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From the top, the three versions of Diablo shown here are an SV, then an SE30 Special Edition in the middle and the gloriously fierce GT nearest the camera.
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PREFACE AND 
ACKNOWLEDGEMENTS


IT IS A sobering thought that Lamborghinis have only been in production for fifty years and yet, in that relatively short time, the name has become a byword for the epitome of performance supercars. This stems without doubt from the fact that today they produce a large percentage of the most startling examples of this genre.


But you only have to trawl through a dictionary of cars on the internet to find out that the autostrada to greatness is littered with the abandoned relics of so many started but never finished, automotive projects and anyone at the time would have been forgiven if they had filed Ferruccio Lamborghini along with the likes of Bizzarrini and ASA, for instance. Both of the latter produced great cars, but both were just others in the long list of manufacturers without staying power. The determination of Ferruccio coupled to the young, fertile minds of his team made for a combination that could perhaps only have succeeded in the way they did in the 1960s.


As I worked through this book, I had to keep reminding myself of things like just what else was there out there when the Miura and Espada appeared? They made the Jaguar E-Type seem antediluvian, not to mention local competitor Ferrari, as Sig. Agnelli is reported as noting at Monaco.


The life of the bull of Sant’Agata, and this is simply a model by model overview of the story so far, consists of three periods involving a central ‘interregnum’ era bookended by that of the eponymous factory’s boss and VW/Audi. It is clear that Ferruccio had a strong sense of direction and of what he wanted to achieve; the question is whether he accomplished his ambitions. For a personal answer, I would say a qualified ‘yes’ as the Islero was, as near as dammit, the car he had always envisaged and maybe, by the time of the Urraco, which was introduced for the practical reason of generating cash flow, he had fallen out of love with the project anyway.


We are lucky that the various owners subsequently kept things going through difficult times both internally and externally, for now we can see a company moving from strength to strength.


To strengthen my task in completing this book I must thank Cristina Guizzardi at Sant’Agata for her encouragement. In no particular order, Ted Walker – the Ferret – was very helpful with photographs, as was Keith Bluemel. Rebecca Ruff of Artcurial Auctions vitally provided many pictures, without which I would have been in trouble, as did Amy Christie at RM Auctions.


Great experiences with Auto Italia magazine and colleagues Phil and Michael Ward, as well as Roberto Giordanelli, being able not only to write about and photograph these exciting cars, but also to drive them, have provided solid background to many of the models’ stories.


My heartfelt thanks to all.


This is not a story with an end. It will be fascinating to watch what happens at Sant’Agata during the coming decades.
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INTRODUCTION: IN THE BEGINNING


IT WILL NEVER be properly established whether tractor magnate Ferruccio Lamborghini decided to build his own cars as the direct result of having been treated as badly as were many other of Enzo Ferrari’s clients in the1950s and 1960s. The legend has it that he got home from an entirely unsatisfactory visit to Maranello with his underperforming car and resolved to beat the Prancing Horse at its own game. However, Ubaldo Sgarzi, in an article in Classic & Sports Car magazine, stated that the problems with Lamborghini’s Ferrari 250 GTE consisted only of bad plugs and under-carburation. Sgarzi knows this, he said, because he was asked to try the car one evening after having been introduced to Ferruccio in a bar in Bologna and thereafter started a relationship that resulted in his employment at the Sant’Agata factory for nearly thirty years.
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The eponymous Lamborghini script sits proudly on top of the factory.
PETER COLLINS
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Ferruccio Lamborghini succeeded through a combination of sheer hard work, engineering talent and astute business awareness.





Whatever the truth of the matter, the fact was that Lamborghini, born on 28 April 1916 and, by the mid-1950s, very successful through sheer hard work, had decided that he could add construction of the best GT car in the world to his CV, if he chose the right people. Birth at the end of April meant that he was a Taurean and this star sign denoted those who were determined to succeed through hard work, tenacity and initiative.


Right from the off, he demonstrated all those features and, living on a farm and of peasant stock, the concept of ‘making do’ was not alien to him. It is said that, as a youngster, he even set up his own, very basic, forge and machine shop, such was his love of things mechanical. His parents encouraged him in this, sending him to technical school in Bologna. During World War II, whilst in Rhodes, he was attached to the Regia Aeronautica and became highly adept at maintaining their well-worn military vehicles, proving able to keep even the most decrepit examples running.


Back home after the cessation of hostilities, his skills and inventiveness were exactly what was needed in an agricultural community and, with little chance of obtaining new equipment in the war-torn country, he simply built his family a tractor out of what he could find and glean. Whilst allegedly on his honeymoon, he came across the British Forces disposing of armoured vehicles. Acquiring some, he removed their casings and, with some work, converted them to tractors, which he then sold. His business germinated successfully to the point where he was able to build a purpose-designed factory in 1949 in the town of Cento. By 1954, he was building tractors with varying sizes of diesel engine of his own design, fast becoming Italy’s largest manufacturer of agricultural equipment.


In 1960, inspired by a trip to the USA, he started a business manufacturing and selling home and commercial heating and cooling equipment. His emphasis was on after-sales service and this alone ensured success, but he possessed a desire to do something with cars. His natural flair for mechanical things led him to strip a Fiat 500 Topolino down to essentials and convert it to overhead valves. With this, he entered the 1948 Mille Miglia. He ended his run not that far from where he lived when he finished up in an inn, which, he later said, he entered through one of the walls. He never competed again, but the itch to have his name on a car of his own build remained and when Ubaldo Sgarzi tried his Ferrari in Bologna in 1962, this moment was almost the catalyst for the start of the project that has become the car manufacturer that Lamborghini is today.


The late Bob Wallace, the fledgling company’s first test driver/engineer, always denied the story concerning the desire to beat Ferrari at his own game, stating that Ferruccio actually wanted to beat everyone – that and the fact he could see a way of making money from it. Wallace was from New Zealand and had spent time as a mechanic with Ferrari, Maserati and Serenissima. In late 1963, he was given the chance to join the developing Lamborghini set-up and did so, figuring he might have a lot both to learn and to contribute. As it turned out, he contributed something to every car that rolled off the Sant’Agata production line for many years.


Sant’Agata was the village, north-west of Bologna, on the outskirts of which Ferruccio had purchased land and established his state-of-the-art car factory. The atmosphere of creative energy attracted gifted young engineers such as Gian Paolo Dallara, who at twenty-four years old had moved straight from Milan Technical Institute to being assistant to the legendary Carlo Chiti at Ferrari, before moving to Maserati and then Lamborghini in March 1962. He brought with him Paolo Stanzani, who eventually became factory manager and chief engineer.


Perhaps the most experienced member of the initial team, though, was the redoubtable Giotto Bizzarrini, who had been one of those who left Ferrari in the winter of 1962, but not before he had designed the immortal 250 GTO. His creation of a 4-camshaft V12 for the first Lamborghini, the GTV, was heavily influenced by his racing background and there is no doubt that he, Dallara, Wallace and all wanted to go racing, but Ferruccio said ‘no’. It was the correct decision at the time, as such a distraction would have meant a less than 100 per cent effort put into the road cars and all agreed, even though Wallace tinkered on the sidelines with a few personal projects.
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Legend has it that Ferruccio built his parents a tractor out of parts he found around their farm. This is the engine of a much later production Lamborghini tractor.
EUROPEAN CLASSIC CARS





So, by 1963, the key elements were in place to launch Automobili Ferruccio Lamborghini to the world at large. When interviewed for Road & Track magazine at the Turin Show that year on the launch of the 350 GTV, the tractor magnate said:


In the past I have bought some of the most famous Gran Turismo cars and in each of these magnificent machines I have found some faults. Too hot. Or uncomfortable. Or not sufficiently fast. Or not perfectly finished. Now I want to make a perfect GT car without faults. Not a technical bomb. Very normal. Very conventional. But a perfect car.


What happened next is described in the following pages.
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An example of an affordable Lamborghini tractor. The company pioneered 2- and 4-cylinder air-cooled engines.
EUROPEAN CLASSIC CARS







THE FERRUCCIO YEARS






[image: image]


An Auto Italia test sees the ex-Twiggy Miura leading two others at the test track.
AUTO ITALIA ARCHIVE
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350 GTV


AMONGST THE BACK pages of the 26 July 1963 issue of Autocar magazine is a one-page article. Alongside a photograph of a bare rolling chassis with engine fitted is the headline ‘Italian 3500cc GT from a New Constructor’. Thus the Lamborghini 350 GTV was introduced to many British readers over their morning cornflakes. Bare details, such as the engine will have twin overhead camshafts with a bore and stroke of 77 × 62mm and that the chassis weighs only 188lb (no metric then), were included, along with the information that a factory had been built to produce the new car.


It all seemed so simple, but, of course, there was a lot more to it than that.


It has passed into legend – or myth –that Ferruccio Lamborghini wanted to build what we would nowadays call a supercar and that he insisted it would be the best in the world and usable by anyone. His enthusiasm was rather like a virus and affected everyone he involved in the project. In the end, the final product – the GTV – was actually not what he had envisaged at all and he was quite disappointed.


As there was nowhere to build it, space was allocated in a corner of Ferruccio’s tractor factory for its construction. Ferruccio had taken on Ingegnere Giotto Bizzarrini to design the mechanicals and Franco Scaglione to design the bodywork. The chassis was to be built by the Modenese firm Neri & Bonacini. Ferruccio wanted plenty of power and it was settled that the motor would be of 3.5 litres and a short-stroke V12, but, with the designer being Bizzarrini, who had been part of Ferrari’s competition department and who was responsible for that company’s 250 GTO, what actually resulted carried more similarities to a race unit than one for touring, which was what Ferruccio really wanted.


The end result, as seen at the initial Press debut of the car on 26 October 1963, a week before its public announcement at the Turin Show, was such that, by this time, Ferruccio had already decided that the GTV was essentially not the way he wanted things to go and had already commissioned others to move his project forward.


Problems ranged from the fact that the chosen body designer, Scaglione, had rather fallen out of fashion; this can be seen in the basic shape of the car, which looks remarkably like the 1954 Alfa Romeo Sportiva, a lovely motor car but one that was then almost ten years old – an eternity in the automotive world. The body was constructed by Carrozzeria Sargiotto in their apparently tiny premises in Turin and the practical and pragmatic Ferruccio quickly realized that both it and the engine were not really what he wanted, despite the fact that it was, undeniably, spectacular and brought the name Lamborghini to the attention of the world.
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A period picture of the 350 GTV showing the six exhaust outlets of the original car.
FERRET FOTOGRAPHICS
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For many years the GTV was stored in non-working order in the factory. This picture of it was taken circa 1974.
FERRET FOTOGRAPHICS
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Fully restored to working order over twenty years ago, this is the front of the GTV today.
KEITH BLUEMEL





Rob de la Rive Box, in his book History of Lamborghini, suggests that the car was designed around the engine, but, as is well known today, in fact the GTV had no engine under its bonnet at its debut, because, it was later suggested, it would not shut with the stack of vertical Weber carburettors on top of the engine block. It was also said that there might be a 2.2-litre 6-cylinder unit under development in addition to the V12, but any further allusions to that were to wait another three years. Road & Track magazine reported that there would be a competition version of the engine, but Ferruccio himself specifically ruled out racing as any part of Lamborghini’s forward planning and so it remained until recently.


Another member of the Ferrari competition set-up at Maranello was Ing. Gian Paolo Dallara, who was well known to Bizzarrini; the latter recommended him to Ferruccio as a possible candidate to take the new road-car project forward. Dallara was a cousin of Ing. Alfieri and had worked at Maserati, as well as alongside Carlo Chiti at Ferrari. At only twenty-four years old, he seemed a perfect fit for the job and was hired by Ferruccio, thus effectively ousting Bizzarrini. The result was that Dallara oversaw the toning-down of the GTV into a more reasonable product without, in any way, diminishing its dynamics. It was telling that Road & Track published a photo of a chassis on the Turin Show stand and described it as the ‘Touring’ version of the new car.


Autocar referred to the GTV as ‘fierce but not beautiful’ and alleged that it was designed by Giorgio Prevedi, under the supervision of Scaglione. We will probably never know the complete facts, but one thing was certain, Lamborghini was already hard at work ensuring the company’s future and the car with which it would succeed. Finally, many years later, Lamborghini agreed to selling the GTV to Bologna Lamborghini dealer Romano Bernardoni and his cousin Stefano Pasini. The long-neglected prototype at last had an engine – with the vertical carburettors – installed and on 26 January 1990 moved under its own power for the first time.




GTV






	Engine


	V12







	Valve gear


	Four overhead camshafts, two per cylinder bank







	Bore and stroke


	77 × 62mm







	Capacity


	3497cc







	Power


	350bhp approximately







	Transmission


	ZF five-speed gearbox; rear-wheel drive







	Chassis/body


	Tubular spaceframe with alloy body built by Carrozzeria Sargiotto







	Suspension


	Independent all-round wishbones and coil springs







	Brakes


	Disc brakes on all four wheels







	Performance


	Unknown
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Originally alleged not to fit, the engine is now installed in the restored GTV. Note vertical Weber carburettors.
KEITH BLUEMEL
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Rear view of the GTV today, including the overkill six exhaust outlets.
KEITH BLUEMEL
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350 GT


ACCORDING TO CARLO Felice Anderloni of Carrozzeria Touring:


The GTV was a car that was impossible to produce industrially. With the help of Federico Formenti [a designer at Touring’s Milan shop] we had to totally redesign it and the 350 GT that resulted was a completely different car, entirely designed and built [excluding chassis] by our company, even if it is undeniable that to some extent it was inspired by Scaglione’s original prototype.


Well, to borrow from Mandy Rice-Davies, ‘he would say that, wouldn’t he?’, but, in fact, Ferruccio was not only disappointed by the shape of the GTV, but, even more, he was disappointed by the reception given to the car by the Press. Before the Turin Show of 1963, when the GTV was announced, he already had his team of production engineers working on its replacement and the first part to appear was a new chassis, designed by Ing. Gian Paolo Dallara, consisting almost entirely of square-section tubes with round-tube extensions to carry the suspension and engine. This was made up by Neri & Bonacini, but all subsequent production chassis were constructed by the Lamborghini company.


Taking the external bodywork shape to start with, the most obvious difference between the GTV and the GT are the headlights. With the latter, gone are the pop-up units, replaced by oblong Cibies that some have never been comfortable with, but which define the model. Whilst the track dimension of the GT remained the same as the GTV at 1,380mm (54in), the wheelbase increased by 100mm (4in) to 2,550mm (100in), enough to give the Touring car that look of extra elegance.


Perhaps a good description of Touring’s work is that they kept the best of Scaglione’s work and simplified the rest. The GT is more restful on the eye than the GTV, without the wheel-arch vents, the prow and the chrome work thereon. It also lost the fiddly rear lights and the six exhaust-pipe exits. The rear end was essentially retained, although with corners softened, creating a very recognizable shape, which, with the reshaped nose, gave birth to a resilient ‘Lamborghini look’. The end result was a car that weighed some 100kg (220lb) more than the GTV, at 1,050kg (2,315lb) in total.
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The first production Lamborghini was the 350 GT. This one is at Museo Lamborghini.
PETER COLLINS
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Carrozzeria Touring created a highly attractive shape for the GT from the original GTV.
PETER COLLINS







[image: image]


Overall, the car looked both taut and muscular, as well as elegant.
PETER COLLINS





Under this elegant and distinctive bodywork, the mechanicals were conventional for a car of this calibre. The engine remained of 3.5 litres – actually 3464cc – and the gearbox initially was ZF containing five speeds, although Lamborghini had every intention of ultimately building its own. The same intentions existed regarding the rear axle, which, to start with, was from Salisbury’s with self-locking differential and was available with one of three optional ratios. Suspension was independent all round.




[image: image]


The badge of the first production Lamborghinis to be completed at the Sant’Agata factory.
PETER COLLINS
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A rare picture of a 350 GT standing next to the 400 Flying Star. Both are waiting to lap the Northern French circuit of Croix en Ternois as part of the Rallye de Paris in the later 1990s.
PETER COLLINS





The engine was the responsibility of Ing. Gian Paolo Dallara and he was charged with the job of detuning, or creating a more reliable, smoother and drivable unit out of Bizzarrini’s initial racing-philosophy mechanicals. First to go were the six vertical Weber carburettors, replaced with an equal number of twin-choke side-draught instruments from the same source, as the originals were really only suitable for very high performance and were also very expensive. They also added considerable height. Apparently, Ferruccio requested that the new unit should be capable of doing 70,000km without trouble and so Dallara eliminated the dry-sump oil system, replacing it with a conventional wet sump. Even after doing that, the use of side-draught carburettors allowed a 30mm (1in) reduction in the line of the bonnet. The two ignition distributors were moved from the rear to the front of the block. The valve timing was softened, the compression ratio reduced and a more civilized exhaust system contrived.


The unit was to be manufactured entirely from aluminium and the standards of finish, according to respected writer the late Griff Borgeson, were so good that the crankshaft, for instance, ended up ‘as smooth as a baby’s bottom’.


Once completed, engines were subjected to 20 hours of testing. The first ten involved them being turned over by electric motor and then they were fired up and run for several hours at increasing rates of load and revolutions. The end result was an output of 270bhp at 6,500rpm, according to Road & Track. And so was born Lamborghini’s answer to Ferrari’s 330 GT, its nearest competitor and equivalent.


The 350 GT was launched to the public at the 1964 Geneva Show in March. Henry Manney commented in Road & Track that: ‘Lamborghini made a business-like appearance with a much prettier smoothed-off coupé which has a new stiffer chassis …’, while John Bolster commented likewise on the technicalities of the car, but also pointed out the unusual 2+1 seating, whereby a sideways fully trimmed seat was situated to the rear of the front seats.


Road tests were carried out by both Road & Track and Sports Car Graphic. In the former, Henry Manney was first taken out by Development Engineer Bob Wallace, fresh from ATS and Serenissima. In describing the dashboard and its contents, Manney commented that: ‘… there is a light to tell you when one of the thermostatically controlled fans is on, the squirt button below and the two handwheels for the Lancia heater, which is due to be replaced, thank god.’


‘Rear seats there are none, except for a flat place to put your parcels …’, indicating that the company was already having second thoughts about the sideways seat. In fact, in his report on the 1965 Paris Show in October that year, Manney stated there was ‘new interior trim in the 350 GT’, so that probably indicates the point at which the sideways rear seat was deleted. It would have been virtually impossible to bring it into line with upcoming safety rules anyway. Manney continued:


Bob gave me heart-failure until I saw what he was about, hopping humpbacked bridges to show that it landed straight, clapping on the binders from full noise to burn in the new pads and even braking furiously in [Richie] Ginther’s Corner near Nonantola to show how stable the car was even when locked up.


Later we reached the autostrada and Bob muttered that it was a bit of a pig as 500rpm was missing somewhere. I didn’t mind, as the sight of Fiats approaching backwards at an indicated 280km/h is absorbing enough … barring the ever-present Fiats I wouldn’t hesitate to do it myself.


There was a feeling of solidness on the road coupled with the reluctance of the rear end to slip at any speed … the purest joy can be gotten from rasping crisply from corner to corner, skimming through flatly under the interested gaze of farmers, and then massaging up through the gears along one of those bumpy, tree-lined, straights, steady as a rock at 135mph when most other cars would be gambolling like a spring lamb.


For Sports Car Graphic, Jerry Titus travelled to San Francisco in early 1966, to test a car owned by one Vic Williams, who had apparently ordered it straight off the stand at the Turin Show. It took three months to be delivered and although showing ‘several’ thousand miles on the mile-ometer ‘everything seemed fresh, indicating good durability’. This was another 350 GT with no sideways rear seat, but it was noted that the car was equipped with every luxury – for a 1965 car. Titus continued:


Driving the car was a delightful experience from beginning to end … the car sits very flat during a hard stop and really grabs the ground … the ratios of the slick-shifting five-speed gearbox seem perfect and the exhaust note at full throttle is really a beautiful sound.


It has slight understeer … but it’s quite easy to underestimate the speed by 10−15mph due to the general ease of control … it excels on every sort of road surface transmitting an absolute minimum of vibration to the passenger. It was the most enjoyable 150mph-plus car we’ve ever ventured into city driving and traffic with … by a big margin. Judging by this machine and the new mid-engined 400 TP [Miura], the Lamborghini firm has an exciting future.


That first Geneva Show for Lamborghini, when a complete 350 GT and a bare chassis were shown, consisted of numbers 0101 and 0102. The first car was apparently written off in testing, so 0102 is the first production car and was sold through Lamborghini’s Geneva agent Foitek to a Dr Rudolphe Studer. It is now in a collection. Of the first four made, two went to the UK and two to Switzerland.


Denis Jenkinson of Motor Sport called in at the factory in the first months of 1964 and reported in the June issue about the first 350 GT that was there. He commented on the chassis that it was: ‘a very robust platform arrangement built up from square-section tubing, mainly because it costs no more than round section and it’s easier to attach things to’. He likened the rear suspension with coil-spring damper units to the 1963 Cooper Formula One car: ‘The two-piece propeller-shaft with a centre bearing effectively gets rid of all vibrations. The Salisbury differential unit is mounted rigidly to a sub-frame, which is itself attached to the main-frame by Silentbloc bushes and so arranged to take torque reactions and spread them evenly in all directions.’ Tongue in cheek, he reported that there was an occasional seat in the back for: ‘the inevitable legless dwarf that always seems to want to ride in the back of exotic GT cars’.
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