rolet Division of General Motors

Corporation produced and sold
2,147,832 units, almost a quarter-million
more vehicles than Ford Motor Com-
pany, their closest competitor. That ac-
complishment netted Chevrolet over 24
percent of the domestic automotive mar-
ket and added another year to their
tenure as number one auto manufac-
turer, a position which they have en-
joyed for 33 of the last 43 years of auto-
motive production. Impressive.

And in the world of auto racing,
Chevrolet-powered cars stacked up their
usual list of victories. In the Trans-
American Sedan Championship, the
Roger Penske-Sunoco-Mark Donohue-
Camaro combine captured ten of the
thirteen series events to earn Chevrolet
the Manufacturer’s Championship. In
the now defunct United States Road
Racing Championship, Chevy-powered
cars swept all nine events, with Don-
ohue responsible for five of the wins.
In the Canadian-American Challenge
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By Terry Cook Feature Editor

Cup, McLaren-Chevys won six of six
events, with Dennis Hulme coming out
as top driver. In drag racing, heavily
outnumbered Chevrolet Camaro inde-
pendent Super Stockers emerged vic-
torious at the Hot Rod Magazine meet,
the Super Stock Nationals, the NHRA
World Finals, and garnered enough
points to win NHRA’s Manufacturers’
Cup for the third straight year. In addi-
tion, Chevrolet-powered race cars cap-
tured SCCA’s Formula A competition,
the Group 6 Manufacturers’ Cup in
Europe, as well as numerous other titles
and championships, including CARr
CRAFT’s All-Star Drag Team Stock Car
Manufacturer of the Year Award.
About the only four facets of big time
auto racing where Chevrolet was absent
from the winner’s column were the
USAC Series (Indy 500 and seventeen
other smaller races), the NASCAR
Grand National Stock Car events (Day-
tona and eleven other races), the FIA
World Driving Championship (for For-
mula One Gran Prix machines), and the
FIA World Manufacturers’ Champion-
ship (Daytona, Sebring, and eight
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others). Other than in those four areas,
Chevrolet-powered machinery fared
well, to say the least, and, overall,
produced wins in excess of their 24
percent penetration of the sales market,
also very impressive.

Chevy’s winning record is really
astonishing when you consider that
General Motors is not at this time en-
gaged in racing, per se. Stemming from
a plea by the Automobile Manufactur-
ers Association that factory racing be
discontinued because of its “unsafe
speed” and its attendant proliferation of
“‘excess horsepower,” a “no racing” cor-
porate edict was passed by GM in 1963.
While Ford and Chrysler went along
with the AMA idea, only to turn about
and make an open return to racing
shortly thereafter, General Motors, and
therefore Chevrolet, continues to honor
the AMA’s request. Another story that
makes the rumor rounds from time to
time asserts that Chevy's official with-
drawal from racing was due to an im-
pending anti-trust suit, and that the
drop of racing served as a cutback to
appease the federal oligopoly watchers,
who were beginning to feel that Chevro-
let had too big a slice of the pie for the
“American good.” Regardless of the rea-
soning, the fact remains that current
Chevrolet policy contains a prominent
“no racing” clause.

s 1

But there are ominous undercurrents.
You hear them in Detroit and in places
across the nation where people gather
to race their cars. Mostly it comes from
the no-talents, the malingerers, and the
losers. Essentially they say, and in
many cases believe, that Chevrolet Di-
vision has come up with a super sleuth
racing policy. The chosen few (Penske/
Donohue, Jenkins, Hall, Yunick, and
possibly McLaren), according to the
Chevy detractors, are on the take.
“They” get money, parts, cars, advice,
wind tunnel and computer time — every-
thing short of a key to the executive
john, but it’s all under-the-table and
secretive. Effectively, their “no racing”
dictum casts Chevrolet in the role of the
underdog (if it is possible to think of
the manufacturer who makes one out of
every four American cars as the “little
guy”’); but, the “bad-mouths” continue,
their cleverly clandestine support en-
ables them to zap it to the Detroit com-
petition out on the race track. “Chevrolet
is winning battles and they’re not even
in the shooting war!” is the way a
Chevy victim complained recently. Still
other skeptics groan about the wide
variety of performance equipment of-
fered by Chevy. As one Motown mogul
put it, “Any factory that makes alumi-
num 427 engines is racing.”

There is no hiding the profuse array
of performance parts available from
Chevrolet, as their Z-28, L-72, and the
all-new aluminum seven-liter ZL-1 op-
tions aren’t exactly for industrial use.
But does a selection of performance
parts necessarily spell factory racing?
Isn’t this the era of the youth market?
The thumping solid lifter? The burbling
exhaust note? Aren’t econo-racers,
muscle cars, and store-bought street
machines (call them what you like) the
thing? What about Ford’s 429, the
Cobra Jet Cougar, the 440 Dodge, and
the Hemi Road Runner? Well they’re
understandable, because Chrysler and
FoMoCo are racing. But we’re dodging
the issue. The question is, “Is Chevy
Racing?” Perhaps the best way to an-
swer that question is to examine the
activities of those who are doing the
winning with Chevrolet-powered rac-
ing machinery.

Perhaps the most impressive racing
operation last year was that of Roger

Penske. This impeccable Pennsylvanian,
together with super-shoe Mark Don-
ohue, stomped all comers in the Trans-
Am and USRRC competition in ’68, and
Penske’s coming 1969 “Indy 500” effort
with a 320-inch stock block Chevy is
expected to pose a serious threat to the
DOHC Ford domination. Collusion be-
tween Chevrolet and Penske? Well, for
openers Sun Oil Company (Sunoco) is
one of the Penske sponsors. And then
there’s Goodyear (and everyone knows
that it’s the tire people who are really
spending the big buck in racing...
Mario Andretti reportedly got a three-
year contract from Firestone for a
smooth million). And if that isn’t
enough, Roger Penske just happens to
own a Chevrolet dealership in Phila-
delphia (and the dissenters cry in uni-
son, “It’s a perfect cover!”). All engines
for the Penske stables come directly
from “Crabby’s” shop in California
(Traco Engineering, which also builds
the American Motors Trans-Am engines
and is renowned for being notoriously
independent). Most important, all en-
gines are bought and paid for by one
of the best run (and financially success-
ful) racing operations ever, Roger
Penske Racing. It is possible, I repeat,
possible, that the Penske group and/or
Traco may have some technical com-
munication with a few Chevy engineers,
or that the Pennsylvania racers have
the first crack at a few trick parts.
But carloaders full of Camaros, or cash,
or both, is highly improbable. Those
decision makers at the top of Chevrolet
Division aren’t kidding when say ‘“no
racing,” and you can bet that any GM
employee who gets trapped funneling
reams of Trans-Am computer time on
his lunch hour is in powerful trouble
upstairs. It may happen, but if there is
any factory team racing going on under
the table at Chevrolet, you can bet
they’re doing a damn good job of hid-
ing it. Best bet here is to give full
credit where it is due — to Penske, Don-
ohue, Traco, and the precision Penske
crew.

What of Smokey Yunick? “Smoke-
stack” has also been labeled as one of
those on the receiving end from Chevro-
let. But nowadays he’s messing with
“Shotgun Motors,” Talladega’s and the
like, as he switched over to Ford as one

of “Bunkie” Knudsen’s entourage; pre-
viously, of course, he ran Chevrolets
exclusively on the NASCAR Grand Na-
tional Stock Car circuit. Although he
managed only a few Grand National
wins during the racing famine at Chev-
rolet, he just has to be categorized as
one of the craftiest of stock car prepa-
ration people. Understand that with
Chevrolet, Smokey was probably closer
to Knudsen than Chevy (as evidenced
by his recent switch to Ford, where the
NASCAR grass is currently a lot green-
er) ; but he may have been doing some
research and development work for
Chevrolet that netted him either a re-
tainer or some sort of billing arrange-
ment, just as any other outside contrac-
tor would have with Chevrolet. He may
have been getting some equipment, too
— the parts and engineering communica-
tion which we mentioned with Penske.
But whatever the “deal” was, it couldn’t
have been that strong, as Yunick sev-
ered his allegiance to Chevrolet and
switched to Ford, right behind Knudsen.

And then there’s Bruce McLaren
(remember the McLaren-Chevys we
mentioned that win every race on the
Can-Am circuit?). Well, the talented
New Zealander also seems to have the
race car building knack, as his own per-
sonal M.8A’s and his customers’ (Don-
ohue and Gurney, to mention two)
M.6B’s had everything on the ’68 Can-
Am and USRRC circuits their own way.
Although McLaren and teammate Den-
nis Hulme rely on Chevy power, the M.7
McLaren is a Formula One car that is
equipped with a twin-cam three-liter
Cosworth Ford. About the only tie Mec-
Laren may have with Chevrolet is that,
on the basis of his good showing with
Chevrolet equipment, the factory per-
mitted him to purchase some of the first
aluminum 427 engines. That’s all.
Strictly business except that Chevrolet
permitted him to buy some limited pro-
duction engines.

Or what about Jim Hall, renowned
Texas oilman and Group 7 Chaparral
racer? Previously, he may have been
about the closest thing Chevrolet had
to a factory racer (although exactly
how close is a well-guarded secret).
But, due to a mutual disenchantment, it
appears the colorful Can-Am competitor

(continued on page 90)
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Corporation produced and sold
2,147,832 units, almost a quarter-million
more vehicles than Ford Motor Com-
pany, their closest competitor. That ac-
complishment netted Chevrolet over 24
percent of the domestic automotive mar-
ket and added another year to their
tenure as number one auto manufac-
turer, a position which they have en-
joyed for 33 of the last 43 years of auto-
motive production. Impressive.

And in the world of auto racing,
Chevrolet-powered cars stacked up their
usual list of victories. In the Trans-
American Sedan Championship, the
Roger Penske-Sunoco-Mark Donohue-
Camaro combine captured ten of the
thirteen series events to earn Chevrolet
the Manufacturer’s Championship. In
the now defunct United States Road

Racing Championship, Chevy-powered
cars swept all nine events, with Don-
ohue responsible for five of the wins.
In the Canadian-American Challenge
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events, with Dennis Hulme coming out
as top driver. In drag racing, heavily
outnumbered Chevrolet Camaro inde-
pendent Super Stockers emerged vic-
torious at the Hot Rod Magazine meet,
the Super Stock Nationals, the NHRA
World Finals, and garnered enough
points to win NHRA’s Manufacturers’
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CRrAFT’s All-Star Drag Team Stock Car
Manufacturer of the Year Award.
About the only four facets of big time
auto racing where Chevrolet was absent
from the winner’s column were the
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others). Other than in those four areas,
Chevrolet-powered machinery fared
well, to say the least, and, overall,
produced wins in excess of their 24
percent penetration of the sales market,
also very impressive.

Chevy’s winning record is really
astonishing when you consider that
General Motors is not at this time en-
gaged in racing, per se. Stemming from
a plea by the Automobile Manufactur-
ers Association that factory racing be
discontinued because of its “unsafe
speed” and its attendant proliferation of
“‘excess horsepower,” a “no racing” cor-
porate edict was passed by GM in 1963.
While Ford and Chrysler went along
with the AMA idea, only to turn about
and make an open return to racing
shortly thereafter, General Motors, and
therefore Chevrolet, continues to honor
the AMA’s request. Another story that
makes the rumor rounds from time to
time asserts that Chevy's official with-
drawal from racing was due to an im-
pending anti-trust suit, and that the
drop of racing served as a cutback to
appease the federal oligopoly watchers,
who were beginning to feel that Chevro-
let had too big a slice of the pie for the
“American good.” Regardless of the rea-
soning, the fact remains that current
Chevrolet policy contains a prominent
“no racing” clause.
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But there are ominous undercurrents.
You hear them in Detroit and in places
across the nation where people gather
to race their cars. Mostly it comes from
the no-talents, the malingerers, and the
losers. Essentially they say, and in
many cases believe, that Chevrolet Di-
vision has come up with a super sleuth
racing policy. The chosen few (Penske/
Donohue, Jenkins, Hall, Yunick, and
possibly McLaren), according to the
Chevy detractors, are on the take.
“They” get money, parts, cars, advice,
wind tunnel and computer time — every-
thing short of a key to the executive
john, but it’s all under-the-table and
secretive. Effectively, their “no racing”
dictum casts Chevrolet in the role of the
underdog (if it is possible to think of
the manufacturer who makes one out of
every four American cars as the “little
guy’’) ; but, the “bad-mouths” continue,
their cleverly clandestine support en-
ables them to zap it to the Detroit com-
petition out on the race track. “Chevrolet
is winning battles and they’re not even
in the shooting war!” is the way a
Chevy victim complained recently. Still
other skeptics groan about the wide
variety of performance equipment of-
fered by Chevy. As one Motown mogul
put it, “Any factory that makes alumi-
num 427 engines is racing.”

There is no hiding the profuse array
of performance parts available from
Chevrolet, as their Z-28, L-72, and the
all-new aluminum seven-liter ZL-1 op-
tions aren’t exactly for industrial use.
But does a selection of performance
parts necessarily spell factory racing?
Isn’t this the era of the youth market?
The thumping solid lifter? The burbling
exhaust note? Aren’t econo-racers,
muscle cars, and store-bought street
machines (call them what you like) the
thing? What about Ford’s 429, the
Cobra Jet Cougar, the 440 Dodge, and
the Hemi Road Runner? Well they’re
understandable, because Chrysler and
FoMoCo are racing. But we're dodging
the issue. The question is, “Is Chevy
Racing?” Perhaps the best way to an-
swer that question is to examine the
activities of those who are doing the
winning with Chevrolet-powered rac-
ing machinery.

Perhaps the most impressive racing
operation last year was that of Roger

Penske. This impeccable Pennsylvanian,
together with super-shoe Mark Don-
ohue, stomped all comers in the Trans-
Am and USRRC competition in ’68, and
Penske’s coming 1969 “Indy 500" effort
with a 320-inch stock block Chevy is
expected to pose a serious threat to the
DOHC Ford domination. Collusion be-
tween Chevrolet and Penske? Well, for
openers Sun QOil Company (Sunoco) is
one of the Penske sponsors. And then
there’s Goodyear (and everyone knows
that it’s the tire people who are really
spending the big buck in racing...
Mario Andretti reportedly got a three-
year contract from Firestone for a
smooth million). And if that isn’t
enough, Roger Penske just happens to
own a Chevrolet dealership in Phila-
delphia (and the dissenters cry in uni-
son, “It’s a perfect cover!”). All engines
for the Penske stables come directly
from “Crabby’s” shop in California
(Traco Engineering, which also builds
the American Motors Trans-Am engines
and is renowned for being notoriously
independent). Most important, all en-
gines are bought and paid for by one
of the best run (and financially success-
ful) racing operations ever, Roger
Penske Racing. It is possible, I repeat,
possible, that the Penske group and/or
Traco may have some technical com-
munication with a few Chevy engineers,
or that the Pennsylvania racers have
the first crack at a few trick parts.
But carloaders full of Camaros, or cash,
or both, is highly improbable. Those
decision makers at the top of Chevrolet
Division aren’t kidding when say ‘“no
racing,” and you can bet that any GM
employee who gets trapped funneling
reams of Trans-Am computer time on
his lunch hour is in powerful trouble
upstairs. It may happen, but if there is
any factory team racing going on under
the table at Chevrolet, you can bet
they’re doing a damn good job of hid-
ing it. Best bet here is to give full
credit where it is due — to Penske, Don-
ohue, Traco, and the precision Penske
crew.

What of Smokey Yunick? “Smoke-
stack” has also been labeled as one of
those on the receiving end from Chevro-
let. But nowadays he’s messing with
“Shotgun Motors,” Talladega’s and the
like, as he switched over to Ford as one

of “Bunkie” Knudsen’s entourage; pre-
viously, of course, he ran Chevrolets
exclusively on the NASCAR Grand Na-
tional Stock Car circuit. Although he
managed only a few Grand National
wins during the racing famine at Chev-
rolet, he just has to be categorized as
one of the craftiest of stock car prepa-
ration people. Understand that with
Chevrolet, Smokey was probably closer
to Knudsen than Chevy (as evidenced
by his recent switch to Ford, where the
NASCAR grass is currently a lot green-
er) ; but he may have been doing some
research and development work for
Chevrolet that netted him either a re-
tainer or some sort of billing arrange-
ment, just as any other outside contrac-
tor would have with Chevrolet. He may
have been getting some equipment, too
— the parts and engineering communica-
tion which we mentioned with Penske.
But whatever the “deal” was, it couldn’t
have been that strong, as Yunick sev-
ered his allegiance to Chevrolet and
switched to Ford, right behind Knudsen.

And then there’s Bruce McLaren
(remember the MecLaren-Chevys we
mentioned that win every race on the
Can-Am circuit?). Well, the talented
New Zealander also seems to have the
race car building knack, as his own per-
sonal M.8A’s and his customers’ (Don-
ohue and Gurney, to mention two)
M.6B’s had everything on the ’68 Can-
Am and USRRC circuits their own way.
Although McLaren and teammate Den-
nis Hulme rely on Chevy power, the M.7
McLaren is a Formula One car that is
equipped with a twin-cam three-liter
Cosworth Ford. About the only tie Me-
Laren may have with Chevrolet is that,
on the basis of his good showing with
Chevrolet equipment, the factory per-
mitted him to purchase some of the first
aluminum 427 engines. That’s all.
Strictly business except that Chevrolet
permitted him to buy some limited pro-
duction engines.

Or what about Jim Hall, renowned
Texas oilman and Group 7 Chaparral
racer? Previously, he may have been
about the closest thing Chevrolet had
to a factory racer (although exactly
how close is a well-guarded secret).
But, due to a mutual disenchantment, it
appears the colorful Can-Am competitor

(continued on page 90)

Indy?

CAR CRAFT O APRIL 1969 45



CHEVY RACING

(continued from page 49)
_——
&

-—

DE

Keep your wheels on the road
with ROAD-RUNNER heavy-duty
SHOCK ABSORBERS

Jim Hall — currently on injured list, but
gossip about Texas oilman still persists.

does not now have the close involvement
with the factory he once enjoyed, al-
though he may still be getting a few
parts and pieces, plus a certain amount
of engineering/aerodynamic communi-
cation. Temporarily, Hall is out of
action (he broke both legs in a spec-
tacular flip at Las Vegas in the closing
moments of the '68 season); but bear in
mind that even a modest Texas oilman
could cover the expensive costs of Group
7 racing.

Then, there’s the drag racing side of
it —and Bill “Grumpy” Jenkins. The
factory-back competition nods toward

Get that sound of power » the car hauler as it pulls into the pits

with three Jenkins cars aboard: two

- @ j Super Stockers and an A/MP Camaro,
WIth ROAD-RUNNER ‘ i plus Dave Strickler’s Camaro; and they
murmer, “Factory!” In reality, the car
hauler is about the cheapest trailer in
the pits; “Grump” says you can get ’em
for “dirt.” Anyway, it’s Strickler who
owns the rig. But last fall, after con-
siderable interrogation that led into the
wee small hours, the following conclu-
sions were drawn concerning Bill Jenk-
ins and his relationship with Chevrolet
Division: It appears that Bill has a few
names and phone numbers he can call
in Detroit if he is puzzled with a tech-
nical question; also, he seems to have a
F semi-awareness of what Chevrolet’s

i Product Performance has in the works

\ in the way of new pieces. In addition,
now and then, a stray part might find

} its way into a lunchbox and “out the
MMMM[’ back door” of Chevrolet and into Bill’s
® Berwyn, Pennsylvania shop. But that’s

it. No money, no cars, no truckloads of
engines, no all-day sessions with ZAD
(Zora Arkus Duntov) in the secretmost
recesses of Chevrolet’s engineering de-
partment. More simply, there exists no
Chrysler/Sox or Ford/Thompson-
Yunick-Yarborough-Nicholson-Petty-
Platt relationship between Chevrolet
and Jenkins. If there is “factory drag
racing” at Chevrolet, they don’t leave
much evidence of it lying around. They
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not only play their cards pretty close —
they play so you can’t even see their
cards. Perhaps the reason you can’t, and
can’t find any other evidence, either, is
because, simply, there is no factory
subsidized racing effort at Chevrolet.
And don’t mistake performance parts
availability with factory racing, because
they are two different things. There
may be a lot of cars with Chevy engines
that win, but that doesn’t mean the Di-
vision is playing the race game. What
it does mean is that Chevrolet has an
excellent performance product, one that ;
can win without a multi-million dollar ? .
Indy or LeMans investment. , ; . & o7
Now let’s put all this conjecture in a | [ / ) aoh
plastic bag and shake it up. What does
it all mean? Well, the way I see it, the
slammer is that Chevrolet will not
change their position and “go racing”
in the near or distant future. Regard-
less of the rumors you hear about Bobby
Allison getting the full factory Chevro-
let “boat” for the Grand National
Stocker circuit, or the car hauler
Strickler uses to haul Camaro Super
Stocks, or the impending 400-inch hemi
“smog engine” Chevy is about to un-
leash, they jes’ ain’t goin’ racin’. Why
not? It's simple. Look in the plastic
bag and you'll see that Chevrolet doesn’t
have to “go racing.” They don’t have to
dump millions into 32-valve six-cam ti-
tanium 172-inch desmodromic limited
production quasi-hemi’s to dominate the
Formula One circuit. They don’t have
to go racing because some of their cus-
tomers, the independent parts-buying
Chevy racers, are already winning close
to half of everything in sight. And no
matter how much money they invest in
racing, Chevrolet knows they will never
fill the void and win the other half of
racing. But they do know that continu-
ing to offer good high-performance
parts is the plan, especially when they
are applicable to their showroom offer-
ings. It doesn’t cost nearly as much to
let the independents do the racing. And
while the Chevy “underdog” is winning
in racing, the Chevy “overdog” is win-
ning in automotive production and sales.
You might even say that Chevrolet Di-
vision is the group with the better idea,

mightn’t you? @ . .
. If you're a racer, then you’'ll appreciate all the extra time

and testing that Bill Jenkins has contributed during the / %
past racing season — in an all-out effort to demonstrate

that the P&G competition shifters are the strongest and SPEED
fastest ever created. Now “Grumpy” has proven all our 4
points in the most severe test-labs of all — hi.s rgc()rd
grabbing race cars. Now the only thing that remains is for
YOU to judge for yourself !

P&G; now the most competitive shifter-in features, oper-
ation and price! The four-speed: straight-line shifting
with built-in reverse lock-out and “never-miss” mech-
anism. Three-speed: king of the conventional pattern
shifters. All kits include linkage, adaptors, bolts and boot!

Send 50¢ for the complete P&G catalog and decal.
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Bill “Grumpy” Jenkins — a car-carrier per-
petuates rumors of “inside” Chevy help.

WG/ FLOOR SHIFTERS oo 0reson 57204

PATENT PENDING

1 P&G Manufacturing Co
@ GOMPEIITION 801 Ex:::t\‘m/eu[ri\dg , Dept.C-931
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