were offered
with the majority in Berlinetta form bodied by Pinin Farina. A total
of twelve Spyders were bodied by Vignale in two distinct series.

At the time, Ferrari had looked upon the 250 Sport merely as
a normal evolution of a well-proven and time-tested design. But
rather than the last throes of the old Colombo engine, the 250 Sport
marked the beginning of Ferrari’s longest-running series, the 250

GT. For nearly a decade, some 3,500 motors of almost identical

design would power road car and race car alike. -
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Right, top and
bottom: Inside, all of
the 410 Superamerica
models were lavishly
appointed. By the time
Series |l cars were built,
they had reached a new
level of fit and finish with
the use of supple leather
upholstery and leather-
covered instrument
panels. This car has an
offset mounted hand
brake (just forward of
the driver’'s seat on the
right) but also retains the
bracket for mounting the
earlier type hand brake
under the instrument
panel. This was obviously
alast minute design
change. Photographs
by Don Spiro

This 410 Superamerica has the distinction of carrying the very last Lampredi
4.9-liter V12 built for the series. (Photograph by Don Spiro)
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250 TR “Testa Rossa”

The

ed

ead

It was a paint color. To be exact, the red crackle paint used to
cover the cylinder heads on the latest derivative of Gioacchino
Colombo’s V12. Now with a swept volume of 3,000 cubic centimeters,
the engine made its debut in November 1957 under the hood of the
first customer version of the 250 Testa Rossa, chassis 0710. The silver
Ferrari was purchased by the West Coast distributor and race driver

John von Neumann, who sent the car from Italy on a circuitous trip

to the 1957 Nassau Speed Week event via New York and Florida. The

car was driven in Nassau by Richie Ginther, but in its first outing the
250 TR failed to finish. This was to be one of the very few times a 250
TR would not finish a race or, more often, win it. The factory team
would win ten of twenty races entered between 1958 and 1961 in
World Sports Car Championship events and take the checkered flag
at Le Mans in 1958, 1960, and 1961! In addition to the Testa Rossa’s
three wins at the Circuit de La Sarthe, privately entered 250 Testa

Rossas finished fifth and sixth at Le Mans in 1958.




The earliest V12 models featured distinctive
coachwork by Scaglietti with bold, pontoon-
style cutaway front fenders that left the massive
oval grille standing alone. Later versions, like
the silver example shown, chassis 0672, also
once owned by John von Neumann, had the
smoother fender line integrated into the grille.
Neither twelve-cylinder model, however, was
the first Ferrari to bear the Testa Rossa name.

The first Testa Rossas were powered by a four-
cylinder Ferrari engine replete with red crackle
paint that had evolved from the factory’s earlier
2-liter Mondial race cars. There were Series 1
(1954) and Series 2 Mondials (1955-1957),
both with four-cylinder engines. The Mondials,
unfortunately, proved no match for the new

2-liter Maseratis. The first Testa Rossas, the

Tipo 500 TRC, built in 1956-57, had a swept
volume of 2,000 cubic centimeters (versus
1,984.8 cubic centimeters for the Mondial)
and 190 horsepower, 30 more than the Series 1
and 20 more than the Series 2 Mondials. These
first Testa Rossas won numerous international
championship races, including the 2-liter class
and second overall at Nassau in 1956, with
a repeat in 1957, the 2-liter class in the 1957
Mille Miglia, the 1000km of Buenos Aires and
Venezuela; and, in America, the 500 TRCs won
top-place standing in class for the 1958 USAC
Championship. The 2-liter Testa Rossa was
discontinued in 1957, when Ferrari introduced
the new 3-liter 250 TR model.

The 250 TR was the ideal vehicle for

reviving Colombo’s seasoned V12 engine, now

The silver Series 2
Testa Rossa pictured,
serial number 0672, is
from the Bruce Meyer
collection and began
life as one of only two
1957 TRC 625 models.
Now considered

a TRC 625/250

TR, it was originally
purchased by the West
Coast Ferrari importer
and race driver John
von Neumann and
campaigned in
Southern California

by von Neumann and
Richie Ginther.

The Series | Testa
Rossais perhaps the
most visually stunning
with its bold pontoon
front fenders. The
number 26 car finished
fourth at Buenos

Aires in 1958 with
driver Piero Drogo.

Car number 211 was
raced by Richie Ginther
at Santa Barbara in
1958, and car number
16 was driven by

J. M. Galia at the Circuit
Cumbres de Curumo
iNn1960.
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at 2,953 cubic centimeters, with a phalanx of six twin-choke Webers
and a stirring output of 300 horsepower. Top speed, dependent upon
gearing, was more than 170 miles per hour.

The frame for the 250 Testa Rossa was along lines similar to those of
the 300 SL and Maserati Birdcage, utilizing a multitube configuration
beneath the stunning Scaglietti coachwork. Sergio Scaglietti not
only built the 250 TR but designed it as well. The Gabbia or cage
(thus the Maserati’s designation Birdcage) was just that, a complete
metal framework matching the contours of the outer skin, which was
shaped on styling bucks and attached over the metal substructure. The
Testa Rossa is regarded as one of the most visceral sports car designs
of all time.

As functional as they were beautiful, the massive long nose and
grille were designed to draw as much air as possible to the brakes
and radiator. The projecting pontoon fenders housed the covered
headlights, giving the car its striking appearance but not offering
the aerodynamic advantages of the more enveloped body design
introduced with the Series 2 Testa Rossa.

The balance of the 250 TR’s underpinnings were Ferrari’s

“conventional” bill of fare—an independent front suspension utilizing
coil springs, live rear axle with semielliptical springs, drum brakes,
and a four-speed all-synchromesh gearbox located up front. Nothing
was strikingly new about the driveline, only the increased power and
the remarkable coachwork, which had been crafted by Carrozzeria

Scaglietti. That, however, was enough.

Above and facing page:

Testa Rossa meant “Red Head.” To be exact, the red
crackle paint used to cover the cylinder heads on the
latest derivative of Gioacchino Colombo’s V12, The

250 TR was the ideal vehicle for reviving the seasoned
V12, now at 2,953 cubic centimeters, with a phalanx

of six twin-choke Welbers and a stirring output of 300
horsepower. Top speed, dependent upon gearing, was
more than 170 miles per hour. Note that the inside of
the rear deck lid is signed by John von Neumann. The
fuel tank for the 250 TR consumed the entire rear of the
car with the filler accessed through an opening in the
driver’s head fairing.
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Coachwork for the Testa
Rossa was by Carrozzeria
Scagliettiin Modena.

Right: The later Testa
Rossa models had

their front fenders
integrated into the body;,
giving the cars a more
aerodynamic profile,
compared with the earlier
pontoon fender design.

Sergio Scaglietti penned
what is arguably the most
beautiful sports racing
car ever. From any angle
the 250 TRis a study in
flowing contours that
surround one of the most
successful engine and
driveline combinations of
the 1950s.
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The silver Series 2 car pictured, serial number 0672, is from the Bruce
Meyer collection and began life as one of only two 1957 TRC 625 models.
Now considered a TRC 625/250 TR, it was originally purchased by the
West Coast Ferrari importer and race driver John von Neumann and
campaigned in Southern California by von Neumann and Richie Ginther.

John von Neumann had one of the most important distributorships
in the country, Southern California, where he was the importer for both
Porsche and Ferrari, about as good as it got in the 1950s and ’60s. When

Ferrari introduced the 500 TRC, it was von Neumann who convinced

Enzo to built two Testa Rossas with the 2.5-liter Le Mans engines, one of

which was 0672. (The 625 was
a four-cylinder 2.5-liter Grand
Prix engine, whereas the 250
TR was the new 3.0-liter V12
evolved from the original
Colombo design.) The first of
the two 2.5-liter cars, it was
shipped to the Auto Club of
Mexico on March 24, 1956,
where it remained in storage
until von Neumann raced it

at Avandaro in April. His first

The driver’'s head fairing concealed the fuel filler, which
was located beneath the cantilevered rear deck lid.




Like all Ferrarirace cars,
the 250 TR was right-
hand drive, with the
shifter to the driver's
left. The large central
tachometer was the
most important gauge
on the panel, with
redline indicated at
6,500 revolutions per
minute. Oiltemperature,
oil pressure, fuel level,
and water temperature
completed the
instrumentation. There
was No need for a
speedometer. It was
part of the pit crew's
job to compute speed
and lap times.

time behind the wheel of the Testa Rossa earned
him a checkered flag. The car was then shipped
back to Precision Motors in Los Angeles, where
Richie Ginther and von Neumann campaigned
0672 for the balance of the 1957 racing season.
Including victories at Santa Barbara, Salt Lake City,
Pomona, Sacramento, and San Diego, the Testa
Rossa and its two seasoned drivers won a total of
eleven races by year’s end.

The following year, 0672 was refitted with the
new 250 Testa Rossa engine. Unfortunately, in

1958, the stars were not aligned for the 250 TR or

for Ginther and von Neumann. Ginther won only
a single race in Mexico City. Two years later he blew up the engine at the Times-Mirror
Grand Prix at Riverside, and in 1961 von Neumann sold 0672 to his fellow auto importer
and race team owner Otto Zipper. The Testa Rossa began a new life with Zipper’s team
under the skilled hands of the legendary Ken Miles. The car’s first outing for Otto Zipper’s
racing team was at Santa Barbara in May 1962, where Miles handily won the event. Later
in the year, Miles blew up the engine at Pomona, and Zipper decided to retire the six-
year-old race car. By then John von Neumann had retired as well, not only from racing
but from his import business, after selling his Southern California region dealership to
Volkswagen AG and becoming a very wealthy man.
As for 0672, it has been flawlessly restored and has a very nice home in Bruce

Meyer’s garage.
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Above left:
Richie Ginther and John von Neumann
campaigned 0672 throughout 1957.

Center left:

0672 was victorious with Ginther and
von Neumann at Santa Bartara, Salt
Lake City, Pomona, San Diego, and
Sacramento, totaling 11 wins in 1957.

Bottom left:

Owner John von Neumann raced
0672 atthe Pomona LA City fair-
groundsin 1959.

Above:

Driving for the Otto Zipper team in
1960, Ken Miles pilots the number
0672 Testa Rossa at Riverside
INnternational Raceway.

Left:

Ginther (left) and John von Neumann
discuss the 250 TR prior to arace in
the late 1950s.

(All photographs by
Dave Friedman)
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The design for the 250 GT Berli

netta Tour de France followed the Mercedes-Benz 300 SLR accident at Le Mans in 1955. This tragedy marked a
turning point for sports car racing, which had progressed to where competition sports cars were closer to Grand Prix cars. As a result, the Fedération

INnternationale de I'Autormobile created new racing classes, and with help from Pinin Farina, Ferrari was ready to compete in the new GT category by
1956 with the 250 GT (Grand Touring) Berlinetta Tour de France.
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The Tour de France
was a sleek, closed car
designed specifically
for racing. By design,
aBerlnettaisa
lightweight, streamlined
body trimmed for
racing—this being

the distinguishing
characteristic between
aBerlinettaand a
traditional coupe.
Thefirst series Tour de
France, such as this
1956 model owned

by Richard Gent, were
unlike any Ferrari
competition sports cars.

Below: Enzo Ferrari
watches as his
mechanics work on a
V12 engine in 1953,

Within the Ferrari lineage, the 250 GT SWB Berlinetta was one of those rare cars afforded legendary

status by sports car enthusiasts from the day it was introduced. Why this model, designed for Ferrari by
the distinguished engineer Giotto Bizzarini (who would later go out on his own and build sports cars)?
It was simply the right car at the right moment, introduced on the heels of one great design—the 250 GT
Berlinetta Tour de France—and preceding an even greater car—the Ferrari 250 GTO. The 250 GT SWB
Berlinetta was the veritable bridge between two of Ferrari’s most significant road and race cars of the
1950s and *60s.

The design for the 250 GT Berlinetta Tour de France followed the tragic Mercedes-Benz 300 SLR ac-
cident at Le Mans in 1955, where the race driver Pierre Levegh was killed after a failed attempt to avoid
hitting a slower car. His streamlined Mercedes careened off the back of Lance Macklin’s Austin-Healey

after Macklin inadvertently cut him off trying to avoid Mike Hawthorne’s Jaguar. Levegh’s car slammed
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into a retaining wall, where it burst into flames, catapulting burning wreck-
age into the crowd. More than eighty spectators lost their lives in what was
to become the worst accident in the history of Le Mans. It also marked a
turning point for sports car racing, which by 1955 had progressed to where
competition sports cars were closer to Grand Prix cars than to road cars. As
a result, the Fédération Internationale de ’Automobile (FIA) created new

racing classes under the title Grand Touring. With help from Pinin Farina,

‘ ¢ e 5 e R ‘H’hﬁ“*— s | Ferrari was ready to compete in the GT category with a brand-new sports
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;7%‘_ as T 4 -— 4 “_1&\ 2 .7 E ‘J_‘ 5 __F:_;_H;‘ ::‘:‘%% car, the 1956 250 GT (Grand Touring) Berlinetta Tour de France. This was
P ey S - e R e SR assleek, closed car designed specifically for racing. As Sergio Pininfarina
Belgian racing driver and four-time 24 Hours of Le Mans winner, Olivier Gendebien, Tour de France interiors were generally afforded minimal trim,
powers through a tight curve climbing the Futa Pass in his Ferrari 250 GT Berlinetta insulation, and accessories, making them louder and less comfortable
Tour de France during the 1957 Mille Miglia. Gendebien finished third overalland but not unbearable. As each car was essentially built to order, some
firstin GT. He also won the Nuvolari Prize for the fastest time between Mantova and were more luxuriously appointed than others, while a few could best
Brescia, Italy. be described as having gutted interiors. This example managed to

combine the best of both.
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explained to the author some years ago, a Berlinetta by definition is
a lightweight, streamlined body trimmed for racing—this being the
distinguishing characteristic between a Berlinetta and a traditional
coupe. Berlinetta actually means “little sedan” in Italian. Their inte-
riors were generally afforded minimal trim, insulation, and accesso-
ries, making them louder and less comfortable but not unbearable.
As each car was essentially built to order, some were more luxuri-
ously appointed than others, while a few could best be described as
having gutted interiors.

The Tour de France, a name affectionately given the early 250
GTs following their domination of the ten-day-long race in 1956,
remained in production until 1959, by which time the new SWB
Berlinetta was waiting in the wings.

Far removed from the competition scene was another Ferrari, also
called 250 GT, this a pure road car produced by Pininfarina, which
formally changed the spelling of its name to one word in 1958, after
the design firm opened new facilities in Grugliasco, outside Turin.
The 250 GT PF coupe became the first standard-production Ferrari
sports car. Thus, the Gran Turismo initials have been variously
applied to any number of Ferraris. The 250 GT SWB Berlinetta,
however, was by no means a typical road car.

Bizzarini, Carlo Chiti, and Mauro Forghieri had completed
development of the prototype in 1959, utilizing a wheelbase

measuring only 94.5 inches. The new car used a solid rear axle

Under the hood, the
Tour de France was all
business with the 250
GT engine delivering
240 horsepower at
7,000 revolutions

per minute. The V12
breathed through
three Weber 36 DCF
carburetors.

located in such a way that an independent rear suspension would

have provided no advantage. The front suspension was wishbones
and coil springs with an antiroll bar—the rigid axle rear, leaf springs,
and radius arms.

Bizzarini’s goal had been to improve the handling of the long-
wheelbase 250 GT, and this he skillfully accomplished with the

SWB Berlinetta. Although the pure road car or Lusso models
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were more softly sprung, the hard suspension of the competition
version gave the 250 SWB terrific cornering power in exchange for
its harsher ride.

Ferrari unveiled the 250 GT SWB Berlinetta at the Paris Motor
Show in October 1959. On the short 94.5-inch wheelbase, overall
length was only 163.5 inches, (13.6 feet). The blunt-looking fastback
carried a classic Colombo-designed sixty-degree, 3.0-liter V12 be-

neath its elongated hood.

As a result of the GT’s redesign, shorter overall length, reduced

weight, and increased output—280 horsepower at 7,000 revolu-
tions per minute versus 260 horsepower at 7,000 rpm for the Tour
de France—the SWB 250 GT was faster and handled better than its
predecessors, making it an even more ominous competitor. All of
the cars were equipped with four-speed synchromesh gearboxes,
and later models were offered with electric overdrive. The 250 GT

SWB Berlinetta was also the first GT Ferrari offered with disc brakes.

The second-series
Tour de France was an
even more astounding
car with bold new
styling and distinctive
high-crowned front
fenders and rear tall
fins. The TDF remained
in production until 1959.
The example shown
was builtin 1958,
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With the hood removed

(Ferrari was late to the game on this feature, following most of his competitors.)
The car was the hit of the Paris Motor Show, and order books were soon full, much
to the frustration of would-be owners, who were given no delivery date if their
names were not known to be directly related to racing!

The Pininfarina design bodies were produced for Ferrari by Scaglietti in Modena.
In creating a design to fit the shortened wheelbase, Pininfarina eliminated the
use of quarter windows, adding to the car’s aggressive and shortened appearance,
almost hunched at the back, like a wild cat about to lunge on its prey, which on the
racetrack was an apt metaphor for the 250 GT SWB. Most of the bodies were steel,

with aluminum doors, hoods, and trunk lids, although a few all-aluminum SWB

Anew instrument panel
with a black crinkle
finish appeared on the
second series TDF

and a new instrument
package provided
better positioning of
gauges for the driver.

Opposite page:
Much like the 250
SWHB, the 250 Tour de
France proved a highly
capable and versatile
dual-purpose road
and racing machine;
here chassis number
0971 visits a Tulip

Rally checkpointin
1959. Among its many
accomplishments, the
TdF, unknowingly at the

the air box surrounding the
Weber 36 DCF carburetors
can be seen. This aligned
with the hood scoop to force
more air into the carburetors.

time, was something
of a style setter for the
275 GTB model that
came along in 1964.
Revs Institute

bodies were built to order for competition. Pininfarina actually manufactured
certain components for the steel-bodied cars, while the doors, hoods, and deck

lids were all constructed at Scaglietti.
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The most distinctive of all Tour de France models was this example designed and bodied by Carrozzeria Zagato. Ugo Zagato's
designers penned this “double bubble” Berlinetta in 1956 with a roof line that featured raised sections over the seats, an idea Zagato
used more than once in their race car designs to give drivers a little more head room. Seen in the rear three-quarter view is another
unigue Zagato styling cue, the “Z” configuration of the rear quarter window and backlight pillar. The Carrozzeria’s stylists also lent their
hand to the interior, not only in the handsome two-tone color combination of the upholstery but in the matching padded dashboard.

Used for both racing and concours by the original owner, the sporty Zagato was powered by the 250 GT engine made popular in more
than 2,500 Ferraris built from 1954 to 1964.
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Special racing versions of the 250 GT SWB, with either all-alloy
or steel-and-alloy bodies, could be equipped with a larger fuel
tank, necessitating relocation of the spare tire directly under the
rear window. Additionally, a few 250 GT SWB competition models
were built with tuned Testa Rossa engines and six carburetors, thus
delivering 300 horsepower.

Atthetime ofitsintroduction, the 250 GT SWB was a contemporary
of the Aston Martin DB 2/4 MK 111, Jaguar XK-150 S, Maserati 3500,
Mercedes-Benz 300 SL, and Chevrolet Corvette. As a road car, it was
without peer, and in competition the 250 GTs quickly ran up a string
of victories throughout Europe. In 1960, SWB Berlinettas won the
Tourist Trophy race in England, the Tour de France, and the 1000km
of Paris at Montlhéry. In 1961, Stirling Moss, driving Rob Walker’s
SWB, won the Tourist Trophy for Ferrari a second time. In fact,
during 1961 so many class wins were collected by SWB Berlinettas,
that when the season came to a close, Ferrari owned the GT class in

the Constructors’ Championship.

Left: Giotto Bizzarini, Carlo Chiti, and Mauro Forghieri
developed the 250 GT SWB (Short Wheelbase Berlinetta)
prototype in 1959, utilizing a wheelbase measuring only

94.5 inches. The new car used a solid rear axle but located

in such a way that an independent rear suspension would

have provided no additional advantage. The front suspension
was wishbones and coil springs with an antiroll bar—the rigid
axle rear, leaf springs, and radius arms. In 1961 this car, serial
numMber 2689, won the GT class at Le Mans. It is one of only five
ultralightweight factory cars built specifically for the 1961 race.

The 250 GT SWB
Berlinetta was unveiled
at the Paris Motor
Show in October 1959,
Onthe short 94.5-inch
wheelbase, overall
length was only 163.5
inches (13.6 feet). The
plunt-looking fastback
carried a classic
Colombo-designed
sixty-degree, 3.0-

iter V12 beneath its
elongated hood.
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Every Ferrari
dashboard was
designed to be
functional, but not
always attractive. As a
purebred race car the
SWRB's interior fell into
the latter category.

Below: \With the fuel
filler coming through
the left rear fender, a

splash shield was
mounted above the left
exhaust pipes, justin
case of a fuel spill.

With a top speed around 150 miles per hour, the 250 GT SWB Berlinetta was one of
the fastest sports cars of its time, a driver’s car with nimble handling and superb balance
that allowed it to be driven hard into corners as well as flat out on a straightaway. It
was, as one driver wrote, “so easy and comfortable to drive fast, and so sure footed”
The 250 GT SWB, in either Lusso or competizione, wrote Hans Tanner, “more than any
Ferrari before or since, was a car equally at home on a race track or a boulevard” There
were fewer than two hundred examples built from late 1959 until early 1963 in both
competition and road car versions.

The example pictured from the Bruce Meyer collection is one of the most famous of all
the 250 SWB models. Chassis 2689, this factory race car fitted with the ultralightweight body

(one of five built for the race at Le Mans) was first in class in 1961, first overall at Monza in
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A stirring 260 horsepower lived
under the hood of the 250 GT SWB.
Swept volume was 2,953.21 cubic
centimeters from a bore x stroke of
73 x 568.8 milimeters. Compression
ratio was 9.2:1, with the air/fuel
mixture dispensed through three
Weber 38 DCN carburetors.

A special poster was
made for the 19671

Le Man's winning
Ferrari by owner
Bruce Meyer. The
list of victories by this
single car makes it one
of the most revered
of all 250 GT SWB
models. In addition
to Le Mans are afirst
overall at Monza, 19671,
first in class 1000km
at Montlhéry, 1961,
first overall, Coupe

2 i de Bruxelles, 1962;
1950s and early 1960s, owning almost any Ferrari 250 GT model truly was the best of both worlds. second overall,
500km at Spa, 1962;
and second in class
at the NUrburgring
1000km, 1962.

Le Mans GT Winning

1961, first in class at the 1961 1000km at Montlhéry, first overall in the 1962 Coupe de Bruxelles, second
overall in the 1962 500km at Spa, and second in class at the 1962 Niirburgring 1000km.

These special competition cars were further equipped with higher-output engines utilizing
extra-large 46DCF Weber carburetors. Output was boosted to 285 horsepower, and the top speed
recorded down the Mulsane Straight at Le Mans was 160 miles per hour.

Throughout Ferrari’s early history, the Road from Maranello was paved with legendary cars like

the SWB Berlinetta—road cars that could go racing and race cars that could go touring. For the

= LUCAS |
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Ferrar 250 G T1T0

Gran Turismo Omologato

Considered by many to be the most beautiful shape ever to grace
an automobile, the Ferrari 250 GTO, the contraction for Gran Turismo
Omologato (Omologato signifying homologated), was the quintessen-
tial Ferrari of the 1960s. The majority of GTO bodies were designed
by Sergio Scaglietti and built for Ferrari by Carrozzeria Scaglietti in
Modena, just a few miles down the road from the Ferrari factory.

Introduced in 1962, the 250 GTO became the preeminent Ferrari
road and race car. Only thirty-nine were produced through 1964,
making this one of Ferrari’s rarest and most valuable models. It
would be unusual to see one change hands today for less than $5.5
to $6 million.

Essentially a refined version of the 250 GT SWB Berlinetta (1959—
62), the 250 GTO was equipped with an improved 3-liter V12 engine
carrying six twin-throat Weber 38DCN carburetors, a five-speed,

all-synchromesh gearbox (replacing the four-speed used in the 250

The 250 GTO has accurately been described as beautiful and sinister. Whether at
work or at rest, the car radiates a sense of urgency and almost unbridled power. GT SWB), and delivering a minimum of 300 horsepower at 8,400
At full throttle, it cuts through the wind as if it were running in a perfect vacuum.

revolutions per minute.
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With its engine set deeper in the newly stiffened GTO chassis and pushed
back toward the firewall, the engine location lowered the entire car’s
center of gravity and created an almost perfect weight balance and
power distribution. When the car's 300 horsepower was combined with
its aerodynamic shape, the result was beyond comprehension. Into,
through, and out of the corners, the 250 GTO was poised. And down

the straights, it was simply unmatchable and unbeatable.

One of the principal reasons that Ferrari had developed the GTO was the aerodynamic
limitations that 250 GT SWB bodies had encountered at speeds above 155 miles per hour—
the blunt front end of the Short Wheelbase Berlinetta hitting the wall, so to speak. The
GTO then was a stretched SWB using aerodynamics as a styling guide. The design work at
Scaglietti was supervised by Giotto Bizzarini. As an alumnus of the University of Pisa, he was
allowed to use the university’s wind tunnel, and many of the styling refinements for the GTO
came from his work at Pisa. The body design included numerous vents and openings to cool
everything from the engine compartment to the brakes while at the same time decreasing
the car’s coefficient of drag. The net result was an increase in top speed from 155 to 170 mph,

a winning edge with drivers such as Phil Hill and Olivier Gendebien behind the wheel.
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The GTO was the inspiration
for a number of sports cars
that featured this stylish
fastback styling and rear
spoiler treatment. The rear
fender cutouts were used to
vent brake heat.

To make the new car slipperier in the wind, a higher roof line
and taller front windshield were installed. These gave the GTO
a more aggressive stance than the 250 GT SWB. The rear quarter
panels bulged over the deep-set and enlarged rear wheels; the nose
of the car was lowered so that the wind would slip invisibly over and
around the higher windshield. And the new, lowered front end also
helped to eliminate drifting, which sometimes plagued the 250 GT
SWB. The GTO’s back end was simply cut off behind the rear wheels

and crowned with a pronounced ducktail spoiler, which made the

car as sleek in the eyes of the wind as any Ferrari GT had ever been.

Three half-moon vents cut into the leading edge of the front hood

and ventilation gills sliced behind both the front and rear wheel
wells made the car look as much like a shark on the attack as it did a
race car on the run.

In order for the car to be homologated for racing, Ferrari was
required by the FIA to produce one hundred examples. At the time
the cars were to be homologated, in 1962, Enzo Ferrari had produced
fewer then one-third of the necessary examples. When pressed by
the international racing organization as to whether he intended
to build the balance of cars required, Ferrari left the Federation
directors stunned by his response: “The market for such a car was

already saturated and there were only a few men in the world who
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could master its ferocity!” A bombastic way of telling them no, as only
Enzo Ferrari could, and no is no, even in Italian.

Given that the 250 GTO was regarded by the Ferrari factory as merely
an “improved version” of the 250 GT Short Wheelbase Berlinetta, as
modified by Giotto Bizzarini and Sergio Scaglietti in 1961-62, the FIA,
counting all the 250 SWBs that had been built, acquiesced to Ferrari’s
position and homologated the 250 GTO without further question,
opening the door for one of history’s greatest gran turismos.

In point of fact, there was some truth to Ferraris claims, since the
GTO chassis was of the same tubular-type construction as the 250 GT
SWB’s, with an independent front suspension and live rear axle. The
basic improvements over the Short Wheelbase Berlinetta were dry sump
lubrication, a new five-speed gearbox, and a more aerodynamic body. It
was a thinly disguised lie, but no one dared challenge Il Commendatore.

As expected, the cars were virtually unbeatable, and the 250 GTOs
brought Ferrari the coveted Manufacturer’s World Championship of
sports cars for three consecutive years—1962, 1963, and 1964 with a total
of twenty first-place finishes in twenty-eight races, fifteen seconds, and
nine thirds!

There are many who consider the Ferrari 250 GTO the most beautiful
automobile ever created. While that opinion is open for debate, there is
no question that the 250 GTO is one of the ten greatest cars in automotive
history. Its styling is unrivaled by any sports car, past or present. Its

performance, even forty-two years after the last 250 GTO was built, is awe-
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Not a trace of interior
luxury—just pure race
car function inside

the 250 GTO, yet
despite its austere
furnishings, the main
instrument panel and
steering wheel were
the same as every
250 GT model. The
seats were lightweight
racing seats with
leather upholstery. The
rest of the interior was
painted metal. Note
the emergency brake
positioned alongside
the center tunnel just
right of the foot box.
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Above left:

Car number 24 at the
start of the 1963 Vingt-
quatre Heures du Mans.
Photograph courtesy
Chip Connor

Above right:

Car 24 on its way

to victory circle at

Le Mansin 1963.
Photograph courtesy
Chip Connor

Right: Next stop
victory lane and another
chapter in the history

of Ferrariat Le Mans.
Photograph courtesy
Chip Connor

inspiring. The 250 GTO has become the rarest and most desirable
road-race car ever to bear the Cavallino Rampante emblem.

The striking Ferrari red 250 GTO pictured in this chapter, and
on the cover of the book, was first in class at Le Mans and second
overall in June 1963. It has had what could be called a storybook
life: a winner from the start as a factory race car, never crashed,
and has gone from one great owner to another for more than four
decades. It was restored by none other than the World Driving
Champion and former Ferrari pilota Phil Hill. This championship
Ferrari 250 GTO, chassis no. 4293 GT, is now part of the

William E. Connor collection.

112 Ferrari



>00 Nonaal

The Four-Cylinder Ferrari

One of the first six 500
Mondial race cars built,
this example, bodied
by Pinin Farina, was
retained by Ferrari for
the factory team. A
Mondial finished an
outstanding second
overallin the 1953 Mille
Miglia, and the cars
were very successful
iN 1954, winning their
classes at Casablanca,
Agadir, and Dakar in
North Africa. Later,
Mike Hawthorne

and Umberto Magioli
scored a magnificent
victory at the
Supercortemaggiore
Grand Prix at Monza
by outrunning the
larger 3-liter cars!

The twelve-cylinder Ferraris are so revered these days, we  Mondial's Lampredi-designed racing engine featured twin overhead

often forget the small four-cylinder Mondial models built in the camshafts, dual magneto ignition, dry sump lubrication, roller
early 1950s. The 500 Mondial was simply the sports car version  tappet cam followers, and two Weber 40 DCO A3 carburetors
of the highly successful 2.0-liter single-seat race cars that won the  working in concert to deliver a conservative 160 horsepower at 7,000

championship for Ferrari (driven by Ascari) in 1952 and 1953. The revolutions per minute to the rear wheels.
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The power was delivered via a multiplate clutch

and four-speed transaxle mounted at the rear of the
chassis. Also, as in the single-seat 2.0-liter race cars,
the front suspension was independent by unequal
length A-arms. The rear suspension was a de Dion
axle supported by a transverse leaf spring.

The car pictured, serial number 0418, is one of
the first six built that were retained by Ferrari for
the factory team. The first half of the total of thirty-
four cars built were bodied by Pinin Farina and the

remainder by Carrozzeria Scaglietti.

A Mondial finished an outstanding second overall
in the 1953 Mille Miglia, and the cars were very suc-
cessful in 1954, winning their classes at Casablanca,
Agadir, and Dakar in North Africa. Later, Mike Haw-
thorne and Umberto Magioli scored a magnificent
victory at the Supercortemaggiore Grand Prix at
Monza by outrunning the larger three-liter cars!

The 500 Mondial continued to be successful
throughout the early 1950s in the hands of privateer
race drivers, making them one of the most coveted,

but least popularized of early Ferrari models.

The 500 Mondial was a sports car version of the
highly successful 2.0-liter single-seat race cars.
The Mondial's Lampredi-designed racing engine
featured twin overhead camshafts, dual magneto
ignition, dry sump lulorication, roller tappet cam
followers, and two Weber 40 DCO A3 carburetors
working in concert to deliver a conservative 160
horsepower at 7,000 revolutions per minute to the
rear wheels.
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Chapter 5
The Dino—A Tribute to Enzo’s Son

“I never thought a son could leave his father a legacy but my son did;
for it was only after he had passed away that I realized to the full
the goodness of this young man, who knew he was going to die
yet never inflicted the burden of his infinite suffering either

on me, his father, or on the friends who went to see him.”

—Enzo Ferrari

The Ferrari legend would not be complete without the Dino, even though it is a Fiat, not a Ferrari. In
a very lose interpretation, the Dino is to Ferrari what the 914 was to Porsche, a less expensive companion
model built by another company. (In Europe the 914 was a Volkswagen, not a Porsche.)

For Enzo Ferrari, the reasons for producing the Dino were not based on economies of scale; they were
very personal and, in fact, led to his decision to write his memoirs in 1963. “The death of my son Dino,” wrote
Ferrari, “induced me to pause sadly and reflect. Catching my breath, I looked back down the long road I have
traveled. With my life stretched away behind me, I decided to find release in this dialogue with myself, hoping
it would not be too late; a dialogue in solitude, in the shadow of the greatest sorrow of my life”

The V6 Dino models were produced to commemorate Il Commendatore’s son, who had died in 1956.

“He was born into motor racing,” wrote Enzo. “He became a motor racing enthusiast to the exclusion

of all other sports and himself drove with skill the various cars I let him have. The first was a little Fiat

Toplino 500; after this came a Fiat 100TV and, finally, a 2-liter Ferrari that he would now and again take
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The Dino design by Pininfarina was
one of the most curvaceous bodies
ever produced for a sports car, a

fact that contributed to the Dino'’s
longevity. The 206G Ts were the only
Dinos bodied in aluminum. Designed
by Pininfaring, the coachwork was
built by Scaglietti while the alloy
engines were produced by Fiat. Dino
production started early in 1969. The
cars bore no Ferrari emblems, and
the only reference to Ferrari was the
Dino GT name next to the talilights
and the Pininfarina body plate forward
of the rear wheel well. The cars were
produced on a 2,336-milimeter (92.1-
inch) wheelbase welded tubular steel
frame with four-wheel independent
suspension and disc brakes.
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to the Modena track to try out. This passion of his was a cause
of concern to me, not so much for any risks he might run, but
because his health was precarious and I was afraid he might
overtax himself”

Although Alfredo “Dino” Ferrari had suffered from muscular
dystrophy since birth, he had his father’s indomitable will.
He managed to get through school and acquire a degree in
engineering, but as his health began to fail in his early twenties,
Dino was forced to spend most of his time in bed. Enzo and his
close friend the brilliant engineer Vittorio Jano, whom Ferrari
had hired away from Fiat back in the 1920s, would spend time
with him discussing Dino’s designs for a new 1.5-liter racing
engine. Dino had even written a two-part article on the design of
his high-performance V6 engine in the Italian magazine Velocitd.
“For reasons of mechanical efficiency;” noted Enzo, “[Dino] had
finally come to the conclusion that the engine should be a V6
and we accepted his decision” Five months after Dino passed
away, Ferrari built his son’s engine, the 156 Dino.

“He was a young man with a surprisingly serene outlook.
When I was worried about something, for instance, he never
failed to have a soothing word for me. He was young, but he

always had the right word ready at the right moment,” wrote




Enzo. Though his death was an inevitability, when Dino finally

succumbed to his illness, it came as a staggering, almost life-altering
blow to his father, and, in order to honor Dino’s memory, Ferrari
developed not only the 156 but an entire line of Dino engines over
a ten-year period for use in Formula One, Formula Two, sports
racing, and GT road cars.

“I never thought a son could leave his father a legacy,” said
Enzo, “but my son did; for it was only after he had passed away that

I realized to the full the goodness of this young man, who knew

he was going to die yet never inflicted the burden of his infinite
suffering either on me, his father, or on the friends who went to see
him. He was a noble lad and a generous one, and not only because
he paid for books and subscriptions to technical journals for his
needy friends. Leaving me his great spiritual inheritance, my son
above all taught me that we remain children up to all ages, until,
tried by some great sorrow, we suddenly learn the meaning of
goodness, renunciation, charity and duty. And, too, what life means

to a young man who is leaving it”

TheengneinthefirstDino
model, the 206GT, was
a180-horsepower, sixty-
five-degree V6 displacing
1,987 cubic centimeters
with albore x stroke of
86x57 milimeters. The
engines used inthe
246GT (pictured) and
GTS digplaced 2,418
cubic centimeters with
a92.5 x 60 milimeter
bore x stroke and
increased output to 195
horsepower at 7,600
revolutions per minute.
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The V6 engined Dino 206GT first broke
cover at the 1966 Turin Auto Show; its
2.0-liter V6 engine later grew to 2.4-liters
becoming the more familiar Dino 246GT.
The Pininfarina designed Dino wasn't the
powerhouse that Ferrari's V12 models
were, but it had miles of style, and a lithe,
balanced driving character. Originally
launched as a Berlinetta coupe, an
open-roofed GTS model soon followed.
Klemantaski Collection/Getty Images

In 1965, Carrozzeria Pininfarina bodied the first ~ a five-speed transaxle. An additional prototype was

Dino road car to be powered by the mid-mounted
V6 engine. The prototype, known as the Dino
206GT Speciale, was displayed at the Paris Motor
Show in October. A second version, called the Dino
Berlinetta GT, was displayed at the 1966 Turin Motor
Show; like that of the earlier example, its engine was
positioned longitudinally ahead of the rear axle. A
third and final version made its debut at Turin in
November 1967; this one had the Fiat-produced

engine mounted transversely and built-in unit with

shown in Brussels the following year, and, early
in 1969, Dino production started at Carrozzeria
Scaglietti. By the end of the year, roughly 150 had
been built, all with hand-formed aluminum bodies
of exceptional style.

With the engines built by Fiat, the cars had the
distinction of being the first production Ferraris to be
given only even chassis numbers (road cars had, with
few exceptions, been serialized in odd numbers only)

and the first to wear neither the Cavallino Rampante

The 246GT Dino succeeded the 206GT at the end of 1969 and remained in production

through 1973.
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Left:

The rear styling of the Dino
was again the inspiration
for numerous sports

cars builtin the 1970s.
The long sail panels and
curved-in backlight were
benchmark designs.

Below:

You only need look at this
model's mod hairstyle
and clothing to know that
she and the Dino were
products of the swinging
1960s and 70s. The Dino
was also something of a
pop-culture icon of the
time, making cameo
appearances in dozens
of movies and television
programs. Trinity Mirror /
Mirrorpix / Alamy Stock
Photo

Far left:

The styling of the Dino by
Pininfarina was the inspiration
foranumber of later sports
car designs, but none had
the unique character of the
Scaglietti-bodied Fiats. The
Dino name was proudly
displayed on the hood where
aferrariemblerm would have
otherwise been mounted.
Owners often replaced the
Dino badge with the Cavilino
Rampante embblem. Neither
the Ferrarinor Fiat name was
used onthe cars.
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The Dino dashboard
was done in the Ferrari
style of the period and
was nearly identical

to the new Ferrari

365G TB/4 Daytona.

emblem nor the Ferrari name. They simply bore the signature “Dino
GT” on the right corner of the body below the engine cover.

The mechanical basis for the 206GT Speciale was the 206
engine, which had been built in small numbers for the 1966 racing
season. The compact V6 utilized four overhead camshafts, a design
descended from the engine of the 1961 1,500-cubic-centimeter
Formula One World Championship car. The Dino name was first

applied to the engine used in a single-seat Formula Two car, after

which all of the V6 engines, whether for racing or for road cars, were

so designated. The 206 identification was derived from the engine’s
total displacement in deciliters, 206, indicating 20 deciliters or 2
liters, and six cylinders.

In order for Ferrari to use the Dino engine in Formula Two
competition, it had to come from a mass-produced automobile of
no fewer than five hundred units; thus, Maranello entered into an

agreement with Fiat to build five hundred engines and use them in a
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vehicle that could quickly attain homologation requirements. This was
a hasty but efficient means to an end for Ferrari.

While it is regarded as a Fiat engine, all of the lower part of the
Dino—oil sump, gearbox, drive shaft, and differential for each
engine—was produced in Maranello by Ferrari and shipped to Fiat
for the final assembly, so the engines are as much Ferrari as they are
Fiat! The Dino V6 was later found in various forms, in the Fiat Dino

Pininfarina Cabriolet, the Fiat Dino Bertone Coupes, the Formula

i

—— 4‘”

Two single-seaters, and, of course, in the Dino 206GT, 246GT, and
246GTS. Of the 206GT versions, it is estimated that no more than one
hundred were completed before the 246GT took their place. Nearly
identical in appearance, the new number designation indicated that
the 246GT had a larger swept volume, of 2.4 liters. This was achieved
through a new bore x stroke of 92.5 x 60 millimeters. Output was
consequently increased from the 206’ 180 horsepower at 8,000

revolutions per minute to 195 at 7,600 rpm, and torque was improved

The inimitable Keith Moon,
hard playing, driving, and
living drummer for the
Who, with his obviously
damaged Dino among
some of his other toys,
including Rollers and
Mercedes. Jack Kay/
Getty Images
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to 166 pounds/feet at 5,500 rpm, delivered to the rear wheels via a five-speed, fully synchronized
gearbox. Another change was in the wheelbase. The 206 had measured 89.7 inches, whereas the
246GT returned to the earlier Dino prototype’s span of 92.1 inches, an increase of 6 centimeters.
With the engine mounted transversely ahead of the rear wheels, the Dino had given the stylists at
Pininfarina a fresh canvas upon which to design the body, leading to one of the car’s most distinctive
features. Aside from being the first Ferrari Gran Turismo with a mid-mounted engine, the Dino
featured a concave, vertical backlight wrapping around the front of the engine compartment. This
allowed the sides of the roof line to slope into dramatic, flowing sail panels that extended beyond
the crown of the rear fenders, thus silhouetting them against the elongated roof line. The aluminum
bodies were built at Scaglietti in Modena, giving the Dino yet another significant tie to Maranello. If
the Dino’s dramatic styling wasn’t enough to attract customers, its price certainly was. In 1970, one

could purchase a Fiat Dino for just $13,400.

The Dino 246G TS was
addedin 1972 and
featured aremovable
Targa-type roof

panel. The last Dino
model concluded
productionin 1974.
Total numbers for the
206GT, 246GT, and
246GTS far exceeded
the original five
hundred units Ferrari
had been required to
build. By the time the
Dino was retired from
production, more than
four thousand had
been built, of which
twelve hundred were
the popular 19721974
GTS models.
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As an automaker, Fiat is one of Italy’s oldest and largest, and

though not highly regarded in the United States, in Italy, Fiat is the
equivalent of General Motors. It is the country’s largest automaker
and today includes Alfa Romeo, Lancia, and Ferrari among its
various holdings. Through the Turin automaker’s 105-year history,
it had occasionally flirted with greatness, and one of the high-
water marks was certainly its collaboration with Enzo Ferrari on
the Dino.

The majority of first-series Dinos were sold in Italy and Europe,
although a few were brought into the United States by Luigi
Chinetti in 1969. The 206GT was replaced at the end of 1969 by the
246GT, which remained in production through 1973. The 246GTS,

featuring a removable Targa-type roof panel, was added in 1972 and

concluded Dino production in 1974. Total numbers for the 206GT,
246GT, and 246GTS far exceeded the original five hundred units
Ferrari had been required to build. By the time the Dino was retired
from production, more than four thousand had been built, of which
twelve hundred were the popular 1972-74 GTS models.

Far more than a footnote to Dino history is the Dino-derived
V8 engine used in the 1973 Dino 308 GT4 2+2. This brief series of
models, with coachwork designed by Bertone, was entirely different
in design from the original Dino. One example of the 2+2 was even
entered at Le Mans in 1974 by Luigi Chinetti’s NART racing team. Yet
another version of the Dino, the 2-liter 208 GT4, was sold exclusively
in Europe. The end result of the 308 GT4 was the new Ferrari 308 GT,

which finally took the place of the Dino in 1975.
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Chapter 6

Coming of Age in America—Ferraris of the 1960s and 19/0s

In the 1960s and ’70s, a generation of Americans was growing up
with contempt for authority, government, and possessions.
Little did they know of Ferraris, winding mountain roads, and
the sound of a V12 echoing in the air.

In the early 1960s, Ferrari introduced one spectacular road car after another. In the wake of the 410
Superamerica came the 250 GTB Lusso, Spyder California, and 500 Superfast, models that would leave
enthusiasts muttering to themselves and glorify forever the history of the sports car. The pages of Road
& Track, Sports Car Graphic, and Motor Trend, among others, were continually paying homage to Ferrari with
reviews that left enthusiast readers yearning for one of the maker’s cars in their garages. Few, however, had the
means to fulfill that dream. By the 1960s, a Ferrari was one of the most expensive automobiles in the world and,
in some instances, one of the most luxurious.

Luxury is not a word one would immediately associate with Ferrari sports cars of the 1950s, but by
the 1960s Enzo Ferrari had come to realize his cars would have to meet the needs and demands of a
much diversified clientele. In 1964 luxury became a word that one could indeed attribute to a Ferrari.

That was the year Ferrari introduced the 500 Superfast.

The stylish 250 GT
Calbriolet Series |,
introducedin 1957,
was a dramatic
departure from
traditional sports car
styling of the period.
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The 250 GT Cabriolet
interior was plush for

a Ferrari, with leather-
upholstered seating,
console, door and

kick panels, and a
dashboard finished in
a glare-resistant, matte
black crinkle texture.

It had been briefly preceded by the 400 Superamerica, a sports

car afforded an extra measure of interior luxury and comfort, and
thus distinguished from more traditional race-bred road cars. The
luxury Gran Turismo premise had its beginnings with the 410
Superamerica, but refining the ride and interior, and combining the
very best attributes of a road car and a race car in one did not reach

maturity until the Superfast was unveiled.

Aside from pure race cars, every Ferrari road car of the 1950s
was luxurious for its time. There was, however, what many cus-
tomers perceived to be a compromise in Maranellos road-going
Spyders and Berlinettas, which were tied more closely to the com-
pany’s racing heritage than to the luxury and comfort one found,
for example, in early postwar Alfa Romeo road cars. This was a

point Luigi Chinetti continually brought to Enzo’s attention, a
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bone of contention that seemed to have both men at odds through-
out the 1960s.

By the latter half of the 1950s, a persistent demand was arising
for a car with more luggage space and more luxurious appointments
than Maranello’s purebreds had to offer. Bespoke coachwork from
Italy’s leading ateliers had from time to time risen to the occasion
with exquisite two- and four-place creations, but in general a Ferrari
was not a luxury car.

The move to lusso styling, luxurious in an American context as
Ferrarisawit,didn’thappen untilthe Pininfarina250 GT 2+2arrivedin
1961. Bytheend 0f 1963, more than 950 had been delivered. For Ferrari,
such sales for a single model were phenomenal. For Enzo Ferrari, it

was almost an epiphany.

Left:

The design, by
Pininfarina, featured an
aggressive front-end
appearance, accented
by headlights faired

into the fender line and
covered by Perspex,

as had been done on
250 GT race cars, an air
intake consuming nearly
athird of the hood area,
and bold chromed
vertical bumperettes,
flanking the grille and
faired into the shape of
the fenders.

Right:
The engine in the 250
GT Cabriolet Series
Iwas a Colombo-
designed sixty-degree
V12 with abore x stroke
of 73 x58.8 milimeters
(2.870x 2.315Inches)
displacing 2,953 cubic
centimeters (180
cubicinches). The
valve operation was
by a single overhead
camshaft on each
bank with roller
followers and rocker
arms toinclined valves.
With three twin-choke
Weber carburetors and
acompression ratio

of 8.56:1, output from
this engine was 240
horsepower at 7,000
revolutions per minute.
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Back in 1957, Ferrari had commenced series production of its first convertible, the 250 GT Cabriolet. The

first example designed by Pininfarina was shown at the 1957 Geneva Motor Show. The GT Cabriolet was not

intended for competition, although with a 240-horsepower Colombo V12 under the hood, there wasn't much

aside from suspension, tuning, and a very plush interior that separated the car from those built for competition.

It was perhaps the ideal compromise between the two extremes for the late 1950s.
The Cabriolet’s chassis was identical to that of the Boano coupes being produced at the same time, both using
a welded oval tubular steel, ladder-type frame with independent front and live rear axle, and drum brakes.
With a handsome if not a stunning design, the early cars were noted for their very dramatic grilles, protruding

Perspex-covered headlamps faired into the fender lines, and bold vertical front bumperettes. The Pininfarina design

The 250 GT Pininfarina
Cabriclet was also the
star of the 19568 Ferrari
exhibit in Paris.

Far left:

At the 1958 Geneva
Motor Show, Ferrari
displayed three very
different types of
sports cars with the
Pininfarina Calbriolet
stage center.
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The 400 Superamerica was afforded an extra
measure of interior luxury and comfort, and
thus distinguished from more traditional race-
bred road cars. The luxury Gran Turismo
premise had its beginnings with the 410
Superamerica, but refining the ride and
interior, and combining the very best attributes
of aroad car and arace car in one did not
entirely succeed with the short-lived 400
Superamericalline.
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featured a prominent air intake laid almost flat and extending nearly

three-quarters of the hood’s length. This, along with the headlight and
bumper design, gave the car an extremely aggressive appearance from
the front. The first-series cars were limited to approximately two dozen
examples, all of similar design, while later versions (another twelve
cars produced in 1958-59) featured a one-piece, wraparound front
bumper and less dramatic uncovered headlights pushed farther out to
the corners, giving the front end more of a squared-off appearance. It is
estimated that Series I production ran to around forty examples, all with

steel bodies by Pininfarina.

While the 250 GT Cabriolet was an excellent compromise
between race car and road car, with the emphasis on the latter, in
New York, Luigi 