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Stunning recreation of lost prototype unveiled
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100 years of Lancia
Lambda, Aurelia, Flaminia, Fulvia, Stratos... with authority

Lancia Integrale
Why it’s the ultimate useable classic supercar

Oddball Lancias

The forgotten gems (and a few that are best forgotten)

Bugatti Aérolithe

Stunning recreation of Bugatti’s lost prototype

Frazer Nash Le Mans Replica
Why the best racers swear by the unseemly 'Nash

In search of moonshiners
On the trail of American moonshine runners in a BMW Z4M

Should replicas be raced?
Doug Nye examines the FIA’s new rules on race car originality

John Lyon’s performance driving
Meet the man who’s trained the UK’s greatest drivers

Aston DB2/4 five-speed

Tricky DB transformed with neat gearbox conversion

Panini’s Maserati museum
Revealed: the finest private collection of unique Maseratis

Triumph’s stunt rider
Wheelies? No problem. Even when the front forks are removed
Triumph TR2 buying guide

Still relatively affordable, still great fun and easy to look after

Chasing moonshiners in Z4M p112 Maserati Birdcage at Panini’s
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This year is Lancia’s centenary. Long-time Lancia
enthusiast and owner lan Fraser introduces five
seminal cars that have defined the marque
Photography: Paul Harmar

Vincenzo Lancia’s name does not appear in that long list
of motor industry dullards. Scan the risk-taker’s file, though,
and there he is writ large. Until just after the First World War,
Lancia’s cars were ordinary enough, but something happened
that gave the Italian a different view of the motor car’s direction
and probably saved the firm from slowly drifting into obscurity.

A pioneer motorist, Lancia was in the thick of it in the early
years of the 20th century. He was Fiat’s fastest race driver in
events such as the Targa Florio, while he was simultaneously
plotting to build cars bearing his name. Initially Lancia’s cars
were intended for competition, before they were offered to
the masses of car-hungry citizens who had discovered that
horsepower had more to be said for it than horses. Some
believe he also had a hand in Fiat’s first car, having entered his
working life at GB Ceirano’s works before moving on to Fiat.

By 1906 he had built his own car and the following year was
racing a 2.5-litre voiturette while maintaining his role as Fiat’s
top wheelman. Vincenzo Lancia was not without success but
gave up racing in 1910 because of the pressures of launching
his own motor manufacturing concern. Between 1906 and 1925,
there were no fewer than a dozen models with such Greek
alphabet names as Alpha, Dialpha, Beta, Gamma, Delta, Epsilon,
Eta, Zeta, Theta, Kappa, Dikappa and the enormous five-litre
Trikappa. Then there was the Lambda, which was the car that
thrust Lancia into the forefront of automotive design in 1922.

Born in 1881, Vincenzo was probably influenced by the
mountainous terrain around the house of his birth at Forbello,
a house the Lancia family retains to this day. Contemporary
photographs of the villa show poorly surfaced twisting roads
over which cars of the day would have felt uncomfortable,
brittle and ponderously ill-handling. There was ample room for
improvement, and Lancia found it.

Independent front suspension, although not unknown, was
nonetheless a dark art. Almost no-one understood it and even
fewer car makers were prepared to risk making it. Indeed,
beam front axles and leaf springs remained common currency
until well after the Second World War. Vincenzo Lancia saw
the need for IFS but he didn’t design the sliding-pillar front
suspension for the Lambda. Right-hand man Battista Falcetto
took on that responsibility. It was not perfect, but it worked
better than anything available at the time, and sliding pillars
remained the cornerstone of Lancia design from then until the
Aurelia was replaced by the Flaminia in the late-1950s.

Yet the Lambda was not a one-trick act. Arguably of greater
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Slices of history:
Lancias have always
been strong on
engineering integrity,
if not common-sense
production reality.
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LANCIA CENTENARY

INITIALLY LANCIA'S CARS WERE INTENDED FOR
COMPETITION, BEFORE THEY WERE OFFERED TO

THE MASSES
HAD MORE TO BE

importance was the unitary construction, which needed to
be lightweight and very rigid: contradictions in the post-
WWI era. Lancia was academically interested in boat design
and that coloured his thinking. He also believed that in-line
engines required too much space and that they were given to
torsional problems. Why not a narrow-angle (13-degree) V4
configuration? Lancia was no stranger to the narrow-angle
concept: there had already been an extraordinary six-litre V12
(22 degrees) shown in 1919.

The Lambda soldiered on for nine series. It needed to,
considering the inadequacies of the first version with its single-
overhead-camshaft 2.1-litre engine, three-speed gearbox and
small brake drums all round. By the time the final series went
along the production lines in 1930 it was a fully evolved car of
just under 2.7 litres with 69bhp at 3500rpm, a four-speed *box
and brakes that were the envy of every other motorist.

Lancia’s management and sound commercial reasoning were
strangers who passed in the night. Twenty/twenty hindsight
creates the spectre of engineers and designers tinkering and
refining while ignoring cost and model replacement. That’s a
recurring theme through Lancia’s history.

By the end of the 1920s a Lambda replacement was a
priority. Some export success must have encouraged Lancia to
think of the US market as a glowing light — so the Dilambda was
launched into the teeth of the Wall Street Crash and the Great
Depression. Although retaining the sliding-pillar suspension,
the Dilambda reverted to a conventional chassis frame which
enabled coachbuilders to hone their art to perfection: some of
the most luscious designs ever penned found a home on the big
between-wars Lancias.

WHO HAD DISCOVERED HORSE POWER
SAID FOR IT THAN HORSES'

The future was not in large cars. A whole raft of interesting
small, quality cars rolled from the Turin factory during the
1930s and some, like the Aprilia, resurfaced after the War.
Narrow-angle V4 engines did them proud, but the Aurelia
engine, designed in secret by Francesco de Virgilio, was a 60-
degree V6 with pushrods. Produced as a saloon, GT and open
two-seater, the iconic Aurelia went through countless changes
during its life, ranging from engine enlargement to radical rear
axle evolution. Again, Lancia pecked away at the faults and got
it more or less sorted by the sixth series, but everyone had had
enough of the sliding-pillar suspension and the Flaminia that
replaced it in the late-1950s was a more conventional car.

Retaining other Aurelia basics such as the V6 engine (all
new, though) and transaxle, the bodywork was farmed out to
eager design houses. Meanwhile, the front-drive Fulvia had

appeared as the small car in the range, using transverse-leaf -

front suspension while remaining faithful to the narrow-angte
V4 concept. The centre ground was taken over by the Flavia,
another front-drive car but this time powered by a flat-four
which, in over-cooked form, went on to power the Gamma.

Fortunes had been heaped into racing and rally which
enhanced reputations but contributed to Lancia’s demise. The
company was going down for the final time in 1969 when Fiat
took over, thus ending a charitable heritage concern that had
become addicted to risks and exciting engineering, but which
was largely devoid of business acumen.

Some old-model Lancias remained for a while as the new
owners tried to grasp a future, which turned out to be model
rationalisation and badge engineering. That Lancia exists today
is entirely down to the labours of Fiat.
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