

















Advice on buying an 8-cylinder -
see pages 24-33

Even a Ferrari can rust. The Dino
308 GT 4 in particular, but also the
308 GTB/GTS built before 1982
are at risk. Thus, before buying,
one must be sure to check the
wheel wells, the lower parts of the
doors and the front fenders — the
latter behind the wheel openings
and underneath the flange. Further
critical areas are the lower part of
the side panel adjacent to the door,
parts which are splashed by the
spray from the rear wheels, and the
floor of the boot (the latter especial-
lyin the 308 GT 4). After 1983 parts
susceptible to rust were specially
treated, and the rust sealing of the
328 is of a high standard. In the
Mondial the door sills are also a
problem area, and in the 308 GT 4
the rear roof members, too.

The tubular space frames used
by Ferrari are largely resistant to
rusting. The only danger here is if
the car has been damaged in an
accident and not properly repaired.
In any case, an expert should be
called in to inspect the car.

And what about the V 8 engines?
If treated properly, these thorough-
bred engines can do around
100 000 miles before they need

Vignale -
see pages 34-41

In the early days not many Ferraris
actually had Ferrari bodies. The
pride of Maranello were usually
clad in bodywork designed and
built by ltalian carrozziere, one of
whom was Alfredo Vignale, who
was born on 15th June 1913 as the
fourth of seven children.
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overhauling. For the 2-valve ver-
sion, that will cost around 25,000
Marks, for the 4-valve version aro-
und 30,000 Marks. FerrariV8sdon’t
have many weak points: with those
built prior to 1979 there is now and
again a crecked cylinder head. And
if one neglects to change the toot-
hed belt of the camshaft drive regu-
larly, the result is serious damage if
the belt splits. In addition, with the
early 308s the plastic cogwheels for
the toothed belt have a tendency to
shrink, or the lateral collar breaks
away. However, after engine no.
01105 (GTB) and no. 03945 (GTS)
the parts were improved.

Other problems which might
crop up are a defective speedome-
ter or a failure of the oil pressure
transmitter. All parts through which
oil is conducted (pipes, radiator)
should be checked before buying.

As far as the chassis is concer-
ned, all that one really needs to
look for is the effects of normal
wear and tear. Here too, it is advi-
sable to call in an expert — just to
make sure that the purchase of a
second-hand Ferrari doesn’t turn
out to be more of an adventure that
one bargained for.

At the tender age of 11 Alfredo
was apprenticed to a metal-wor-
king shop and leamt the trade of
panelbeater. At 17 he went to work
for Giovan Battista Farina in Turin,
where he advanced to the position
of Capo Reparto (foreman of the
sheet-metal working department).

In actual fact he wanted to start up
his own coachbuilding firm in 1939,
but the war broke out and put paid
to his plans for the time being.

It wasn’t until 1946, by which ti-
me Vignale was 33, that he was ab-
le to open his own firm, Carrozzeria
Vignale, in Via Cigliano in Turin.
Two of his brothers were also invol-
ved — Guglielmo as the paintwork
specialist and Giuseppe responsi-
ble for the administration. Angelo
Balma, the financial director, provi-
ded the financial backing as silent
partner.

Vignale’s first work was a special
body for a Fiat Topolino, and this
served as a good advertisement for
the newly-founded carrozzeria.
There followed prizes at the then
popular Concours d’Elegance,
which brought orders from Fiat,
Lancia and Cisitalia. Vignale's first
work for Ferrari dates from the be-
ginning of 1950, on the chassis of a
166 (no. 0062 M — see also the list
on page 39).

One of Alfredo Vignale's friends
was Giovanni Michelotti, born on
6th October 1921 in Turin, and un-
doubtedly a designer of internatio-
nal standing. Vignale and Michelot-
ti as a team caused a sensation,
Michelotti supplying the creative
ideas and Vignale with the gift of
realizing his ideas in metal. In the
years thereafter they counted
among their customers such pro-

Prices—
see pages 42-46

In the good old Ferrari days Ferra-
risti were admired for their good ta-
ste in cars. Now they are admired
for having made a clever invest-
ment. As everyone knows today, a
Ferrari is like red gold: its value in-
creases day by day.

Or doesit ...? This opinion is now
passé. Since about the middle of
1989 Ferrari prices habe been
crumbling, growth rates have tur-
ned into loss allocations. Anyone

minent figures as King Leopold of
Belgium, Prince Bernhard of Hol-
land and Gianni Agnelli.

The sporting successes of Fer-
raris with Vignale bodywork — e.g.
in the Mille Miglia (1951, 1952,
1953) and the 1951 Carrera Pan-
americana — served as an impor-
tant sales argument for Vignale.
The resulting publicity was invalua-
ble and secured many orders.
However, whilst competitors dedi-
cated themselves more and more
to the series production of car bo-
dies, Vignale was bent on conti-
nuing to indulge his passion for arti-
stic creation, the building of unique
bodies and prototypes. He saw
himself as a sculptor with metal as
his medium. Consequently, when
Ferrari started to produce in larger
numbers, the relationship between
Vignale and Ferrari ended in
1954/55, after a total of exactly 160
Vignale Ferraris had been built.

From that time on Vignale work
closely with Maserati, and also
constructed prototypes for various
manufacturers. A last Vignale Fer-
rari was built in 1968 on the basis of
a 330 GT 2+2, ordered by Luigi
Chinetti, at the time Ferrari's im-
porter for the USA. Alfredo Vignale
was killed in a car crash in Novem-
ber 1969.

who didn’t start speculating with
Ferraris until last year needs strong
nerves at the beginning of this year.

The reasons for this are many
and various: the prices of some su-
per-Ferraris at least rose to dizzy
heights where the number of po-
tential buyers inevitably becomes
small. On the other hand, with Fer-
raris changing hands for phenome-
nal prices, the prospect of making a
million or more even had many a
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die-hard Ferrarista toying with the
idea of selling after all. A decrea-
sing demand faced with an increa-
sing supply. At some auctions bu-
yers found themselves in the un-
usual position of being able to se-
lect their supposedly super-exclu-
sive, but in any case super-expen-
sive, Ferrari Spyder according to
the-colour.

Increasing interest rates in finan-
cially strong industrialised coun-
tries were also to have a negative
effect on the Ferrari boom. It beca-
me evident that one or the other
Ferrari speculator had bought his
car with the help of his bank mana-
ger — and the interest of 10% or
more p. a. on a loan of 800 000
Marks can be a strain on one’s pok-
ket. And then, to cap it all, the iron
curtain fell at the end of 1989. But
what has that got to to with falling
Ferrari prices, you may ask.

Quite a lot, it would seem: in or-
der to be able to make use of op-
portunities in the former East bloc
countries, multinational concerns
and medium-sized business alike
are either having to mobilize large

500 TRC -
see pages 48-53

To the uninitiated opening the bon-
net of the 500 TRC comes as a bit of
a surprise: that's supposed to be a
Ferrari—and, whatismore, with only
4 cylindersinstead of 12? Indeed, it
is a Ferrari, and a successful one at
that. As early as 1950 Enzo Ferrari
commissioned Aurelio Lampredi to
design the 4-cylinder engine. The
advantages it had over a V 12 engi-
ne with the same capacity — uncom-
plicated, compacter and with a
higher torque — were obvious.

In 1952 and 1953, when the
world championship was restricted
to formula 2 racing cars with at
most a 2 litre induction engine, Fer-
rari was well armed: with the 4-cy-
linder engine Alberto Ascariwon 11
of 14 Grands Prix titles and beca-
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amounts of capital, or they are no
longer in a position to put their mo-
ney into investments with the Ca-
vallino. The logical consequence:
Ferraris were put up for sale, and
orders were cancelled.

What does all this mean in prac-
tice for Ferrari enthusiasts? in 1990
Ferrari sports cars will be cheaper,
at least temporarily, especially if
sellers, having suffered disappoint-
ments, cease to be under the illu-
sion that they can ask, and get, the
sort of money that were possible at
the beginning of 1989.

And what does it mean for Ferrari
speculators? Depending on the ra-
te at which the East bloc gets back
on its feet economically, Ferrari pri-
ces will sooner or later start to rise
again —perhaps even to reach new
record levels, forced up by profi-
teers and the nouveaux riches of
the East bloc.

(The Ferrari prices in DM quoted
on page 46 correspond to a ,,good
to satisfactory” condition and were
determined in March 1990. The pri-

ce trend data is based on price de-
velopments in the period from Oc-
tober 1989 to March 1990.)

me double world champion. But the
world championship engine was al-
$0 to power a sports car: at the end
of 1953 Ferrari brought out the 500
Mondial (Mondial means world, as
in world champion), of which exact-
ly 33 were built. In one of them Vit-
torio Marzotto gained 2nd place in
the 1954 Mille Miglia— crossing the
line ahead of a lot of bigger-engi-
ned cars.

In 1955 Ferrari presented the se-
cond version of the 2 litre sports
car. Its name: the 500 TR, the initi-
als standing for Testa Rossa, allu-
ding to the red cylinder head co-
vers. Then, finally, in 1956, the last
version had its debut, the 500 TRC,
featured by Ferrari-Klassik. The
letter C indicates that the car con-

formed to annex C of the technicg
regulations in force at the timg
which stipulated, apart from twq
doors, a wide windscreen and g
hood.

The 500 TRC was only sold tq
customers, as a weapon againgt
the Maserati ABGCS. The car pje.-
tured here, with chassis no. 07g2
was originally delivered 1o the Eg,.
rie National Belge, which is why it jg
painted in the Belgian racing coloyr
yellow. The body was constructeq
by Scaglietti and was also used in
principle in 1957 for the big 250 te.
starossa with a 3 litre V 12 engine.
Underneath the body, the majn
thing that distinguishes the TRC
from the first Mondial is the rear gx-

365 California ~
see pages 64-71

When Ferrari fans talk about the
California model, they are Usually
discussing the 250 GT California
built between 1957 and 1963, The
1966/67 365 California Spider g
less frequently the focus of interest
despite being even rarer — onjy 14
were built. With this luxury 249 ¢4.
brio Ferrari replaced the 500 g.
perfast, which itself was the gy.

—

le: a coil spring rigid axle instead of
a deDion axle. At 680 kg the TRC
weighs 40 kg less than the Mondial.
Thanks to the fact that the tubular
frame members are somewnhat
further apart at the front end, it was
possible to mount the engine lower,
giving a lower centre of gravity.
And of course the 2 fitre engine
also reached its peak of perfor-
mance in the TRC: 190 hp instead
of 1585 in the Mondial. Despite afl
this power, the engine still proved
to be extraordinarily robust - and
has remained so today: no. 0702,
still equipped with the original engi-
ne, has taken part twice recently,
without any problems, in the Mille
Miglia, driven by its Swiss owner.

cessor to the hyper-exclusive Su-
per-Ferraris of the type 342 and
375 America, and 410 and 400 Su-
peramerica, which were only built
for the select few. With the 365 Ca-
lifornia Ferrari’s tradition of such
smc?ll series supercars came to an
end.
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