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“There is no doubt about precisely when folks began racing each other in automobiles. It was the day they built the second automobile.”
—Richard Petty
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INTRODUCTION

AT SOME POINT you’ve seen it, either as part of a sports report inside your local news broadcast or perhaps you’ve been flipping TV channels and seen a bunch of brightly colored cars (or highly modified pickup trucks) racing around, usually in a circle. Maybe, at the time, you were curious enough to watch for a few moments, or perhaps until the very end, and wondered just what it was that you were watching.

Perhaps, all these days later, you are still curious to know more, or maybe you are a new fan lured in by a spouse or friend. No matter what has piqued your interest, what I hope you will learn in the following pages is just what is going on. A NASCAR race is much more than a bunch of race cars circling a track. To some it’s a way of life, and to many it’s the reason that they say, “Sundays are made for racing.”

In the following pages, I try and break down all there is to know about the sport I first fell in love with as a young boy. In the early 1970s, my father, a professed IndyCar aficionado, took me to that most grand of speedways, Daytona International Speedway, while on vacation in Florida. The white sand beaches and tall stately palm trees were a far cry from my Indiana home. The race cars I saw at Daytona were different, too. Growing up, I journeyed to Indianapolis Motor Speedway almost every May, thanks to my dad’s love of racing. There I witnessed greats like Mario Andretti and AJ Foyt. I was there in 1977 when Janet Guthrie qualified and raced in what was then the biggest auto race in America. The cars these men and women raced looked nothing like I saw anywhere outside a race track. They had no fenders, the cockpits were open, and the engines were in full view.

So it was then that I stood near the fence and looked in awe at the expanse of Daytona International Speedway for the first time. Indianapolis Motor Speedway was just as big, but it was hard to see just how big from the stands. Daytona was different. The 2.5-mile high-banked speedway stretched out before me like a vast desert with a ribbon of pavement surrounding it. That day several cars were testing, and I vividly remember that first car passing me. It exploded by with a roar that frankly scared the hell out of me. But I didn’t just hear it, I actually felt it. The power, the speed, the sound of the engine as it rocketed off in the distance was something I wouldn’t soon forget. These cars looked so different than the IndyCars I was used to. They had fenders, roofs, and hoods. In fact, they didn’t look all that different from the cars I saw on the highway as we journeyed home to Indiana.

From that first brush with NASCAR to today, I have worked and lived around the sport. In previous decades, I worked as a member of the media at nearly all the speedways on which NASCAR races, and I now live not far from Daytona International Speedway here in Florida. Starting as first a fan, then a member of the media corps that endures the grueling travel schedule, I have enjoyed the sport as a fan and have also covered the sport as a reporter. I even spent a short time working as a PR person for a driver.

There are many people who watch some sort of professional sport. They may wear their team’s jersey, sit in the stands, and cheer their favorite athlete during a game. Most of those games are familiar to all. As children, we probably played them, so we understand the basics: the ball goes in the hoop, crossing home plate equals a run, and crossing the goal line scores a touchdown. NASCAR is a bit different. There was no auto racing on the playground when we were released for recess, and few of us ever pulled on a five-point harness and helmet and drove as fast as possible for 500 miles.

Yet, NASCAR has become one of the largest spectator sports in the world—so much so that it’s hard to escape it now. Some of the top consumer brands in the United States have a connection to NASCAR, so it’s not unusual to see a display at the supermarket featuring a NASCAR theme, or a commercial on television featuring a driver or car racing around the track. On the weekends, while flipping through the channels, it’s nearly impossible not to see a live NASCAR event somewhere in America. Whether it’s qualifying, a practice, or the main event, the race itself is always seen live on a national network. If you live in town close to a racetrack visited by NASCAR, it’s also hard not to notice the weeks they visit. Once, sometimes twice a year, the rolling circus known as NASCAR will invade, bringing thousands of people, temporary traffic problems, and general chaos to an otherwise quiet town.

In the following pages, I will give you enough information to allow you to understand just what is going on. Hopefully, you’ll gain an appreciation of the sport of big-time stock car auto racing. Maybe next time you see it on TV, it will be less confusing, or maybe you’ll get “it”—the same bug that has bitten millions of us—and someday you’ll find yourself in the stands at a track as forty of the world’s best stock car racers rocket past. Either way, my hope is that NASCAR will become less confusing to you. So welcome to NASCAR, or what those of us inside the sport sometimes refer to as the world of big-time stock car auto racing. My friends, pull them belts tight and hang on, because you are in for a wild ride.


CHAPTER 1

WHAT THE HECK IS NASCAR ANYWAY?



IT’S EASY TO tell a novice from a real fan. A novice will make perhaps the biggest mistake anyone can make when talking about NASCAR—they refer to a NASCAR race car as a “NASCAR.” The stock cars raced in NASCAR aren’t “NASCARs,” though. They are actually highly modified Toyotas, Chevrolets, or Fords based on production models anyone can buy. While they cost millions of dollars to develop and build and could never be driven on the street, the intent is the same—to race cars that are akin to stock vehicles seen in dealer showrooms.

So just what is NASCAR? And how did we end up racing cars that resemble something we might see on the highway? That’s what this chapter is all about, what NASCAR is and how NASCAR got to where it is today and a bit about what the future might look like.

American stock car racing actually predates NASCAR by several years. NASCAR actually came about due to good timing, a combination of racers searching for a way to make a living from racing, and the vision of a man who would create the sanctioning body millions of fans know today.

“I think it’s important to learn about the history of our sport. We’re all here for a reason and a lot of it is because of the pioneers of our sport. We owe them something.”

—Driver Joey Logano, Martinsville Speedway, October 2016

The Beginning

NASCAR is actually an acronym. It stands for the National Association for Stock Car Auto Racing. Bill France Sr. formed this association in 1947, and it was incorporated early in 1948. Born in September of 1909, France found a fascination with the new automobile as a teenager. This technology was just taking hold in America. Bill took this fascination to a different level in his school years, sometimes skipping his high school classes to take the family sedan to a local track to turn laps, leaving time to get the Model T Ford back in time for his father to come home.1

Bill France Sr. held a number of jobs but eventually bought his own service station. Growing tired of the cold perhaps, the newly married France took his young wife, Anne, and his infant son to Daytona Beach, Florida, in 1934. At the time, the hard-packed sands of Daytona and its northern neighbor Ormond Beach provided the opportunity for thrill-seekers to push the limits of the new automobile. It had started in 1909, but by the 1930s, there were those trying to break the seemingly unreachable 300-mph barrier rocketing along the sandy beaches.

There are several legends surrounding the reasons Bill France Sr. decided to settle in Daytona—from the attraction to the speed record attempts, to a lack of money to go any further, to his car breaking down. Whatever the reason, Bill France Sr. worked a series of odd jobs before earning enough money to buy a service station on Main Street. During this time, France tried his hand at racing on dirt tracks in the local area.

France sensed something, and that “something” came at a fortuitous time. Just two years after France had moved to Daytona, those seeking speed records were finding the hard-packed sands to be prohibitive to their efforts thanks to tides and weather. They started looking west, to the Bonneville Salt Flats in Utah, a place less rutted and not susceptible to the ocean’s tides or rain.

The Daytona Beach city leaders, desperate to make up the revenue lost by the abandonment of the speed record attempts, searched for a way to keep automotive competition, and the money that came with it, in their city. The leaders approached local dirt track racer Sig Haugdahl with the idea of a race along a 3.2-mile course that consisted of the paved road along A1A combined with the beach course formally used for speed record attempts. Haugdahl enlisted France, and the two secured a $5000 purse from the city. In 1936, The American Automobile Association (AAA) sanctioned the first race consisting of sedans that were street legal.

All did not go well, however.

The course had turns of mainly sand that saw many cars get stuck. In addition, there was very little that could be done to keep people without tickets from arriving early and staking out a spot. The full scheduled 78 laps never happened, due to problems with the track. The race was called three laps early; France finished fifth. The city estimated they lost over $20,000, making it the last beach automobile race the city would promote.

Undeterred, Haugdahl and France approached the local Elks Club the next year. They convinced the organization to help promote a Labor Day race on the same course. There was only a $100 purse, but the course, officiating, and promotion was improved. However, the Elks, like the city, lost money. After that second attempt, Haugdahl had had enough. That left any future promotion to Bill France, and Bill France alone.2

During this same period just up the road in Georgia, drivers working for a man named Raymond Parks were dominating most races across the South. Parks was a self-made millionaire from Dawsonville, Georgia. How he made that fortune, however, was somewhat dubious.

Moonshine, homemade liquor free from taxation, was popular in the South during Prohibition. Even after Prohibition, however, the South still had an appetite, and a there was still a market for moonshine.

Parks earned a decent living first delivering homemade liquor for others, then later making and selling his own moonshine.

Parks also owned a real estate business and a company that supplied jukeboxes, pinball machines, and other novelty machines to bars and restaurants. He spent time in jail when the law intruded on his moonshine efforts, once for a nine-month stretch during the mid-1930s.

Parks teamed with local mechanic Red Vogt and enlisted drivers such as Roy Hall and Lloyd Seay to ship his products to cities around Georgia, mainly Atlanta. With cars faster than those driven by local law enforcement thanks to the mechanical prowess of Vogt, and the driving skills of Hall and Seay, Parks could get his moonshine to the bars and restaurants in Atlanta with few issues.

On the weekends, when he was not running moonshine, the cars owned by Parks and driven by his skilled wheelmen could often be found at a dirt track somewhere in Georgia dominating the competition.

These loosely organized events drew not only moonshine runners, but working class people who would bring the cars they drove every day during the week, paint a number on the doors, and race. There was little, if any, money on the line, simply bragging rights and perhaps a cheap trophy.

It was into this world that France was introduced in 1938. Though he knew of Parks only by name, he was friends with Red Vogt. Vogt invited France to race at Lakewood Speedway near Atlanta. What France saw when he arrived would be a spark. Standing in the infield of the one-mile dirt track, he saw fans filling the grandstands—some estimates put the number near 6,000 people. Those not in the stands watched and cheered from the infield. France would finish that race behind Parks’s drivers; however, he knew that the future was not only on the track, but also in the stands and the infield, where people paid to watch drivers compete against one another.

1940s

That visit to Lakewood gave France an idea. With no money of his own, France approached a local Daytona businessman with the idea of promoting the race on the beach. He was able to convince Charlie Reese, a local restaurateur, to put up a purse of $1,000. France promoted the race and recruited drivers. The 150-miler was by all accounts well attended. France finished second in the race, but more important, the event actually showed a small profit. With this momentum, France convinced Reese to continue backing the races and helped stage another successful event on Labor Day weekend in 1939. The following year three races were held in March, July, and September, with France winning the July race. In 1941, there were two races in March and another in July.

Meanwhile, France was still racing in the South and promoting races. He saw the potential of drivers such as Hall and Seay to become stars in a fledging sport that was gaining popularity in the South, and selling tickets. France knew, though, that for the sport to gain real popularity, the image of a bunch of moonshine runners would have to go. It was then that Red Byron appeared on the scene. Byron had no moonshine roots and was raised in Colorado. He was a fearless driver on the track, and France saw him as the first non-moonshine-running superstar. His stable of superstar drivers attracted fans and sold tickets wherever they raced, and France had high hopes for the future. Those hopes would take a blow, however, when on September 2, 1941, Lloyd Seay, just twenty-one years old and a cousin of Parks, was gunned down in a family dispute. The loss of Seay hit France hard, not only because he considered Seay a friend, but also because he was a big draw at the track.

The second blow for France came as he was beginning preparations for racing in 1942. December 7, 1941, the day the Japanese attacked Pearl Harbor and America entered World War II, changed the world forever, on so many levels, and even affected racing. There would be no racing on the beach road course again until 1946. During the war, Bill France worked at the Daytona Boat Works while his wife Anne ran the filling station. He and Anne also celebrated the birth of their second son, James, born on October 24, 1944.

It didn’t take long for France to return to racing after the war. On December 2, 1945, Seminole Speedway, a quarter-mile dirt track located in Casselberry, Florida, just north of Orlando, held its first race. France promoted the event and finished second. Roy Hall, who won that first race, Red Byron, and Fireball Roberts were among the men who raced there and would later become NASCAR legends. Byron’s story was even more remarkable considering he had overcome an injury sustained while flying in the Pacific Theater. His left leg was permanently damaged, and it was Red Vogt who modified the car Byron raced at Seminole. Byron won his first postwar race at Seminole in February 1946, beating Hall, France, and others, while driving a Raymond Parks-owned, Red Vogt-modified car.

During those years immediately after the war, France not only promoted the events at Seminole Speedway, but continued racing himself all throughout the South, bringing along with him some superstar drivers who drew in the crowds. At this time in history, dirt tracks were scattered all around the region. Those who raced at these tracks, including France and Byron, were not all moonshine runners, contrary to what NASCAR lore portrays. While many of the racers did in fact spend their nights hauling moonshine in cars, the drivers themselves modified, just as many were simply blue-collar folks looking for a little excitement and bragging rights.

Several sanctioning bodies controlled these races across the South. The rules were loose, the purses inconsistent, and unscrupulous promoters and track operators sometimes even took the money collected at the gate and disappeared, leaving the competitors with empty pockets. In addition, none of these sanctioning bodies crowned a national champion.

France saw a need for organization, and on December 12, 1947, he held a meeting at the Streamline Hotel on A1A in Daytona Beach. He called together track and car owners including Parks; drivers including Byron, Hall, and Roberts; and mechanics including Vogt. There were discussions about the future of the fledging sport of stock car racing, and it was then that France first proposed the National Association for Stock Car Auto Racing.

The idea was to bring together the sport under the umbrella of a single sanctioning body, one that had consistent rules, rules that ensured that all drivers had an equal chance to win a race. That was something France knew would attract fans, a level playing field. Prize money would also be consistent and allow those in the sport to have an opportunity to make a full-time living racing stock cars. Finally, NASCAR could be the organization that would crown a national champion. Legend has it that France developed the first points system and wrote it down on a bar napkin during these first meetings.

NASCAR was incorporated on February 21, 1948. Only days before that incorporation, NASCAR sanctioned its first race on the Daytona Beach/Road course. An estimated 14,000 fans attended the race, which Red Byron won.3

The original plan by France was to have three classes: Strictly Stock, Modified, and Roadsters. It didn’t take long, though, for those running NASCAR to see that southern fans had little interest in the Roadster, a car normally associated with racing in the North.

The Strictly Stock class, which we now know as the top premier Cup series, really didn’t take off that first year of 1948. The American automakers had been in the process of converting from wartime manufacturing back to building cars. Thus in 1948, they couldn’t keep up with consumer demand in the postwar world. It was left to the Modified division (which today is known as the Whelen Modified Tour) to carry the NASCAR banner that first full year. There were 52 NASCAR-sanctioned races for the Modified division in 1948, with Red Byron crowned as the first NASCAR National Champion.

The Strictly Stock division began to get its wings in 1949, but just barely. The very first NASCAR-sanctioned Strictly Stock race was held in Charlotte, North Carolina, at the Fairgrounds Speedway on June 19. Jim Roper won the race, Bob Flock won the first pole, and Sara Christian, who finished 14th, was credited as the first woman to race in NASCAR’s premier division.

There would only be eight races in that first season (today there are 36). From Charlotte to the beach/road course in Daytona to New York, Pennsylvania, and North Carolina, the first season consisted of all-dirt tracks with the lone exception of Daytona, which was only partially paved. Red Byron won the first NASCAR Strictly Stock championship on October 16, 1949, driving for owner Raymond Parks. Winning cars ranged from 1949 model Lincolns, Oldsmobiles, and even a Plymouth driven by future superstar Lee Petty, who won his first NASCAR race at Heidelberg Raceway in Pittsburgh on October 2.

1950s

The schedule was expanded to 19 races for 1950 and opened in Daytona Beach on February 5. France also changed the Strictly Stock moniker to Grand National, the name the premier series would be known as until 1971. The series would eventually race a high of 62 races in 1964 and would pare down to the 36 races we have today in 2001.

Nineteen-fifty was a pivotal year for the growing sport. France knew he needed a big draw, something to compete with the AAA-sanctioned Indianapolis 500. The Indianapolis Motor Speedway was already forty-one years old, and the Indianapolis 500, a race featuring open-wheel roadsters, was the most prestigious auto racing event in America. France knew he needed some sort of event that could compete with Indy. It was an old friend, Harold Brasington, who came to the rescue.

Brasington had raced with France, and the two were friends. In the Fall of 1949, Brasington purchased a 70-acre farm near his hometown of Darlington, South Carolina. His dream was a superspeedway, and soon he was constructing a 1.25-mile, high-banked, egg-shaped speedway on what was once cotton and peanut fields. The new speedway was egg-shaped instead of a true oval because Brasington kept a promise to the original landowner that he wouldn’t disturb a minnow pond on the property’s western fringe.4 This meant that while the eastern end of the new track could be as wide and sweeping as needed, the western end had to be a bit narrower. NASCAR still races at Darlington to this day, and the speedway, with its opposite turns, remains one of the most challenging on the circuit.

Back in 1949, Brasington did something that stunned the racing world: he paved his brand new superspeedway with asphalt, making it the largest fully paved track in the South. The track opened in 1950 and held the inaugural Southern 500 on Labor Day. The Southern 500 marked NASCAR’s longest race (the race is actually 501.322 miles long) and took two weeks to qualify a field of 75 cars and a full six hours to complete. Nine thousand fans sold out the grandstands, and the overflow, estimated to be over 15,000, watched from the infield.

Darlington marked an era of growth for NASCAR. Thanks in large part to the Southern 500, the sport of NASCAR began to take hold in the South. Drivers with names like Fireball Roberts, Buck Baker, Herb Thomas, the Flock brothers (Bob, Fonty, and Tim), and Lee Petty became stars. More paved tracks and even a couple of road courses were added to the schedule, and soon NASCAR was becoming a highly organized way of life—a far cry from the unorganized, unsanctioned events from the recent past.

Bill France Sr. still had an eye for the future. In 1953, France founded International Speedway Corporation (ISC). While not officially connected to NASCAR, the company was formed to build and manage the tracks at which NASCAR holds races. Today, ISC is a multibillion-dollar company that owns and manages 13 tracks all across the United States. In 1953, however, France had a dream, a dream that could only come about through ISC. France wanted a superspeedway the likes of which the world had never seen. He wanted a track to replace the Beach/Road course, one with high banks to allow for fast speeds and better viewing for fans. He wanted a track that rivaled the Indianapolis Motor Speedway. So in 1953, France got to work on the design, and in the ensuing years he approached the city of Daytona Beach, got an agreement to lease 450 acres five miles from the Beach/Road course, and began to raise the funds. On November 25, 1957, they broke ground. The 2.5-mile Daytona International Speedway was unlike anything anyone had ever seen or on which any driver had ever raced. The track still opens the NASCAR season today, and millions of fans have been thrilled by the races in the ensuing years. But in 1958, the future was uncertain for the speedway. France had run out of money; he mortgaged his house, begged investors, and took a chance by selling tickets to a race that only France had the vision and confidence to know would happen.

The first stock cars tested at the new track in early February 1959, and on February 22, 1959, nearly 42,000 paying fans watched the first-ever Daytona 500. That inaugural event delivered the kind of racing France hoped for—stock cars racing faster than anywhere else in America. Lee Petty beat Johnny Beauchamp across the line by inches, but that wasn’t official on the day of the race. On that day, Beauchamp was declared the winner. Petty insisted that he had beaten Beauchamp, and it took photos and three full days to back Petty’s claim up. Legend has it that the wait was made a bit longer as France milked the controversy in a masterful PR move that kept the story on the front pages of newspapers until France declared Petty the victor. That first Daytona 500 set the stage, and more and more people began to notice the sport of big-time stock car auto racing.

1960s

The 1960s began with the first national television exposure for NASCAR. The CBS Sports magazine show “Sports Spectacular” aired the 100-mile qualifying races from Daytona International Speedway on February 12, marking the first time NASCAR races were exposed to a national audience. The ensuing Daytona 500 was also shown, but only a part of it and on a taped delay. This would be the story for NASCAR and television throughout the 1960s. Flag-to-flag live coverage of an entire race wouldn’t happen until 1979.

In 1960, speedways in Atlanta and Charlotte opened. Unlike today, the Grand National schedule wasn’t a set one that had the same competitors show up at the same track each weekend. Nineteen-sixty saw a total of 44 races, some held on the same weekend or only days apart. Most races were still held on dirt, but during the decade, as more speedways opened, more of the older dirt tracks were paved. In turn, the dirt tracks began to fall off the schedule.

The 1960s also ushered in new stars. There were names like Junior Johnson, a former moonshine runner who still occasionally hauled shine and even missed some races after getting caught and having to serve jail time. There were Joe Weatherly, Ned Jarrett (nicknamed Gentleman Ned), and Richard Petty—the son of Lee Petty, former champion and winner of the first Daytona 500. Richard Petty arguably made the biggest splash in the sport during the 1960s. Richard competed in his first race in 1958 and was Rookie of the Year in 1959. That year, Richard won his first NASCAR race, at Lakewood. However, his father, Lee, protested the results and was ultimately awarded the win.

It was the marriage of Richard Petty, Plymouth, and its new Hemi engine in 1964, however, that set the NASCAR world on fire. By 1960, the auto manufacturers understood the power of marketing that NASCAR could provide. It was during this era that the term “Win on Sunday, buy on Monday” was first used. The big three automakers backed the top drivers in NASCAR knowing that the potential buyers in the stands could be influenced by their heroes on the track.

The marriage of Richard Petty and the Plymouth Hemi produced immediate results. In 1964, Petty led all but 16 laps en route to his first Daytona 500 win (his first of a record seven Daytona 500 wins, a feat that has not been equaled to this day). He won nine races in 1964 and the first of his seven Cup titles, a record that only Dale Earnhardt Sr. and Jimmie Johnson would tie.

Petty’s popularity helped NASCAR’s growth, but in 1964, Petty’s and Plymouth’s success raised the ire of Bill France Sr., who felt that having one driver and manufacturer dominate the races could alienate fans of other drivers and manufacturers. That year, Hemi power won 26 of the 62 races on the schedule. France banned the Hemi engine for the 1965 season. France’s reasoning was that the Hemi was not readily available to the public in production models, not “stock” enough, which was still the foundation of NASCAR—cars racing on the track that closely resembled those driven on the street and available to the general public.

Plymouth elected to boycott NASCAR, pulling its factory support from its NASCAR teams. Petty followed Plymouth’s lead, and suddenly one of NASCAR’s biggest early stars left the stock car tracks to go drag racing.

The 1965 season opened without a Petty on a NASCAR track. Other stars who raced under the Plymouth banner also sat out part of the 1965 season, including Bobby Issac, David Pearson, and Paul Goldsmith. Ticket sales suffered, and Ford branded cars won the first 34 races of the season. France got a wake-up call. The momentum the sport’s popularity had enjoyed was waning. Without Plymouth, Ford was the dominant manufacturer, and without the stars of Plymouth, seats were empty in the stands. France lifted the Hemi ban halfway through the 1965 season, ruling that the Hemi could be used only in the full-sized cars raced on the smaller tracks, but not the midsized models raced on superspeedways. This allowed France to save face while allowing some of the sport’s biggest draws at the time to return. The Plymouth drivers returned, and Petty won three races.

France may have thought his manufacturer issues were done as the 1965 season ended; however, they were far from over. Ford had enjoyed domination in 1965. Without the competition of the Hemi, Fords were the class of the field each week. Once France allowed the Hemis back, though, Ford knew it needed an answer. That answer came in the form of the 427 cubic-inch single overhead cam engine (SOHC).

Ford had already tried to introduce the 427 SOHC but had been rebuffed. In an earlier attempt to compete with the Hemi, Ford had sought approval for the SOHC prior to the 1964 Daytona 500. But France had denied the approval for the 427 SOHC, which was considered exotic and not readily available in passenger cars.

Prior to the start of the 1966 season, though, Ford tried again. Instead of approaching NASCAR and France to seek approval, Ford announced late in 1965 that the 427 SOHC would be its primary engine for 1966. The announcement came on the same day France was leading a media event at the Chrysler plant showing off a line of production Hemi engines that would be sold in passenger cars.

France knew he was facing a big threat to his, and NASCAR’s, authority. France sought an alliance with the other major American motorsports sanctioning body at the time, the United States Auto Club (USAC), which dealt primarily with Indy cars and open wheel racers in the Midwest. Together, NASCAR and USAC issued a statement declaring that since the Ford 427 SOHC engine wasn’t available for passenger cars, the engine would be banned for racing. Ford responded by announcing they would not be competing in 1966. Remembering the debacle caused by the lack of Hemis and Chrysler stars in 1965, France called a meeting with Ford officials. On Christmas Day 1965, NASCAR and Ford announced that Ford would be racing in 1966. The separate announcements came after NASCAR assured Ford that as soon as production cars with the 427 engines were rolling off the line, they would be allowed in NASCAR.

Ford rushed to put their 427 SOHC engines into production, or least make it appear so. For the first two races of the 1966 season, at Riverside and Daytona, Ford was outclassed and their cars uncompetitive. Ford detuned the powerful engines and somehow put them in production cars. They even had pictures showing new cars with the 427 badge at several new car dealerships to prove they were being sold. According to racefansforever.org, however, the pictures were actually of the very same car repainted and moved to different Ford dealerships around the country.
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