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AMARO! Chevrolet fans have

waited long and patiently for
this little “pony-car,” and it may
prove not only to be Chevy’s “an-
swer” to Mustang but a real chal-
lenger. With the over-night success
of the horse from Dearborn, Camaro
has its work all picked out. We
doubt if anyone expects it to outsell
the Mustang, but Chevy sure plans
to dent Ford’s sales record. Let’s
take a closer look at this little bomb,
and see what Chevrolet has in store
for you performance buyers.

Since many of the specialty maga-
zines have already covered the car
pretty thoroughly, we’ll just skim
over the general features, and get
down to the high-performance
goodies.

While the car was still in the de-
sign stages, many automotive
authorities speculated that it would
be based on the Chevy Il chassis.
However, they were wrong, as the
car is completely new from bumper
to bumper. Of course, there are
many parts that are interchange-
able with other Chevrolet lines, but
the car still has its own basic design
concept. In fact, the chassis itself is
a combination of unit-body con-
struction of the Chevy II and
separate frame/body of the Che-
velle. This is accomplished by utiliz-
ing unit construction from the cowl
back, and attaching a separate
sub-frame and body panels from the
cowl forward.

Front suspension looks very simi-
lar to that of the Chevelle, while
rear springs go the single leaf route
as used on the Chevy II. Special
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frame rails are welded to the under-
body at the rear to give strong sup-
port to the spring mounting points.
Rear axle “wrap’ is controlled by
the two leaf springs and slightly
canted shock absorbers.

The engine department is where
the Camaro really comes on strong.
Base mill is the 230-inch, 140 hp six,
with an optional six of 250 inches
and 155 hp. That takes care of the
economy buyers, so anything above
this be prepared to brace yourself!

The lowly 210 hp 327 will probably
be the most popular V8 for strict
street use, but don’t knock this
little stormer. We feel that this en-
gine may be under-rated by quite a
few horses (compared to other De-
troit engines). It puts out a whop-
ping 320 ft. Ibs. of torque at a mere

by Fred Freel

2400 rpm. Compared to Mustang’s
200 hp engine (282 @ 2400) it should
really turn on in the stop light grand
prix.

Next up is the 275 hp version of
the 327. Essentially the same as last
vear’s engine used throughout the
Chevy line, the compression ratio
has been dropped from 10.5 to 10.0
to one. This was caused by a slight
modification of the cylinder heads.
However, the engine is still rated
at 4800 revs with a torque peak of
355 @ 3200. Supposedly, this engine
will run in direct competition with
the 271 hp Mustang. Good luck
fellas!

Last, but not least, is the special
SS-350 option. This is, at the mo-
ment, probably the most talked-
about engine in the industry, and
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may prove to be the one to beat at
the strip next season. Chevy’s
rating of 295 hp at 4800 rpm is un-
doubtably conservative, so you can
expect it to show up pretty well in
its class.

Physically, the engine looks very
similar to the 275/327. However,
internally there are quite a few
changes. First of all, the crank has
been stroked .23-in. to a total of
3.48-in. Bore is the same, so we come
up with 350 cu. in. Before you start
stuffing one of those new cranks in
a 327 block, check the clearances
first. Complete specs aren’t avail-
able at this time, but the 350 does
use a completely new block. The
main bearing webs are quite a bit
heftier, and it looks as if there is
more counter-weight clearance.

The pistons are cast aluminum
with flat heads and valve reliefs.
Upper compression rings are cast
alloy iron with a moly inlay, while
the second rings are cast iron with
chrome plating. Oil rings are the
same as the 327; steel rails with
chrome faces and stainless steel
expanders. Connecting rods have a
heavier cross-section and are .004-
in. longer. This slightly longer rod
is, presumably, to decrease the deck
clearance. Down on the crank, all
bearings are. Morraine aluminum,
while the 327 uses a sintered copper/
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nickel #5 main.

The hydraulic cam is the same as
used in Camaro 327’s with a theore-
tic timing of 36-94/86-54. Duration
is 310° on intake, 320° on exhaust,
and has an overlap of 90°. Intake
valves are alloy steel with a diam-
eter of 1.94 in. Exhaust valves use
a higher alloy content with an
aluminized face and 1.50-in. head
diameter. Valve spring pressure on
the seat is the same as last year’s
327 (80 lbs.) while open pressure at
.400-in. lift is up to 200 lbs. from 186.

Cylinder heads are identical to
the 275/327, and have a total com
bustion chamber volume (cc’d with
heads installed) of 78.7 cc. However,
it would not surprise us if Chevy
offered the larger Corvette heads,
with 2.20-in. intakes and 1.60-in. ex-
hausts, later in the model year.
This would be a fantastic combina-
tion with the high-lift hydraulic
cam of the 350-hp 327.

Transmission wise, the Camaro
drops behind a little. Their manual
gear-boxes are probably some of the
best in the industry, but the only
automatic available is the two-
speed Powerglide. The basic gear-
box is an all-synchro type with
ratios of 2.85:1 low, and 1.68 second.
However, that trans is used only
with the sixes. An option for the
six and standard with the 210/327
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has a 2.54 low and 1.50 second. When
the SS-350 package is ordered, still
another 3-speed is supplied with
ratios of 2.41 low and 1.57 second.

Four-speed boxes supplied with
the six cylinder engines have a
much lower first gear because of
the lower torque of these engines.
Ratios for this unit go; 3.11 low, 2.20
second, and 1.47 third. This is, more
or less, a 3-speed trans with a
“granny” low. Ratios for the V8
4-speed are; 2.54 low, 1.80 second,
and 1.44 third. Of course, all of the
above transmissions are fully
synchromesh.

The six cylinder engines are con-
nected to their manual transmis-
sions by a 9.12-in. diaphram type
clutch exerting 1800-lbs. of pres-
sure. The 327’s use a special 10.4-in.
bent-finger diaphram type with
2300-1bs. pressure. The 350 goes to
a full eleven incher with 2600-lbs.
pressure. One thing odd about this
350 clutch; its specs are very close
to that of the 396 Chevelle. Could
that mean something?

Axle ratio availability depends on
your engine choice, but here’s the
spread for sixes and small V8’s;
2.73, 3.08, and 3.55:1. Ratios for the
SS-350 are more numerous, as they

use the gears from the larger Im--

pala axle. They are: 3.07, 3.31, 3.55,
3.73, 4.10, 4.56, and 4.88. When you
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Upper compression rings are cast
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nickel #5 main.
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used in Camaro 327’s with a theore-
tic timing of 36-94/86-54. Duration
is 310° on intake, 320° on exhaust,
and has an overlap of 90°. Intake
valves are alloy steel with a diam-
eter of 1.94 in. Exhaust valves use
a higher alloy content with an
aluminized face and 1.50-in. head
diameter. Valve spring pressure on
the seat is the same as last year’s
327 (80 lbs.) while open pressure at
.400-in. lift is up to 200 lbs. from 186.

Cylinder heads are identical to
the 275/327, and have a total com
bustion chamber volume (cc’d with
heads installed) of 78.7 cc. However,
it would not surprise us if Chevy
offered the larger Corvette heads,
with 2.20-in. intakes and 1.60-in. ex-
hausts, later in the model year.
This would be a fantastic combina-
tion with the high-lift hydraulic
cam of the 350-hp 327.

Transmission wise, the Camaro
drops behind a little. Their manual
gear-boxes are probably some of the
best in the industry, but the only
automatic available is the two-
speed Powerglide. The basic gear-
box is an all-synchro type with
ratios of 2.85:1 low, and 1.68 second.
However, that trans is used only
with the sixes. An option for the
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| !
~ -
R,

fwl"‘ I
L‘ 4‘
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a full eleven incher with 2600-lbs.
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350 clutch; its specs are very close
to that of the 396 Chevelle. Could
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MAKE IT GO!

order any ratio numerically higher
than 3.73, positractionis mandatory.

The standard drum brakes on the
Camaro do leave something to be
desired, but the tried and true me-
tallic option is available to make up
for this. New this year on all Chev-
rolet cars are optional front discs.
These are identical to the vented
units used on Corvettes, and have
proved satisfactory on that car. A
special limiting valve is installed
to give even line pressure between
front discs and rear drums. Of
course, a dual master cylinder is
standard with all Camaro brakes.
We feel that the discs are a must
for the high performance buyer
even if it is necessary to pay a
premium price.

As we stated before, the Camaro
suspension consists of coils up
front, and single leaves in the rear.
However, when the SS-350 equip-
ment is specified, high rate springs
are used both front and rear, and
special recalibrated shocks straigh-
ten out the ride proportionately.

There is quite a string of luxury
options for the Camaro, and the
performance angle isn’t left com-
pletely alone. Some of them are,
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power brakes, 21.6:1 quick manual
steering (24:1 standard), 15.6:1
quick power steering (17.5:1 stand-
ard), positraction, heavy duty front
and rear suspension, special ex-
haust for the SS-350, temperature
controlled fan, and special deep-set
wheels when disc brakes are
ordered. Another standard feature
of the SS-350 is the new “wide-oval”
D70-14 tires on 14 x 6 wheels. These
special tires have a slightly smaller
diameter than the standard tire,
but have a tread that is about 1%
in. wider for a larger on-the-road
“footprint.”

When we consider the Camaro
for drag racing, there are all kinds
of possibilities. No matter which
way you go, NHRA or AHRA, there
will be a class where the Camaro
has a good chance to shine. Let’s
see if we can set up the SS-350 for
both associations.

NHRA plans to modify their
existing rules for the 1967 season,
but these rule changes were not
verified by press time. In essence,
they will take the A, B, and C stock
classes and enlarge them. Three
new classes will be added; A/SS,
B/SS, and C/SS. The SS designation
stands for Super Stock. The limita-
tions for these classes will be the
same as other stock classes, except
you may run any solid lifter cam-
shaft, any light-weight high riser
manifold with the stock carb, and
(not definite at press time) any size
slick tire that will fit in the stock
wheel well.

All this sounds fine and dandy,
but, as far as we can tell, it won’t
apply to the SS-350. The car is just
too heavy! Although factory ship-
ping weights have not been pub-
lished yet, an educated guess for
the 350 would be about 3150 lbs.
Divide 3150 by 295 horsepower, and
you have a power to weight ratio
of 10.7:1. The breaking point for
C/SS next year will be 8.7:1, so the

350 will probably fall somewhere in
D/S. If the class changes do allow
the Camaro to run in the SS class, it
will no doubt drop in the lower part
of C/SS. This would be rough on
Chevy fans, but they will no doubt
find some way to make the car a
winner.

As far as the balance of the stock
classes go, the first order of the day
is a good set of track-bars. Those
single leaf springs are plenty
strong, as was evident on the 350-
hp Chevy II this year. However,
every successful Chevy II has a set
of hefty traction bars. Weight trans-
fer is still very important in a
stocker, but there is enough
wrapped up in that subject for a
complete article. About the best
place to start on the suspension
would be a pair of 50/50 shocks for
the rear, and 90/10 for the front.
The latest thing is to make the rear
suspension almost solid, so the
complete car theoretically pivots
on the rear axle center-line. The
front is set up as loose as possible
without imparing the car’s handling
qualities, and a good set of “7-wides”
are installed. There are a few B/S
Chevelles around the country using
this arrangement, and it’s not un-
usual for them to lift the left front
wheel completely off the ground
during one of their better runs.

Before next year’s season really
gets under way, there should be a
few manufacturers out with special
exhaust headers. The stock mani-
folds will get the gasses out, but
that’s about all. A four-into-one
header system should work out
best, and, with all the room next to
the engine, there shouldn’t be any
problem in fitting them.

To get the fuel to that large Quad-
rajet carb, we recommend a high
capacity electric pump. Some racers
may say this is a luxury, but the
new disposable pumps now being
fitted to new cars just don’t do the
job on the strip. Of course, the stock
carb can’t be modified in any way,
but it will surely help to pay close
attention to jet size.

Since the stock 350 will be limited
to about 6000 rpm, the available
4.88 axle may be a little on the high
side. The 4.56 would probably be
better suited, as it has an approxi-
mate speed of 95 mph at 6000
(against 88 for the 4.88). Of course,
these speeds are with the standard
D70-14 tires. If you go to a 9.50 x 14
drag tire (30-in. diameter), the 4.88
would give you about 100 mph at
6000 revs. This could be just the
combination, if the little engine can
pull a tire that large.

NHRA allows you to run any set
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of gear-box ratios, as long as they
are installed in the stock case. Well,
the close ratio gears of the Cor-
vette are much better suited to
drag racing with; 2.20 low, 1.64
second, and 1.27 third. A good ac-
cessory shift linkage would also
help in getting more positive shifts.

Another important factor in
NHRA'’s rules is the available use
of any type of battery operated
ignition system. There are many
special types on the market, and
they no doubt all have their advan-
tages. Choice here is probably a
matter of popularity more than
anything else. By the way, one
should not disqualify the use of
Chevy’s optional transistor system.
This magnetic pulse (no points) set-
up has proven itself to be pretty
reliable, and costs less than $75
when delivered on the car.

The American Hot Rod Associa-
tion is not as old as NHRA, but
their classification of stock cars
more than makes up for this. If you
want to go racing, and mean busi-
ness, they have a class for you.
There are too many classes to cover
in this story, so we’ll tackle the most
popular stock class. Your best bet
would be to pick up a copy of both
NHRA and AHRA rule books. All
of your questions are answered
therein, and it may help you decide
in which class you would like to run.

If we are to set up our 350 for
AHRA racing, it will fall into one of
three categories; Stock, Stock Op-
tional, or Stock Extra. Since the
Camaro has only 108-in. for wheel-
base, it will fall in the Stock Extra
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category for cars with a wheelbase
of less than 112.9-in. In this class
AHRA classifies by engine displace-
ment regardless of car weight.
Camaro is limited to a 4-bbl. carb,
so it will compete in either Formula
5 with a solid lifter cam or Formula
6 with a hydraulic. The displace-
ment break for the D/SX class is
340 to 359, so the 350 will fall right
in the middle of the class.

To see just how open the D/SX
class is let’s start with the engine.
Although you must use a stock 350
engine as a base, you can bore the
cylinders .060-in. With a .050-in.
over-bore you will arrive at a total
of 358 cu. in. which is just under the
wire for the D/SX 359 maximum.
But that’s not all. While you’re in
there boring the cylinders, you can
install any replacement piston with
any compression ratio. This is all
the engine needs to go in the first
place.

You’ve got to make the engine
breathe, so AHRA allows any flat
tappet cam (in Formula 5). Now
here is where the goodies come in.
Although you can’t port or polish
the heads, you can use any cylinder
head produced for the 350 design.
This brings to mind the larger port
350-hp heads used on the Corvette.
Now, the 2.02-in. intake valves are
pretty large in this head, but AHRA
allows even larger ones if you can
get them in there.

You may think; “all this is fine
and dandy, but what about car-
buretion?” Well, it’s true that the
stock Quadrajet is rather economy
minded, but AHRA has an answer
for that, too. You may use any mani-

fold manufactured by Chevrolet,
and any carb that will fit that mani-
fold. How about the 350 hp alumi-
num hi-riser? You can fit one of
those fantastic Holley 4-bbls. to
the 350, and your breathing prob-
lems are over. You may also modify
the carb in any way, so how about
boring out the primary venturii?
With a good set of exhaust headers,
the possibilities are unlimited here.

To subtract a little weight during
racing, it’s allowable to completely
remove the mufflers and tail pipes.
Any type of header can be used as
long as the collector does not exceed
five inches in diameter.

Hood scoops are also allowed,
so why not make those hood grills
on the 350 functional? Need bite?
You can run any size slick that will
fit in an unaltered wheel well.
After looking at those wheel wells,
we know there will be some huge
tires on this car. Suspension-wise,
the rules are comparable to
NHRA’s. But for you automatic
transmission fans, you can use any
automobile transmission. That’s
right, you can install a beefed hydro
and really wail.

Now before you guys go off the
deep end for the 350, check out some
of the rumors coming out of Detroit.
As far as we can tell, January 1, will
mark the announcement of a 396
Camaro. Information is still pretty
sketchy, but the car is coming and
should prove to be a real screamer
on the strips. So far, only the 325-
hp version is planned, but, if the
375-hp Chevelle engine is installed,
watch out. An educated guess would
put this in NHRA’s C/S or C/SS
class, while AHRA would go the
B/SX route (A/SX bored .060 in.
over). Now let’s go racing! |
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These are identical to the vented
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special limiting valve is installed
to give even line pressure between
front discs and rear drums. Of
course, a dual master cylinder is
standard with all Camaro brakes.
We feel that the dises are a must
for the high performance buyer
even if it is necessary to pay a
premium price.

As we stated before, the Camaro
suspension consists of coils up
front, and single leaves in the rear.
However, when the SS-350 equip-
ment is specified, high rate springs
are used both front and rear, and
special recalibrated shocks straigh-
ten out the ride proportionately.

There is quite a string of luxury
options for the Camaro, and the
performance angle isn’t left com-
pletely alone. Some of them are,

48

power brakes, 21.6:1 quick manual
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but have a tread that is about 1%
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“footprint.”

When we consider the Camaro
for drag racing, there are all kinds
of possibilities. No matter which
way you go, NHRA or AHRA, there
will be a class where the Camaro
has a good chance to shine. Let’s
see if we can set up the SS-350 for
both associations.

NHRA plans to modify their
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but these rule changes were not
verified by press time. In essence,
they will take the A, B, and C stock
classes and enlarge them. Three
new classes will be added; A/SS,
B/SS, and C/SS. The SS designation
stands for Super Stock. The limita-
tions for these classes will be the
same as other stock classes, except
you may run any solid lifter cam-
shaft, any light-weight high riser
manifold with the stock carb, and
(not definite at press time) any size
slick tire that will fit in the stock
wheel well.

All this sounds fine and dandy,
but, as far as we can tell, it won’t
apply to the SS-350. The car is just
too heavy! Although factory ship-
ping weights have not been pub-
lished yet, an educated guess for
the 350 would be about 3150 Ibs.
Divide 3150 by 295 horsepower, and
you have a power to weight ratio
of 10.7:1. The breaking point for
C/SS next year will be 8.7:1, so the

350 will probably fall somewhere in
D/S. If the class changes do allow
the Camaro to run in the SS class, it
will no doubt drop in the lower part
of C/SS. This would be rough on
Chevy fans, but they will no doubt
find some way to make the car a
winner.

As far as the balance of the stock
classes go, the first order of the day
is a good set of track-bars. Those
single leaf springs are plenty
strong, as was evident on the 350-
hp Chevy II this year. However,
every successful Chevy II has a set
of hefty traction bars. Weight trans-
fer is still very important in a
stocker, but there is enough
wrapped up in that subject for a
complete article. About the best
place to start on the suspension
would be a pair of 50/50 shocks for
the rear, and 90/10 for the front.
The latest thing is to make the rear
suspension almost solid, so the
complete car theoretically pivots
on the rear axle center-line. The
front is set up as loose as possible
without imparing the car’s handling
qualities, and a good set of “7-wides”
are installed. There are a few B/S
Chevelles around the country using
this arrangement, and it’s not un-
usual for them to lift the left front
wheel completely off the ground
during one of their better runs.

Before next year’s season really
gets under way, there should be a
few manufacturers out with special
exhaust headers. The stock mani-
folds will get the gasses out, but
that’s about all. A four-into-one
header system should work out
best, and, with all the room next to
the engine, there shouldn’t be any
problem in fitting them.

To get the fuel to that large Quad-
rajet carb, we recommend a high
capacity electric pump. Some racers
may say this is a luxury, but the
new disposable pumps now being
fitted to new cars just don’t do the
Jjob on the strip. Of course, the stock
carb can’t be modified in any way,
but it will surely help to pay close
attention to jet size.

Since the stock 350 will be limited
to about 6000 rpm, the available
4.88 axle may be a little on the high
side. The 4.56 would probably be
better suited, as it has an approxi-
mate speed of 95 mph at 6000
(against 88 for the 4.88). Of course,
these speeds are with the standard
D70-14 tires. If you go to a 9.50 x 14
drag tire (30-in. diameter), the 4.88
would give you about 100 mph at
6000 revs. This could be just the
combination, if the little engine can
pull a tire that large.

NHRA allows you to run any set
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of gear-box ratios, as long as they
are installed in the stock case. Well,
the close ratio gears of the Cor-
vette are much better suited to
drag racing with; 2.20 low, 1.64
second, and 1.27 third. A good ac-
cessory shift linkage would also
help in getting more positive shifts.

Another important factor in
NHRA'’s rules is the available use
of any type of battery operated
ignition system. There are many
special types on the market, and
they no doubt all have their advan-
tages. Choice here is probably a
matter of popularity more than
anything else. By the way, one
should not disqualify the use of
Chevy’s optional transistor system.
This magnetic pulse (no points) set-
up has proven itself to be pretty
reliable, and costs less than $75
when delivered on the car.

The American Hot Rod Associa-
tion is not as old as NHRA, but
their classification of stock cars
more than makes up for this. If you
want to go racing, and mean busi-
ness, they have a class for you.
There are too many classes to cover
in this story, so we’ll tackle the most
popular stock class. Your best bet
would be to pick up a copy of both
NHRA and AHRA rule books. All
of your questions are answered
therein, and it may help you decide
in which class you would like to run.

If we are to set up our 350 for
AHRA racing, it will fall into one of
three categories; Stock, Stock Op-
tional, or Stock Extra. Since the
Camaro has only 108-in. for wheel-
base, it will fall in the Stock Extra
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category for cars with a wheelbase
of less than 112.9-in. In this class
AHRA classifies by engine displace-
ment regardless of car weight.
Camaro is limited to a 4-bbl. carb,
so it will compete in either Formula
5 with a solid lifter cam or Formula
6 with a hydraulic. The displace-
ment break for the D/SX class is
340 to 359, so the 350 will fall right
in the middle of the class.

To see just how open the D/SX
class is let’s start with the engine.
Although you must use a stock 350
engine as a base, you can bore the
cylinders .060-in. With a .050-in.
over-bore you will arrive at a total
of 358 cu. in. which is just under the
wire for the D/SX 359 maximum.
But that’s not all. While you’re in
there boring the cylinders, you can
install any replacement piston with
any compression ratio. This is all
the engine needs to go in the first
place.

You’ve got to make the engine
breathe, so AHRA allows any flat
tappet cam (in Formula 5). Now
here is where the goodies come in.
Although you can’t port or polish
the heads, you can use any cylinder
head produced for the 350 design.
This brings to mind the larger port
350-hp heads used on the Corvette.
Now, the 2.02-in. intake valves are
pretty large in this head, but AHRA
allows even larger ones if you can
get them in there.

You may think; “all this is fine
and dandy, but what about car-
buretion?” Well, it’s true that the
stock Quadrajet is rather economy
minded, but AHRA has an answer
for that, too. You may use any mani-

fold manufactured by Chevrolet,
and any carb that will fit that mani-
fold. How about the 350 hp alumi-
num hi-riser? You can fit one of
those fantastic Holley 4-bbls. to
the 350, and your breathing prob-
lems are over. You may also modify
the carb in any way, so how about
boring out the primary venturii?
With a good set of exhaust headers,
the possibilities are unlimited here.

To subtract a little weight during
racing, it’s allowable to completely
remove the mufflers and tail pipes.
Any type of header can be used as
long as the collector does not exceed
five inches in diameter.

Hood scoops are also allowed,
so why not make those hood grills
on the 350 functional? Need bite?
You can run any size slick that will
fit in an unaltered wheel well.
After looking at those wheel wells,
we know there will be some huge
tires on this car. Suspension-wise,
the rules are comparable to
NHRA’s. But for you automatic
transmission fans, you can use any
automobile transmission. That’s
right, you can install a beefed hydro
and really wail.

Now before you guys go off the
deep end for the 350, check out some
of the rumors coming out of Detroit.
As far as we can tell, January 1, will
mark the announcement of a 396
Camaro. Information is still pretty
sketchy, but the car is coming and
should prove to be a real screamer
on the strips. So far, only the 325-
hp version is planned, but, if the
375-hp Chevelle engine is installed,
watch out. An educated guess would
put this in NHRA’s C/S or C/SS
class, while AHRA would go the
B/SX route (A/SX bored .060 in.
over). Now let’s go racing! [ |
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