» Noone knows Corvettes like Zora Arkus-Duntov,
the highly practical driver-designer who'’s project engi-
neer for Chevrolet’s sports car. His views on the devel-
opment of the latest Corvettes are of great import:
“Originally, our plan was to develop the car along
separate touring and racing lines, as Jaguar did with
the XK series on one hand and the C-Type and D-Type
on the other. With this in mind we first introduced
racing options, then the SR2, finally the SS, which was
intended to be our ‘prototype’ competition car. When
this project was cut off, we realized we had to approach
the Corvette in some other way. Since we could no
longer build two kinds ol Corvettes with different char-
acteristics, we decided to give the Corvette buyer as
much of both worlds as we could — to use our racing
experience to combine in one automobile the comfort
ol a tourer and the ability ol a racer. A big order, yes,
but an interesting and worthwhile one. The 1960
Corvette was the first to reflect this thinking; the 1961
car is very similar.”

Belore talking to Mr. Duntov about the 1961
Corvette, SCI had formed this strong general impres-

sion of it: one of the most remarkable marriages of
touring comfort and violent performance we have ever
enjoyed, especially at the price. That our impression
matched Chevy’s intention so exactly is a tribute to the
job done by Duntov and his crew. We had ample time
to sample the latest Corvette and get to know its virtues
and vices, vet could complete the rigorous R.R.R. rou-
tine in time to publish this report scant weeks alter its
introduction. Unique dispensation by Chevrolet made
this possible. In mid-August, well belore official release,
we picked up production Corvette number three in
Detroit, drove it to New York for testing at Lime Rock
Park and our other test areas, and returned it to the
Motor City. Altogether SCI drove this automobile
almost 1900 miles.
PLENTY OF POWER

Since this red and cream machine was equipped with
the hottest engine on the long list of Corvette options,
it’s no surprise that we were stunned — as in earlier
Corvette tests — by its terrific performance. It was
equipped with the Duntov cam and Rochester fuel
injection, the latter always being accompanied by
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special cylinder heads. Therein lies a tale. As is well-
known, last year Chevrolet introduced aluminum cylin-
der heads for the fuel-injected engines. In addition to
the change in material, there were important design
alterations which accounted for the gain of 25 bhp over
the previous 290 bhp rating. For better breathing the

intake valve head size was increased from 1.72 inches
to 1.94 inches, which was helpful but which couldn’t
boost power unless matching improvements were made
in the intake port. It couldn’t be enlarged all the way
through because the pushrods pass close to the ports
near their outer ends; so the port was necked down to

a venturi shape adjacent to the pushrod holes, then
allowed to expand smoothly on its way to the combus-
tion chamber. It works very well.

The alloy used for these 1960 heads contained a high
percentage of silicon, an amount not specified by GM
but certainly in the 16 to 20 percent bracket — suffi-
cient, anyway, to make inserted valve seats unnecessary.
The casting method used was the same low-pressure
system now used for the Corvair heads and other parts,
in which the molten alloy flows up into the mold from
below, under moderate pressure. The casting is an
intricate one, and the high-silicon alloys tend to be
difficult to handle, with the unfortunate result in
Chevy’s case that there were frequent faults in the
castings and consequently a high rate of rejection. It
did happen that an occasional head managed to conceal
a flaw through all the inspections and smuggle it
aboard a Corvette; this was one of the two prime causes
of the field failures that gave these heads a poor repu-
tation. The other cause was overheating. It for some
reason a Corvette’s cooling system failed or lost water,
the aluminum heads, with their lower melting point,




were much more likely to be damaged than were iron
heads.

If you had a set of sound aluminum heads, then,
and kept your cooling system in good order, you had
absolutely nothing to worry about. Many Corvette
owners racing with aluminum heads today will bear
this out. But that high rejection rate, plus the fre-
quency of field failure, led Chevy to decide to stop
supplying the heads in 1961, and to replace them with
cast iron heads that incorporate the same refinements
to the intake tracts. These iron heads were given their
baptism on the Cunningham Corvettes at Le Mans
last June, and are now supplied on the 1961 fuel in-
jection engines.

INJECTION REFINEMENTS

To get those added horses at the top end, this engine
obviously has to breathe more air, which could be
supplied by increasing the area of the intake venturi.
Doing this, however, would weaken the metering sig-
nal at low and medium speeds, much the way a large
carb venturi brings on low-speed metering problems.
Duntov says that the extra air was needed for short
periods only at very high engine speeds so Chevy built
in a reserve supply by increasing the height of the
“dog house” of the fuel injection unit. The fins were
trimmed off the top, which was raised almost an inch
to increase the volume of the plenum chamber inside.
(The cross-section on page 46 shows the 1957 engine
with the finned manifold, drawings of later engines
being unavailable.) The ram pipes keep their original
12-inch length in the course of this change, which was
made in 1960. Another important change in the engine
department is the use on all 1961 Corvettes of the
Harrison aluminum radiator fitted only with the Dun-
tov-cam engines last year.

Once you know how, starting the fuel-injected Chev
engine is a snap either cold or warm. In the former
case you leave your foot off the gas; in the latter you
press the pedal to the floor. A fast-idle setting is in
effect when the engine’s cold, and, like any good in-
jected engine, it runs smoothly and regularly right from
the start. As smoothly and regularly as it ever will, in
this case, for the warmed-up 850-rpm idle is definitely
rough. With solid tappets and 66 degrees of overlap
this is hardly surprising, and Duntov points out that
the post-1960 increase in intake valve size had the effect
of aggravating the slight roughness that existed earlier.
It also makes the unit a little easier to stall if you don’t
apply enough gas. Throttle response is excellent — in-
stant, proportional to pedal position, and cutting off
power effectively on the over-run.

Above we're talking about response in terms of con-
trol. Response in terms of a kick in the back is sudden
and convincing. The broad range of power offered by
this remarkable V8 is extremely impressive; credit must
be given the big valving at the top end and the injec-
tion over the rest of the range. No matter what gear
you’re in or what speed you’re going, you can step down
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hard and get the same surging lunge forward. As the
Engine Flexibility graph shows, the powerplant pulls
smoothly and strongly from idle right on out to the red
line, which is marked on the tach at 6500. We used
6500 for our acceleration runs, though Duntov feels
you get equally good results by shifting at 6000. So well
are these special-cam engines assembled and balanced
that you can, if necessary, look at 7000 or even 7500,
something we didn’t try and Chevrolet didn’t en-
courage.
SOUND AND FURY

Appropriately for a sports car, this engine is exciting
to listen to. Along with the new back end shape, the
twin tail pipes have been redirected so they angle out-
ward just behind the rear wheels. They rumble with a
truly musical motorboat tone and beat a tattoo on the
sides of the cars you (frequently) pass. As the revs
rise, the tone ranges up through several octaves to a
musical moan that emanates more from the engine
than from the exhaust. In short: a hard, solid, machine-
like sound that inspires confidence. At or near idle
speed, especially with the top up, a vibration period
materialized on our test Corvette that set up a “thrum-
ming” wihin the cockpit. The new, more forward lo-
cation of the exhaust outlets also seemed to make the
exhaust more audible in the cockpit than on earlier
versions, something that makes you think the engine
is revving faster than it should at cruising speeds. The
sound can become as tiring on a long trip as it is fun
on a short one.

By any standard at all, the Corvette we tested is a
sensational performer. Right up to 60 mph, in fact,
its curve traces an arc much like that of the 250/GT
Ferrari (The Corvette took 6.7 seconds against the
Ferrari’s 6.6) . Unlike the Ferrari, the Corvette goes all
the way to 60 in first gear, then after the shift to second
the curves begin to diverge as the Ferrari’s lighter
weight and superior aerodynamics make their effect
felt. Yet the Ferrari had a vibrant, restless air about it
that was constantly urging you to put your right foot
down and go. Not so the Corvette, which is just as
happy pottering along byways at more sedate velocities.
On this car, there were four speeds available but it
never seemed to matter which one we were in. Our
trips back and forth to Detroit could have been made
all in first gear or all in fourth gear, for example, still
Keeping up with the traffic. Just for amusement, we
took some rough acceleration times to sixty in each of
the gears, using one gear only each time. In second it
took about 8 seconds, in third about 10, and in fourth
gear only a little less than 15!

BOX AND BRAKES

It is certainly not the intent of Chevrolet that you
should not shift this transmission, however. It's one
of the quickest, slickest shifts available today on any
automobile. Its short, plastic-knobbed lever is spring-
loaded to the right side of its very narrow gate, and the

(Text continued on page 102, data overleaf)



Dechromed headlights and a thin-line
grille give the front a new look too.
Push on front edge opens lid, below.
We had to try it every 160 miles or so.

Cockpit continues emphasis on high style. Subtle changes over the years have brought more leg room,
improvements in driving position. Seats look more buckety than they are, offering little side support.

Corvette requires meaningful coordination of steering and throttle on
corners. Limited-slip rear end lets you use power to hold it on line.

ST G i

Upswept tail resembles XP-700, ties design to Corvair styling. Exhaust
pipes end behind wheels, shouldn't get bent on steep driveways or curbs.




Price as tested
Displacement
Power (SAE)

Curb Weight
Swept Braking Area
Weight on

Driving Wheels
Wheelbase

Piston Speed,

CHEVROLET Corvette

283 cu in 32

2 315 bhp
YNSRI 0
1000 3065 |hs 4000
RN I R

100 276 sq in 400
AT

5 48% 65
REERENETRNN
70 102 in 130

7000

‘‘corrected” 1000 3520 fpm
specd@r000rem NN

in Top Gear 10 21.4 mph 25
Mileage | B

10 14 mpg 40 ey
. - et 3 5 1% SCALE

Manufacturer: Chevrolet Motor Division General Motors Building Detroit 2, Michigan
ENGINE: CHASSIS: DRIVE TRAIN:

" + . Mph per
Displacement .............. 283 cu in, 4640 cc WheelBase: .. sucns samerems e saidon 573 102 in 6 synchro?  Ratio S Overall 1000
Dimensions .......... Eight cyl, 3.875 x 3.00 in Tread, FOR oo, 57, 59 in R‘::' "";o"" 2322’ fep 8”3'2' & 5"""
Compression Ratio .. .. 11.0 to one Length  ocouvmnssvns gasens savis ..178 in : R : .
Power (SAE) ........... 315 bhp @ 6200 rpm Suspension: F, ind., coil, wishbones, anti-roll bar; 1st Yes 2.20 8.14 97
Torque ...... ......... 295 Ib-ft « 4900 rpm R, rigid axle, leaves, radius rods, anti-roll bar. 339
Usable rpm Range ............. 850-6500 rpm Turns to Full Lock ......... 1.9 2nd Yes 1.66 6.15 12.9

. . - Tire Size ........ e 6.70 x 15 27%

Piston Speed = \/s/b :

@ rated power . .............. 3520 ft/min Swept Br}akmg Area ............... 276 sq in S i 181 319 1.89 184
Fuel recommended ............ Premium Curb Weight (full tank) ........... 3065 Ibs Ath Yes 1.00 3.70 21.4
Wileage :o..:iivevimmasiavas 10-18 mpg Percentage on Driving Wheels . 48% Final Drive Ratios: 3.70 to one standard; 3.36,
RABPO  sropreron-ssaii-sesmesesmaeis=ss 165-290 miles Test Weight ouoswsinsamanesnaig sneans 3390 Ibs 3.55, 4.11 and 4.56 optional.

30 psi

Steering Behavior

Turning

37 ft

Diameter

Turns to Full Lock
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Engine Flexibility

Shift Pattern

18

1 Speedometer 8 Oil Pressure 16 Cowl Vent . :
. 2 Handbrake Light 9 Hood Release 17 Radio : ; .
3 High Beam 10 Hand Brake . 18 Defroster Air (pull}, °
4 Fuel Gauge 11 Lights ; Blower Switch (twist)
5 Water 12 Windshield Wiper 19 Heater Air
. Temperature 13 Turn Signal - 20 Heater ,,

rome 14 tgnitlon ~ Temperature

3 15 Lighter -~ 21 Clock
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NEED FOREIGN PARTS...?

Replacement parts for over

40 makes carried in stock.
Only parts house in the
Southwest devoted exclu-
sively to foreign parts.

OVERNIGHT DELIVERY
TO ANYWHERE

SOUTHWEST

IMPORTED AUTO PARTS

1810 Texas Ave. Houston 3, Texas
CAnitol 7-4264

SEND
SPORTS CARS ILLUSTRATED
EVERY MONTH

SCI 126

name

address

city zone state

Check one: [] 3years for $12
[ 2 years for $ 9
O lLyearfor $ 5

In the U. S., its posses-
sions and Canada
Foreign rates: Pan American Union
countries, add 50¢ per
year; all other for-
eign countries, add
$1.00 per year.

MAIL TO: SPORTS CARS ILLUSTRATED
434 S. Wabash Ave., Chicago 5, Il
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movement of lever and linkage is light and
easy. If youre really forcing shifts through
in a hurry, though, you’ll find that you’ll
be hung up for just an instant as the very
positive synchromesh does its job. This is
in contrast to Porsche-type synchro, for
example, which allows you to push your
way past the synchronizing mechanism to
save fractions of a second in compctition.
The ratios are high and close, as the step
percentages show, and all the indirect gears
emit the same, just-audible gear whine. An
excellent feature is the T-handled lockout
for reverse gear.

A major gearbox improvement for 1961
is the use, finally, of the aluminum case
for the four-speed unit that was first tried
on the SS back in 1957. The new case
pares off 15 pounds, and is bolted up
against the aluminum bell housing that is
now supplied with all manual-shift Cor-
vettes. Within the housing is a clutch that
performed smoothly and reliably through
all our testing. Its pedal travel is long
|and light, and its engagement was always
clean and solid. It’s reassuring to know
that a clutch redesign program back in
carly 1957 produced a unit that’s safe up
to 10,000 rpm — in emergencies. During our
acceleration runs the optional Positraction
differential proved its worth by leaving
twin black strcaks of equal length on Lime
Rock’s asphalt. It also greatly aids control
by power when cornering.

This Corvette was cquipped as a hot
“boulevard” machine, having the most
potent engine but with standard brakes and
tubeless whitewall tires. Bringing the car
to a halt after a few of those scalding 0-100
runs quickly induced fade that was marked
enough to cause alarm. Fortunately, the
brakes recovered very quickly, with no grab-
bing, pulling or other signs of damage.
But they are definitely not nearly up to
the car’s performance. To get suitable
brakes, you’d select Regular Production
Option 686, which combines sintered iron
linings with the standard drums. RPO 687
goes all the way with a finned, fan-equipped
drum and scoops in the backing plates, still
using the sintered iron linings. The grabby,
unpredictable ceramic-metallic linings are
now a thing of the past, having served their
purpose as a stopgap until Moraine could
design sufficient life and consistency into
the sintered iron type.

IMPROVED HANDLING

Finally, at the end of its development
life, the original Corvette has been endowed
with handling that allows its ample power
to be used for control, in both street and
race track trim. How? By making street
and race chassis trim identical! This policy
began in the 1960 model year, when the
optional stiff suspension Kkits were discon-
tinued, and the standard suspension was
stiffened in roll by removing the original
kink in the 13/16-inch front anti-roll bar
and by fitting a 5/8-inch anti-roll bar at
the rear. This trim is unchanged for ’61.
The only suspension change that Duntov

would recommend for a competition Cor-
vette is exceedingly subtle: take out the
stock rubber bushings in the front anti-roll
bar mountings and linkage, and insert
bushings of harder rubber. This will re-
duce lost motion in the anti-roll bar’s ac-
tion, effectively increasing the front-end roll
resistance and biasing the Corvette’s hand-
ling toward harder, faster cornering.

The result of this basic change is a real
improvement in Corvette handling. It sits
flatter, making entering and leaving corners
a less tricky maneuver than before. As the
Steering Behavior graph shows, the Cor-
vette understeers, requiring more and more
steering lock as speed increases, but it’s by
no means as gross an understeercer as carlier
versions, which (in street trim) would simp-
ly plow right off the road as power was
applied. Now power can be used to bring
the tail end out when cornering fast, re-
flecting a much better balance between
front and rear suspensions.

When cither end of the Corvette does
swing out in a corner, it swings pretty
quickly and without much warning, so
some vigilance is required. Properly set up
on the right line, the '61 Corvette can get
through a corner with impressive speed.
The kicker is “properly”. If you select a
conventional line, applying power in the
usual way, you’ll find that the car will
plow out very wide at the exit and you'll
be wondering if you have strength enough
to haul it into line. Under these conditions
it can be a real handful. To get through
casily, it’s necessary to set up for the corner
earlier, steer hard into the bend earlier —
much as if the bend were tighter than it
actually is, and apply power sooner. Done
right, this will bring the Corvette out fast
and clean, with much less effort.

This willingness to work well on one line
but not so well on others means that the
fast Corvette driver does not have many
choices of position, in or necar a corner.
He's either on the proper line or very slow
or in trouble. The suspension changes have
made the car much more susceptible to
power control, giving the driver another
dimension in which to operate, but this
new realm is still very strictly bounded.

BEHIND THE WHEEL

During our handling tests, we found that
the steering now transmits a small but use-
ful amount of information to the driver
regarding the adhesion at the front wheels,
and has a minimum of lost motion. With-
out a doubt, the slightly faster steering
ratio, supplied with RPO 687, would be
just right for fast cornering. The stock
ratio is slow for sporting driving but
fine for touring. It’s a basically better car
to drive now, also, because Chevrolet has
steadily improved the driving position over
the years. No longer must the steering
wheel be placed right under the chin. Pro-
gressive improvements in seat design and
travel have given the driver a lot more
room, if not a continental arm’s-length po-
sition.

Trimly upholstered with a new narrow
ribbing, the Corvette seats are easy to get
into and out of, over a wide door sill, but
offer (as a corollary) very little lateral sup-
port to the occupants. We felt that the
seats were placed more “flat” than they
might be for maximum thigh and back
support, but we realize that any more rear-
ward angle would cause interference be-



tween thighs and steering wheel. The arm
rests on the elaborately-trimmed doors are
placed so they don’t interfere with the
driver's movements; in general there’s a lot
more room where it counts than in carly
Corvettes.

Far too decorative in design, the dash-
board still manages to convey some uscful
information. The big 160-mph spcedometer
carries no resettable trip odometer, surpris-
ingly for a car that's so popular for rallics,
and suffers from a necedle that wavers un-
certainly and lags substantially under hard
acceleration,

GAS ON THE MIND

The fuel gauge, and functions connected
with it, annoyed us considerably. To begin
with, the Corvette’s standard tank holds
only 16.4 gallons. You can get a 24-gallon
fiberglass tank, but it fills up the top well
and makes a hardtop mandatory. At a
cruising mileage of 16 miles per gallon,
the stock tank would allow a range of 260
miles — none too generous. The fuel gauge
indicates “empty” with about 4 gallons re-
maining, though, which makes the brow
break out with sweat after only 200 miles.
Speaking practically, we found we filled up
about every 160 miles during our test, an
inconveniently short interval for a car de-
signed for long-distance fast touring. In
addition, the fuel tank is not casy to fill,
and ncar the top the gauge isn’t propor-
tional in its readings, causing the needle to
drop to a 34 reading after you drive around
the block from the gas station. We're not
upsct about the mileage, which is as good
as one can expect from a car of this per-
formance. Its just that the car does every-
thing it can to keep your thoughts on gaso-
line at least 50 percent of the time. "T'his
includes a gas tank vent that percolated in
hot weather and wafted fumes into the
ncarby cockpit.

On a car as fast as this one, or even a
machine approaching its speed, nothing is
more important to safety and stability than

controls that work smoothly and effectively. |

For this rcason we took a dim view when
the accelerator pedal started doing tricks —
namely  staying about 34 on when we
backed off. Investigation showed that the
pedal is held to the floor by two rounded
studs which snap into holes in its rubber
surface, these studs doing double-duty as
guides and hinge points. On this car one
of these studs would snap out when we
tromped down hard, as when starting a
warm engine, leaving a flopping pedal
which would stick “on”. When it worked
properly, the accelerator gave smooth and
proportional control, but this kind of
sloppy assembly of such an important com-
ponent was inexcusable. Long-legged drivers
will appreciate the extra inch of seat travel
that can be supplied on order.
EFFECTIVE RESTYLING
Our Corvette had only the soft top,
which folds so neatly into its covered com-
partment behind the seats. When putting
the top up, we found it works best to
clamp the two front latches first, then the
two on the back deck. The latter engage
with surprisingly fragile loops from the
rear top rail, which doesn’t exactly mate
tightly with the rear deck. We weren’t
able to check the top’s rain-resistance, but
there were a few stray breczes with the
windows rolled up tight. Vision with the top
(Continued on page 104)

ALEXTRIC

COMPLETELY
ELECTRIC

CARS RACE
AT SPEEDS
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THRILLING COMPETITION

Here is a truly exciting gift item that will give
the recipient many, many hours of fun and
thrills. Table-top racing is the fastest growing
hobby sport, with all the spills and thrills of
“big car” competition. Detailed cars with 5 Pole

6 DIFFERENT SET SIZES

GRAND PRIX SERIES Lotus Formula 1 Cars

SET G.P. 1—8 standard curves, 4 full straights, 2
hand controllers, 2 grand Prix model racing cars. Size:
approx. 4'9” x 2’5", $34.95

SET G.P. 2--8 standard curves, 3 full straights, 1
three-piece chicane set, 2 hand controllers, 2 grand
Prix model racing cars. Size: aprox. 6" x 2°5”, $39.95

SET G.P. 3—10 standard curves, 6 full straights, 1
three-piece flyover bridge complete with 2 supports,
2 hand conlrollers 2 grand Prix mode| racing cars.
Size: approx, 7°3” $£44.95

Additional track & authentic accessories
available to expand and give realism to
any layout.

M[%M SPEFOWAYS

A “FUNTASTIC™ GIFT!

: 130th
SCALE CARS

Crand Prix Competition Mod-
els, fully detailed and pow-
ered by 5 pole motor.

JUST LIKE THE REAL THING!

motors race at scale speeds of 130 MPH; a
variable speed controller makes competitive 1ac-
ing a battle of skill and daring — just like the
real thing! For man or boy, you couldn’t choose
a more appreciated gift.

FROM WHICH TO CHOOSE

COMPETITION SERIES Lister Jaguar Cars

SET C.M. 1—10 standard curves, 2 full straights, 2

inrier curves, 1 short straight, 2 hand controllers, 2

Competition model racing. Size: approx. 4'9” x 2'9”.
$39.95

5 tull straights, 1

2 hand controllers, 2

SET C.M. 2
half straight,

-10 standard curves,
2 inner curves,

Competition model racing cars. Size: approx. 6 x
310”7, $44.95
SET C.M. 3 10 standard curves, 5 full straights, 1

three-piece chicane set, 1 three-piece flyover bridge
complete with 2 supports, 2 hand controllers, 2 Com-
petition model racing cars. Size: 8'6” x 3'10”, $49.95

EACH SET INCLUDES: Fencing, track clips,
motor oil & detailed serviee and racing manual.
“Raceway’ power transformer (not included ir
sets) S12.95. Raceway sets shipped postpaid in

U.S.4.
SEND FOR FREE RACEWAY LITERATURE

SEND FOR FREE FAMILY FUN HOBBY CATALOG OF HOBBY PROJECTS.

SEND CHECK OR MONEY ORDER—NO COD'S

POLK'S HOBBIES 314 riem ave. went. scize) new v

Dealer Inguiries Invited

YORK 1, N.Y.

ROBBINS TONNEAU COVERS

Styled and handcrafted for your car with the
same meticulous care that distinguishes our
custom installations at the shop — ROBBINS
tonneau covers should be your choice.
are 11 REASONS why — we should like to send
you our memo on them.

Alfa & 2 liter, Fiat, Porsche, Karmann Ghia,
Mercedes 190 & 300-SL, Jaguar, MG, Austin-
Healey & Sprite, Hillman Minx, Triumph, Cor-
vette, T-Bird, Simca, Lancia, Renault Caravelle,
others and late model American Convertibles.

There

Write for illustrated brochure — state make and year of car

ROBBINS AUTO TOP CO. / 1453 LINCOLN BLVD. / SANTA MONICA 6, CALIFORNIA / EXbrook 3.-0316




NEW!!

truly personal gift

CREST TRAYS by COLE

erest permanently  fir Into beautiful danish
Holds ecigarette firmly and safelv. Practically
For hustlu Healey, Jaguar, M.G., Porsche,

Sprite, and Triump
SET OF 6 (ALIKE OR MIXED)  $4.95

SPECIAL

SUN GLASSES
IMPORTED FROM ITALY Case included
Once in a blue moon can yo et a
deal like this — those glisees nave only 9.95
that real heavy bold 1 — blac] Reg. 25.00 value
Elass —— nt $9.95
4@ price) a palr, this is a real buy—

SURPRISE!!

GRAND PRIX GEAR SHIFT KNOB

frames with the finest quality ground
(less than 14

NOT A GOODIE!

This gear change knob, although
1 Iy in ¢

ehroma, is much more than just
wgood locking., It is truly func-
tional beeause it is weightedl
Made of solid brass, the welght
acts as a eounter-balance, and you
shift FASTER, SMOOTHER, and
EASIER. Made to the same specls
fications as the Ferrarl and Ma-
seratl Grand Prix cars. If this knob
doesn't give you the most comfortable
shifting and everything else we claim
—return it, and we will return your

money. Post Paid $3 .65

__ State Make & Model of Car
All items—satisfaction guaranteed. or
money refunded. Send cash, check or
money order, in Calif. add 45 tax.

OAKLAMND 11, CALIFORNIA
1880 West San Carlos, San Jose, Calif.

UNI-SYN

Multiple Carburetor Synchronizer

Professionals and ..o
amateurs are us- i |
ing this instrument -
the world over.
The only positive |
way to synchro-
nize multiple car-
buretors, side
draft or down i
draft,
Price p'pd. $9.95
Cal. Residents add
495 Sales Tax. §
No CODs. i =
Dealer and jobber —
inquiries invited—
ROYZE, INC.
1010 No. LaBrea, Inglewoed, Calif.
for imported car parts and accessories
® direct importers @

Dealers may request catalog covering many eriginal
and replacement lines for all imported cars.

Say you saw it in
SPORTS CARS
ILLUSTRATED
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(Continued from page 103)

up is blocked off in a big way in the
two rear quarter areas, and the plastic rear
window has the usual ripples. Draft-free
ventilation is practically impossible to ar-
range, since there are no quarter-windows
next to the “old-fashioned” wraparound
windshield. The cowl vent lets in lots of
air, which beats down on the shins at speed
in a way that can become tiring. Fitted
with a two-speed fan, the heating and de-
frosting system has more than enough
power for this small interior.

The only major styling change for 1961
is the new tail, which most observers ap-
proved heartily. Its tucked-in lines mate
well with the original shape, and even seem
to increase the usable luggage volume.

Comparing the 1961 Corvette with a
1957-vintage car, one is surprised at how
complete a change has been effected over
the years. When the dual headlight treat-
ment arrived, for example, the width of the
hood opening was radically reduced, mak-
ing work on the engine — especially spark
plug changing —much more difficult.
Buried down on the right side, the battery
is hard to reach too. Generally, Chevy is
happy with the way the fiberglass construc-
tion has worked out, one important advan-
tage being the absolute absence of rust and
the resulting high value of a used Corvette.
Studies have also confirmed that integral
construction (the only alternative now be-
ing considered by our industry) isn’t as
effective for an open car as the present
frame and body layout, especially on a
weight basis. So it appears that future Cor-
vettes will stay with the present method of
coustrl:lction.

DETAILS AREN'T EVERYTHING

Like most General Motors cars, the Cor-
vette boasts remarkably good detail finish,
an approach that can be an asset to a sports
machine. Control handles like the hand
brake and hood release have handsome
lettering with an impressive burnished
chrome finish; other details are dealt with
just as deftly. But the styling, in spite of
the renovated tail, dates from an era when
design effort was concentrated on the simu-
lation of devices and effects that were
mechanical in appearance but not necessari-
ly automotive or operational: phony
louvers, scoops, jet pods here and there,
dashboards that sought to confuse rather
than clarify.

Aerodynamics are important, certainly
on a car this fast, but we realize more
and more that in the automotive speed
ranges there’s ample room for styling with-
in an aerodynamic area. We're glad to ob-
serve a general trend in our industry
toward styling idioms that are automotive,
once again, and relatively restrained in
nature. The Valiant and Corvair are two
excellent examples of this trend away from
airplane and rocket ship orientation. Now
that Chevrolet has completed its family of
Corvairs, we expect the next project will
be a new Corvette. With the experience
they've gained with this car, and in view
of the trend toward sensible styling and
sensational engineering, the next Corvette
should be a hum-dinger. All they have to
do is put the same emphasis on doing
things that they have in the past on seem-
ing to do things. Since this 1961 Corvette
already does more than most drivers can
handle, that’s an exciting prospect. —SCI

ISKENDERIAN =acmvc cams

PUT SFORT IN SFORTSCAR RACING

PORSCHE 1600 (E-Production Class) triumphs
in both days at big Santa Barbara meet.
George Follmer does trick with aid of new
Iskenderian 108 Comp. Cam.

NEW FOREIGN CAR GRINDS
FIAT FF-51 (Comb. Road & Competition)
New MGA T-55 (Competition Grind, 7500
RPM)
New VOLVO VV-51 (Combination Road &
Comp., 7500 RPM)

VALVE TIMING FOR MAXIMUM OUTPUT:
~Mustrated 80 page book. Only $1.00-

NOTE: Iskenderian is the only cam grinder engaged
in full time development of racing grinds for foreign
cars. Write direct to our Technical Assistance Dent

WRITE FOR NEW CATALOG
Complete listing on all types of gnnds
and kits available. A must for all engine
builders. only 25c (postage prepaid)

ED ISKENDERIAN

607 N. Inglewood Ave ,Dept. 5CI-5 inglewoed, Calif.

ADJUSTABLE SHOCK
ABSORBERS
20,000 Mile Guarantee

* Every KONI is performance tested

* Individually engineered for each car

* Precision adjustment up to double damping
* Double action, bump and rebound

* Life beyond comparisen

Treat yourself and your car
to the most enjoyable
and safest ride—on road or track

BOSTON, MASS. Automotive Imports Dis-
trlbutors 7 Washington St.,
Weiles{ey Hills, CE 5-3344
DENVER, COL. Euranean Auto Parts,
988 Gherokee St., Denver AC 2-0835
DETROIT, MICH. lmpmad Motor Parts, Inc.
14510 Plymouth Road, Detroit 27, BR 2-0073
MIAMI, FLA. Import Motor Parts Co.,
|FI|‘.‘ 2717 N.W. 34th 5t., Miami 42, NE 4-4551
LOS ﬁNGELES CAL. Warren Olson Sports Car
Service, 631 N. Robertson Blvd.,
Los Angeles 46, OL 2-7925

SAN FRANCISCO, CAL. Foreign Auto Parts

770 El Camlno, San Carlos, Y 1-2601
WASHINGTON, D. C. Sports Motors
3939 5th Road North, Arlington, Va., JA 5-0488

NEW YORK
Representatives for U.S.A

KENSINGTON PRODUCTS CORP.
P. O. Box 77, Dept. SC, Lenox Hill Station
New York 21, JU 2-9343

GUARDIAN e
CAR COVER

The finest you can

ﬂlstrlbu tors and Factory

buy. Protects
against sun, rain,
dust. 100% . Wa.

terproof! Strong
nylon fabric coat-
ed with vinyl.
Nylon sewn and
cemented seams. Specially tailored to fit! Available for
all models; specify when ordering. (1]
TOP DRESSING—Cleans and nrotects Vinyl, Leather-
ette, Leather, Canvas, $2.00 p
SATISFACTION GU&RANTEED
Send Cash, Check or M.O. to Dept. S-II

THE BUCKET SEAT 30 Charles Street

New York 14, N. Y.
DEALERS WANTED

mowmnsl ]

1 NOW_AVAILABLE! PRICE $2 00

EASY TO FOLLOW TUNE
CEDUHE ﬂNb DTHER MRINTEN.I\NQE

SP(IBTS BAII MMII.IM.S co.

.0. BOX 215
SPRINGFIELD VIRGINIA




