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INTRODUCTION

T

his is the ﬁnal book in a trilogy, ﬁlling the gap between the two others

published in 2022 and 2023. Just as for

Lost Cars of the 1970s

and

Lost Cars of the 1940s & ’50s

, you’ll discover some of the more elusive and

misunderstood cars of the 1960s. I’m sure you’ll recognise several immediately,

maybe do a double take at rather more, and be ﬂummoxed by a handful. It’s not

a compendium of failure, more a study of what happens when circumstances

conspire against best laid-plans and sometimes clever thinking. ere are sixty

very diverse cars here, from all over the world, along with another thirty rare

showpieces and prototypes pictured to add visual richness.

e list of what to include was my ﬁrst challenge; what cars are ‘lost’ to us

in meaningful ways? e 1960s is a tricky decade for this because for most

renowned marques, and many smaller ones, it’s THE golden classic era, and

most of these cars are too well-known to count. It took almost as long to reﬁne

that as it did to write the text and ﬁnd the rare period images.

In the writing, interesting strands emerged that shaped all these cars just

like their more celebrated counterparts. Technologically, it was the period

when the BMC Mini’s front-wheel drive/transverse engine drivetrain spread

its inﬂuence rapidly, while front disc brakes and all-synchromesh gearboxes –

rare in 1960 – were expected in the cheapest cars by 1970. Carmakers grappled

with radical engines, abandoning gas-turbine ‘jet’ power and embracing the

rotary engine until its economic disadvantages hit home.

e sport-utility vehicle, or SUV, roared into life, and while the USA

struggled to create ‘compact’ cars, Japan was tackling micro-motoring in new

and interesting ways. We also witnessed the controversial birth of international

‘platform sharing’, with the Renault 12 acting as midwife!

Mid-mounted engines transferred from racing to road cars, aiming for the

ultimate in high-octane roadholding; the layout featured in many startling

wedge-shaped ‘dream cars’ with unusual doors and cockpits. And this was

the period when the gifted inﬂuence of named Italian designers Giovanni

Michelotti and Giorgetto Giugiaro shaped cars you encountered all over the

world. Plus, of course, trade restrictions and tariﬀs were still rife, resulting in

unusual hybrids designed to drive round these barriers.

ere’s so much to unpack and comprehend in these pages, and I hope you

enjoy

Lost Cars of the 1960s

as much as I have enjoyed assembling it!
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A

word, principally, on the pictures in this book. e vast majority originate

from the manufacturers themselves. ese are either as ‘hard copy’ prints

and transparencies in the author’s collection amassed over forty years; from

the companies themselves via their media websites (it is amazing the eﬀorts

many go to to make this material available … although careful searching is

still needed); or via the press agency Newspress. All are used in the spirit of

spreading knowledge about forgotten or overlooked motor cars.

I must extend particular thanks to Mercedes-Benz for use of the image of

the 600 two-door on p. 76. I’m also extremely grateful to Tim Pollard and Ben

Miller at

Car

magazine for graciously allowing me to use one of their classic

covers to illustrate the Lombardi 850 Grand Prix (p. 138).

Rolls-Royce and coachbuilding expert Tom Clarke helped with my

understanding of the James Young Rolls-Royce Silver Shadow (p. 93), as did

Adam at www.jamesyounglimited.com, who is devoted to tracking down all

surviving examples.

My very dear friend and former art director Nick Kisch kindly guided me

in choosing the best images from the available selection, while fellow author

Russell Hayes helped me get a handle on how unusual the two-door Ford

Corsair really is.

I’d like to dedicate

Lost Cars of the 1960s

to the members of our Car Nerds

‘supper club’: John Antonaki, Claude Berthollier, Martin Buckley, Robert

Dicks, Ian Dixon-Potter, the aforementioned Nick Kisch, Michael Morrison

and Stefan Szecsei. e kind of stuﬀ in this book and in the other two in the

trilogy is what we tend to indulge in over wine and food. Long may we bang

on, although sadly no longer with Nick, who passed away before this book

went to press. So it is especially dedicated to him.

ACKNOWLEDGEMENTS
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Autobianchi Primula.
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Above:

A windscreen bug deﬂector helps

wind-cheating Giulia SS drivers.

Right:

An original Giulietta SS; the most

exciting car on the road pre-Jaguar E-type.
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1960 ALFA ROMEO GIULIETTA &

GIULIA SPRINT SPECIALE

W

e begin our journey through the twisting, distant

roadscape of the 1960s with a desirable coupé that

always begged to be driven but, as one of the rarest Alfa Romeos

of the whole decade, was denied almost everyone bar a select

band of wealthy sportsmen.

is Sprint Speciale (SS) was the culmination of everything

that Carrozzeria Bertone could oﬀer its most important client,

Alfa Romeo. e Milan-based manufacturer had already

bestowed it with a valuable contract to build the Giulietta Sprint

coupé body, but now company owner Nuccio Bertone pitched

for more with a daring GT mainly intended to win races.

It began with a ground-hugging prototype in 1957 shaped

by Franco Scaglione, his chief stylist. Scaglione was responsible

for the regular Sprint and also a series of three

Berlina

Aerodinamica Tecnica

experimental vehicles – the famous

‘BAT’ cars – intended to explore how far practicality might be

combined with wind-cheating lines. And the SS certainly did

have incredible aerodynamics, with a co-eﬃcient of drag of a

mere 0.28; even today that’s considered very ‘slippery’.

e ﬁrst 100 production SS cars stuck to the original

low-nose outline because this run was to homologate it for

international motor sport. A handful even had super-light

aluminium coachwork, and they’re now highly prized. e

Giulietta engine was a hot 100bhp version of the regular

1.2-litre, double-overhead-camshaft, four-cylinder, with twin

Weber carburettors. Its power and the car’s superb streamlining

made it capable of an astonishing 124mph, and a ﬁve-speed

gearbox was part of the driver-focused package.

With stripped-out interior and Plexiglass windows, this

Giulietta SS was just too raw for most, so Bertone’s regular

edition has a raised nose, slim bumpers, and a more comfortable

interior with extra soundprooﬁng. e looks were unsullied,

though, and in a time just before the Jaguar E-type the SS was

the most sensational-looking new car on the road: fast, furious,

scarce and beautiful.

In 1962, and after just 1,366 of these exotic machines had

been delivered, the SS was upgraded after the Giulietta series

was replaced by the Giulia range. e chief diﬀerence was a

1.6-litre twin-cam, now with 113bhp on tap, and low-revs/

high-torque characteristics encouraging spirited driving. e

coveted SS barely changed externally, apart from a leather-

covered dashboard instead of a painted metal one. After the

200th car was completed, disc brakes arrived for the front

wheels, not a moment too soon for this eager race winner.

Once again, these cars were like hen’s teeth. Just 1,400

Giulia SSs were made. is time, British buyers didn’t have to

put up with a driver’s seat on the wrong side, as tuning ﬁrm

Ruddspeed converted a batch of twenty-ﬁve Giulia 1600 SSs

to right-hand drive. Despite being 75kg (165lb) heavier than

the Giulietta SS, the Giulia 1600 SS reached a top speed

of 118mph, and competition achievements included the

Consuma and Stallavena-Boscochiesanuova hill climbs, the

1967–70 Targa Florio, and endurance races at Monza in the

Coppa Intereuropa, at Mugello, and even at the 24 Hours of

Daytona in 1969.
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Above:

Traditional lines belied the rapid performance car within.

Opposite:

The Majestic Major limousine was usually found outside churches and town halls.
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1960 DAIMLER MAJESTIC MAJOR

T

he transformation of the Daimler Majestic into the

Majestic Major was a dramatic rescue job that owed much,

believe it or not, to motorcycle technology. is was in essence

a heart transplant. Out came the Majestic’s heavy, ineﬀective,

3.8-litre straight-six and in went an all-new 4.5-litre V8. Its

aluminium head featured hemispherical combustion chambers,

whose internal proﬁle generated more pressure and so abundant

power. It had 220bhp on tap compared to the Majestic’s

147bhp, while maximum torque similarly snowballed from

209lb ft at 2,900rpm to 283 at 3,200rpm.

is V8 was designed by Edward Turner, an engineer who’d

forged his reputation perfecting power units with hemi-heads

for Triumph motorbikes, and who throughout the late 1950s

was also the managing director of Daimler and the other car

and motorbike interests of the BSA group. e fact he could

run the business

and

design great engines made him a unique

character in the British motor industry, hence the blue plaque

today on the modest house in Peckham, south-east London,

where he hailed from.

Radical change had been necessary because the Daimler

Majestic, introduced in 1958, was being hammered by the

Jaguar MkIX, and increasingly by imported Mercedes-Benzs

too, in the UK market. It was deeply old-fashioned, with a

massive separate chassis that had its roots in the 1930s, slab-

sided and upright bodywork, and the aforementioned feeble

performance, which included a top speed of just 101mph. And

they demanded £2,495 for one, £500 more than the MkIX.

Daimler could counter that far more craftsmanship went into

the coach-built body and ﬁner materials, but the world was

moving on fast.

e new Majestic Major – unveiled in October 1959 and

on sale thirteen months later – now oﬀered truly sparkling

performance. It could sprint from 0–60mph in 9.7 seconds

and surge on to a 122mph top speed. What’s more, and

despite a 6in increase in length over the Majestic to give truly

cavernous boot space, the roadholding was surprisingly good

– stable in crosswinds and sure-footed in corners. e servo-

assisted Dunlop disc brakes on all four wheels, inherited from

its predecessor, did a magniﬁcent job, as did the Borg Warner

automatic transmission, while power steering was a must-have

option, standardised from 1964.

Even before the Majestic Major went on sale at £3,166,

its fate was sealed. In May 1960 an expanding Jaguar bought

Daimler from BSA for £3.1 million, and the following year

Jaguar’s own MkX arrived with sleek styling, monocoque

construction, independent rear suspension, and undercutting it

by 25 per cent at £2,393. In 1962 a stretch limousine Majestic

Major went on sale, pitched at mayors and funeral directors

and, although the cars were available until 1968, they sold in

pretty tiny numbers: 1,191 standard saloons (fewer than the

old Majestic at 1,400) and 867 limos, amounting on average to

ﬁve cars a week. Turner’s terriﬁc engine was axed and never used

in any other car. Jaguar reportedly tried one in a MkX (against

which the Major was actually faster to 80mph) and coaxed

135mph from it but could see no advantage in swapping it for

its own 4.2-litre straight-six XK engine.
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Below:

The unique Sahara bonnet cradles the

spare wheel.

Opposite:

A 2CV Sahara could tackle a 40-degree

incline, slowly but surely.
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I

t is just so hard today to get your head around the thinking

that, in order to produce an extremely lightweight four-wheel

drive car, you would put an extra engine in the back of a normal

one. Citroën did just that, though, and for a time in the early

1960s – when Jeeps and Land Rovers were the only alternatives,

and the tiny Suzuki LJ80 was still many years ahead – it sort of

made sense.

is version of the 2CV shared the lovable proﬁle of France’s

famous ‘tin snail’ but underneath it was radically altered. An

especially beefed up chassis had a bulky transmission tunnel down

its middle to link up both the 13.5bhp two-cylinder engines.

ere were two ignition keys, and two starter buttons, while a

cable running from the front carburettor provided co-ordinated

action with its rear-mounted counterpart. Both gearboxes were

jointly operated by a ﬂoor-mounted gear lever, rather than its usual

position in the dashboard, and there were twin hydraulic clutches.

An additional lever allowed the driver to disengage the rear engine

for front-drive only, and it was also feasible to use just the one at the

back in an emergency, by holding in the front clutch.

Confused? You should be, although in action the 2CV

Sahara was surprisingly eﬀective and ‘normal’ and, compared

to a normal 2CV, pretty spritely. e raucous, air-cooled 425cc

power units had raised compression ratios and slightly bigger

carburettors than usual. Although never remotely fast, the

Sahara could crawl its way up a slippery 40 per cent gradient (no

road in France was that steep), and all the additional machinery

on board, including the specially manufactured rear axle, added

just 175kg (386lb) to its weight. Sump guards attached to the

front and rear bumpers warded oﬀ boulders.

e extra engine meant some nifty hacks were needed to

accommodate the essentials. Twin fuel tanks were tucked in

below the front seats, with ﬁller necks sticking out through the

doors, and the spare wheel was strapped to a specially modiﬁed

bonnet. Wider wheels with low-pressure tyres required cut-outs

in the rear wings, with vents above to cool the back engine.

And, because of that engine’s position, the back seat was shifted

forwards, so there was very little rear legroom.

Citroën did all of this to make a light yet unstoppable car

for oil prospectors and other intrepid types operating across the

French empire in north Africa, where black gold might lurk

under those shifting sand dunes. e idea sprang from a one-

oﬀ built in 1954 by Maurice Bonnafous, a local government

surveyor from Landes, south-west France, who drove his

twin-engined 4×4 2CV for 100,000km (62,137 miles) with

no apparent malfunctions. Citroën heard about it through its

dealer network, and asked its Panhard military vehicle division

to take a look. By 1957 it had a factory prototype completed,

which in March 1958 was shown to the media at Mer de Sable,

a sandy spot not dissimilar to the Sahara.

Production began in December 1960, but at 10,230 Francs

it was twice the price of a standard 2CV, while France’s colonial

power was waning rapidly. e car’s name change to simply

2CV 4×4 in 1962 reﬂected that. It was axed in 1967 after a mere

694 had been delivered. Citroën did return to the featherlight

oﬀ-roader theme in 1979 with the Mehari 4×4, but it had to get

by on just one engine.

1960 CITROËN 2CV SAHARA
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Above:

Minimalist Mazda brought style to the

Kei

car.

Opposite:

There are four, wafer-thin seats inside the tiny R360 coupé.
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F

rom humble foundations as a Hiroshima-based cork

manufacturer in 1920, Mazda aimed for the big time

early on. In 1931 it started making three-wheeled motorised

trucks and rickshaws, and four years later was renowned for

its machine tools, particularly drills. e company hurtled

towards car manufacturer and almost got there with a 1940

prototype, although all progress was doomed by the Second

World War’s devastation.

e atomic bomb that fell on Hiroshima sent shockwaves

that blew out the windows and lifted the roof oﬀ Mazda’s

factory. Once the place was patched up, it got back on its feet

with the Mazda Go, a basic three-wheeler that helped rebuild

the Japanese economy. It took a long time to consider cars

again, but when the R360 arrived in 1960 it was a carefully

planned design.

Mazda intended to expand with the country’s motorists and

was in at the very bottom with a four-seater mini-car to entice

budget-conscious early adopters. Unlike other contenders in

the

Kei

segment – where cars could be no more than 3m long,

1.3m wide, 2m tall and oﬀer an engine of 360cc or less – the

360 was a stylish little coupé capable of 70mpg.

e chic and dainty appearance was paired with a 356cc

V-twin-cylinder engine, air cooled, producing a paltry 16bhp.

It was noisy but because it was a four-stroke it didn’t stink of

unburnt fuel like a two-stroke moped. A 56mph top speed and

leisurely acceleration were on oﬀer, but this was suﬃcient for

the urban roads of contemporary Japan. Front and rear torsion

bar suspension provided adequate ride comfort; rack and pinion

steering felt precise and sharp. Notable lightness was aided by

a plastic rear window and aluminium bonnet. Interestingly,

although a four-speed manual gearbox was provided, there was

soon a two-speed semi-automatic option – only the second

self-changer oﬀered in Japan after Toyota’s Toyoglide. Green,

maroon or blue paintwork came as standard, and natty blue/

white or red/white two-tones for the Deluxe with matching

blue or red interiors, which had four wafer-thin seats inside.

e term ‘instant hit’ applies to the R360. Some 4,500 were

ordered by its ﬁrst day on sale in May 1960, and that year an

impressive 23,417 examples were delivered – there were under

460,000 private cars across the entire country. is one model

alone accounted for 15 per cent of the Japanese market in 1960,

and more than three-ﬁfths of its

Kei

car subdivision.

By 1962, Mazda added the P360 Carol to its repertoire, a

bigger saloon with either two or four doors. e 358cc engine,

now water-cooled, remains remarkable to this day as one of the

very smallest four-cylinder units ever marketed. It gave R360

owners something to aspire to, and was another very strong

seller. Sharing the same super-compact length as the R360,

the Carol used a reverse-rake rear window, like a Ford Anglia

105E’s, for added rear headroom.

Almost never seen outside Japan, the R360 rarely gets credit

for seeding Mazda in the car business, and even less for being

conceived as an ideal product for its time. It was manufactured

until 1966.

1960 MAZDA R360
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1960 PININFARINA ALFA ROMEO 6C 3500

This was a working prototype that used an older 6C 3000 chassis and was an exercise in glass design, with its fully

transparent roof ﬂowing from the windscreen and side windows; the panes above the seats were removable … with

care. Revealed in Geneva in 1960, it’s seen frequently today at concours d’elegance shows.
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1960 MERCEDES-BENZ 300 MEASURING CAR

Using one of the very last

W189 300d models as a

basis, Mercedes-Benz built

this huge station wagon as a

rolling laboratory to gather data

from prototypes driving ahead

of it; fourteen simultaneous

measurements could be taken

while travelling, transmitted via

cables connecting the two cars

as they moved in convoy.
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Above:

Harmonious Italian

styling for the Skyline Sport, a

ﬁrst for any Japanese car.

Right:

The regular Prince

Skyline sedan was very

Americanised in character.





[image: ]

19

B

y the late 1950s Prince Motors was putting distance

between itself and all its domestic rivals to become the

most upmarket of Japanese marques. Its exotic Skyline Sport

surely sparked jealousy at Toyota and Nissan, especially as it

was unveiled not in the Japan Trade Center at the Tokyo motor

show but the hushed elegance of the Salone di Torino in Italy.

e city was also home to Giovanni Michelotti, then the

world’s hottest freelance car stylist. His hundreds of designs

during the 1950s, working often for Vignale and moulding the

early supercar image of Ferrari, brought him a slow-burn fame

that led to lucrative design contracts with Triumph, Alpine and

BMW. When the Prince board decided they needed a premium

range-topper, Michelotti was contacted and its chief engineer

Shinichiro Sakurai sent to Turin to negotiate. e Skyline Sport

then became the ﬁrst ever Italian-designed Japanese car.

And a very distinctive one too, with its quadruple headlights

in slanted pairs, expensive-looking radiator grille, crisp

proﬁle and a speed-suggestive side strake connecting the rear

wheelarches and lights. is motif was found on numerous

Michelotti designs and remained with successive generations of

Skyline models as a characterful crease in the rear wing.

Underneath its sharp suit, the Skyline used the drivetrain of

the regular Prince Skyline/Gloria, a saloon whose Americanised

looks suddenly seemed rather passé. e engine was a 1862cc,

overhead-valve four-cylinder, with a four-speed manual

gearbox, De Dion tube rear suspension for the solid axle and

MacPherson struts up front.

e bright blue Turin showpiece was probably the ﬁrst

Japanese vehicle to gain any international credibility. e

following year a gleaming white convertible edition was shown

in Tokyo, and in April 1962 Prince commenced deliveries.

Only the rear-view mirror and the emblems were changed from

the original show car. Giovanni Michelotti arranged for some

Italian coachbuilders and panel beaters to travel to Japan to

show three Prince workers how to craft each body individually

by hand, and that level of bespoke build made it fantastically

expensive at 1,850,000 Yen for a coupé and 1,950,000 for a

convertible – at least four times the price of a typical saloon like

the Datsun Bluebird. Many small parts had to be imported from

Italy, swelling the cost. Consequently only sixty were made, and

most Japanese people only came close to one at the cinema,

after Sports featured in several movies made by Toho Studios.

e production version was not, with its 94bhp, especially

quick, with a quoted top speed of 93mph. With all-drum

brakes, moreover, its stopping power wasn’t the best either.

But the car did occasionally take to the racetrack, notably

at the 1963 Nippon Grand Prix at Suzuka. e company

certainly cultivated its European links: it entered a Skyline

(albeit a standard four-door saloon driven by two Frenchmen,

that didn’t ﬁnish) in the 1962 Liège-Soﬁa-Liège Rally – the

ﬁrst ever Japanese factory team to compete in European motor
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