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By RUSS KELLY

at Volkwagen has strong feelings about it is the owners

who mess with VW engines. The factory has announced,
for example, that dual carbs may be fine for the Porsche,
but they're no good for the VW. The VW owner's manual
bristles with warnings and admonitions that add up to the
statement, “You want to soup itz DON'T!”

There are plenty of good reasons for this policy. The
little car is known all over the world for its unbeatable
reliability and economy, and this is a reputation that the
factory does not want to have marred by souping attempts
that may destroy the sound, sensible balance of VW
engineering.

At the same time, however, not even the most fanatic
VW devotee — and there are lots of them — would deny

IF THERE'S anything in the world that the top brass
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Cutaway of VW engine shows
path of cooling air as it is forced
around cylinders, oil sump, and
transversely seated muffler.

for the

that the car could use some additional power. Innocent
passengers are sometimes completely shattered by their first
experience with a grimacing, muttering VW driver, rowing
his little car along with the gear lever, in mortal combat
with a head wind. Or, there's the unforgettable experience
of getting out in the middle lane to pass a car and sud-
denly finding yoursell trapped and marooned, without
enough acceleration to escape back to safety, Or, there's
the familiar VW rolling-country technique of winding the
needle off the speedometer dial going downhill in order
not to have creep snail-like up the other side.

When the VW first appeared in this country many en-
thusiasts thought it looked like a natural for hot-rodding,
but they found very quickly that the engine’s designer had
done his utmost to outwit them. He had built restrictions

into the engine that are incompatible with high output
per cubic inch. The head porting and valve arrangement
are enough to make a strong man weep. The valves stand
vertically in the heads and are of very small diameter.
They can be enlarged, but then you're whipped at the

Horts.
I The intake port is siamesed, entering the head as a

single port and then branching to feed the two cylinders.
Since a single port to each cylinder is generally considered
necessary for good volumetric efficiency, standard hop-up
procedure is to enlarge a siamesed port throughout and
then divide it with a fabricated wall. But on the VW even
this simple modification can’t be carried out because of the
thinness of the metal around the ports. An Austrian manu-
facturer makes special heads for his limited-production

VW-based cars, but their price is prohibitively high.

However, a number of U.S. speed specialists have found
ways to make VW souping pay, and they're doing it eco-
nomically. They're doing it by ignoring the limitations of
the heads. They’re concentrating on (1) supercharging or
(2) combinations of valve timing, compression ratios, car-
buretion, and exhaust manifolding. Either treatment can
make of the VW a pretty exciting poor man’s gran turismo
car, with far better*torque and acceleration, good road
averages, top speed of from 80 to 85 mph — and with no
adverse effect on economy and reliability.

Aside from its built-in throttling the VW engine is an
excellent base for hop-up operations, and it is anything but
stressed. Engines produced before January of ‘54 were
rated at 25 bhp at 3300 rpm and later models pull 30 at

Pepco three lobe Roots type blower, and a 1-1/64 inch throat diameter Amal-type car-
buretor. Because of air “slippage,” blower is more efficient at upper rpm scale.

Stock head shows small sized valves. Any possible
gain made by the installation of larger valves is
effectively nullified by barrel spigots which cannot
be relieved.
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EX. CLOSES BHP

EX. OPENS

25 @ 3300

2% ° ATDC

37 %2 ° BBDC

30 @ 3400

2% ° ATDC

30 @ 3400

2% ° ATDC

37 % ° BBDC

20° ATDC 40-45 @ 4400

54° BBDC

Abarth dual exhaust system is an excellently
engineered piece of equipment. Consensus has it
as a must on stock, blown or modified VW's.

IN. CLOSES
37 % ° ABDC
37'%° ABDC 37 "% ° BBDC
37 ° ABDC
55° ABDC

Special 80mm 7-1
iston on left
slightly domed.
Piston on right
has concave head
and a compres-
sion ratio of 5.8-1.

FOR VW

SPECIFICATIONS
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Single Solex
BOSCH 28 PCI 214 ° BTDC

5.8

1131 cc.
é9. c.i.

27 .4 sq. in.

64 mm
2.52 in.

2.96 in.

75 mm

1953

2% ° BTDC

Single Solex
6.6 BOSCH 28 PCI

1192 cc.
73.ck

29. sq. in,

64 mm
2.52 in.

77 mm
3.03 in.

54-55

2% ° BTDC

Single Solex
6.6 BOSCH 28 PCI

1192 cc.
730 Cils

29 sq. in.

64 mm
2.52 in,

3.03 in.

77 mm

1956

Dual Solex
BOSCH or Dual 19° BTDC

1284 cc.
2.52 in. 31.2 sq. in. 78 c.i. 7.0

64 mm

80 mm

Modified 3.15 in.

Amal type

Barrel is stock
cast iron.

3400. At this crankshaft speed, piston speed is a paltry 1500
feet per minute — almost as low as the power output. With
standard tires the 3.5 to one top gear ratio gives a road
speed of about 21 mph for every 1000 rpm and a top speed
of about 65 mph.

Then engine base itself is of rugged design. The hori-
zontally opposed four cylinders are mounted on a rigid,
barrel-shaped, built-up aluminum crankcase. This case splits
down the center line of the four main bearings. Mains 1,
3 and 4 are of the bushing type and No. 2 is a split-insert
shell. The short, husky connecting rods carry lead-bronze
steel backed inserts. The firing order is 1-4-3-2 and out of
balance forces within the engine are almost non-existent.
All this is reassuring to the owner interested in improved
performance.

Probably the country’s leading practitioner of factory
permitted modifications to VW engines is JEM Engineering
of Sherman Oaks, California. Their combination yields an
increase in power output of about 40 percent and incor-
porates most of the major changes possible from the stand-
point of practicability. Non-factory-permitted methods can
be equally reliable.

The first step is the fitting of oversize, high compression
pistons. 3.15-in. (80 mm) pistons are used in both the
large and small bore engines. They bring the cubic capacity
up to 78 cu. in. (1284cc) — a seven percent increase for
the big-bore job and 13 percent for the pre-'54 engine.



BELOW: Complete Pepco kit is
simplicity in itself. Shown here are
belts, brackets, crankshaft-pulley
and tiny pop-off valve to smother
any backfire effects.
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The resulting compression ratio is only seven to one.
Higher ratios have been tried but without success.

This increase in bore also has the theoretical advantage
of increasing the piston area. The higher compression ratio
— stock is 5.8 — aids mainly in two ways. First, it improves
the pumping action and so improves volumetric efficiency.
Second, by compressing the gasses more tightly it increases
burning efhiciency, All of these advantages, with perhaps
the exception of the last, are unfortunately directly de-
pendent upon the rather primitive induction setup. This
is where the second factor is introduced and the word
“combination” becomes significant. This factor is altering
the-valve timing.

The Judson vane type compressor
installed using a stock 28 PCI
carburetor. The little Ghia coupe
accelerated from 0-60 in 15 seconds,
half of stock time.

Semi-race cam on left, Iskenderian “404”
with radiused tappet in the center, and
full race grind on the right. The “404”
grind forms basis for VW cams.

The problems of camshaft engineering are not just con-
fined to the opening and closing of valves. Among other
things the all-important consideration of getting the valve
to follow the contour of the cam at high engine speeds
must be dealt with. The position of the engineer who must
face the additional handicap of modifying another man’s
design is not an enviable one.

Iskenderian Racing Cams of Los Angeles have developed
not one but three refinements on the VW cam: a road
grind, a semi, and a full-race. Norris Baronian, the firm's
knowledgeable young engineer was very generous with
hard-to-get information.

He explained that the VW designers, following the dic-

(Continued on page 64)
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Renault

(Continued from page 45)

save a lot of work by taking the parts
off and laying them out in sequence.
Try the other way and find out why.

A replacement manifold is available
from Repault and is actually the op-
tional 55 manifold. It is perfectly satis-
factory and could be easily modified to
a two-carburetor set up but we haven't
reached this stage yet.

The new manifold requires two extra
studs in the head. The studs that come
in the kit have metric threads so you
are better off using 5/16” into the head.
The muffler installation presents no
particular problem. On our own job
we used a Hollywood muffler, cut out
the holding brackets from the Renault
muffler, made brands from 1/16 strap
iron to hold the brackets to the muffler,
welded up the pipe to go from the
manifold to the muffler, and assembled
the works. If you are wondering about
the tail pipe, we have a consolation for
you. The stock Renault doesn’t have
one either.

Last but not least, comes the carbure-
tor. The stock one is a small Solex with-
out an accelerating pump and has little
to recommend it except a very excellent
choke system that consists of a second-
ary carburetor and no obstructions in

the carburetor throat. It can be used
with the replacement manifold with a
small adaptor at considerable loss of
power. The [actory recommendations
call for a 32mm Solex, PBIC, a very
fine carburetor indeed and it should be
for a $34.00 list price. It can be re-
placed successfully by a 431 RS Carter
carburetor for less than $12.00 and it
fits and works perfectly. It has a uni-
versal mounting flange which must be
centered before installation. The main
jet is adjustable from the outside and
it is otherwise a stock W.O. Carter.

A distributor setting of five to eight
degrees in advance of factory timing is
advisable. The factory tappet clearance
(set hot) of .008 and .012 can be modi-
fied to an even .010 all the way around.
For competition a hot .006 setting will
improve the performance. The valves
are adjusted more easily by making a
little slot in an old wrench to fit the
flats of the adjusting screws. This com-
pletes the engine work.

We made a few modifications to the
suspension, like installing a '55 Renault
stabilizer bar and heavy duty airplane
type shock absorbers borrowed from a
Plymouth,

The Renault factory puts out soup-
ing up equipment of their own under
the brand name of Autobleu. Their kit,
for $265, includes a reground cam, a
modified cylinder head, a manifold
slightly larger than the one we used

and the 32 PBIC carburetor. They also
offer a larger distributor with a tachom-
eter take-off and a tachometer. The
cylinder head they offer has larger
valves and ports than the stock head
and is sold on an exchange basis. A
word to the wise: The intake valve on
the old head is exactly the same size as
the exhaust valve on the new head. The
new head gives remarkable perform-
ance considering the fact that the
original 7.25:1 compression ratio has
been retained. However, the workman-
ship on the exchange head leaves a lot
of room for improvement. The manual
spark control we incorporated with the
distributor is a great help in starting.
Autobleu considers their valve timing
top secret.

Top speeds were increased from:

15 miles to 22 miles an hour in Ist.

35 miles to 60 miles an hour in 2nd.

68 miles to 80 plus miles an hour
wide open in high.

Not bad for an engine that fits in
your vest pocket.

With the old manifold and stock
setup the engine puts out 21 hp at
4100 rpm. With the new manifold the
power is boosted to 28 hp at 4500 rpm.
while with the complete Autobleu kit
35 hp at 5500 rpm is claimed.

With an extractor type tuned exhaust
and larger carburetor, a compressor
and a strong tailwind — oh well, a
fellow can dream, can't he? #

4.4

(Continued from page 49)

tates of low weight and compactness,
chose a radius-type cam follower. This
design is excellent for use with the
hollow-flank or constant-acceleration
cam which happens to be an Iskender-
ian specialty. Using the same princi-
ples applied in their 401 and Offen-
hauser grinds. the VW cam lift was
increased and the rate of opening and
closing accelerated. The popular road
grind has a lift of .318-in, at the cam.
The opening rate is such that at top
dead center the valve is already .060-
in. off the seat and is fully open at
90 degrees after TDC, when the piston
has reached maximum velocity. This
in itself is a tremendous step in over-
coming the disadvantages of the VW's
small valves and restricted porting.
The inevitable loss of power at low
speeds  associated with high-perform-
ance valve timing has been kept to a
minimum here because the stock VW
is so “under-cammed” that the low-
speed  characteristics of the modified
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camshalt are almost within the limits
of “normal stock™ practices. A smooth
idle is possible and if anvthing is lost
“at the bottom™ the increase in com-
pression ratio effectively offsets it. The
drawings show the various grinds com-
pared to stock VW timing. Naturally,
increased overlap is exploited as a
means of improving breathing™ effi-
ciency. But to take full advantage of
this maodification, a well-engineered
exhaust system is essential, and that's
the third important part of the
combination.

Actually, it's the most important
single factor and, by itself, it makes a
big improvement in performance. It
is interesting that even the factory re-
lented on this point after reportedly
being against it carlier, and has fitted
dual exhausts to its latest models. But
most tunc-up experts continue to
swear by the excellently-engineered
Abarth exhaust system for all VW's.

The stock VW intake manifold's
extreme length and small diameter
exaggerates all the classic ills of car-
buretion. Pulsation, wall-friction. un-
controllable column inertia are only a
few of the maladies that deliver un-
balanced volumes and mixtures to the
VW’s cvlinders. Some owners are con-

tent to settle for the limited top speed
of the single-carb modified unit, feel-
ing that the extra expense of fitting
dual carbs is not worthwhile for only
a few mph gain in top speed and very
lile improvement in acceleration.
But the marked reluctance of the en-
gine to rev freely with the single
vergaser actually takes a lot out of
overall performance figures. Higher
shifting points reached sooner in sec-
ond and third gears make this final
change very desirable.

It's true that the fitting of two carbs,
even with their short manifolds, will
not completely cure all the VW’s
breathing problems, but it does in-
crease the venturi or carburetor throat
area. The importance of this at high
revs becomes clearer when it is real-
ized that throutle action is simply a
method of varying the elfective throat
area. For the dual-carburetor conver-
sion, two stock Solex 28P°CI carbs with
stock jets may be used, which involves
the fabrication of special manifolds
and throule linkage. A complete kit,
containing two Amal-type carbs and
all necessary incidentals, is available
from Competition Chemicals, lowa
Falls, Iowa, lor $80.

The cost of the complete “VW com-



The NEW
VW CARRYALL AND LUGGAGE RACK

for all small foreign cars

Btand on It at the races, Use It for ski trips and trav-
eling. Easy to load and tie down. Continentalizes your
car when not in use. Welghs only 9 pounds.
Cadmium-plated steel frame, electrie- -eldcd. AUS
Inme:‘led web strapping. Maximum load capacity 300
pounds.

$24.95 FOB

Fits VW (both roofs), Jaguar Coupe 55 and 56,
H;nault, Porsche, Magnette, Simea, DKW, and many
other:

Dealer inquiries invited.

SCHREIBER IMPORTS

PO Box 4125 — E. Anaheim Station
Long Beach 4, California
Hemlock 6-5798

MOTOR OVERHAUL $2.98

Amazing chemical compound discovery works Internally
like magic. Replates friction-worn surface, stops over-
heating., tightens loose rattling parts, fills in cracks and
pit marks. Noisy pounding motors with sticky valves that
stall in trafic and on hills, spulter, burn too much gas
and oll and start poorly in cold weather Instantly run
smooth and powerful as new! Simple as pouring In oil
Works while you ride. Makes motors last years longer.
For all makes, years, models, cars, trucks, tractors, taxis,
boats. I"ays for ltselfl many times over in gas and oll
savings alone!

Send No Money . . . Use At Our Risk

Let us send you a full complete MOTOR FIXIT treat-

ment to put in your motor on approval. All we ask is that

you deposit $2.98 price plus C.0.D. siage thru postman

on arrival. If you don't agree MOTOR FIXIT fixes up

your motor as well as any $£50 garage mechanics over-

hauls, return empty can for money back. Write today to
FLEETWOOD co.

Dept. 273, 230 N. Michigan Ave., Chicago I. Ill.

ALUMINUM BODY
FABRICATION AND REPAIR

Sports Car & Race Car Bodies
DESIGN & FABRICATION
MICﬂAEL SCOTT CUSTOM METAL SHAPING
152 N lvm, Hollyweod Calit.

Oltywoed 2-0372

- UU% A \ \
: AUTO SEAT COVERS
Have wear and tear of your
7 S car wupholstery with this
o 100% ALL-NYLON seat cov-
. er — it's long-lasting, dur-
able. and keeps your car
Interior always attractive.
WASHABLE, dries quickly.
resists stains® stands rough
}2!. treatment, Rlips on and off,
no tacks or nalls needed.
Split style for folding front seat. and solid style for
rhlurr trnnl or rear seats. GUARANTEED TO FIT OR
MONEY BACK. Only $2.98 for front split, or solid
seat, lnll only £5. for BOTH front and rear seats.
Send payment plus 25¢ postage for propald delivery,
or shipped COD.

BEA SALES, 125 E. 46 St., Dept. NN-2 New York 17,

RATE: 15¢ per word. Minimum 10 words. Octo-
ber issue closes Julty 11th. Send order and remit-
tance to: SPORTS CARS IL I USTRATED, 366
Madison Avenue, Y. C.

“TWIN-SET'" Precision Scn-wdnvers — Fits
Watch Iu Automobile Screws. (9 Pieces),
Shockproof — Underwriters Approved. $1.00

Complete, !xllhl’actmn Guaranteed. White Com-
pany, 1730-G Flatbush Avenue, Brooklyn 10,
New York.

VOLKSWAGEN and Porsche Soundproofing
Pads Fits under floor mats. VW or anche only
$3.50. State year and model. rt Car Acces-
sories, Box 3302, Glendale, thlumm

FREE. Complete illustrated catalog, Leather-
craft kits, supplies. Also big Metalcraft catalog.
Write now for either or both. J. C. Larson Co.
Dept. 6054C, 820 S. Tripp, Chicago 24.
BUILD Your Own Supercharger — Complete
Plans And Instructions, $1.00. Alanne, Box 135,
Watertown 2,

BINOCULARS mad. all makes and models,
Authorized Ba & Lomb, Zeiss, Hensoldt,
and Bushnell dealer. Tele-Optics, 5514 Lawrence,
Chicago 30, 111.

bination treatment” will naturally
vary from shop to shop but should cost
in the region of $300, including dual
carbs. What you get [or this sum is a
horsepower increase ranging from 40
to 50 percent, with a proportional.
gratifving improvement in perform-
ance.

Equal or better gains can be made
by the simple, bolt-on technique of
adding a supercharger. In fact, with
high boost pressures, the meek VW
becomes a Chevrolet-hunting tiger!

Supercharging has often been ma-
ligned in the automotive world but.
like the two-stroke cycle, has [asci-
nated some of the world’s ablest engi-
neers. The principles of supercharging
are simple: their application is com-
plex.

The function of a supercharger is to
deliver to the cvlinder more fucl-air
mixture by weight than is possible In
normal atmospheric  induction.  In
simpler terms, the fucl-air mixture is
compressed, increasing the weight for
any given volume, and then is deliv-
ered to the cylinder in this state. Since
an internal combustion engine’s power
potential depends on the amount of

fuel-air mixture by weight that it can .

burn in a given time, supercharging
obviously is a very direct way to im-
prove performance.

Also, supercharging is a simple, un-
subtle method of overriding defects.
intentional or otherwise, in atmos-
pheric induction systems. It works like
a pulmotor: the patient and its res-
ponse to this therapy is dramatic.

The problems of developing a su-
percharger perfectly suited to the
VW’s requircments have been solved
by scveral qualified manufacturers.
The prices vary and the results vary,
but all are equally simple to install.

The maximum boost with the Jud-
son unit is about 6.5 Ibs.., which pro-
vides a hp boost of about 50 percent.
The added urge with this low boost
pressure is  readily explainable. A
really efficient ohv e¢ngine with its
highly developed induction  system
would register little response to blow-
ing. But the VW, having been delib-
erately throttled at the valves, shows
great improvement. It's worth keeping
in mind here that even with an in-
creased output of 50 percent the super-
charged VW still is producing less bhp
than most other stock engines of simi-
lar displacement.

The Judson blower gives the VW
about the same performance as the in-
ternal “combination” treatment. It
costs $159.50, installed.

Another popular answer to blowing
the VW is the Rootstype, U.S.-made
Pepco unit. Like the Judson, it's
bolted directly to the stock VW mani-

W I.l.ushbonrd

FROM EUROPE’'S LEADING MAKER

Precision Instruments
Complete Dashboard

® From MotoMeter, maker of the original
VW operating accessories, we have a beau-
tiful, complete dashboard for your VW !
Complete Dashboard for 1956 VW $44.95
Dashboard for 1955 & Earlier VIW's 34,95

SEPARATE INSTRUMENTS AVAILABLE
Fuel Level Gange
Precision Ammeter
(il Temperature Gange
Reserve Fuel Warning Light
Nignal Relay/Warning Light
for Oil Temp. or Fuel Gange

AUTOMOTIVE INDOOR - OUTDOOR

Thermometer

For ALL Cars!

® Accurately indicates inside and outside
air temperatures. AutomaticWarning Light
alerts you of ice conditions on the road.
TH-3II-6V (For 6-Volt Systems) §9.95
TH-311-12V (For [2-Velt Systems) 995
Under-Dash Monnting Bracket
For All Instruments 1.75
Steering-Post Mounting Bracket
For All Instraments 1.95
Write For Bookiet * Dealer Inguiries Invited
FISHER PRODUCTS, 21-25 44th Dr., L.1.C., N.Y.

The NATION'S FOREMOST
DESIGNER and MANUFACTURER
of PRECISION GROUND

RACING CAMSHAFTS

FOR NEARLY ALL MAKE
FOREIGN CARS
FEATURING THE ONLY

COMPLETELY BALANCED
ASSEMBLIES

ROAD and COMPETITION GRINDS
IN STOCK
¢ JAGUAR (XK and Modified)
¢ AUSTIN-HEALEY
* MG (TF and TF)
e PORSCHE and
VOLKSWAGEN
e TRIUMPH
and Other Makes

For Full Information See Your
Local Agency...or Write Direct
For Literature

NOW AVAILABLE
FAMOUS ISKENDERIAN
DREAM WHEEL only

RATIO coMPuTOR §1]

ED ISKENDERIAN

f TE 0-8081
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fold and is driven off the crankshaft
by twin belts. Like the Judson, it util-
izes the stock carb, but its claimed
boost comes as a distinct shock: 10 Ibs.
After a little reflection this pressure
doesn’t seem  excessive.  Remember,
we're still dealing with mixture weight
delivered and burned. Ten Ibs. main-
tained against the recalcitrant VW
manifolding will result in considerably
less weight delivered to the cylinders
in a given time than would be the

slightly from mechanical inefficiency at
low rotor speeds. This is due to the
slip-loss or leakage past the necessary
clearances between the rotors and the
casing. However, this forms a dimin-
ishing fraction of the total volume ol
air pumped as speeds go up. Overall
efliciency with this blower is very high.
The results are  profoundly, over-
whelmingly apparent. In fact, they're
shatteringly convincing.

Pepeo superchargers are made in
Davton, Ohio. They and the Judson
units are available on the West Coast
through Bill Corey's Empire Motors,
Pasadena, Calil. The persuasive Pepeo

supercharger, with all necessary com-
ponents, sells for S199.50.

I remember the days when super-
chargers on American race cars were
accurately referred to as vacuum clean-
ers. This was because they sucked up
cverything in their path that wasn’t
nailed down. When vou buy a blower
vou want it to last as long as your en-
gine. The suppliers have skimped in
the aircleaner department. But that's
something you can correct yoursell for
a buck or two. What counts the most
is that means actually  have been
found to confound even the most care-
ful plans of the VW [actory. #

case  with a  freeflowing  induction
system.
The Pepeo Roots  blower suffers
Corvelle

(Continued from page 53)
supposed to be available as optional
equipment.

Tire rolling resistance was another
vital factor in the top speeds made by
the Davtona Corvettes. They would
have been lucky to reach 135 mph
with the [actory-equipped tires. Few
of us realize that it requires about 160
hp to roll these tires at 150 mph —
under the weight of the Corvette and
inflated to 28 Ibs,/sq. in. Rolling re-
sistance is caused by the violent flex-
ing and stretching of the tire casing
and tread layer under rolling and cen-
trifugal forces. We can reduce it by
increasing  inflation  pressure, using
stiffer 6-ply casings with a steep cord
weave angle, and with a lighter, thin-
ner tread layer. The special Firestone
Bonneville tires have the lowest roll-
ing resistance factor of anything avail-
able in this country, and they com-
pare favorably with the European
super-speed types for record cars (Dun-
lop, ctc.). They have only a fraction
of the drag of regular passenger tires,
and seem to be substantially below
the conventional full-tread racing tires
like the Firestone Super Sports 170
and Goodyear models. Most ol the
really fast cars at Daytona, including
the Corvettes, were on Bonneville rub-
ber for their top-end runs, running in-
flation pressures anywhere from 40 to
65 lbs.

Add up all these dragreducing gim-
micks — stripped windshield and com-
petition screen, cockpit cover, partially
masked grille opening, headrest fin,
Bonneville tires at 50 Ibs. pressure —
and it would take roughly 190 hp at
the clutch to move the competition
Corvette 150 mph in still air on pave-
ment. So you see, things begin to fall
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into place. The absolute top speed
potential of this combination on pave-
ment, using the 3.27:1 rear-end ratio,
is definitely over 160 mph. Duntov
clocked 163 mph at 6300 rpm on the
Arizona test track. An honest 245 hp
should account for this — which ap-
pears to be well within the capabilities
of the engine in stock form, with
options.

The best two-way average on the
beach was 150.53 mph. Duntov feels
the true potential here is over 155,
given excellent beach and wind con-
ditions. Rolling resistance on the sand
is definitely higher than on hard pave-
ment — and, as beach conditions de-
teriorate, resistance goes up and trac-
tion comes down. Also, wind is a prob-

lem at Daytona. Any kind of wind
component parallel to the course acts
to chop down the two-way average; the
wind holds you back more on the up-
wind run than it boosts you down-
wind. Coast-wise winds of 35 mph are
not unusual at Daytona.

Conditions weren’t perfect on any
of the runs. On his 150 mph runs prior
to Speed Week Duntov had little
wind, but only a fair beach: he was
getting five percent wheel-spin. On
Fiteh's official two-way runs with the
production  Corvette  during  Speed
Week the beach was good, but there
was a 20 mph coast-wise wind. He
turned 155 mph downwind, but the
two-way average came out to 145.51.
Duntov averaged 147.3 mph in the
modified class that day. He figures if
he could have switched to a 3.08:1
axle ratio for the downwind run he
could have increased his speed [rom
156 mph to more than 160. At any
rate, it appears that the true top speed
potential of the competition Corvette
on Davtona Beach is a good five or 6
percent below the speed on  hard,
smooth pavement. That should answer
some burning questions!

I have listed a set of road test hg-
ures which I obtained personally on a
friend's strictly “showroom™ 56 Cor-
vette then for comparison I've
calculated the corresponding  figures
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for the Sebring Corvette. using slide
rule, graph paper, and a planimeter
(arca measuring instrument for graph-
ical analysis). I think T hit the true
performance of the Sebring cars pretty
close with this method, by using all
available technical data on the cars
and carefully estimating the “un-
knowns.”

Incidentally, the calculations on this
car are based on a gross weight of
2900 1bs., 3.55:1 axle ratio, and a shift
point of 6300 rpm in the gears. (This
was used by Duntov on his standing
mile runs, but might be a little high
for a long race.) The showroom Cor-
vette had stick shift, 3.55:1 axle, but
not the Duntov cam. It seemed to run
well in all rpm ranges, but there was
no special tune-up for the test. T had
about 700 miles on the odometer.

Here are the figures on the two cars
for comparison:

Sebring  Huntington SCI Test
0-30 mph. . ..

3.2 secs. 3.2 secs. 3.1 secs.
0-60 . . .

0.3 secs. 7.5 secs. 7.0 sees.
080 . ..

9.6 sccs. 12.1 secs.” 12.5 sccs.
0-100 . . .

15.1 secs. 21.2 scos. 19.3 sees.
Standing 14-mile . .

11.9 secs. 16.0 sces. 15.9 ses.
Speed at 14 . . .

99 mph 89 mph 91.0 mph
Top speed . . .
Approx. (top speed)

118 mph 121 mph  120.0 mph

And there vou are. There's a prewy
big difference between the perlorm-
ance of our production-line Corvete
and the Sebring job, but obviously
both of them can hold their own in
pretty quick company. The showroom
job would have strictly no trouble with
its arch-rival, the showroom T’bird —
and the Sebring cars, 1 think, might
even raise a few eyebrows on the Cali-
fornia drag strips.

No doubt about it the new
Chevrolet Corvette is America’s fastest
stock car. #



