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T empora mutantur, nos et mutamur in illis –

this classical quotation is attributed to Emperor 

Lothair I (‒) and means “Times change and we 

with them.” A sentiment as relevant today as it was over a 

thousand years ago: we must accept the new, not only to 

keep tradition alive, but also to reinterpret it in new ways.

A little like adding new layers of history, like the rings of a 

tall, majestic tree, in a way.This is why, when all is said and 

done, the Maserati-Ferrari union was the best thing that could have happened to the Trident 

marque in an era when the unwritten law is that individuals can only triumph if they are part 

of a strong community.

Even though the Maserati brothers, Omer Orsi, his family, and Enzo Ferrari would probably 

have questioned the wisdom of the Prancing Horse-Trident union, this was a marriage made 

in heaven for Italian sports car enthusiasts, bringing 

together two classic, world-renowned marques to their 

mutual benefit, so that they are no longer pitted against 

one another as in the past.

But before any triumphant return, there is always a period 

of reminiscing about the past. What made the marque so 

great? What were its strong points? Its Achilles’ heels? And 

what inspired such incredible customer loyalty?

These are the kind of questions that the Maserati design, technical, marketing and production 

teams have all asked themselves. Little by little, they have realised that there is no easy answer.

Maserati simply has that special something that comes only after decades of competing on the 

track and on the roads, and with the creation of thrilling designs, and engines inspired by that 
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same experience. In that regard, Maserati and Ferrari were perfect rivals, although Ferrari’s 

youthful aggression meant that it focused on a completely different kind of owner. Maseratis 

were the cars bought by well-to-do yet unostentatious fathers, while Ferraris were the cars 

their sons chose every time, irresistibly drawn to the thrill of a red -cylinder rather than a 

dark blue -cylinder.

The two marques epitomised the Italian sports car until the 

s and the disastrous advent of the oil crisis. Ferrari 

emerged from that time relatively unscathed, thanks to its 

collaboration with Fiat, while its long-time rival was 

bought by Citroën and did not fare so well.This brings us 

up to the s and Maserati’s deals with De Tomaso and 

Fiat. However, it was only when Ferrari took over that the Trident marque was able to return 

to the roots of its real strengths: designing and building magnificent GTs.

This was a task which President Luca di Montezemolo and his staff approached with 

enormous passion and commitment. Success came quickly in the form of the  GT,

unveiled in the autumn of .The  GT was concrete proof of the new lease of life and 

energy being felt in Modena. Then, when in September , the new Spyder received a 

rapturous welcome from the public at the Frankfurt Motor Show, the new Maserati profile 

slowly emerged as quite similar to that of the golden decades of the s, ’s and ’s: the 

emphasis would be on the production of classic high-performance, beautiful GT models, built 

to nothing less than perfection.

And the Spyder was also equipped with a new .-litre 

-cylinder engine which will comply with even the 

strictest exhaust emission and noise pollution regulations 

world-wide over the coming years. Then at the beginning 

of  came the next step: a completely redesigned 

Coupé which not only boasted the famous new engine,

but all of the technological finesse imaginable from the transaxle transmission to a F1 gearbox 

and Skyhook suspension. Leaving us in no doubt whatsoever that the Coupé and the Spyder 

have put Maserati firmly back at the centre of the world stage and that the Trident marque 

lives on. Just the kind of good news the fans have been waiting for all along.

Jürgen Lewandowski
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M A S E R A T I  A 6 G C S  P I N I N F A R I N A



 |

Mase ra t i A6 Pinin fa r ina |  Mase ra t i A6GCS Pinin fa r ina

Mase ra t i A6G/54 Zagato |  Mase ra t i A6G/54 Allemano

E ven from its very earliest days, designing and building racing cars has always 

been the driving force at Maserati.This passion has brought the company both 

moments of great triumph and bitter disappointment at times when it could not match 

engineering genius with the kind of economic clout enjoyed by its main competitors.

For  long years, the roar of racing engines signalled the Maserati brothers’ desire to 

win on the track, but the advent of World War II quickly changed everything. It was 

only in  that racing started again in earnest.The Maserati brothers would have 

become truly legendary if only their enormous success could have continued.

However, they decided to break their consultancy contract with the Orsi family 

 years after they had sold the rights to the marque.Thus, they bid farewell to the 

familiar Maserati buildings and moved to Bologna to start a new company, O.S.C.A.

(Officina Specializzata Costruzione Automobili), where they continued to build sports 

and racing cars on an independent basis.
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But before this voluntary separation could take place, the brothers produced the 

A , the first Maserati road car.The ‘A’ of its name stood for Alfieri, their late 

brother, while the ‘’ represented the numbers of cylinders in the engine.This was a 

coupé bodied by Pinin Farina, which gave the few lucky people who could afford it 

a first taste of the style that would dominate car design for many years to come.The 

new car had a line similar to that of the famous Cisitalia, which also wielded a huge 

influence over sports car design right up until the present day.

This model was the brainchild of Ernesto Maserati, who even as the CM single-seater 

was being built in , was wondering if a sporty road car for day-to-day use could 

be developed from the compact , cc in-line -cylinder engine. However, the

project did not progress any further at the time, because priority was given instead to 

creating a new CM racer and the new engine with a Roots compressor, of which 

 were later built and snapped up by private enthusiasts, courtesy of their light weight 

and  bhp.

And so we had to wait until after the War for Ernesto’s idea for a Maserati ‘road’ car 

to become a reality, even though in October  a prototype of the A , built 

by Carrozzeria Pinin Farina, was already to be found in Bindo Maserati’s office.

Unfortunately, however, just a single faded photograph of this model with its trade-

mark tail, relatively large whitewall tyres and very understated headlights, survives.

Nonetheless, it still gives an idea of the line on which Pinin Farina would set to work 

on once the war finally came to an end.
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Work on the development of the engine started in the spring of . A year later, a 

prototype, known as the CS, was finally produced: as the C in the name suggests, it 

was and in-line -cylinder with twin overhead camshafts, while the S stood for Sport.

The bore and stroke for this engine were set at  and . mm respectively (in the 

CM they were  and  mm), making it a ,. cc. But the real surprise was the 

fact that it did not have a Roots compressor.The engine was naturally aspirated even 

though until that time all Maserati racing cars had been equipped with a mechanical 

compressor to improve performance.

At the end of the War, Maserati decided to take this -cylinder engine even further 

with two different types of cylinder head: an engine with a single overhead camshaft 

was created for the planned road version, while the racer was to be given twin over-

head cams, although this did not happen for quite some time for financial reasons.

Just as chassis no. 1 was being tested in the autumn of , work began at Modena 

on a second one for Carrozzeria Pinin Farina. It was powered by the new -cylinder 

engine which generated  bhp at , rpm.The result of the chassis, engine and 

bodywork combination was unveiled for the very first time at the International Motor 

Show in Geneva in the spring of , where its extraordinarily clean, elongated line 

immediately captured the public’s imagination. It is no exaggeration to say that Pinin 

Farina opened a whole new era in design with the A . Leading Swiss motor 

historian Roger Gloor wrote of the A : “The A is a two-seater with an 

astonishingly beautiful line. It has smooth sides which are reminiscent of the Pontoon 

style between the wheel arches, a tapering rear section with a curved back window,

Plexiglass sun roof and pop-up headlights on the sides of the traditional Maserati 

radiator grille.”
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After Maserati built the first chassis, production of this first road car was slow, but this 

was unsurprising given the terrible poverty that prevailed in the years immediately 

after the war. And so after the first two prototypes, just three other models were 

delivered , followed by nine more in . In addition to this, Pinin Farina did 

away with the pop-up lights at the end of  and gave the cockpit another side 

window, to make it brighter. He also built a first spyder. A total of  of this first 

.-litre model were produced up to , including one or two spyders. Over the 

years, Pinin Farina added new details here and there. In fact, each and every one of 

these cars was unique, with its form and specs changing to suit the owner.

Gradually, however, owners began demanding a little more power, so Maserati turned 

to the dependable -litre engine belonging to the AG.CS, a sports car of which 

 were produced between  and , signalling a triumphant return to racing 

for the Maserati colours thanks to several victories, some at the hands of private 

drivers.When work was begun in , the racing engine had just a single overhead 

camshaft, a : compression ratio and three Weber carburettors. It generated  bhp 

at , rpm. In order to adapt this kind of power to heavy day-to-day use, the stroke 

was reduced to  mm, giving a displacement of , cc.The compression ratio was 

also cut drastically at the same time to .:.

M A S E R A T I A 6 G / 5 4  Z A G A T O



The experts are still arguing today over how much power these modifications actually 

resulted in: the figures vary between  and  bhp, depending on which documents 

you are prepared to believe. Logically, however, it should have been around  bhp.This 

kind of power meant that the top speed shot up by  km/h to  with good pick-up 

- a huge achievement for the time.

The model was officially named the AG  - after the power was reduced the ‘CS’

suffix (Corsa Sport) had been wisely removed.The new ‘G’ stood for ‘ghisa’, the Italian for 

cast-iron from which a few of the engines’ cylinder blocks were built. However, in reality,

most were made of the much preferred light alloy. Unfortunately, demand for the car did 

not live up to expectations and between  and , just  were sold, most of 

which ended up in the United States. Official figures indicate that in total one coupé 

with bodywork by Vignale, one Casa Frua one and nine designed by Pinin Farina,

joined the five other Frua Spyders.

The fact that production numbers remained so tiny was not solely the result of 

Maserati’s practically non-existent sales network. In fact, it actually had more to do 

with the fact that Omer Orsi was spending more time on his racing cars than his road 

ones. Equally importantly, he had not yet developed the right business acumen for 

understanding the kind of sports or GT car that would appeal to a wider customer base.
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The sales figures convinced the company that it was time to give the AG.CS a different,

already existing cylinder head with twin overhead cams, in order to significantly improve 

its power. Naturally enough, the design would first and foremost be used to win races.

So much so, in fact, that the new AGCS/ racer’s  bhp pushed it up to a breath-

taking  km/h, making it one of the most successful -litre sports cars of all time.

 examples of the truly champion-making model were turned out until .

This characteristic sports car was also the basis for what was probably the most thrilling 

coupé of those years, the AGCS Berlinetta, which the Carrozzeria Pinin Farina gave 

a spellbinding line. Just four were built between  and , however, and all owed 

their existence to Maserati’s Roman sales rep Guglielmo (Mimmo) Dei, who wanted a 

closed berlinetta for his racing customers that would offer greater protection from bad 

weather.The car was actually a racing GT, even though it was perfectly suited to road use.

Taking his inspiration from the barchetta, Pinin Farina created a larger, heavier coupé 

( kg instead of ), which thanks to its superb elegance, became an instant 

Maserati classic.This was also the last of the Trident cars to be designed by Pinin Farina.

It was unveiled for the first time at Turin’s International Motor Show and soon made it 
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onto the market, thanks once again to Mimmo Dei’s incredible dynamism.

That said, Omer Orsi immediately realised that a hot, noisy, uncomfortable racing-

inspired car would appeal to very few buyers.With this in mind, a series of changes

was made to the engine to render it more suitable for everyday use.The cylinder head

and the lubrication system were modified with the latter’s expensive dry-sump system

replaced by a normal sump. Last but not least, the compression ratio was cut from

.: to : and smaller DC or DC Weber carburettors were fitted, although

it was still possible for buyers to order the original DC version at an extra cost.

After all of these modifications had been made, the AG/ generated  bhp at 

, rpm, giving it a top speed of between  and  km/h depending on the 

weight of its bodywork and the carburettors used.

This first model built was a white Frua coupé which received its world debut at the 

Paris Show in the autumn of . It was to be followed by a further  vehicles 

before production was finally halted in June 1957. After the Maserati-Carrozzeria Pinin 

Farina collaboration came to an end when the latter became responsible for the Ferrari 

bodies, three more companies, Allemano, Frua and Zagato, went on to work on the 

design of this car.
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While Allemano went down in Maserati’s history with  elegant, understated coupés,

Zagato and Frua came up with both coupés and spyders, including a Zagato Spyder 

which became the rarest model built on this production line.The Milanese lightweight 

body specialist also produced a further  coupés which made their mark both on the 

track and in hillclimbs thanks to the exploits of privateers.

The  vehicles created by Frua for his customers, however, were midway between the 

distinctive Allemano coupés and Zagato’s very sporty models.They were fascinating,

powerful and yet still very suitable for everyday use. It is no surprise therefore that they 

are enjoying a new burst of popularity at the moment. But the fact that the customers’

hearts really lay with the Spyders is clear from the fact that of the  cars built by Frua,

only six were coupés: the rest were all open-top two-seaters.

The story of the first generation Maserati -cylinders drew to a close in June 

with an Frua-designed khaki AG/ coupé with brown leather upholstery and stripe.

This was followed just a few months later by the great  GT which naturally 

enough, betrayed its racing origins in its engine - the  S that powered the World 

Championship sports cars.
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Mase ra t i 3500 GT | Mase ra t i Seb r ing
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A t the end of the s, Maserati was forced to radically change its company 

policy and leave much of the racing to privateers to concentrate on the pro-

duction of extraordinarily beautiful and powerful GTs which owed their allure to a 

combination of sport-inspired technology and the very best of Italian design. Having 

turned out just  cars between  and , the Orsi family’s sudden desire to 

produce and sell more cars was certainly financially motivated, as building large 

numbers of -, -, - and -cylinder racers for the world tracks was extremely 

expensive indeed. And so they decided to bite the bullet and pour the experience 

of all of those triumphant racing decades into producing a classic GT.

Thus, in the summer of , Giulio Alfieri began work on an in-line -cylinder 

engine that, on paper at least, was based on the  S power unit. It was with this 
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-bhp engine, adapted for long distance racing, that Stirling Moss took part in the 

 Mille Miglia, although he was forced to retire after an accident near Rieti.And 

so Alfieri retained the bore and stroke of  x  mm respectively, whilst limiting 

the racing engine’s power to  bhp at , rpm, making it perfectly suitable for 

day-to-day driving. However, the top speed stayed at  km/h and its overall perform-

ance was excellent.

With its twin overhead camshafts,  inclined valves, a Marelli dual ignition system and 

three twin-choke Weber carburettors mounted on the side of the engine, the , cc 

in-line -cylinder engine immediately showed its performance mettle. Substantial 

quantities of oil and water had to be brought up to the right running temperature, but 

after this ritual was correctly performed, the power unit delivered excellent torque and 

power even over long distances. It was also reassuringly durable and reliable.

The styling of the new car, christened the  GT, was entrusted to Carrozzeria 

Touring of Milan, which opted for quite a simple shape for this, the latest status symbol

for gentlemen of innate good taste and style. A total of ,  GTs were sold 

between  and : a hugely impressive figure compared to the competition’s 

achievements.This success on the market also helped soothe the nerves of those in 

charge of balancing Maserati’s books.
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As was often the case at that time, some customers wanted and could afford to pay for 

custom-built bodywork. Four special models were built by Allemano between  and 

, while Bertone () and Frua () each designed customised versions based 

on specs provided by owners who wanted an especially exclusive Maserati of their very 

own.

Naturally enough, Alfieri couldn’t resist developing the  GT even further and so,

in , its front drum brakes were replaced by disc brakes, although rear disc brakes 

were only mounted in . From  onwards, owners could also order a five-speed 

ZF gearbox rather than the standard four-speed.To satisfy cabriolet fans, Maserati 

unveiled an Alfredo Vignale-designed Spyder in , after two Touring prototypes.

In the end,  examples were built between  and .

In , major changes were made under the bonnet. In fact, in the years leading up 

to that time, Giulio Alfieri had been deeply involved with fuel-injected engines, but 

decided to give the  GT a superior indirect fuel injection system by British firm 

Lucas. Alongside the prestigious ‘I’ which stood for fuel injection, the new version also 

offered an extra  bhp at , rpm, giving it a top speed of  km/h and improved 

overall performance.

However, the boys at Viale Ciro Menotti were working on more than just improving 

performance to satisfy the customers, they were also heeding the demand for a more 

comfortable and spacious version of the now five-year-old classic.To meet these 

demands, Alfredo Vignale was asked to design a new body for the more compact,

 cm shorter cabriolet chassis.The result was a much more modern and elegant 
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+ coupé which was later also built at the Vignale workshop. Since the engineering 

in this car was identical to that of the  GTI, the new model was rather simply 

called the  GTIS. However, this highly technical name did not go down well on 

the American market and so, the  GTIS was renamed the Sebring, after the Florida

track on which Juan Manuel Fangio and Jean Behra had won a -hour race at the 

wheel of the  S on March  .The new name was at first used only in the 

USA, and then from series II onwards, in Europe also.

Because the price of the  GTI and  GTIS was the same, it was left to the 

customer to decide if they preferred to opt for sportiness over luxury or vice versa.

Legendary head test driver for British magazine Autosport John Bolster came to the 

following conclusion about the Sebring:“The Maserati Sebring is a magnificent 

example of the ‘ultra-high-performance luxury two-seater’: its speciality is long distance

driving on fast roads. And when, happy and contented, you get out of it at the end of 

a long day’s driving, it is still incredibly beautiful to look at, despite its coat of dust and 

dirt.”

A total of  examples of the first series were sold between  and . In this 

case too, there was just a single one-off - the Carrozzeria Boneschi’s Berlina + Tight,

unveiled at Turin in autumn . However, the sharp lines were considered a little too 

simple and unattractive. A clearly reworked Series II of the Sebring followed and 

between  and ,  left Alfredo Vignale’s assembly shop,  of which were 
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series I and  series II. Apart from a redesigned interior and additional luxury 

accessories, such as air-conditioning, the  .-litre and the  -litre versions 

offered even better performances of  bhp and  bhp respectively. Hardly 

surprisingly, the series II models are now considered amongst the rarest of these 

Maserati jewels.

The fact that production of the Sebring was halted relatively quickly was not so much 

due to the fact that the model was outdated, but that in the new Mistral unveiled at the 

end of , Maserati was able to offer a much more attractive car that would prove a 

commercial hit from  onwards.

For this final stage in the development of the classic -cylinder, Maserati turned yet 

again to Pietro Frua, who had received a chassis with a  mm wheel base from 

Giulio Alfieri, later reduced by a further  cm, with a new type of rear axle and 

running gear from the  GTI. Pietro Frua clothed this structure in a coupé body 

with an unusual and elegant arched line stretching from the closed front section (the 

radiator air intakes were hidden behind the big bumper) over the spacious cockpit to 

the large glass dome covering the enormous boot.This was a highly individual line that 

differed very pleasantly from the other forms of the time. It should come as no surprise 

therefore that the factory swamped with more work than it could handle. In fact, just a 

few months later, a Spyder, also designed by Pietro Frua, was added.
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The Maserati bigwigs were hardly original in their choice of name for this new model 

either: their new top-of-the-range model was to be known simply as the Due Posti,

probably because Pietro Frua had also designed a larger four-door version that would 

later go down in motoring history as the Quattroporte.

Needless to say, the foreign dealers were soon on the lookout for a wind after which 

to name the new model. In the end, Colonel Simon, Maserati’s French importer and a 

great personal friend of Frua, suggested the aforementioned Mistral, after the cold, dry 

north wind that prevails in the South of France, most commonly in the Rhone delta 

between Avignon and Marseilles.

Although in the early months of production the Mistral still had the  GTI’s tried 

and tested .-litre -cylinder engine, by the summer of , it had been mounted 

with a .-litre which would later also be fitted to the Series II Sebring.The stroke 

was increased from  to  mm, thus bringing the engine up to , cc.The 

 bhp this resulted in gave the Mistral a top speed of  km/h, which went up 

another  km/h in , when a -litre version with a , cc displacement 

generating  bhp, came on line.

There is no doubt that the Mistral marked the last and most perfect stage in the 

development of this extraordinary in-line -cylinder engine, which had proved its 
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prowess both on the world tracks and in the GTs. It had shown itself to be an engine 

suited to everyday use yet also one that could also support high running speeds.

Unsurprisingly, in the April  issue of American magazine Road & Track,Tony 

Hoog said of the Mistral Spyder : “Once you turn the key in the ignition, the 

engine produces that uniquely thrilling sound that one expects from an Italian GT.

Its power is on tap even at low revs, while its driving characteristics say it all about a 

glorious racing history.The way in which the acceleration becomes apparent in every 

gear: all of the above make this car stand out hand and shoulders above the competition.”

And the Mistral was, and remains, a fantastic long distance car that thrills owners both 

now and in the past. Despite this, however, production had dropped in  to two 

coupés and two cabriolets.The reason was clear: Maserati’s new Ghibli and the Indy 

weren’t just great-looking cars, they also delivered a lot more power and torque,

thanks to their big -cylinder engines. And so, after  Mistral coupés and  Mistral 

cabriolets, the era of the big -cylinders finally drew to a close.
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R acing fever was more in evidence than ever at Maserati during the s and 

each new victory and title saw the Modenese company produce better engines 

and cars than before.The result was a real tour de force with -, -, - and -cylinder 

versions of .- to .-litre racing engines being built at Viale Ciro Menotti. Naturally 

enough, this meant that the small racing car outfit was constantly stretched to its limits 

when it came to both output and financial resources.

But then in the autumn of , Maserati launched the  GT on the market.

A total of , were built in all, finally putting the company back on solid financial 

ground. It was hardly surprising therefore that Maserati became very focused indeed 

on meeting the demands of well-off potential customers who wanted a discreet yet 

powerful alternative to the Ferrari Superamerica for their garages.
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Thanks to the new .-litre -cylinder engine, developed in the winter of / for 

the  S racer, the company now had a powerful unit, meaning that the customers’

demands were finally heeded.The  S was the ‘moral victor’ in the  season,

according to historian Karl E. Ludvigsen, as Maserati only lost the Sports Car World 

Championship at Caracas because of a truly unfortunate turn of events when the cars 

knocked each other out of the running. On top of all of this, the Federation directors 

decided to introduce a -litre limit from  onwards, a move which brought the 

expensive development of the splendid V  to a very abrupt end.

Luckily enough, however, the Shah of Persia soon came to the rescue. He had surrounded

himself with the best cars that money could buy from his earliest youth and was not 

only an avid Maserati fan, but already owned a  GT. He also had the money and 

persuasive power to convince the firm to build him a relatively domesticated super 

sports car based on the  S.The job of designing its bodywork was given to Touring 

of Milan, and the resulting car’s long bonnet hid a tamed down ,. cc racing engine

with four twin-choke Weber carburettors that produced  bhp. In fact, courtesy of 

this engine, the Persian sovereign could roar his way up to  km/h relatively quickly.
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After the car was unveiled at the Turin Show in the autumn , well-to-do car fans 

were soon beating a path to Viale Ciro Menotti to put in their orders. Nonetheless,

just  of these rare and expensive models were delivered between October  

and October .This was principally because they were so very expensive: the 

investment involved in putting a single  GT on the road would have bought 

almost three Mercedes-Benz SL coupés.

While the engine in the Shah of Persia’s coupé was still quite close to that of the 

racing car, the next  were adapted a little more to day-to-day driving.The bore and 

stroke ( x  mm instead of . x  mm) were modified for a slightly larger 

displacement (, cc) and a Lucas fuel-injection system was added, resulting in 

 bhp.The bodywork was designed by various Carozzerie to suit the customers’

preferences: Pininfarina created a car for Fiat President Giovanni Agnelli, while 
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Monterosa produced two models. Giovanni Michelotti built one of the most beautiful 

bodies of all for American millionaire and racing driver Briggs Cunningham, who had 

previously raced in the US and at Le Mans in a Birdcage. Frua turned out two models,

one of which went to the Aga Khan, while Carrozzeria Ghia delivered chassis no.

AM . to the owner of car manufacturer Innocenti and scooter firm Lambretta.

Touring clothed two more cars in which the original design created for the Shah of 

Persia was further developed. Last but not least, Carrozzeria Allemano proved the 

largest supplier of this dream car, bodying a total of   GTs. However, there was 

also another car with a splendid Bertone body which for decades was counted as a 

 GT. Nonetheless, when, at the end of , the car resurfaced in a climate-controlled

Spanish garage, it was discovered that ‘all’ that was under the bonnet was a normal 

.-litre -cylinder, thus reducing the total number of  GTs built from  to .

Predictably enough, hardly any old articles on test drives of the  GT exist:

anyone who ordered these customised masterpieces didn’t want them sullied by mere 

journalists. One of the few exceptions is Frenchman Bernhard Cahier’s account of his 

impressions: “I have driven many fast cars in my time, but none has ever delivered 

enough power and speed to get me up to over  km/h when changing from third to 
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fourth gear! The choice of ratios was impressive:  km/h in first,  km/h in second 

and  km/h in third. And although there was traffic on the motorway, we were still 

able to clock up some impressive speeds.These times would definitely have been even 

better if we had been more familiar with the car: we accelerated from  to  km/h 

in . seconds, from  to  km/h in . seconds and we stopped after doing 

a kilometre in  seconds with the speedometer showing  km/h.The top speed,
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depending on the calculation method used, is somewhere between  and 

 km/h.”

That kind of performance remains impressive even today, but over  years ago, it was 

simply sensational.The result is, of course, that the  GT is once again becoming 

the iconic Maserati for top collectors the world over.


