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against the grille work between the tail-
lights, get their cool air from the side
scoops, air that in a standard Testarossa
cools the rear brakes. Brake cooling air
now comes from the C-pillar scoops. The
side scoops are shared between the engine
radiators and the intercoolers.

From the intercoolers, fabricated tub-
ing—a crisscross section delightfully glis-
tening in silver crackle-leads to a
fabricated airbox. The original Bosch K-
Jetronic CIS fuel injection was replaced by
a Haltech electronic injection system, the
intake manifold machined for the new
injectors and set up to take the throttle
position sensor. The injection is con-
trolled by that black box in the cockpit,
which contains a programmable comput-
er that also controls the twin-coil ignition.

Two heated oxygen sensors are installed
in the exhaust system, one feeding the
computer terminal, the other used for the
LED monitor on the dash. The compur-
er-connected sensor will evenrually be
used to emission-tune the engine on the
fly, although it is now used in “open loop”
mode only so that it doesn't affect the pro-
grammed mixture. A laptop computer
plugs into the onboard unit to moniror

operation or alter the program. We've
come a long way from tuning by ear and
the color inside the wilpipe.

Twin storm-sewer-size tailpipes service
the off end of the turbos. Initially twin res-
onators were positioned after the tur-
bochargers but had the unfortunate effect
of making the Ferrari whisper-quiet. Off
they came. It now sounds like a Ferrari
V12. The turbine blades puree the
exhaust note into a street manageable level
but hardly emasculates the tenor wail of
twelve cylinders in concert. The Twin
Turbo Testarossa remains as manageable
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around town and on the freeway as the
family minivan—ar least any minivan with
a gated five-speed floor shifter—and the
most difficult chore is negotiating the
Ferrari’s proboscis in and out of driveways.
We all should have such problems.

A Testarossa attracts attention. Road
gangs pause from leaning on their shovels
to wartch it pass, and the exhaust note
causes heads to rise from less important
duties. And anything is less important.
Inside is no different. The twelve cylinder
burbles, warbles, moans and howls.
Goosebumps! Then layer in the pop-off
valves and their mighty expirations at
every shift ac speed. It fives.

Dust off the clichés, round up the
superlatives, put a spit shine on your aston-
ishment. Mashing the throtdle puts the rest
of the world in freeze frame: Other cars
can move laterally, but you control the
advance and rewind button with the gas
and brake pedals. The brakes are instant
slo-mo. There’s more power here than
holding the remote for the VCR.

But does it really make one thousand
horsepower? It hasn't been dyno’ed, but
Pirrone figures it this way: If it makes 380
bhp naturally aspirated—effectively ar a
pound or two vacuum~—then at one bar, or
15 psi, it should make twice thar, the
engine as a pump processing twice the air
and fuel. Add another half bar, for a total
of 23 psi or so, and add another 190 bhp,
for a total of 960 bhp. Figuring thart the
engine is built to handle 30 psi boost,
1000 hp is not out of reason. At least if
you accept the premise.

Bur does doubling the pressure then
double the flow which then doubles
horsepower? I don't know and I can' rell
you. My seat of the pants dynamometer,
remember, was lifted off the seat. 3N |

Nothing is ever done alone. Doug
Pirrone credits the following Berlinetta
Mororcars personnel:

Lee Stayton, design and fabrication
engineering, mechanical assembly.

Nino Volpe, all in-house machining.

Ruben Rodriguez, sheetmeral design
and fabrication, welding, fiberglass.

Guy Dalton (Zul Broaching), special-
ty machining, engine and materials con-
sultant.
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