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Datsun &
gives you
extras
others
sell you.

Extras like our advanced 96 HP
overhead cam engine—the only
one in our class. Sporty 0-60 ac-
celeration in 13.5 seconds. Up to 25
mpg economy. Greater efficiency with
fewer moving parts.

Extras like fully independent rear
suspension and safety front disc
brakes for a smoother, more secure
ride. Long-lasting, easy-cleaning,
all-vinyl upholstered interior. All-
synchromesh 4-speed stick shift and
optional automatic. Outside mirror,

locking gas cap, fast-
acting 3-speed heater/defroster.

You even get whitewall tires —some-
thing most everyone else charges
extra for. And the extra reliability of
Datsun craftsmanship; extra care from
over 600 Datsun dealers coast to coast.

If you're looking for a little extra out

of life. izke z look atour
sedans. Our Datsun/2 nly $1935*,
Datsun 4-Door is just £
Make the Sound Move. Drive a
Datsun then decide.

DATSUN-

SEDANS + WAGON - PICKUP = SPO S
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YOUR

AL WY AR THE,

BEGINS AT $1297" / SUB!

Step up to Subaru style and performance. Meet the Subaru Mini-
Sedan and Sport, the Subaru Truck and Van and the Subaru Stars:
2-door, 4-door and Wagon. Get acquainted with the full Subaru
line from mini-car to star, there’s something for everyone.

And it all starts at $1297. POE . . . that's the first step on your A
: 2, &
stairway to the stars. On, sus®

EASTERN DIVISION '07040 CENTRAL HWY. - AIRPORT CIRCLE INDUSTRIAL PARK

SUBARU OF AMERICA PENNSAUKEN, N. J. 08109
WESTERN DIVISION + 1000 WEST COAST HWY. - NEWPORT BEACH, CAL. 92660
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SUBARU STAR / 4 DOOR

SUBARU STAR / 2 DOOR

SUBARU VAN

SUBARU TRUCK

SUBARU 360
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rmirmenTrtary......

Questionable Performance Figures

Around the end of January, the
Federal Highway Administration pub-
lished a booklet which lists performance
figures for all cars currently being sold
in the United States and in addition,
each manufacturer, as of January 1st,
was required to have the same informa-
tion on his own products available to
you in showrooms.

Much of this information has already
been available for years on the pages of
the various automotive magazines pub-
lished by private enterprise or through
the results of the annual Union/Pure Oil
Performance Trials. However, it’s not
our purpose to quarrel with FHWA’s
intent. They’re not spending tax money
for the new series of tests, which will be
continuously updated, and presumably
they’ll charge enough for the booklet to
defray its cost.

Our quarrel is with stipulated test
conditions, particularly those involving
brakes. Here the rules state that the
wheels cannot be locked on the premise
that skidding might cause the vehicle to
swerve out of control.

The rules are in accordance with
accepted laws of physics. When your
brakes are locked, they’re not doing any
work at all. The only factor then
involved is the friction between the tires
and the road surface.

Ideally, maximum stopping per-
formance is achieved when the wheels
are allowed to rotate at a speed just
short of locking up. This way, both the
brakes and the tires are putting forth
their best effort in a technique that the
experts call “feathering.”

These same experts, though, are the
ones hired to drive the cars during the
Union/Pure Oil Trials and skilled as they
are and with no pressures other than
competition, even they can’t count on
feathering successfully. Consequently,
they invariably skid to a halt in a cloud
of rubber smoke as the lesser of two
evils, the theory being that the price of
four tires is cheaper than human life.

How, then, can we expect the

average driver to master feathering?
How can we expect him, in a moment
of panic, to measure a pedal effort of
150 pounds which is another of the test
stipulations thrown in by the FHWA.
Brakes differ in design and are called
upon to do different jobs, depending
upon the weight of the car, road surface
and an infinite number of other
variables.

To show how meaningless at least the
braking figures will be in the forth-
coming FHWA booklet, one has only to
look at the report from American
Motors, the first automaker to complete
the test routine. With the 150-pound or
less pedal effort and no lock-up,
stopping distances from 60 mph for
their various models ranged from 199.8
to 269.1 feet. Though it won’t be
recorded by FHWA, the same cars with
wheels locked stopped in distances
between 126.4 and 151.3 feet. The
difference very probably would include
the space occupied by the cause of your
panic.

CITIZEN SMITH

Detroit already has the $250 solution
which is an electronic sensing device
that feathers for you. It’s standard on
the Mark III Continental, optional on
Lincoln and Thunderbird and will soon
be optional on Toronados. Why doesn’t
the FHWA forget about the publishing
business and stick to its regulatory
function? If this device were required
on all new cars, mass production would
cut costs to $50 or less and lives would
be saved.

Care and Feeding of Radios

While the insides of any radio will
forever remain a mystery to most of us,
there are a number of adjustments and
fixes you can perform yourself to cure
common ailments in car radios. In fact,
some of these are necessary to know
because a repairman will seldom “road
test” a repaired radio.

The simplest and most often needed

(Continued on Page 56)

By Dave Gerard
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"I wish this group would break up. We've been
together since that stop light back in
New Jersey!"
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Kudos for Tony Hill

Sirs: All T can say about Tony Hill’s
column on carburetion (Hi-Performance
Corner, WCG, December °69) is it’s
about time! He really opened my eyes
as to what my needs were for properly
jetting my 1500 Bug and for future
applications. I feel that to the layman,
Hi-Performance Corner is most helpful
to anyone who wants to get the
maximum out of a VW engine without
spending money on the wrong speed
equipment. Let’s hear more from Tony
Hill!
Lee Rappeport
Cincinnati, Ohio
You will. Tony’s about to go racing
again in his “World Car Guide Special”
VW. Major target is Bonneville for some
world’s records, something a Canadian
has never held. You can be sure we will
give you the full lowdown on how he
prepares his car. Meanwhile, furn to
page 46.

. . . And Brickbats for Tony

Sirs: Hi-Performance Corner for August
’69 contains a quite common error. The
distance between the driving axle shaft
and the point where the tire contacts
the road will, when divided into the
torque at the driving axle, give the
forward (or rearward) force propelling
the wvehicle but not the speed of
movement. In one revolution the wheel
will move a distance equal to the
periphery of the tire and not the
circumference of a circle having a radius
he describes, sometimes called the “line
radius.” To be correct the formula given
in Tony’s column would require a fudge
factor for slip.
Ronald Passnon
Valois, Que., Canada

We guess you're right but tire makers

don’t like to publicize their fudge factor
for slip.

WORLD CAR GUIDE

How About “Fire Injectors?”

Sirs: Could you do a research article on
the “Fire Injector” spark plug as sold by
J.C. Whitney & Co and others? Are the
advertising claims verifiable without
risking blowing up your engine. How
would they work in a 356C Porsche?
Robert Lippin
New York, N.Y.

We probably could but we won’t do
such an article. It would require
Whatever time it takes to drive until
plug failure occurred and even then, the
findings would only apply to the
particular engine being tested. J.C.
Whitney and others have sold this kind
of plug for years and naturally wouldn’t
continue to offer them if they “blew”
engines. On the other hand, no major
US. or overseas maker of so-called
brand-name plugs has adopted this type
of electrode configuration and there
must be reasons for that, too.

s
s

6-Plus rear suspension
6 Plus 6 Doesn’t Equal 12

Sirs: Reader’s Forum in January con-
fuses our GT-6+ with the TR-6 and the
6 “Plus” with the plain 6. The GT-6
Plus competed in E Production in 1969
and took the National Championship in
the hands of Mike Downs of Group 44.
It was a sweep, with two other GT-6
Pluses taking second and third. For
1970 the 6 Plus will be in D Production
on the basis of its performance and
handling. The 1967-68 “plain” GT-6,

with its swing-axle rear suspension, will
remain in E Production. The deciding
factor is the rear suspension. The 6 Plus
has doublejjointed half-shafts and a
Lotus-like rubber doughnut incorpo-
rated on each side (see photo) which
removes any doubt about the handling.
This year’s Triumph Competition De-
partment car has convincingly beaten a
number of B Sedan 911s as well as the
1600 Porsches which are its normal
competition. So, the C Production TR is
the TR-6 . . . okay?
Mike Cook
Public Relations Manager
British Leyland Motors

Okay if you say so, Mike, but you
seem to have an awful lot of “sixes” for
editors and the SCCA to sort into their
proper slots. Why don’t you name your
cars after girls like the Weather Bureau
does hurricanes?

No Hot Car Bug?

Sirs: I’m not much of a hot car bug so I
know little about the big engines being
offered today but I'm interested in
buying a Dodge this year. It’s the
difference between economy and beau-
ty. What difference in performance, gas
mileage, service etc. could I expect
between a Coronet 440 with a 383 4V
and the Coronet R/T with the 440
Magnum. I'm afraid my ignorance shows
but I'd appreciate any and all help you
might be able to give me.
S/Sgt. James H. McGee, USMC
FPO, San Francisco

Your question is a good one and by
no means ‘‘ignorance.” The 440 Mag-
num will outperform the vaunted Hemi
at legal speeds, is utierly reliable but it’s
a gas hog. Chrysler engineers who buy
intermediates for their personal use
invariably specify the 383, usually with
2V carburetion so they can use regular

(Continued on Page 57)
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No People in Detroit?

Famed Greek planning expert Con-
stantinos A. Doxiadis predicts that in 30
years there will be no people at all
residing in the area now encompassed
by the city limits of Detroit. His
tongue-in-cheek statement was based on
the current ratio of people moving to
the suburbs versus those moving into
the city and it could apply to most any
other big U.S. metropolis. Doxiadis’s
firm currently holds a commission from
the Detroit Urban Area Project Group
to plan the transformation of all
southeastern Michigan into what he calls
a “human center” which would aesthet-
ically combine both single and multi-
family residential areas and industry
where these people could find em-
ployment. Cars will be banned from
many areas of the center, being replaced
by such transportation devices as
moving sidewalks and automatically
guided capsules of varying passenger
capacities. Again using Detroit as his
example, he noted that the streets and
parking lots needed to handle the city’s
present car population take up two-
thirds of the total area. He calls mass
transit only a partial solution, comment-
ing that “once man reaches a certain
level of freedom he won’t want to give
it up, so the personal transportation
vehicle is here to stay ...” He did not
explain how he would solve this
problem to the joint satisfaction of
freedom lovers who have already fled
with their cars to the suburbs and must
be attracted back to urban life, Detroit’s
auto industry which is in essence his
employer, plus those who feel that a
moving sidewalk is not much different
or less restricted than a subway or bus.

8

Gasnon electric

Yuasa to Build Electrics:

Yuasa Battery Company Ltd., Ja-
pan’s largest producer and exporter of
car batteries understandably figures that
electric cars are good for its business.
Rather than wait, though, for the auto
industry to create the market, it has
begun producing its own for sale under
the rather dubious brand ' name of

*“Gasnon.” Initially, existing cars will be
converted and the company already has
an order for six of them from the city
of Takatsuki. The prototype pictured is
obviously based on a Daihatsu 1000 and
with 10 lead-acid batteries and a 4.6 kw
motor replacing the normal mechanism,

Mirror image for Dutch kiddies

Short Takes from Volkswagen:
* The milelong VW factory in
Wolfsburg continues to rate as one of

Germany’s leading tourist attractions.
More than 100,000 visitors trooped

weight climbs to 2,490 pounds. range is
80 miles and the top speed clzimed is 50
mph. Price is pegged at 50%% higher than
before the conversion. Within three
years Yuasa says it will be building its
own light alloy or reinforced plastic
bodies and chassis and hopefully,
current research on lighter and more
powerful zinc-air and sodiumssulfate

batteries will have born fruit. While
hardly a breakthrough in technology,
the Gasnon is at least the first modern
street electric to be seriously put into
production. There are no plans for
marketing the car in the U.S.

through it in 1969 to see beetles,
Fastbacks and Squarebacks being built.

* Sociedade Comercial Guerin, VW
importer for Portugal recently provided
transportation in the form of 60 white
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beetles for as many couples who took
part in a mass wedding in Lisbon
Cathedral of the Feast of St. Anthony.
The free rides got the people to the alter
in time but they honeymooned on their
own wheels, if any.

* Volkswagen Northeastern Dis-
tributors beat Volkswagen Pacific for

the first time in the continuing contest
among VW distributors to see who can
achieve the highest market penetration
in their territory. The New England
operation chalked up a whopping 9.2%
of industry, import and domestic,
compared to Los Angeles’s 8.5% for the
same post-dock-strike period.

Bug for “Mint’ 400

* One A.B. Sellards of Mesa, Ari-
zona, peers out the window of the lunar
Volks he and a partner named R.E.
Packard will pilot in the upcoming Del
Webb Desert Rally in Las Vegas. If any
of you have worried whether VW wheel
bearings will take wide or reversed rims,
here’s your answer.

* Mexico has begun exporting at
least parts of cars. The new VW factory
in Puebla is now an important source of
U.S. requirements for spare front and
rear hoods and fenders, brake drums,
wheels, cylinder heads, full pumps and
“flywheels.

* Though they may have looked like
beetles, the first two new Volkswagens
imported to the United States just 20
years ago are more akin to rabbits. In
that period they’ve hatched a family of
3,500,000 look-alikes.

* Next venture of airline pilot Mira
Slovak, who has twice flown VW-power-
ed Fournier soaring aircraft across the
Atlantic, is a plan to hop from London
to Australia. This time it will be a
two-place Fournier with the electroni-
cally injected 65-horsepower engine.

* Next time ‘“Buy American” pro-
ponents sound off, remind them that
the VW dealer organization now num-
bers 1,100 and employs 40,000 US.
citizens. Total dealer investment ex-

WORLD CAR GUIDE

ceeds $310 million and when you add in
that of the 14 regional distributorships,
also American-owned, the total climbs
to nearly $350 million.

SliE

STP Stands for What?

Not all of the 50 million of STP
stickers handed out each year end up on
bumpers. In 1969 scores of companies
unrelated to STP have asked for and
received supplies of the decals to spice
up sales meetings with their own
self-serving meanings for the initials. For
example, a reducing chain for women
uses “Slim, Trim & Pretty.” Some good
Samaritan pasted them temporarily on
the ancient and low archways of the
Mission San Juan Capistrano, the intent
being that you had better “Stoop to
Pass.” They have found some circula-
tion among militant blacks, symbolizing
“Strength Through Power™ and at least
50 schools invoke their teams to *““Stop
That Pass” with the decals, some on
television much to Andy Granatelli’s
satisfaction. Seriously, they stand for
Scientifically Tested Products Corpora-
tion and president Granatelli was
recently elected to a directorship in the

Boys’ Clubs of America, the announce-
ment being made at a dinner hosted by
Richard M. Nixon.

Conflict of Interest

Neither the drain of the Vietnam war
nor threats to divert highway funds can
delay the steady progress of our
Interstate System but 65,000 ducks and
geese can. All work on a $20 million
four-lane bridge to carry I-65 across the
Tennessee River near Decatur, Alabama,
has been stopped until March 1st to
permit the migratory fowl at the nearby
Wheeler National Wildlife Refuge to
roost in peace. Pile drivers and jack-
hammers have joined them in hiberna-
tion and the lull was planned when bids
on the project were taken.

WORLD NEWS IN BRIEF . . .

* Ford Motor Company is contribut-
ing $10,000 to the national champion-
ship prize fund of the International
Motor Sports Association’s 1970 pro-
fessional Formula Ford series, and is
matching this amount in contingency
awards for Formula Ford drivers com-
peting in events sanctioned by the
Sports Car Club of America. Formula
Ford cars resemble Grand Prix machines
but power is restricted to basically stock
1,600-cc Cortina engines.

* American Motors is adding 1,000
workers to its Kenosha, Wisconsin
assembly lines to produce the Gremlin,
the sub-compact that will be introduced
by the firm at the New York Interna-
tional Auto Show this April.

* If you have any doubts as to the
durability of Citroen’s two-cylinder
Mehari, described elsewhere on these
pages, consider that a fleet of them
recently transported 200 Belgian stu-
dents from Liege to Dakar, Africa, a
distance of 9,300 miles of which 2,700
was desert.

* Sales of pickup trucks have tripled
in the United States in the last decade,
and most of this increase can be
credited to campers. Sales have risen
from 344,000 to 1,120,000 wunits
annually. For Datsun, approximately
three out of every five sales is a pickup.

* Transcontinental Motors, Inc., for-
mer importer of NSU vehicles into this
country, has received a favorable de-
cision from the West German Court of
Appeals that its contract was breached
by NSU (now Audi/NSU) and the

(Continued on Page 55)
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Purposeful looking front of the VW bus boasts the world’s largest “radiator” badge but it
does not look out of place. Many owners mount the spare there which helps protect
them and the painted bumper.
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such as 7-foot Christmas tree.

If the Greenbrier, a slab-nosed,
rear-engined equippage produced by
Chevrolet in the early sixties were still
around in modernized form, a tester
would have at least some basis from
which to take the measure of a
Volkswagen Station Wagon. The Green-
brier was an imitator and follower but
like VW, design emphasis favored
passenger rather than commercial ver-
sions. The current crop of domestic
front-engined boxcars are overly ex-
pensive, gussied-up trucks.

The VW bus, thus, stands in a class
by itself. It’s such a practical shape for
carrying people and their recreational
accoutrement that unfortunately, the
tendency is to cram more into it than its
engine will handle. The summer scene at
our mountainous national parks any-
where is a long line of cars crawling up
the slope, headed by a VW camper
conversion, almost like a heavy freight
train being pulled by its caboose. Even
without the 700 pounds or so of stuff
that makes a Campmobile, the bus still
weighs 1,000 pounds more than a beetle
and the same 57-horsepower engine is
used in both.

Bus and Campmobile owners soon
acquire downshifting skills, patience,
and a talent for ignoring those behind
them on the highway. And for some

WORLD CAR GUIDE

Optional sunroof is easy to manage and causes no unpleasant drafts. It’s also han

reason the odds are at least even that
the head of the bus-owning household
will acquire or already has a beard. If
you don’t believe this, count them the
next time you’re out for a drive. The
purchase of one of these vehicles is a
form of escape or rebellion, if you will,
from the hurly-burly, as much so as a
farm in Vermont or a shanty on the
desert, and perhaps that accounts for
the beards.

The purchase is also an excellent
investment. Well-used VW buses are
threatening Detroit’s traditional concept
of the youth market. Again, escape via a
bus is far less expensive and more
promising in terms of birds and bees
than being encumbered with a bucket-
seated, thirsty-engined GTO or Scat-
Pack Dodge. Admittedly, however,
flower symbols and curtained windows
seemn to attract the police as readily as
racing stripes.

Testing the bus in some meaningful
way is a challenge in itself. We found
that it will accelerate from zero to 60
mph in 37.11 seconds, a figure matched
only by the diminutive Subaru 360 and
the belt-driven Dutch Daf but then, who
“accelerates” from zero to 60 in any of
these cars? For much the same reasons,
we didn’t investigate whether the bus
understeers or oversteers and when it

dy when you re carrying cargo

commenced to lean even slightly in a
corner, we slowed down. We know,
though, that both the cruising and top

speed is 68 mph because the gas pedal

~ must be floored most of the time unless

you want to stay in the truck lane.

In the two weeks we lived with it, the
bus did its job which was to take us
wherever we wanted to go. The fact that
it required twenty more minutes to
make the run from Los Angeles to San
Diego seemed quite unimportant when,
the next day, we purchased the family
Christmas tree and carried all seven feet
of it upright, branches unbroken, with
the top protruding through the sunroof.
You can’t do that in a Cadillac despite
its 375 horsepower.

Looked at another way, the 375-
horsepower Cadillac requires 245.5
inches and several tons of machinery to
carry seven passengers. The VW bus
does this within 170.0 inches and with
only 2,833 pounds of machinery. It will
make a U-turn in 40 feet; the Cadillac
limousine requires 57.4 feet. Then, to
end our analysis of the seven-passenger
car market, the Cadillac costs $8,440 .
more, or the equivalent of three
additional VW buses plus $1,200 in
pocket money to rtun the fleet. It’s
rather surprising that America’s under-
takers haven’t discovered this economic
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Shdmg passenger door on the right side is perhaps a portem‘ of what will be required on all cars sold in the U.S. in
the forseeable future.

A familiar scene greets you here, complete with a battery tucked away so that you have to first remove the air cleaner,
then ihe battery itself, to check electrolyte level.

fact because relatives of the departed
could be transported in equal dignity
and with more legroom.

Though the bus is easy to drive,
anybody who has owned one will admit
to climbing a curb or two with the rear

12

wheel the first few times a right turn is
attempted. You've got to remember
that the front wheels are behind you
and not start a sharp turn until you
protrude about half the vehicle’s length
into the intersection. If the corner

happens to be adormed with an obstacle,
such as the gatepost of a driveway,
rather expensive alterations are made in
the big sliding door on the right side.
The novice driver will also feel that he’s
going to be scraped along the pavement

MARCH/1970



This view shows only one of the
various places in which to stow
luggage.

The middle seat unbolts in minutes
and the lugs themselves slide right
out to gain a flat loading floor

Jor bulky cargo.

Instrumentation is mostly warning lights but it’s obviously right in front of
you. Steering position is comfortable, the wheel moves forward in an
accident and there’s new bracing of the front structure.
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the first time he encounters a severe dip
and as happened to us, we suggest that
you keep your distance from caitle
trucks immediately in front of you in
traffic.

The gear shift lever on the new
model is 1-3/4 inches longer and thus,
1-3/4 inches more vague in its rela-
tionship to the gears way back at the
rear. Now that Hurst and others have
introduced positive-action beetle shift-
ers, we suggest that they devote their
attention to the bus as finding reverse is
kind of like the old party game of
pinning a tail on the donkey. This
criticism evaporates once you're in gear,
however, as the clutch action in the bus
is undoubtedly the sweetest ever to be
put in a car. Captain Ahab could
operate it with that peg leg of his, cut
from the jawbone of a whale.

During the two weeks we had the
bus, many persons who had never
ridden in one before commented fa-
vorably on the comfortable, soft ride.
The suspension is a carryover from the
big redesign effort of 1968 and there is
no need to change it. One guest likened
it to a baby carriage but that is

(Continued on Page 49)
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it for the

“How does Fiat do
money?” That’s a question the U.S.
distributor keeps asking in their current
catalog and my reaction is if they want
to sell their cars at a loss it is their
privilege. Certainly not much more in
the way of a sports car could be
crowded into the diminutive shell of the
new 850 Sport Racer.

It is very small, with an overall length
of 148 inches on a wheelbase of 79,
figures 10.7 and 15.5 inches, respective-

is adequate room for two inside.

ly, less than a beetle. It’s also a
whopping 11.1 inches lower and weighs
200 pounds less at the curb. At $2,471
off a New York dock the Racer costs
about $1.50 per pound which is
considerably more than the going rate
for a Cadillac. However, . delicate filets
cut from the eye of the round generally
command a higher menu price than
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CAR AT A GLANCE:

Tiny,

by Don MacDonald

photos by Lester Nehamkin

maneuverable two-seater ... Full

instrumentation . . . Excellent handling and stability . . . Standard radial
tires and front-disc brakes . . . Not quite as peppy as it looks.

Ee

T-bones weighing three times as much.

Perhaps the best perspective with
which to view the Racer is to compare it
with another member of the Fiat 850
family known simply as the Sedan, a
transportation unit that sells for $1,504.
Your nearly $1,000 extra is paying for
whatever commission per car ‘Nuccio
Bertone extracts for his styling, 16 more

The small size of the 850 Racer becomes apparent only when someone is in it or it’s parked near other cars. Yet there

horsepower, a fully instrumented panel
that wouldn’t look out of place on a
Ferrari, front disc brakes, Gran Turis-
imo standards of interior trim and a
vinyl top applique. Whether the sur-
charge is worth this or not is up to you
but the fact is that sporty 850’s outsell
the Sedan by a ratio of ten to one.

On first approaching the Racer, an
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Roof vents are part of the new flow-through ventilation system. Rear quarter windows swing out but front vents
are fixed. Barely visible under the car is the low-hanging sump.

e

Front end, including license plate, sheetmetal and parking lights is rather vulnerable to damage from careless parkers
and high curbs.

average size adult has a right to wonder
how he’ll ever get inside. The trick is to
lead with your posterior and then
follow with arms and legs. Once behind
the wheel, youll find that every
dimension is quite ample. In fact, the
generous space between the seat back
and the wheel lends to driving with arms
outstretched in currently approved

WORLD CAR GUIDE

racing fashion. The pedals, while tiny,
are well spaced within the confines of a
protruding wheelwell and a center
tunnel that serves no purpose ahead of
the shift stick on this rear-engine car
that we could discover. Persons with
overly large feet (or shoes) will have
difficulty in sorting the brake from the
accelerator.

Tucking the Racer into a testing
schedule that has been dominated by
Volkswagens these last few months was
therapeutic because it proved that there
is a way to make small, rear-engined cars
that not only corner well but which are
stable in crosswinds. Without attempt-
ing to define the limit at which the rear
end of the Racer will break loose (and
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Instrumentation, trim and other
creature comforts are fully up to
{talian Gran Turisimo stendards
and 5o too are the rather cramped
Joot controls.

Luggage space in front is minimal
but adequate gear for two may
be carried inside the car. Note
the simple but positive catch

to hold the lid open.

Engine compartment offers excellent accessibility which helps whether you

e

pay for maintenance or do it yourself. Filler above the headers is for gas.

that it will with very little warning) let’s
say that if you can go around a given
comer in a stock beetle at 30 mph
without discomfort, the Racer will take
you around at 50 mph on the same
terms. In other respects, though, the
beetle is superior in its straight-line
riding comfort (on a still day), it won’t
bottom as easily on dips and it’s a shade
quieter.

The factory claims “over 90 mph”
for the Racer but when the yellow or
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caution area of the tachometer begins at
6,000 rpm with a gearing that works out
to where 5,250 rpms equal 70 mph, I
question the adviseability of proving
this claim daily with your car. In fourth,
the Racer requires approximately 600
rpms to achieve each 10 mph increment
of speed so 90 mph works out to
approximately 6,450 rpm, at which
point the engine is falling off in peak
power and the tach needle is hovering at
the redline.

The gear change is rather good,
considering the remote location of the
transmission. All four synchros are quiet
and the throw is on the short side.
There is, though, the usual business of
having to push down and then over, this
time to the right, to get into reverse.
The Fiat people claim that their native
autostradas would be paved with shat-
tered gears were it not for this
protection but hopefully, they’ll some-
day come up with a trigger or push
button to make the transition more
positive. Otherwise they could stick
reverse up alongside first where the
worst that can happen is taking off in
the wrong direction from a stoplight.
There must be half a million American
Muncie four-speed boxes on the road
now with this pattern and these owners
have managed.

Acceleration with two 180-pound
men filling the Racer was less sprightly
than the attendant commotion from the
engine would lead you to expect. Zero
to 60 mph can be achieved readily in 19
seconds by staying in third and the same
technique should be used for passing.
Dropping into third at 40 mph will get
you to 60 in 9 seconds, but if you use
high, it will cost you 3 seconds. Moving
from 50 to 70 mph is a 14 second
proposition and here, of course, you do
have to shift up a notch. Give or take a
second, the Racer and the new 1600
beetle are a close match, performance-
wise, but the Racer will produce as
much as 35 miles to the gallon (31.9 on
the tank that included performance
testing) compared to the maximum of
28.6 we achieved with our most
recently tested beetle. Offsetting this is
the Racer’s premium fuel requirement.

Luggage room -in the front locker is
minimal but when you add in the space
behind the seats, two people can take a
long trip without packing scientifically.
Access to the inside storage area,
though, is marred by the thoughtless
location of the seat back latches. These
are at the bottom center of the seat
back and you pretty much have to kneel
on the pavement to reach in and
manipulate them. Remember, these cars
are so low that you can’t even stand on
the curb and polish the roof without
bending over.

That fact brings me to another
related point which is the little matter
of road clearance. It measures 5.3
inches, presumably from the lowest
point on the chassis, and unfortunately
that low point is the delicately finned
sump casting. Our test racer was only
850 miles old when we collected it and
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the sump already looked like someone
had attacked it with a hammer. This car
is definitely not a candidate for the
Encinada-LaPaz road race or any other
rural trail that has not been graded since
the last rain.

Aside from the excellent disc and
drum braking system which you could
expect in a car of sporting pretense,
three other items of standard equipment
deserve note. One is the major step of
equipping every car with Pirelli radials,
an expense that must exceed the $35
price hike applied to current 850 Fiats.
The other is eschewing the infamous
ignition buzzer in favor of a white
warning light. [ didn’t realize the
substitution was legal but presumably
Fiat learned not to try and fool our
government when, last year, they had to
call back thousands of rear view mirrors
because the reflections were miniatur-
ized. The third item is cheating
sports-minded buyers out of movable
vent panes. The pane is there but it’s
fixed, achieving nothing but the simpli-
fication of lowering the main windows
into the doors. While that may benefit
Fiat stockholders, it does nothing for
either appearance or comfort.

The sales brochure summarizes the
850 Racer rather aptly, calling it “a
beginner’s car...to get the joy of
driving without denting the budget.”
The road is indeed just a few inches
below you and the only thing likely to
get dented is that oil sump. ®

FIAT 850 SPORT RACER
Specifications from the Manufacturer
ENGINE:
Type: Rear-mounted, overhead valve, water-cooled, in-line four
Bore and stroke: 2.56 x 2.68 ins.
Displacement: 55.1 cu, ins. {903 cc)
Horsepower: 58 @ 6,400 rpm

Torque: 47.7 Ibs. ft. @ 4,000 rpm
Compression ratio: 9.5 to 1

TRANSMISSION:

Type: 4-speed, fully synchronous manual
Gear ratios: 1st-3.63, 2nd-2.05, 3rd-1.40, 4th-0.96, R-3.61
Axle ratio: 4.87

SUSPENSION:

Front: Independent, transverse leaf spring with stabilizer
Rear: Independent coil with stabilizer

STEERING: Worm and helical gear, curb-to-curb 31.5 ft.

WHEELS AND TIRES: 5J steel disc with 155SR x 13 radial ply tires

BRAKES: Disc front, drum rear, dual-circuit hydraulic

CAPACITIES:

Fuel: 7.9 U.S. gals

Qil: 4 U.S. gts.
Transmission: 2.2 U.S. gts.
Coolant: 8.0 U.S. gts.

BODY AND FRAME: Unitized

DIMENSIONS AND WEIGHT: Wheelbase 79.0 ins., Overall length 148 ins.,

Width 59.0 ins., Height 48.0 ins., Weight 1,631 Ibs.

This could be a worm’s-eye view of a 48 Ford except that the wheels actually are independent. Note the X-bracing

of the floor pan giving lift points for most any type of hoist.

WORLD CAR GUIDE




Subaru wagon is an eminently stable car at normal highway speeds with lighter steering than will be found
on most front-drive models.

SUBARU STAR WAGON ...
Hard to Beat at $1.899

by Don MacDonald

photos by Lester Nehamkin

CAR AT A GLANCE: Four doors and more room than any wagon
under $2,000. .. Adequate performance with unusual quietness. ..
30-mpg economy . . . Completely stable in crosswinds.

When WCG tested the two-door
version of the front-drive Subaru Star
we flatly stated that its combination of
adequate performance, excellent han-
dling and 30-plus mpg fuel economy
merited rating the car as a best buy and
went on to suggest that “it might even
be the best at $1,697.” The four-door
wagon under consideration now isn’t all
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that cheap at $1,895 and being 110
pounds heavier, it loses a mite of pep,
but its practicality for even a single-car
family can’t be faulted.

There are, in fact, only two wagons
of any kind on the U.S. market for
under $2,000. One is this Star and the
other, Toyota’s Corolla two-door for
$1,836 which, except for a shortage of

doors, has surprisingly similar dimen-
sions including an identical overall
length of 152.8 inches.

Similar figures, however, obscure
some fundamental design differences
between the two cars that determine
which one is the more useful. For
example, the Corolla has a wheelbase of
90.0 inches compared to the Star’s 95.6
and since modern cars of any make seat
people between the wheels, that adds up
to 5.6 inches more legroom. In fact, the
gain is somewhat more than that in
front because the Star’s four-cylinder
engine is horizontally opposed com-
pared to the conventional inline arrange-
ment used by the Corolla and is
therefore more compact. Both have
transmission humps in front but the
Star’s front-drive layout permits a flat
floor in the rear.

None of these factors are important
if either car is used just as a utility
vehicle or for general purposes in a
family with two or even three small
children. The Star, however, can be
comfortably used for cross-country
travel by four adult-sized people where-
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as the Corolla wagon cannot. Thus, in
addition to its obvious utility function,
the Star may be considered as an
alternate to the purchase of a second-
hand, full-size domestic wagon by
families that need this kind of room but
who don’t necessarily want to pay for
the upkeep of a gasguzzling US.
monster, much less chancing the risks
inherent in any kind of a used-car
purchase.

The front-drive layout of the Star
with the engine in front and the
transmission to the rear of the axles
permits a center pivot stéering system
that is light and precise, despite the
nearly four turns of the wheel that are
needed from lock to lock. Steering is
further aided by the inboard location of
the drum brakes in front which permits
a 31.5-foot turning circle, a convenient
figure because most residential streets
are at least 35-feet wide. Then, while
front drive offers no advantage over an

engine and drive at the rear on poor
road surfaces, it is inherently more
stable on windy days. Despite its
lightness, the Star is impervious to
crosswinds.

Like the Corolla, the 62-horsepower
Star engine peaks at 6,000 rpm which
means that most passing maneuvers
between 40 and 70 mph are best
accomplished in third gear. The speed-
ometer is marked in Volkswagen fash-
ion, suggesting that 62 mph is the top
limit for third but 70 is feasible in an
emergency without protest from the
engine. Shifting into high within these
ranges during a pass will add enough
time for:the Lord’s Prayer to be recited
in full. In third, 40 to 60 mph checked
out at 9.4 seconds and an even 16
seconds will see you from 50 to 70
mph. Zero to 60 mph through all gears
but high requires 17.5 seconds but it
should be noted that the test car had a
tacky clutch, making it impossible to
get off the starting line without
time-consuming front-wheel hop and
consequent power stall. The two-door
version of the Star with a properly
operating clutch, tested by us last
summer, showed a zero to 60 time of 14
seconds so allowing for the wagon’s
exira weight, 16 seconds is probably a
realistic estimate of the potential.

The Star’s makers claim a top speed
of 90 mph for all body styles and it’s
undoubtedly achievable on a long, clear
stretch of road. However, using high of
necessity in zero to 75 mph acceleration
runs requires 39.6 seconds and at least a
third of that time is consumed in high at
the top end. Another honest claim is 30
miles to a gallon of regular fuel, giving a

WORLD CAR GUIDE

Tailgate is fomedwﬂom'nvo sections, resulting in a few rattles. fngémous
divided bumper, fuel tank under the rear seat and spare in the engine
compartment permits unusually low gargo floor.
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Styling is free of frills and the wagon version manages to avoid the boxy look of other imports its size. Note
the securely fastened antenna.

The front seats here are in their rearmost position and there is still a

reasonable amount of legroom for passengers. Purpose of bars on
rear windows was never discovered.
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270-mile cruising range and 15 extra
miles to hunt for a station on the
9.5-gallon tank. We achieved 30.5 and
30.3 mpg on the two fills that we
checked, the latter including accelera-
tion tests, and no attempt was made to
drive with economy in mind.

Subara shares a distinction with the
much more expensive Lancia Flavia in
offering one the two liquid-cooled flat
fours on the market today. There are, of
course, a number of aircooled versions
of this configuration, most notably the
various VW plants. All share the
advantage of a shorter, stiffer crank
which adds to the inherently better
balance and smoothness of this design
but there is no way that air cooling can
match the silence of jacketed cylinders
and heads and the absence of a
constantly running, oversized cooling
fan. Then Subaru goes a step further by
employing two radiators, the larger of
the two acting as an auxiliary to avoid
fan usage at highway cruising speeds in
normal climates. The motor powered
fan cooling the smaller radiator only
switches on at a coolant temperature of
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Instrument panel is neatly m‘md in veneer and provides
provides both a glove compartment and a full-length

package shelf. Pedals are well spaced.

Front end layout is unusual with its torsion bar
suspension and drum, finned brakes mounted inboard

adjacent to the differential.

about 200 degrees F which ordinarily
would be encountered only at high
noon on the desert or in heavy summer
traffic. The Star, thus, is probably the
quietest of all the economy cars without
the penalty of heavy and expensive
insulation.

The wagon body is not as versatile as
those offered by Renault and Simca in
that the seat backs cannot be reclined
for “camping,” but the rear cushions
can be folded flush against the front
seat backs for added carrying capacity.
There is also a two-piece tailgate, not
found on most imported wagons, which
adds a measure of security when

WORLD CAR GUIDE

Rear suspension is by torsion bars with an assist
Jrom a centrally mounted coil spring. Care must be

Compact powerplant with its two radiators is
dwarfed by the spare wheel and tire.

exercised in lifting the monocoque body on this

type of hoist.

children are occupying the load area.
Granted, they shouldn’t be out of their
safety harnesses but what parent is
successful in enforcing this rule on a
long trip?

Mechanical details worthy of note
include a very accessible fuse box
located adjacent to the battery in the
engine compartment plus spare fuses
taped to the battery cable; a positive
locking mechanism to support the hood
when it is open; a convenient though
rather tinny pullup parking brake
located between the front seats; the
industry’s most strident key alarm
which fortunately has a quick dis-

connect; a map light built into the
inside rear view mirror; and a vandal-
proof radio antenna that is attached at
two points to the windshield post.

In summary, the Star wagon is
excellent value for very little money. It
has a slight performance edge on the
Corolla and offers considerably more
room without sacrifice of economy. A
disadvantage that will be cured in time
is spotty distribution with the result
that knowledgable service outlets might
be hard to find in some areas. However,
its mechanical simplicity invites owner
maintenance once the six month,
6,000-mile warranty period is up. ®
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NEW CARS FOR 1970

The new 911T adds considerably more authority to the familiar Porsche shape with 142 SAE horsepower and a top
of over 125 mph.

g %‘f’

Closer Look at the Porsche 911’s

5

P

All Porsches now have both wiped and heated rear windows and heat will be added to the [front screen soon along
with, hopefully, an imbedded antenna.

22 MARCH/1970



The full-house 9118 with 200 SAE horsepower rides more softly but still
corners well at speed. At a slower pace it’s a little heavy into the bends.

Text and photos by Sloniger

Porsche has a pattern going. You
progress from a roadable competition
package to the epitome of a grand
tourer within one basic body and engine
set. Then you change the name of the
game.

Your 356 made the cycle from alloy
screamer to sybaritic C model in slightly
more than a dozen years, to be replaced
by that first 911 — a bigger, better car
and a rally winner originally.

Only six years later we have already
reached the 911C plateau with a car
matured into a highway cruiser of
elasticity, elegance and high-gloss excel-
lence. (Their 914/6 arrived meanwhile
to carry those checkered banners.)

Look what a capacity boost to 2.2
liters can do, particularly when the goal
is not merely more ponies but tamer
ones. Power in a 911T (carburetors)
went up to 125 DIN (142 SAE) from
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110 with the peak remaining at 5,800.
And, the top-dog 9118 gained 10 to 180
DIN (200 SAE), developed lower at
6,500 rpm.

More important they have nice flat
new torque curves. There are 130.2
Ibs.ft. in the T at 4,200 and 156.4 at
5,200 in an S (and that at lower revs
t00). The S boasts injection as well as a
9.8:1 compression against a modest 8.6
in the T. Small wonder I was eager to
see what Porsches might do when they
carried an engine silhouette sticker in
the back window with 2.2 writ thereon
in red. .

After 1,400 miles, merely saying that
more bore (84mm with stroke remain-
ing at 66) meant more urge is too easy.
New maturity in both builders and
buyers means you can hear the radio at
100 mph now. In fact this C-series 911
is the first Porsche which might sound

good wrapped around a stereo. tape
deck.

Another nice thing about Porsche is
that they never merely apply the old
bore bar and smile. Alongside greater
power they re-engineer a total product.
But, since a 911T now goes as quickly
as their previous B-series car with
injection, it should have ventilated disc
brakes from that car too.

Other 70 model changes include an
interval wipe stage for the wipers and
two-level sizzle for the rear window
which also has its own wiper. Relocated
heater vents toast the right foot and the
turn indicators have two levels. For
passing you can flick a blink without
the wand locking “on” while harder
pressure puts it into the familiar hold
position until cancelled by steering
wheel return.

A heated windshield is coming for
1970 in a month or so, and the seats
don’t match any more. Passengers
remain coddled and held while the
driver gets a near-sporting model which

is thinner but better braced in back with
more thigh and shoulder support. This
semi-bucket feels lumpy the first five
miles. Thereafter, you can’t imagine
driving a Porsche without one.

Despite the price (roughly $5,000 at
home for a T, half again as much for an
S) Porsche still hasn’t figured out a
symmetrical key which will always slide
into its door lock. Nor have they done
the driver any favors by leaving no
inside handle to pull the relatively heavy
door shut. The pocket is too far forward
for this and too thin for much but
maps, come to that.

To back up punchier engines Porsche
fits a larger, softer, rubber-damped
clutch which still requires a modicum of
talent for smooth departures. The
five-speed box (a T option but fitted to
our test car) is still tricky into first in a
hurry. Thereafter, each cog clicks like
an Apollo linkup provided you aren’t
grabbing drag-strip shifts.

There has been considerable carping
around Germany to the effect that 2.2
Porsches lack handling in the border
realms. For one thing, those limits come
higher now and 55% of the weight still
rides in back. So they do not, in fact,
handle like mid-engined track burners.

C-type 911’s are also softer than
competition cars, which is precisely the
point for open-highway comfort. The T
and S use front torsion bars and shock
absorber legs, not the E’s hydropneuma-
tic leveller. The ride is firmer of course,
and that car carries 6-inch rims while
5-1/2-inch are standard for the T.

I would also be willing to bet that
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Semperit radials are standard
equipment on all C-series Porsches
as is this partly chromed one-piece
wheel with beauty ring.

95% of 911 buyers (T or S) will never
drive their machines near the limits.
Even the remaining 5% won’t do so
except on a skid pad. They would be
crazy if they did. This is not a racer, but
a supremely comfortable way to move
rapidly with safety.

Don’t forget we’re speaking of better
than 125 mph even in the cheapest (if
you can call five grand the poverty
border) T form, not to mention betier
than J40 mph in an S. This Porsche will
go faster in fourth than a T flat out.

A 1970 Porsche sweeps through the
bends, and consequently it won’t dart
around your gymkhana course. The
steering, which feels so solid over 100
on a straight, is heavy in Alpine hairpins
where the car feels next to massive. It
comes on close to neutral initially but
there is plenty of power, eveninaT, to
hange your tail on the throttle setting
any place prudence and skill allow.

My chief criticism of general Porsche
driving is a continued sensitivity to side
winds when you are going high, wide
and handsome. It’s nothing like old-time
Porsches, but still evident on a gusty
day.

Snob appeal aside, the S with
injection is no longer such an advance
over their T with a pair of Zenith triples
unless you dote on ultimate speed. And
if you know where to use that, let me
know.
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This year the 911T instrument panels have the same number of holes as

¥ —

Porsche holds the 1969 Manufacturers Championship and wants everybody
to know it. At the rear a “2.27 decal tells of the new displacement.

senior Porsches and presumably you can order a complete set of gauges.

I couldn’t find a single gulp on
pickup taking a 911T over the top of St.
Bernard Pass. Fuel feed was just as
smooth as it had been near sea level.
This T pulls cleanly from 2,000 in fifth
and still sounds happy as you hit the
6,200 red line, though they have geared
so it is nearly impossible to find a road
long enough to see more than 5,500 in
the overdrive top.

First is only used to move off — and
for just two out of the hundreds of St.
Bernard bends — while II is your spurt
ahead gear and III-IV serve most rolling
needs. Top is a cruiser. In figures, the
gear speeds are 35-60-90-120 and 128

mph, enough to manage a 0-60 run in
9.7 seconds. That’s better than Porsche
claims.

Speaking of revs, Porsche (naturally)
fits a great whacking tach and a speedo
but the other round holes in your
matt-black dash are mostly show. Okay,
a T must be that much more spartan
than the S, but any Porsche buyer will
want more information. You get plenty
in the S, right down to oil level in the
dry sump system without ever leaving
the seat. By the way, it holds 10.6
quarts compared to 9.5 in the T or E.

The S tach reads to 7,200 before
things go red, and shows a power peak
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for closing and they aren’t light.
Electric windows rate as a
desirable option as the hand
winders are tediously geared.

higher than maximum allowed revs in
the T. This S will work below 2,500,
but not happily. Instead, it shows
plenty of punch over 6,000 and screams
off into the distance with that tone
wealthy Porsche drivers love so much.

Yet our test car would idle all day —
okay, clear up to late lunch — at 800
and crawl through the rush hour crush
with docility, once you sorted out first.
An S does 35 in low and 70 in IT which
could get you tagged on many open
U.S. roads with three gears to go. It
reaches 60 from zero in 7.5 seconds.

Anybody laying out the green for a
9118, or T for that matter, would do
well to take electric windows as well.
This sounds soft but their manual
winders are a pain in the neck and
anyway, electric panes suit the newly-
staid image.

It begins to sound like I can’t see a
9118 for the T and in many ways this is
true. Admitting I didn’t drive the S as
far nor over any alps, it achieved pretty
close to even economy but gave more
work. Consumption proved to be 14.8
mpg for the T, and 14.2 for the S which
would go under 14 with identical
treatment. The claimed “norm” of 25

and 23, respectively, would suit U.S.
limits.

For plain Porsche pleasure, detail
quality, fast ease and what was consid-
ered race handling in '63 when the first
911 appeared, a T is all you need.

But also, when the really hot flat-six
in your S winds up towards 7,000,
peasants move respectfully to one side
(good shock color schemes this season)
and any live driver will start figuring
how to convince his wife that only the S
offers real economy motoring.

WORLD CAR GUIDE

The 9118 has a dial for everything and a tach redlined at 7,200 rpm. The
leather covered wheel is one of the goodies you get for your $2,500 extra.

A pair of Zenith triples help to fill the engine compartment of the 911T, giving
about the same fuel consumption as the 9118 with injection.
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for it and the 400 are plastic.

A
QUARTET OF
FIREBIRDS

Ram-air intake for the Trans Am emerges through a hole in the hood. Brittle ABS
plastic spoiler in front is aerodynamically efficient but vulnerable to curb damage.
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Posed from left to right are the Trans Am, Formula 400, Esprit and Firebird. Trans Am spoiler and the hoods

For reasons that are not quite
apparent now that we’ve finally seen
them, Pontiac (and Chevrolet) chose to
hold back the introduction of their
latest sporty cars until mid-February. In
the interim carryover ’69s were built
and sold very well, particularly converti-
bles when word got around that there
would be none in the new line.

The explanation fed auto writers was
that “the ’71s were so hot, we decided
to move them up a year.” The new
Firebird “1970 Plus,” as it’s officially
called, is indeed a nice-looking car but
there is nothing all that radical about it
to account for the delay. Odds are
someone either over-bought compon-
ents for the ’69 models or unforeseen
delays occurred in the tooling cycle
which is an 18-month procedure undexr
normal circumstances.

In any case, Firebirds are now
offered as a single coupe body style in
four series. They’re technically coupes
rather than hardtops because longer
doors eliminate the need for rear-
quarter windows and, of course, this
feature greatly enhances ease of access
to the rear seats. Models include the
base Firebird which is the only one
available with the Chevrolet-supplied,
155-horsepower six-cylinder engine; the
luxury Esprit (pronounced Ess-pree)

MARCH/1970



Formula 400 scoops are functional when ram-air is specified. Forward location is
claimed to avoid the vacuum formed by air passing over the hood.

Twin-snorkle air cleaner is standard on all V-8 models, adding approximately 5
horsepower. Compartment is unusually roomy for a car of this type.
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with a standard 250-horsepower V-8;
the Formula 400 with the familiar
400-CID, 330-horsepower GTO engine
standard, or with optional ram air
boosting horsepower to 345; and,
finally, the Trans Am, a misnomer
because its 400-CID V-8 with standard
ram air is far too large to be eligible for
competition in that type of racing.

Powerplants are for the most part
carryover except for the hole-in-the-
hood type of ram-air intake used on the
Trans Am and the largest of them would
have to be extensively ‘“blue-printed”
after purchase to match the outputs
available in stock form from MoPar or
FoMoCo. This problem is not of
Pontiac’s making; it stems from the
unfortunate parental dictum that no
GM pony car can have an engine larger
than 400 cubic inches, and to extract
horsepower equivalent to, say, the 425
of MoPar’s Hemi from fewer cubic
inches is rather expensive, even at the
factory level.

Wheelbase and exterior dimensions
remain essentially unchanged from pre-
vious Firebirds but the body is an
all-new one structurally, inside and out.
The styling speaks for itself, being clean
and lithe but with no regard whatever
given to such little matters as keeping
the lower body sides clean and protect-
ing the point of maximum width from
parking lot damage. Ventless sideglass,
imbedded antenna and hidden wipers
are not new but deserve noting because
having been designed in rather than
added on, the blending is better.

Major attention has obviously been
devoted to interiors. Most notably, the
pretense of offering accommodations
for three in the rear seat has been
abandoned in favor of two honest and
comfortable bucket seats separated by a
high tunnel that functions as an armrest.
This high tunnel also cures a chronic
bottoming problem experienced by

- previous Firebirds and Camaros, the two

cars, of course, then as now, sharing the
same basic body structure and under-
pinnings.

Another important interior improve-
ment is designing the panel so that the
optional full set of engine instruments
can be built in rather than added on in
the space above the console. Unlike
most domestic cars in its class, you can
get both a clock and a fullsize
tachometer, the tach being tilted on its
side so that the redline appears at the 12
o’clock position approved in drag racing
circles. The most interesting new Fire-
bird instrument, however, is substitu-
tion of a voltmeter for the usual

(Continued on Page 49)
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Cast grille and fender scoops are the only Corvette styling changes.
Exira-cost removable hardtop is available for the convertible.

Sting Ray coupe has built-in roll bar protection. Roof panels over
occupants and rear window may be removed and stored in the car.

CORVETTE

America’s only production sports car
seems to go through cycles where at the
end of the usual three-year run with a
basic body, stylists invariably clutter an
otherwise clean design with non-func-
tional fender scoops and the like. The
scoops were there before, to be sure,
but they weren’t heavily outlined in
chrome. These, plus a new cast grille are
the only appearance changes for 1970
Plus.”

The introduction delay and most of
the engineering effort were occasioned
by the decision to use Chevrolet’s new
454-CID V-8 in the Corvette, replacing
the powerful but obsolescent 427 as the
top powerplant. To put this progress in
retrospect, the punchiest 1969 Corvette
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catalogued was a 427 with three 2V
carburetors rated at 435 horsepower.
This year’s top 454 is rated at 460
horsepower,

The base engine is a premium fuel
350-CID V-8 of 300 horsepower and the
most desirable option is undoubtedly
the 370 — repeat, 370 — horsepower
version of this. While engines that
produce more than one horsepower per
cubic inch of displacement are quite
common in Europe ‘and even Japan,
there are just four manufactured in
America, three of them by Chevrolet.
They make far more sense in a genuine
sports car, which the Corvette is, than
going the cubic inch route with its
attendant imbalance of weight. The 454
Corvette and the 427 before it are not

very forgiving of errors made by the
average driver or even self-styled ex-
perts, for that matter.

A three-speed manual transmission
and the two-speed Powerglide are
thankfully absent from the 1970 specif-
ications. The fourspeed manual is
standard and the three-speed Turbo-
HydraMatic is optional on the base 350
and the 454°s only. Also standard on all
is a locked differential along with the
carryover disc brakes at all four wheels.
These latter, with or without power
assist, are as fine as any system to come
from Europe.

The Corvette body is probably the
safest of any American car because the
fiberglass structure is reinforced with
steel. In coupe form, this includes what
amounts to a built-in roll bar. When the
roof sections over each occupant and
the rear window are removed, this style
becomes for all practical purposes a
convertible. A true convertible, with or
without a removable hardtop, is con-
tinued in the line-up contrary to
predictions that it would be dropped
along with flip headlights in deference
to anticipated safety legislation.
Standard Corvette features include

an automatic washing system for the
headlights, fiber-optic monitors to let
you know that each exterior light is
working, integral head restraints, eight-
inch rims and a unique motorized panel
that pops open to let the windshield
wipers work. The only dimensional
change is a one-inch increase in
headroom for both body styles.
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Standard Camaro has full width front bumper with parking lights under it.

7./_,‘

No Endura (painted rubber on steel) is used in the grille area.

Rally Sport option includes full
instrumentation, now wholly
integrated into the dash. Note
indicator for the transmission
quadrant in the panel.,

CAMARO

The “1970 Plus” Camaro borrows its
frontal appearance very successfully,
particularly in Rally Sport form, from
the Monte Carlo. Then, even though
Enduro rubber is used to outline the RS
grille, there is enough chrome so that
you can tell from a distance that it’s the
front end you’re looking at. Pontiac
GTO’s and Firebirds actually cause
confusion on two-ane highways with
their look alike appearance, coming or
going.

“Another plus derived from the new
body is extending the doors to the rear
quarter or *“C” posts. This gives
S¥%-inches greater access to the rear seat
and eliminates the sometimes noisy
quarter windows. Overall length has
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“Rally Sport” styling option
features Endura housing for grille,
parking lights adjacent to the
main lights and bumper outriders.

been increased two inches but actually,
the whole passenger compartment has
been moved back nearly three inches to
permit a more sharply angled wind-
shield. Oddly enough, however, dimen-
sions already critically marginal in
existing Camaros were sacrificed still
further in the redesign. These include
rear-seat headroom, down 0.6 inches,
and trunk space, short a whole cubic
foot.

Engine availability ranges from the
durable “stovebolt” six of 155 horse-
power to a 396-CID V-8 producing 350
horsepower. The most desirable from a
performance standpoint . option, a
350-CID V-8 of 360 horsepower, if
unfortunately limited to the Z28 model
which means you have to advertise its

presence with “racing” stripes and
plastic spoilers. Someday Detroit (or its
customers) will come of age and forego
such gimmicks which serve only to
attract the attention of the highway
patrol.

The three-speed manual gearbox with
column shift is limited to the six and
the smallest (307-CID) V-8. From there
on in, a floor-shifted four-speed trans-
mission is standard and a three-speed
automatic optional. Customers who
want an automatic six must put up with
the two-speed Powerglide. When the
three-speed automatic is ordered with a
console, the position indicator is located
on the instrument panel. That is an
eminently logical idea but it will be a
little disconcerting to parking Ilot
attendants the first time around.

For the first time in Camaro’s
three-year life span instrumentation has
been well planned with everything

including optional engine gauges located
in front of the driver. Rear seating is a
modified version on Firebird’s bucket
arrangement, with bucket-shaped cush-
ions and a conventional full-width back
rest. The “upholstering” on the quarter

(Continued on Page 50)
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NEW CARS FOR 1970

CAPRI

THEUS.

Except for the square iodide lighting,
the car pictured here will soon be
available in Lincoln-Mercury showrooms
across the nation. It is the German
version of Ford’s Capri, powered by a
V-6 rated at 145 SAE horsepower
without emission control. Price with a
normal complement of accessories
should be under $3,000.

The car fits L-M’s carefully nurtured
- image in that it’s a Maverick-sized

Unlike the Maverick, handling packages have been developed for the Capri luxury car. Power provided is enough to

which gives it a cornering ability on a par with any U.S. sporty car. S,IZOO%E}I)ount;liar }?Oll;in;;() :;hggltl’z;;’

in about 10 seconds. Standard trans-
mission is four on the floor and a
three-speed automatic is optional. Full
engine instrumentation is also standard.

If the first version to be imported
sells well, it ultimately could be offered
in as many as eight models with V-4 and
V-6 powerplants of varying outputs.
Odds are, though, that imports to the
U.S. will be restricted to the V-6 to
avoid parts supply and service training
problems. As with the Maverick, of
course, there will be only one body
style available initially.

As Sloniger has already reported on
these pages, the V-6 has vast untapped
potential in stock form. Ford of
Germany’s rally team has already
developed a modification involving
triple 2V carburetors and Westlake
heads that’s rated at close to 200
horsepower and there’s also a turbo-
charger available for the car on the
German aftermarket.

Patience is sometimes rewarded. L-M
fought hard for the right to market a

Modern full-flow ventilation, as evidenced by the vents in the deck, is built
into every Capri. It will carry four in reasonable comfort,

Full instrumentation is a plus Maverick powered by FoMoCo’s 302-
that you have to pay extra for CID V-8 and was refused. Such a car,
on a Mustang and it’s not however, could hardly appeal to the
available at all on Mavericks. economy minded who are in the
Thick-rimmed wheel, though, majority. The V-6 will, plus having the
is a Capri accessory. added mystique of being an import. e
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Ford’s 1970% Falcon is essentially a cut
price Fairlane 500, being mechanically
and dimensionally identical and with no
styling change other than substitution
of Falcon emblems. It is, though, $127
cheaper in four-door form at $2,500
than the equivalent Fairlane and $156
cheaper for the four-door wagon. The
two-door pillar sedan, pictured, at
$2,460 is not offered'in Fairlane form.
Base engine is a 155-horsepower six but
V-8's are available along with a more
complete line of accessories than for-
merly. Falcon was once the most
successful compact of all with 2.7
million being sold in the 10 years of its
existence.

WORLD CAR GUIDE

A POTPOURRI
OF
NEWCOMERS

We previewed Bertone’s adaptation of a Fiat 128 coupe in page 36 of our February
1970 issue but these pictures will give you a better idea of the latest in shapes for
shopping. The grocery cart literally plugs into the rear of the car. All basic chassis
and mechanical components are retained and according to Bertone's release, series
production is a possibility.
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THE
“THREE
NDRED"
RGEDES

. . . A Modern Day Classic

by Louis Wm. Stejnwedel

This article is adapted by the
author from Chapters 8 and 9 of
his book, “The Mercedes-Benz
Story,” published in September,

1969, by Chilton Book Company,

$5.95 at leading bookstores.

Rather much has been done with
three-liter automobiles over the years.
Walter Owen Bentley built a living
legend at LeMans with his first three-
liter sports machine, still seen by many
as the Bentley. British Sunbeams added
the refinement of a double overhead
camshaft to their three-liter sports car in
1925¢ and became only the second
builder in history to sell this type of
engine. Ettore Bugatti made a quite
grand, if scarce, contribution to the
advance of three-liter lore with his Type
47 Grand Sport, which a 1929 issue of
Autocar described as a car of “sixteen
cylinders, forty-eight valves, two crank-
shafts, two cam shafts, 250 horsepower,
and a weight of five hundred pounds or
two pounds per horsepower.”

But despite W.0.’s charisma and Le
Petron’s monumental machinery from
Molsheim, it was not until the 1950’s
that the threeliter engine was “fully
extended” by the engineers at Daimler-
Benz. From a basic threeliter, six
cylinder, single overhead camshaft
powerplant they created three separate,
superb machines. Each had a distinctive
personality and each stood at the top of
its class. There were a comfortable
high-speed touring sedan and formal
convertible, a fast and majestic Grand
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The Mercedes 300 was Mexico’s official Car of State in 1962 and still is

today. The late presidents John. F. K ennedy and Adolfo Lopez are

shown riding in one here.

photos courtesy Daimler-Benz and the author

Touring car and a spectacular sports
machine which methodically devastated
every competitor in sight to become
world champion. Today, the triumver-
ate of the 1950’s can be viewed in
perspective. Daimler-Benz is currently
working in somewhat other directions
and the three “Three Hundreds” no
longer have exact counterparts. The 250
SL and 280 SL are not quite the same
breed of animal as the 300 SL, the
“Grand 600 certainly outspends the
300 series luxury tourers and the 300 S,
the last great classic, was the end of an
era.

1945 was also the end of an era. In
that year the Daimler-Benz board of
directors declared that the company
“had ceased to exist.” But a skeleton,
mostly on paper and in men’s minds,
did survive among the rubble of
bombed-out factories, and it struggled

along at repair work and later built
pre-war designed 170 S gasoline and 170
D diesel utility sedans. As soon as the
skeleton fleshed out a little the design
department could afford to think of
other things. And the thing it thought
about most was something that was
seldom absent from the Mercedes line, a
fine quality prestige touring car of
advanced engineering. The product of
that thinking was shown for the first
time in the spring of 1951 at the
Frankfurt Motor Show, and the first
“Three Hundred” resolved any doubts
that Mercedes was back in the game for
keeps.

The new Three Hundred sedan was
easily the most advanced touring car on
the road in 1951. While other luxury
marques generally relied on pre-war
technology (and maximum production),
Daimler-Benz extracted extreme effici-
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ency from a modest displacement,
economically operated engine of un-
orthodox design. Bolting a three-liter
(183 cubic inch) engine into a 4,210
pound automobile promised the sort of
soggy performance that the otherwise
sparkling three-liter Bentleys of the
twenties gave when laden with heavy
saloon coachwork. But a special valve
arrangement and an unusual combustion
chamber shape gave the M 186 engine
grand potential. Staggered valve place-
ment rather than a conventional in-line
arrangement was used. The head is
constructed without openings (spark
plugs are fitted through the block) and

i

Author Stienwedel owns this 1955

HER AR R

vintage 300 C, calls it “‘an eminent is cut on a 30-degree slant to match a
touring machine. ” Car has automatic transmission, power brakes, corresponding angle at the top of the
electric load leveler and central lubrication system. block. Pistons are also cut at this angle

and then into a notch which, with part
of the cylinder wall, forms the unusual
combustion chamber.

In the silent, smooth running sedan
the casually tuned engine was a pussycat
at 125 horsepower. But under the velvet
glove was a mailed fist, for it was quite
evident that the M 186 was intended for
uses beyond trundling Ruhr Valley
industrialists about in somber black
limousines. Confirmation of this sus-
picion came the following year when
the 300 S Grand Touring machine was
introduced. The 300 S picked up a
tradition begun back in 1932 by
chefkonstrukteur Hans Nibel who fa-
thered a heroic series of electrifyingly
elegant high-speed touring cars of swing
axle construction which culminated in
the exotic 540 K of 1936. The
compression ratio went up from 6.4 to
1 in the sedan to 7.5 to 1 in the 300 S
and more precise tuning plus three
downdraft carburetors easily raised the

R = i e horsepower to 150 and the speed to a
This special 300 D ceremonial car was built for Pope John XXIII. conservative 110 mph. The next logical

Rear-facing jump seat and styling of the glass area shows it to be the step was an all-out sports car based on
inspiration for the current 600 limousine. the versatile three-liter engine which
would employ Daimler-Benz’s wartime
experience with fuel injected aircraft
engines. But the M 186 engine gave
Mercedes the most attractive assortment
of touring and Grand Touring cars in
the world and it wisely chose to
concentrate on selling these for the
moment.

The 300 sedan was one of a handful
of cars which successfully combined the

classic and the contemporary. It’s pure

i

The 300 S cabriolet landau, built
to order between 1952 and 1957,
commands around $6,000 in
today’s collector’s market. A
total of 760 in three body styles
were built.
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Of the 300 S styles, the fixed-head coupe is the most ©

‘common” and some

think, the most attractive. Movie star Yvette Mimieux is the owner of this one.

The roadster version of the 300 S Mercedes accounted for 194 cars in the

production run, 53 of them being equipped with the 180-hp injected

engine and thus designated 300 Sc.

Skitch Henderson and King Hussein of Jordan were among the owners of
300 SL gull wings. This model was perhaps the most innovative SpOrts

car design of all time.

Mercedes ancestry was obvious at a
glance. Yet it was a totally new car,
physically and mechanically, and not a
re-worked version of an earlier design as
was, for instance, the Silver Wraith
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Rolls-Royce of the same period which
was directly ftraceable to the 1939
Wraith. The Three Hundred was a
staunch machine of stereotyped Teu-
tonic robustness and uncompromising

quality. Each engine was run-in indi-
vidually on a test stand, disassembled
and inspected for needed replacement
parts, Magnafluxed, and then re-as-
sembled and installed in a designated
chassis. In the coachbuilding division
the solid brass brightwork was filed and
fitted to a specific car, marked with its
serial number, and then chrome plated
and installed on the same body when it
returned from lacquering. Its sedate
bearing and quiet elegance took the 300
into prestige and diplomatic circles and
it was soon carrying kings, Popes (a
special 300 was built for the Vatican),
U.S. Presidents, and at least one bona
fide emperor (Haile Selassie of Ethio-
pia).

If you are willing to forego neck
snapping acceleration and do not go
into trauma if you’re not the first away
from stop lights, then the 300 offers
some very rewarding driving experience.
Designed as a high speed touring car, the
300 fulfills this function to near
perfection with an extraordinarily stable
and comfortable ride, cruising all day in
the 80-90 range with all the solidity of a
battleship. Driving one is an eerily
tranquilizing experience; the cares of
life have been known to melt away
under its spell. The road surface is
“civilized” by the superb swing-axle coil
spring suspension and stray vibrations to
the driver’s hands are absorbed by a
separate shock absorber in the steering
system. Fitting softened Konis to the
author’s car reemphasized the 3007
uricanny affinity for the road. Lubrica-
tion of most of the chassis can be
accomplished on the open road by
pushing a plunger over the high beam
switch to operate the central lubrication
system. A switch on the dash controls
the auxiliary electric rear suspension
that compensates for more or less
weight in the back.

The 300 sedan also appeared as a
four door cabriolet with a classic landau
top luxuriously padded with four inches
of horsehair (with a dome light right in
the middle of the convertible top!).
Folded back, the big, baroque top
recalled the elegance of carriage days
and its sheer bulk made the 300
convertible as safe as a hardtop. The
author once owned a 1954 model of
this style that didn’t quite make a curve
at eighty. That fortress of a top
grudgingly yielded four or five inches to
one side and benignly rewarded the
driver with a black eye and a crushed
ego instead of a crushed head.

The 300 S Grand Touring Mercedes-
Benz was, and still is, one of the most

eminently civilized automobiles ever
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The gull wing here is buttoned up for the road. The car stands 50 inches high
with low pivot point, swing axle suspension and a tubular lattice structure
substituting for a conventional frame.

created. Basically a shortened and
lightened version of the 300 chassis
fitted with classic semi-sports bodies,
the 300 S was available on order only. It
was immediately accepted as the glam-
our car of the era and sold to such folks
as the Aga Kahn and Gary Cooper. It
even got into show business itself with
appearances in ‘“Three Coins in the
Fountain” to “The Man from
U.N.C.L.E.” Three styles were available;
a roadster with disappearing top, a
hardtop coupe, and the elegant cabriolet
landau. Interiors offered a cozy little
world of the best rolled and pleated
leather accented by sumptuous slashes
of hand polished walnut wainscoting. In
a sense the car was the best of both
worlds; lively performance and impec-
cable road manners for sporting moods
and svelte style and luxury for hedon-
istic moments. A total of 760 of the
300 S cars were built between 1952 and
1957, with 200 of them being equipped
with the 300 Sc fuel injected 180-hp
engine.

As World War I combat planes flew
higher and higher, the air grew thinner
and in 1915, Daimler engineers looked
for ways to increase the efficiency of
oxygen starved engines. Supercharging
proved a practical answer and the
experience carried over well into peace-
time. Daimler had a marketable super-
charged sports car by 1921, the first of
a heroic series of screaming machines of
the Twenties. In the World War II era
history repeated itself when Daimler-
Benz engineers perfected fuel injection
for high altitude planes and again were
able to re-direct their wartime experi-
ence into building an advanced postwar
sports machine.

When the 300 SL appeared in 1952 it
stood as an amazing anomaly among
sports cars. For the sake of lightness a
conventional frame was discarded in
favor of a stiff “lattice pattern”
structure of steel tubing designed to

(Continued on Page 51)
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The 300 SLR sports-racing car stemmed from this all-out 2.5 -liter Gra
Prix Mercedes of 1954. Its eight-cylinder engine produced 260-280
horsepower at 8,5000 rpm.

After the discontinuance of the 300 D limousine in 1963, the three-liter,

infected, 180-hp engine was adapted to an upgraded 220 Series chassis and
the body called the 300 SE.

The team of Stirling Moss (driving)
and Denis Jenkinson in No. 722
won the 1955 Mille Miglia,

Zenith of the 300 Series, the SLR sports car, won every race it entered
except for the “black LeMans” of 1955 when one of the team cars
crashed into the crowd killing scores and causing Mercedes to withdraw
from both the race and racing altogether.
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It Could Happen to YOUR Volks!
... A Roadside Repair Detailed

by Russell H. Grimes
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BROKEN WASHERS REPLACED BY LOOP
OF CLOTHES HANGER WIRE

RETAINER CLIP REPLACED BY
STRAND OF BALING WIRE

Drawn by R. H. Grimes

Volkswagen dealers and service or-
ganizations dot the world like spots on a
Dalmatian. If your VW needs spare
parts, you can-get them almost any-
where. But, one place you cannot buy
VW parts is twelve miles north of Le
Mars, lowa, on Highway 75. I lay on my
back in the hot August Iowa sun
looking up at a critically sick VW
engine, and wishing that there was a
Volkswagen dealer and a well equipped
parts department right across the road.
But, there wasn’t, and I was in trouble!

My wife and I, and our three sons,
were returning from a camping vacation
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in the Superior National Forest of
Minnesota to our home in southern
Nebraska in our heavily laden 1965 VW
bus, pulling our even more heavily laden
14-foot . boat and trailer. In northern
Iowa, the bus’s ordinarily trustworthy
engine began to make a noise like a
hundred blacksmiths were busily modi-
fying ‘its interior. The power dropped
alarmingly, the hammering increased,
and I had to pull off the highway onto
the shoulder. We were stranded in the
flat, corn covered Iowa countryside.

My car-oriented teen-aged sons
quickly located the area of the pound-

ing. It originated from the left valve
rocker arm cover. We pulled the cover
off, and our spirits fell even lower. The
spring on the rocker shaft had broken,
apparently many miles ago, causing the
valve rocker washers to wear away and
break, letting the valve rocker slide
against the retaining clip. When the
retaining clip broke, the valve rocker
slipped off the valve stem, and that’s
when the banging and crashing started.
The pushrod from the cam forced the
valve rocker to beat against the rocker
cover with the loud, nerve jangling
sound. :
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The first thing I did after seeing this
one-in-a-million failure was to verbally
kick myself for not having our bus
checked by my VW dealer. But, in the
press of time and excitement of going
on vacation, the check was deleted from
our schedule. The time I saved then was
going to be dearly spent on that rocky,
hot and uncomfortable Towa highway
shoulder.

My wife checked the booklet we
always carry listing the addresses of all
the VW dealers in North America. The
nearest dealer was in Sioux City, over
thirty miles away.

We had one chance. If I could
fabricate a replacement of some kind or
other, we could limp on into Sioux City
and get the parts we needed. The fact
that I am a machine and tool designer
by profession and have a pretty good
knowledge of machine practices and
processes was the one good thing we
had going for us.

I told my wife and boys to make
themselves at home in the shade of the
bus, and I set to work. First, I needed a
spacer. I found that a clothes hanger
was close to the total thickness of the
missing spring and washers. From the
tools I carry for our outboard motor, I
utilized a couple of pair of pliers to
form a ring out of the clothes hanger
wire about the same diameter of the
rocker shaft.

It fit beautifully, except for one
thing! It was just a little too thick. But
this was no great problem. When we
camp, I always carry a file to sharpen
the camp axe. With the clothes hanger
wire ring held firmly to the boat trailer
tongue, just a couple of strokes of the
file thinned the wire ring to the right
thickness. By cycling the motor over by
hand, the jammed valve rocker was
freed so it could be pushed back into
the correct position, and the ring
slipped onto the rocker shaft.

So far so good but, finding some-
thing that would work for a retaining
clip was going to be a real problem. I
made several out of the clothes hanger
wire, but failed each time because the
wire was too stiff. Something else had
to be used, and in checking the supplies
at hand, that something else couldn’t be
found.

Our salvation for the difficulty was
in our geographical location. Because we
were in Iowa, the heart of America’s
farmland, the one thing we needed was
in bountiful supply. Baling wire!

I sent the two oldest boys down the

highway a quarter mile to the nearest

farmhouse. Within fifteen minutes, they
were back with a roll of wire. In fact,
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we were all lucky there. I got my baling
wire, and the boys said they had met a
pretty teen-aged farmer’s daughter.

While the boys were discussing their
latest experience, I got back to work at
my latest experience. The soft baling
wire fit the slot in the rocker shaft
where the retaining clip should have
been. I twisted a three-inch piece of the
wire around the shaft and locked it in
place in the retainer slot. The rocker
cover was quickly clamped into place,
and I hoped we were ready to go.

I slipped into the driver’s seat, and
with a cheer and a tear ready for
whatever happened, turned the starter.
The rugged little engine fired right up
and ran as quietly as a Volkswagen can.
Cheers were in order.

When the engine zipped to life, my
wife looked up from the book she was
reading and said, “So soon?” The whole
incident had taken a little less than an
hour. Everyone piled into the bus and
off we drove, carefully, ever so care-
fully, to Sioux City.

We quickly located the Volkswagen
dealer in Sioux City with the help of the

VW dealer directory. I walked into the
parts department with a churning
stomach. My billfold was nearly empty
as the trip and gift shops had taken
most of my cash. I held my checkbook
and credit card tightly in my hand. I
was ready for the worst.

The young man behind the parts
counter quickly found the parts 1
needed. The bill came to exactly eleven
cents. Even after a vacation, I could
afford that!

We left the VW shop, the little engine
and its jerry-rigged repair still humming
away like the day it came out of the
factory. We stopped at some friends in
South Sioux City for supper, and as a
delicious roast was being prepared in the
oven, I crawled under the bus to replace
the repair with the new parts. Every-
thing slipped together like magic. It
took me fifteen minutes.

After dinner, we continued on home
with no more trouble. We have many
memories of our vacation, but the
memory of the VW, the clothes hanger
and the baling wire will be one of the
best. o

OFF THE RECORD

By Ed Reed

"The only thing she knows about cars is that when
a horn blows, she gets in."

o A, EDREED
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Marks at tip of screwdriver were cut

into the radius arm with a cold chisel.
Their position matches grooves placed

in the axle bearing housing at the factory.

Any perfommnce type vehzcle buzlt on the VW chassis usually has its rear suspension After the brake cables have been
decambered. But, it must be able to cover rough terrain without bottoming.

loosened, the shock absorber
dismounted and the axle’s position
marked, it can be taken off the
radius arm as Shown.

DECAMBERING THE VOLKSWAGEN

With the mushrooming popularity of
Volkswagen-based custom cars, dune
buggies and V-rods, fanciers of VW
machinery are routinely performing
modifications on their machines that
would have been unthinkable only a few
short years ago. One of the most
indispensable alterations that the VW
enthusiast, buggy builder or Volks-
rodder must carry out is decambering
the pre-68/°69 rear suspension.

Studying the factory Volkswagen
repair manual or some privately pub-
lished manuals based on this can be as
discouraging as trying to tighten wheel
lugs with a foam rubber wrench. Not
only does the “shop” method of making
rear wheel camber adjustments require a
special bubble protractor and a per-
fectly level work area, but there are
important omissions in many such
books that can trap the novice into
committing some serious mistakes. The
method of adjusting to non-standard
camber described here can be just as

38

by David N. Wenner

Putting together a dune buggy?
Want a better handling Beetle?
You must decamber and here’s the
easiest way to do it.

useful in a dirt-floored chicken coop or
the middle of the desert as on a level
slab of smooth concrete. Although a
ruler might be handy, no measuring
tools are required and the only knowl-
edge of math you’ll need is the ability
to count to ten.

Facts and Figures

The term “camber” refers to the
angle at which a car’s wheels meet the
ground when viewed from a position
directly in front or in back of the
vehicle. If the wheels tip outward
slightly at the top, the car is said to have

positive camber. If the wheels lean
inward at the top, giving the vehicle a
somewhat wider track, it is said to have
negative camber. Wheels that are per-
pendicular to the ground, as they are on
a car having a solid rear axle, have zero
camber.

Earlier Volkswagens came from the
factory with a slight degree of positive
camber. The greater load capacity and
suspension travel which this allows can
be an important consideration when
you've got to make time over a
potholed roadway with the rear seat
crammed with neighborhood rug apes.
However, if your idea is merely a bit of
sporty driving with only yourself and
perhaps one passenger aboard, you can
obtain considerably better handling
from your Beetle by changing the rear
suspension settings so that it has a
modest amount of negative camber. In
addition, when the VW body is removed
and scrapped in favor of a lightweight
fiberglass replacement, it is always
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The radius arm hu v s removed with te hlp 0 a I.S—rﬁm (5/8”) wrench.

Inside are rubber bushings that form the torsion bar’s pivot point.

necessary to decamber the rear end to
get it back down where it belongs.
Remember, though, that these adjust-
ments apply -only to earlier swing-axle
VW’s, and not to the late “double-
jointed” models.

The Volks rear end is sprung by
means of two solid steel torsion bars
that run crosswise of the chassis inside a
large tube located just ahead of the rear
wheels. The inner ends of each bar fit
into splined sockets welded into the
tube’s center. The splines on the outer
ends of the torsion bars accept the
grooved hubs of the radius arms
(sometimes called “spring plates”).
Camber adjustments are made by
changing the position of the torsion
bars’ inner splines in their mountings
inside the chassis.

The inner splines on the torsion bars
have forty grooves and the outer splines
contain forty-four. Changing the radius

~arm’s position on the outer spline one
notch changes the angle of the radius
arm by 8 degrees, 10 minutes, a minute
being 1/60th of a degree. Withdrawing
the torsion bar and moving it one notch
in its mount inside the chassis changes
the radius arm’s angle by an even nine
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degrees. This variation between the
outer and inner splines creates a vernier
adjustment that allows the bars to be
adjusted in increments of 50 minutes
either way.

Step No. 1: Axle Removal

Because the sidescuffing action of
the swing-axle suspension creates too
much friction to let the suspension
move easily up and down with the car
stationary, it is not practical to adjust
camber by measuring the angle of the
wheels as one would do on the front
wheels of a domestic car. Instead, the
radius arms are disconnected from the
rear axles and their downward angle
measured. As we pointed out earlier,
this angle is determined by the radius
arm’s position on the splines at the
outer end of the torsion bar and by the
position of the torsion bar’s inner
splines in their mounting.

Raise up the car (or chassis) and take
off the wheel and tire. Remove the four

nuts that hold the brake cables onto the

handbrake
(13/32)

lever using a 10-mm
wrench. (These nuts are

located inside the passenger compart- -

ment and are hidden by the rubber boot

With the hub cover off and the

rubber bushing removed, pry the
radius arm outward until it slides
off its lower stop.

After radius arm is off stop and
the torsion bar unloaded, mark its
position. This notch will help you
to locate the torsion bar’s original
position if forgotten.

that covers the handbrake lever’s base.)
Freeing the cables is necessary to
provide enough slack for pulling the
axles rearward off the radius arms.

Before unbolting the rear half-axles
from the radius arms it is extremely
imporiant that their original position on
the radius arms be marked. The bolt
holes in the radius arms are oval-shaped
so that the half-axles can be moved
backward and forward once the bolts
are loosened. This is how the toe-in and
toe-out alignment of the rear wheels is
adjusted. Unless the original position of
the axles on the radius arms is marked,
it will be impossible to re-align the rear
end after the decambering operation
without the help of optical wheel
aligning equipment and a trained VW
specialist.

There is already a groove in the axle
bearing housing just above the upper
rear axle mounting bolt. By cutting a
mark in the top of the radius arm that is
in line with this factory mark you can
permanently record the axle’s correct
location. Doing it carefully and accu-
rately will enable you to preserve the
alignment that the chassis was given at

the factory. (Continued on Next Page)
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After marking the axle’s location you
can take out the three bolts holding it
onto the radius arm and dismount the
shock absorber from its lower fastening.
For these two jobs you'll need a 17-mm
(11/16) and a 19-mm (3/4”") wrench.
The axle may then be pulled rearward
and out of the way. If you’ve loosened
the brake cables as described above, the
cable housings should pull away from
the metal brake cable tube where it
projects from the chassis horn.

Step No. 2: Freeing The Radius Arm

The radius arm hub retainer plate is
held in place by four bolts. These can be
taken out with a 15-mm (5/8’") wrench
with no fear of sudden spring unloading.
Not only is the radius arm solidly
supported by the lower suspension stop,
but the torsion bar is practically
unloaded anyway when fully depressed.
Inside the hub retainer plate there’s a
large rubber bushing that surrounds and
supports the radius arm hub. There is a
similar bushing behind the radius arm as
well. However, the arm should not be
taken off the torsion bar until its
location has been properly marked. If
the rubber bushings are worn or cracked
it is highly important that they be
replaced with new ones.

Step No. 3: Marking

Since your goal is to adjust the
camber to a position relative to the
original settings, you've got to make
sure that the original settings are not
forgotten. Using a very large screwdriver
or other suitable tool, pry outward on
the radius arm until it slides off its
lower stop. The torsion bar is now
unloadeq. A reference mark should be
struck into the shock absorber support
casting with a cold chisel to mark the
lower edge of the radius arm. This mark
will be just above the bottom-most hub
cover bolt hole.

The original position of the radius
arm on the torsion bar’s outer spline is
marked by cutting a groove into the

radius arm’s hub. This mark should be
~exactly in line with some easy-to-
remember part of the letters “R” and
“L” that appear on the torsion bar ends.

If you become confused about the
original camber settings while making
your adjustments it is only necessary to
place the hub’s mark in line with the

correct part of the letter “L” or “R” on
the torsion bar and adjust the torsion
bar’s inner spline until the lower edge of
the radius arm is back on the mark that
you made in the shock absorber mount
casting. In this way you’ll never lose
sight of the original suspension settings
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Move The Outer Spline Move The Inner Spline Arm Angle Change

Up 1 Notch Down 1 Notch 0° 50’
Up 2 Notches Down 2 Notches 1° 40
Up 3 Notches Down 3 Notches 20 30’
Up 4 Notches Down 4 Notches &1y
Up 5 Notches Down 5 Notches 40 10’
Up 6 Notches Down 6 Notches 50 0

Up 7 Notches Down 7 Notches 50 50
Up 8 Notches Down 8 Notches 69 40
Up 9 Notches Down 9 Notches 79 30

Mark the radius arm’s original
position on the torsion bar by striking
a notch on the hub’s edge. Torsion
bar is too hard to cut, so use letter
Jor reference.

Negative camber on the rear of this buggy was obtained by moving radius arms up

Torsion bars are marked “L” and
“R” for left and right. Don’t mix
them. Mark on hub can be in line
with bend in letter “L " or one leg
of the letter “R”. (Note comment

one notch on the outer spline. Setting is for good handling with light loads.

during your experiments with various
wheel cambers — even though changes
may be made over a space of several
months. = °

Step No. 4: Adjusting

If you are adjusting the rear suspen-

sion on a chassis that will be used for a
lightweight dune buggy, and that will
seldom be asked to carry more than one
or two people, you can decamber the
suspension with a simple change to the
outside spline only. Just pry the radius

(Continued on Page 5 3)
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WCG WORKSHOP

IN
Your Bus

Notes and Photos by Bill McClure

Slightb: separated here to illustrate
details, the folded box can be
stored in a space less than a foot wide.

Heave-ho! Toss anything you like into the cargo box without fear of
scraich or splatter.

S

Sides and tailgate are held in pﬁzce
by stakes attached to panels and
slipped into sockets.

Do you itch to use all that cargo
space in your VW bus for all the dirty
“hauling jobs that go with home
ownership but hesitate to subject the
interior of your wagon to such treat-
ment?

Well, you can start shoveling. Sand,
gravel, trash — even mud or ashes — can
be heaved into her with never a qualm
about scratches or smudges on her

WORLD CAR GUIDE

1
zih 5 "

Tailgate is keyed into place as on a
pickup truck and built lower than
the sides to facilitate shoveling.

upholstery or dirt and mud on her floor.

How? Simply put a truck in your
bus!

There’s plenty of room for a
lightweight, take-down cargo box that
rivals a small pickup in capacity, and
that barn-size sliding door on your bus
is made-to-order for shoveling. Your
truck-in-a-bus can be assembled in place
in about five minutes after the center

seat is removed and best of all, when
you’re through with the dirty work you
can store the take-apart truck body
along the wall of the garage by standing
the floor, three side panels and tailgate
in a space less than a foot wide.

You can build the whole thing with
about 325 worth of plywood, light
angle iron, some 1x4-inch and 1x2-inch
strips and a little hardware. For another
$10 you can line the truck floor with
sheetmetal to make a smooth and
long-lasting shoveling surface.

The base of the truck box is a piece
of - half-inch plywood for the floor
elevated on 1x4-inch strips to clear the
safety-belt lugs and to accommodate the
stakes that slip into sockets to hold the
side panels and tailgate in place. A
1x4-inch joist or two can be added to
handle extra-heavy loads.

Side panels are of 3/8-inch plywood
reinforced along the top with 1x2-inch
strips and fitted with light angle irons at
the corners to make a dribble-free box.
And that’s about all there is to it. Exact
dimensions and design are up to you. A
few hours” work with simple tools can
put you in the dirty hauling business
and also keep your bus passenger-clean.e
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CLINIC

Questions of widest reader inter-
est will be answered in this col-

- umn monthly. These answers are
prepared by our technical staff
with the help of consultants who

- bave many years of experience

_ servicing the car involved. WCG,
of course, can accept no responsi-
bility for accuracy or applicability
to a given situation although
every effort is made to construe-
tively help readers who have

- mechanical problems with their
cars. Due to the heavy volume of
queries, none can be answered
personally so therefore do not
include postage with your submis-
sions. To be considered for inclu-
sion in this column, send your

" question to: Tech Clinic. World
Car Guide, 4207 Palos Verdes

- Drive South, Palos Verdes Penin-
sula, Ca. 90274, Please limit
quaeries to a single problem and be
as specific as possible.

Volkswagen

QUESTION: I own a ’64 bus and am
interested in decambering the rear
suspension so that the tire treads will
contact the road more evenly. Is it
possible to adjust the torsion bars to
decamber the suspension or is there
another way? My bus is used mainly for
transportation and seldom carries a
load. ;
K.M. Hunter
San Bruno, Calif.

ANSWER: Your question comes at a
fortunate time because on page 38 of
this issue our maintenance editor, Dave
Wenner, describes the whole procedure.
He uses a beetle for his example and his
settings are oriented to dune buggy
usage but your suspension, except for
the heavier torsion bars, is identical and
Yyou can pick the setting that suits your
needs.

42

QUESTION: I have to replace the
clutch on my beetle and wonder what
kind of lubricant is best to use when
installing a new throw-out bearing?
George Reynolds
Boca Raton, Fla.

ANSWER: Original and replacement
throw-out bearings are prelubricated
internally for life at the time of their
manufacture. Many dealers, though,
have found that spraying or coating the
teflon surface of the bearing assembly
with a molybdenum disulfide com-
pound aids in obtaining quieter,
smoother clutch action. One such
product, “Moli-Spray,” is sold in handy
spray can form by the Bemol Corpora-
tion. If you can’t find it at your parts
store, you could write them at 25
Central Ave., Needham Heights, Mass.
02194. Tell them WCG sent you.

QUESTION: I own a ’68 beetle which
is a great little car but it has one
annoying fault. The doors are chronic-
ally loose and rattle when I drive on
bumpy rural roads which is most of the
time. Also, the weatherstripping
squeaks. I have tried to adjust the doors
and I keep the adjusting screws tight,
but it has done no good. What can I do?
And on another but related subject,
would Koni shocks reduce rear wheel-
hop under acceleration on washboard
roads and in deep snow?
Heinz Schober
Verner, Ont., Canada

ANSWER: You don't tell us what part
of the door you're trying to adjust.
Normally, adjustment is made by
moving the striker plates in, a little at a
time, until you get a tight fit that
doesn’t interfere with the proper seating
of the locking mechanism. You can

_probably cure the squeaky weather-

stripping by coating it with household
taleum occasionally. Koni shocks will
very definitely reduce rear wheel-hop
under any conditions. Get the adjust-
able variety if possible.

QUESTION: Thanks much for your
prompt answer to my carburetion
problems in January WCG. Now I have
another one which perhaps you can
answer. How do you adjust the solenoid
operated idle jet? When 1 had the
carburetor off to clean it, it looked to
me like the little screw in the solenoid
was about to fall out so I tightened it.
My VW mechanic, though, says that
they are adjusted at the factory so he
wouldn’t know how to do it himself.
I’'m also puzzled about the top speed of
my bug. Most stock 68 bugs will do 80
mph and I can only do 70 with 1600 cc
barrels and a 3/4 Isky cam. If you have
any suggestions on these problems, I’d
appreciate them.
Gale Reed
Knoxville, Tenn.

ANSWER: The little screw in the
solenoid operated idle jet controls the
contact. Screwed in, as you have it, is
the normal position. Should the sole-
noid fail in the future, screwing it out
will sometimes restore operation. We
suspect your performance problem may
be due either t0o a broken vacuum
advance or poor timing, or a combina-
tion of both. First check the advance
mechanism. Now, since you have a 68
which is not subject to Federal emission
control regulations, set your timing to
33 degrees total advance at 3,000 rpm.
The easiest way to do this is to obtain a
degree wheel, attach it to the pulley
aligning the zero mark on the wheel to

Not for Sale...

Two-Cylinder, horlzontal opposed. water cooled, 5x5-nch. 2328 H. P.,
elliptic :pllmh s"mrh w beels. 94-1nch wheel base, welght, 1,750 1by,
e 51,350 with full lamp eyuipiuent,

full

“See Scrapbook,” Page 54
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Ivcmug Zi ll!u o ﬂe uﬂn m M! m--g hnbc

SON“
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And We think the above pro:
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t scores 10 both Chicago and Milwaukea Sealed
performance Inciuded rins betweon Milwaukes and Chicago. over hills, cauntry ma
W have 4 good agency propost
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e ——

Hoonet Contesty, covering 12 mfles In all without breaking soals. Thiy
ke, Wo claim. 1t o be the ~Host Two.Cylluder Cat In Amrica”
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the existing mark on the pulley {also
zero) and then scribe the pulley again at
the 33 degree point over to the right.
After that you are set to time with a
strobe light for the new setting. We
don’t feel, as you may have gathered,
that the usual static method of timing
VW’s works too well.

QUESTION: I should apologize for
writing you about such a low perform-
ance car, but I feel you can help me. |
have a ’69 Campmobile with a 1600
engine and would like to get better
performance on the road and up hills.
For the last two months I've investi-
gated dual and 2V carburetor kits, but
after reading Tony Hill’s article on
carburetion in your December issue I
thought I should see what I could do
with the existing 30 PICT-2 Solex that’s
standard on the vehicle. This has a
0.116 fuel jet and a 0.125 air jet which I
suspect are on the small side due to
emission control requirements. Can you
recommend a better jet set-up or will 1
have to go to special carburetor kits? If
so, which type of these is the best? I
have an EMPI exhaust extractor on the
car now.

Larry Vorheis

Bethany, Okla.

ANSWER: First, there’s no need fto
apologize for writing us about “low
performance” vehicles. If you turn to
page 10 of this issue, you'll note that we
think they have a purpose. But to
answer your question, since you live in
Oklahoma it is technically legal to
modify your engine after purchase until
such time as that state passes its own
emission control legislation, despite the
Jact that your present jet sizes were
dictated by Federal requirements. We
Suggest that you substitute a 0.116 fuel
{properly called “main”) jet and a 0.120
air jet. We also suggest that you follow
the timing procedures recommended in
answer to Mr. Reed’s query above. If
these changes don’t satisfy you — and
they’re not going to make a drastic
difference in the performance of your
heavy Campmobile — you might be well
advised to purchase either a dual or 2V
carburetor kit from any of our adver-
tisers. Your query as to which one is
best gives us a chance to hopefully
dissipate a storm we raised in January’s
Tech Clinic where we implied that a 2V
set-up with ram manifold was best for
street use. Our source for this statement
was Darryl Vittone of EMPI but Michael
Garber of PolyPad strongly disagreed
when he read it. The two companies sell
competitive products and both com-
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monly check the products of their
compelition on their own dynamomelter
installations. However, test conditions
are not governed by any industry code
as in the case of Detroit horsepower
figures and also, it must be noted that
no two dynamometer installations will
provide exactly the same results. With
that in mind, we relay Mr. Garber’s
feeling that the Vanguard twin carbure-
tor kit his company manufactures has
proved superior to any conventional 2V
kit with ram manifold they have fested.
Mr. Vittone still holds to his original
statement and neither specifically told
us that they had tested the other’s
product. Both agree that the twin 1V
installation is somewhat harder to
maintain  due to more complicated
linkage and synchronizing problems. Mr.
Vittone agrees with Mr. Garber that a
2V kit on a ram induction manifold
with plenum chamber is superior to the
same mounted on a ram manifold
without a plenum or “mixing” chamber.
Mr. Vittone thinks that a 2V Weber
carburetor on a plenum chamber type
of manifold is the overall best when
price Is not a factor; Mr. Garber will
allow only that it might compare
Javorably with his twin 1V set-up for
street use only. Poly Pad makes the rwin
1V and handles the 2V Weber with
plenum chamber manifold under the
Vanguard trademark; EMPI offers only
2V set-ups with and without both
plenum chambers and Weber carbure-
tors. The twin 1V is cheapest, the 2V
with conventional carbureior comes
next and the Weber set-ups are relatively

expensive. We suggest that you contact
both companies (their addresses will be
found in their advertisements in this
issue) for literature and decide for
yourself which installation best suits
Your needs and your pocketbook.

QUESTION: I notice that you cite SAE

horsepower in some articles and DIN

horsepower in others. This confuses me.
How does DIN relate to SAE?

Roland Connery

Brandon, Man., Canada

ANSWER: A simple and reasonably
accurate method of translating DIN
horsepower to SAE is to divide the DIN
figure by 6 and then multiply by 7 to
obtain SAE. SAE is obviously higher
because it is a less rigorous rating
method. However, you've made your
point and from here on in, WCG will
make the computation and print noth-
ing but SAE ratings as of this issue.

COMMENT: In January Tech Clinic,
C.N. McGaughey asked where he could
purchase neoprene valve cover gaskets
for a VW and you stated you did not
know of any except for decorative valve
covers. I purchased a set that fits stock
covers from Diana Import Co. who
advertise in your magazine. Keep up the
good work. Your magazine is most
informative and has helped me over a
few rough spots in my VW ownership.

Ronald Totten

Denver, Colo.

Ed. Note: Thanks, Mr. Totten, for the
information and your kind comment. e
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LET DAVE DO IT
LET DAVTE DD [T

LET DAVE DO IT

FUEL TUBES on carburetors and fuel
pumps are pressed in at the factory.
Unfortunately, they will sometimes pull
out when you disconnect the fuel line,
particularly when the engine is hot on a
summer day and the light metal castings
expand. If you have a chronic problem
with this you can stop it permanently
with — you guessed it — glue/ Remove
the tube, clean the parts thoroughly and
roughen them slightly with sandpaper or
a file. Give them a coating of epoxy
Tesin cement, leaving a bead around the
tube as shown. After a 12-hour wait for
the glue to set, the repair is permanent.
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STICKY PROBLEMS will be our subject this month! Drivers who take care of their
own cars usually spend more time fussing with tubes of goo than the bottle washer’s
assistant in a germ warfare lab. When you have to seal a leak between a window and
its rubber gasket, it's hard and messy work trying to get the cement into the space
between them. To make it easier, flatten the end of a piece of copper tubing, bend it
slightly, and slip it over the end of the cement tube. The flattened end will slide
easily into the crack and get the goo where you want it.

e

WATERPROOF WIRING should be a prime aim in any automotive electrical repair.
After you have spliced two wires or a broken wire together, you cover it with
electrical tape, right? Trouble is, heat, oil and fuel vapors, dirt and old-age tend to
destroy the tape’s adhesive. When it falls off, you're all set up for a dandy short in
the electrical system. Next time You tape a splice, cover the tape with a coating of
liquid rubber. The result is an indestructible weatherproof joint.

4 . i

ENGINE MISSING caused by plug cables that have accidently been pulled out of VW
plug connectors can be a problem, especially when resistance-type cables are
installed. When will those ham-handed gas pump jockies ever learn not to yank on
the wires to disconnect them for a plug change? Here's a permanent way to foil them
and also make your wiring more waterproof. G/ue the cables to the connectors with
trim cement. When you have to change cables you can still save the original
connectors by dissolving the adhesive with paint remover. | wouldn’t be without it
on my bug! — Dave Wenner
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by Tony Hill

The subject of exhaust tuning,
particularly on Volkswagens, is a con-
troversial one and to this day experts
disagree on some of the techniques
involved in applying the theory of air
waves to extract more horsepower from
an engine. All agree, though, that what
they’re trying to accomplish with a
tuned exhaust is to remove all of the
burned gases from the cylinder by the
time the piston reaches the end of its
exhaust stroke. And, in addition to this,
if you can at the same time create an
additional degree of suction as the
intake stroke commences, so much the
better.

The basic reason for striving at
perfection in the scavenging action is
that even a trace of burned exhaust
gases remaining in the cylinder will
dilute the incoming mixture and thus,
the full output potential of the engine
will not be realized. Once the piston has
reached top dead center of its exhaust
stroke, it has done all it can do in that
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cycle. You can, though, materially
increase the overall scavenging efficien-
cy by overlapping the operting of the
intake and exhaust valves (described in
this column last September), reducing
friction in all of the openings and
passageways involved (to be discussed in
detail at a later date) and, by “tuning”
the exhaust system itself which is my
topic for this month and next.

To fully understand the problems if
not the solutions involved in designing
an optimum exhaust system, one must
visualize what takes place exactly 25
times a second in each cylinder of a
Volkswagen engine running a full-race
6,000 revolutions per minute. At the
instant the exhaust stroke starts, a
positive pressure wave is created that
will emerge through the exhaust port
and into the manifold or header and
muftler, if any, at the initial rate of
approximately 1,700 feet per second.

Then when the individual pressure
wave reaches the end of the exhaust

PERFORMANCE CORNER

EXHAUST TUNING...PART |

piping another, negative, wave is created
which theoretically should travel with-
out loss of efficiency a reverse route
back to the cylinder and aid in pulling
out left-over, burned gases. This re-
flected wave accomplishes what is
technically known as rarefaction, a
word defined by Webster’s as “to make
less dense.” In current day terminology
used by the speed equipment manu-
facturers, an exhaust system designed to
take advantage of the reflected wave is
called an “‘extractor.”

When this negative, or vacuum wave
reaches the exhaust valve, it sets up a
low pressure area in the vicinity and the
high pressures being created by the
piston moving up on its exhaust stroke
will naturally flow more directly to the
valve rather than wasting energy swirling
around uselessly in sealed areas of the
cylinder. It follows that the higher the
pressure differential at the exhaust valve
opening, the faster and more efficient
will be the scavenging.

The effect of the negative wave is
cumulative. It not only “dumps its
vacuum” to help suck out additional
gases but changes back into its original
positive form, reverses direction and
races back out the exhaust system to
further aid extraction. As the exhaust
valve goes through its cycle of opening
and closing, this business of positive and
negative waves traveling back and forth
through the system occurs continuously
as long as the exhaust valve is open.
Obviously, since the valve is opening
and closing 25 times a second at top
engine speed, the speed and frequency
of these waves are hardly measurable
with commercially available instru-
mentation. In practice, the various
speed equipment manufacturers design
by trial and error and test the various
configurations either on a dynamometer
or on the track and therein, of course,
lies the continuing controversy over
details.

Thus, the secret or mystique, which-
ever, to exhaust tuning is to control
the last pulsation, or cycle of negative

(Continued on Page 54)
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ca r‘S new products

This is an editorial report and not an offer for sale on the part of the publishers. Every effort has been made to ensure accuracy, but please note
that prices and availability are subject to change without notice. Manufacturers who wish their new products considered for publication in this
section should send a brief description like those below and a glossy photo to: World Car Guide, 4207 Palos Verdes Drive South, Palos Verdes
Peninsula, Ca. 90274.

ideas services

JEEPERS! NEON PEEPERS

These “Eye-Lites” would seem to be
a handy way to get hands-free illumina-
tion for road-side car repairs, map read-
ing, gifl watching or you name it. They
operate from two dry cells and will fit
over your glasses. Cost postpaid, less
batteries, is $7.50 from Eye-Lite, 1697
Elizabeth Ave., Rahway, N.J. 07065.

STABILIZER FOR BEETLES

Claimed to reduce up to 90%of the
effects of side or crosswinds — which if
only partially true would make it a
bargain at any price — is this new
stabilizer that bolts onto any ’55-°69
beetle. Made of aluminum, the seller
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says that the device creates reduced
pressure under the car which holds it
more firmly down on the road. The
higher the speed, the more effective the
stabilizer becomes. At least it’s not
obvious cop bait like the units supplied
with some of the Detroit muscle cars. It
measures 32 x 10 x 3 inches and will be
shipped to you postpaid complete with
mounting hardware and instructions for
$16.50 from J.C. Whitney & Co., 1917
Archer Ave., Dept. 461, Chicago, Il
60616.

MORE POWER FOR DATSUNS

Latest effort of Brock Racing Enter-
prises is the Datsun 2000 U-20 series
racing pistons for the 2,000-cc Datsun
roadsters raced so frequently in SCCA C
and D Production classes. Designed by
Brock and built by Venolia, these
pistons have a compression ratio of 12.5
to 12.8 to 1 and come with taper
ground 4340 alloy piston pins. No

milling of the cylinder head is necessary -

but combustion chamber rework is
required for installation. A set of four
may be had for $144.70 from Brock
Racing Enterprises, 137 Oregon St., El
Segundo, Calif. 90245. They’re present-
ly available, though, only in 0.040
oversize.

CUSTOM ENGINEERING FOR VOLKS

Giant bore 92mm sets and 82mm
stroker roller bearing crankshafts for the
Volkswagen are always in plentiful
supply at Competition Engineering but
even more important is the quality of
the machine work performed in this
shop to mate these goodies to your
engine. A multi-thousand-dollar Bridge-
port milling machine with special
fixtures and cutters is used ito achieve
the rigid tolerances so vital to these
adaptations. $1 will get you a catalog, -
decal and more details on custom
machining costs for VW and Porsche
power components. Write Competition

Engineering, Dept. WCG-15, 2095
North Lake Ave., Altadena, Calif.
91001.

OPEN-END RATCHET WRENCH

Nothing is more convenient and
faster to work with than a ratchet
wrench but we’ve never seen one of an
open-end design before. Trufit now has
it, though, and they call it the
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“Pawlock.” It’s sold in hardware and
variety stores in a kit containing the five
most common sizes — 3/8, 7/16, 1/2,
9/16 and 5/8 inches. You never have to
re-position this wrench and you don’t

even have to align it on a blind hex
nut. The suggested retail price is $18.95
for the set and if your local dealer
doesn’t yet handle it, write Trufit Indus-
tries, 16490 Woodward Ave., Highland
Park, Mich. 48203,

WORLD’S CHEAPEST TOW TRUCK

Not really a tow truck as such but an
adaptation for your existing pickup
truck is the Mini-Max which has a lifting
power of up to 4,000 Ibs. and costs less
than $400. Installation can be made in
10 minutes and it’s equally easy to
remove if your truck is required for
conventional duties. One man can
operate it and turns of up to 60 degrees
can be made with a vehicle in tow. To
buy one or to obtain an area dealership,
contact Richard Harris, VP, Hou Chem-
ical Company, Box 941, Decatur, Il
62525

Hahd.
PREVENT BATTERY CORROSION

Corrosion around the terminals not
only drains battery energy but it’s
unsightly as well. Coating with grease
helps except that it’s difficult to protect
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the area between the cable clamp and
the battery post where protection is
needed the most. These new “Battery
Savers” are claimed to increase battery
life by 50% when installed as directed.
Secret of the device is its vinyl
honeycomb core construction which
suspends ordinary motor oil and pro-
vides a continuous flow of anti-corro-
sion lubrication by capillary action to
all parts of the connection. Installation
is simple, fast and can be performed by
anyone. Price is $1 per set postpaid
from Jaqueline Todd Mail Order, 53
Moundview, Jackson, Tenn. 38301.

SHIFTER FOR BEETLES

This “Formula Vee Competition
Shifter” completely replaces the whole
gearshift lever mechanism on all Volks-
wagen sedans from 1958 through 1970.
A springloaded reverse lockout is
provided that eliminates pressing the
stick or pulling a ring to engage reverse.
The regular VW shift pattern is retained
but this shifter provides a shorter throw.
All wear points are protected by nylon
bushings and thrust washers, including a
bearing quality nylon ball on the linkage
engagement joint. The average home
mechanic can install the unit himself by
first removing the regular VW shifter
completely, including the reverse gear
locking plate, and bolting the new part
in its place. The price is $42.95. For
further information contact Vanguard,
Inc., Box 405WCG, Medina, Ohio
44256. bl

WORLD
CAR GUIDE

Continuing the tradition and
high editorial standards of
Foreign Car Guide — NOW
complete coverage of latest

imports plus new domestic
P r

competition.

Keep tabs on the latest foreign im-
ports. Know what Detroit is doing
with its compact “‘anti-imports” . . .
plus valuable how-to and technical
articles edited by national and inter-
national automotive experts around
the world.

WORLD CAR GUIDE Magazine
OFFERS YOU 12 ISSUES

FOR ONLY $6.00
or 24 BIG ISSUES FOR $11.00

[] Here’s my check for $6.00

[] Here’s my check for $11.00

NAME

ADDRESS

CITY

STATE ZIP

MAIL THIS COUPON TODAY TO:
Rajo Publications, Inc. 319 Miller Ave.

Mill Valley California 94941
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NEWS FROM THE

The VWCA, P.O. Box 963, Plainfield, N.J., 07061 is a non-profit organization dedicated to
helping the VW owner enjoy his car to the fullest. For more information send 25 cents for
postage and handling to the above address. Annual dues $7.00 plus $5.00 initiation fee first

Compiled by Carole Kepes

TRUSTEE MEETINGS — WHY?

Most local clubs have a Trustee, and
three times a year (excluding the
convention) most trustees assemble at a
pre-determined location for a meeting
of the Board of Trustees. At these
meetings the policies and actions of the
Volkswagen Club are made and ap-
proved.

There you have a brief but accurate
description of what comprises a meeting
of your Board of Trustees.

You should be there. Or your
Trustee. Why? Because attendance at
the board meetings brings to each local
club a greater awareness of the why and
how of the Volkswagen Club of
America. Your Trustee should be there
to make known the wishes of your
Local. You should be there to make
your wishes known to your trustee, and
to give yourself this broader under-
standing of your national organization.

My own local club-existed for many
years without a Trustee, trying to garner
national information from Board meet-
ing minutes which few of us bothered to
read anyhow. As a result we were
frequently unhappy about decisions
which were made affecting us, unhappy
because this ghostly “National” didn’t
explain things to us, and disgruntled
because no one asked our opinions. Who
did this “National” think it was raising
our dues, for instance, without consult-
ing us?

We finally sent a Trustee to a
meeting (one of our more mercenary
members, me, who realizes that most
expenses were paid by “National” with
an assist from our local), and found that
we had as much say as anyone else as to
what was done to affect our club on the
national level. This Trustee also report-
ed to the local on the actions taken by
National and carefully explained these
actions to us. Wonder of wonders, we
no longer had to direct our anger at an
unknown ‘‘National;” we could now
heap abuse upon a tangible object, our
Trustee. If he were not persuasive
enough to run our pet programs through
the gauntlet of the Trustees meetings,
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we had no one to blame but him, for
going ill-prepared or for voting against
us at the final roll call. But now we were
a part of things, no longer step-children
sulking in the boondocks. Now we
could see the benefit of belonging to
National, taking an active part, and we
were even conceited enough to believe
that National was also receiving the
benefit of our membership.

If you have something to say to
National, a pet program, an idea of
benefit to all, tell it to your Trustee —
ask him to bring it to the Board meeting
and explain it to us. I can assure you it
will receive thorough discussion, and be
voted for or against on its merits.

If you are a member-at-large, there
are three Trustees-at-Large to represent
you. If you would rather deal direct,
drop a line to me, Glen Wells at R R.
No. 2, Ankeny, Towa 50021, and I
promise to bring your idea, your
problem or your gripe before the board
for consideration. Better yet, come to a
Trustee meeting and present your idea
yourself. You have as much right to be
heard as anyone, and we are there to do
your bidding. See you at the next
meeting?

Glen L. Wells
Chairman of the Board of Trustees

Towa.

National Con-
CHy N T

2.
iy

year. Dues include subscription to this magazine, WORLD CAR GUIDE.,

SECOND MEXICAN TOUR

The itinerary has been set up for the
second Mexican tour, with departure
date from McAllen, Texas, set for June
14, 1970. Contact Florence Killian for
additional information.

HAVE YOU ANY QUESTIONS?

- If you have any questions concerning
VWCA activities in the following areas,
write directly to the committee chair-
man listed:

MEMBERSHIP — VWCA  Member-
ship office, 10100 Gregory Ct., St.
Louis, Mo. 63128.

ACTIVITIES — Bill Morris, 12447
Sharon Rd., Oakley, Michigan 48649.

CLUB HOST — Ted Ubbelohde, P.O.
Box 395, Davenport, [owa 52805.

CLUB TOUR — Carl Ziemann, 910
S. Stewart, Lombard, [llinois 60148.

RECRUITING — Maria Grayson, Rt.
No. 1, Box 174, Dittmer, Mo. 63023,

MEXICAN CARAVAN — Florence
Killian, 6123 Lillian Ave., St. Louis,
Mo. 63136.

OFFICERS
Harry E. Raymond................... President
William E. Percival............ Vice-President
Maude E. Brown............ i Secretary
William E. Kirby....................... Treasurer
Maria Grayson.......... Recruiting Director
Bill Morris................... Activities Director
T. R. Ubbelohde........ Club Host Director
Carl Ziemann..................... Tour Director

Gaston Krishman,
Public Relations Director

National Trustees: G. Wells, Chrm., J.
Eberle, F. Caruso, P. Trexler, R.
Sellenriek, E. Hodovanec, G. Manning,
A. D. Pittenger, R. Eikenberry, R. Cox,
M. Goldstein, D. Heil, C. Kepes, D. F.
Moore, C. Logan, D. Schumacher, R.
Doran, R. Lutte, H. McClevey, D.
Liebherr, P. Ewans, B. Volkmer, D.
Arett, R. Chipmen, D. Kline, E. Miller,
D. Stanina, J. Freeman.
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vw B“S (Continued from Page 13)

misleading as it’s not spongy and
control is good, thanks in part to double
acting shock absorbers and the constant
spring rate inherent in the torsion bar
system used fore and aft.

The detail finish is exceptionally
good, even by Volkswagen’s traditional-
ly excellent standards and here, of
course, is the visible evidence that the
VW bus is not just a van outfitted with
seats and windows. Its vices are the
traditional ones associated with the
products of Wolfsburg (or rather Han-
over in this instance) and include
perhaps the most inaccessible of all the
inaccessible batteries in the family and
susceptibility to wind wander. It’s not
just a matter of lifting a seat cushion
with this battery; you have to remove it
(first removing the air cleaner) from its
hiding place in the engine compartment
to even check the water level. The wind

wander is to be expected from any van
shape but obviously it’s aggravated by the
machinery being concentrated at the
rear. At least the steering is not as
precise as that of the squareback or
beetle so there is less danger of
overcorrecting. :

This vehicle is easy to summarize. If
you like the practicality offered by the
van configuration and are more con-
cerned with exceptional resale value and
22-mpg economy than you are with
performance, buy the VW bus in
preference to domestic offerings. Re-
member, though, to drive defensively as
there is no power whatever in reserve to
bail you out of an error in judgement at
today’s highway speeds. Also, there’s
precious little structure in front of you
and yours should you ever have to pay
the piper. °

FI RE BI R DS (Continued from Page 27)

Plain Firebird is perhaps the prettiest of them all, being unencumbered.by
add-ons. Electrically heated backlite is optional, imbedded antenna and hidden
wipers standard,

ammeter. If the needle reads 12-13
volts, you know that the battery is fully
charged. If it drops to 11 after a cold
start and fails to recover, you know that
something is wrong with the charging
system as would be true if it climbs
much above 13. The system makes
sense, compared to vague “charge”
“no charge” readings on an ammeter or
the even more vague warning light but
it’s doubtful if the average driver w1]l
comprehend the instrument.

Owners of a variety of imports
costing a third as much as a Firebird
that have featured standard disc brakes
at least at the front for years can take
some satisfaction from the fact that
these are now standard .on the Pontiac
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product. Power assist remains optional,
meaning that under the new safety rules
a pedal pressure of 150 pounds will
achieve something approaching a max-
imum stop. That’s a lot of pressure,
though, to expect a woman to apply.
Along with assisted braking, power
steering is a highly desirable Firebird
option because it is superimposed on
what wused to be known as the
“fast-manual” ratio. In this variable
ratio design, it gives you 14.5 to 1 for
easy parking and a fast 11.1 to 1 for
normal road maneuvers. An optional
14-inch wheel features a thick rim with
a leather cover.
Transmission choices include a stan-
(Continued on Nexr Page)

AUTHORITATIVE TECHNICAL
MANUALS ON VOLKSWAGEN
AND PORSCHE CARS
By HENRY ELFRINK
Suitable for workshop, owner or enthusiast

All our manuals give very comprehensive serv-
icing and repair instructions on engine, trans-
mission, electrical system, fuel system, running
gear. Exploded views, wiring diagrams, etc., etc.

VOLKSWAGEN TECHNICAL MANUAL
(1200 MODELS)

A comprehensive manual on the 1950 through
1964 beetles, also covering the earlier engines
and spllttype transmission, early front suspen-
sion and steering boxes. Sections on speed-
tuning, by-pass oil filter, tolerances and wear
limits, chassis numbers, etc. 256 pages, about
300 ill. $3.50 per copy, postage paid.

VOLKSWAGEN 1300/1500
TECHNICAL MANUAL

This manual cuvers the latest beetles powered
with the 1300 and 1500 cc engines. A 328 page
book with hundreds of clear illustrations in-
cluding many exploded views showing the exact
inter-relationship of the various parts. Very con-
venient are the color-coded wiring and chassis
diagrams. Sections on dual circuit and disc
brakes, tolerances and wear limits, etc., etc.
32'8d pages, over 400 ill. $5.00 per copy postage
paid.

VOLKSWAGEN 1600 TECHNICAL
MANUAL

A large technical manual similar to the one
described above but covering the VW 1600 type
3 models, such as the Variant and the fastback.

- Price $5.00 per copy postage paid.

PORSCHE TECHNICAL MANUAL

An outstanding technical book on Porsche types
356 A, B and C. 288 pages of solid technical
information for owner, mechanic and engineer:
Thz only privately published book on the Porsche
that can be used in the workshop. 288 pages,
hundreds of illustrations, $5.00 postpaid.

PACKAGE OFFER! We offer a $1.00 discount on
the purchase of any two titles, $2.00 discount
for three titles and $3.50 off for the complete
series.,

VOLKSWAGEN FUEL INJECTION
TECHNICAL MANUAL

A technical manual on the VW electronic injec-
tion system covering operation and servicing.
Price $2.50 per copy postage paid.
Write to: HENRY ELFRINK AUTOMOTIVE
P.0. Box 20367, Los Angeles, California 90006

ror: VOLKSWAGENS

CHROME & CUSTOM WHEELS

TIGER & WALNUT CUSTOM KNOBS
SPECIAL DESIGNED EXHAUST SYSTEMS
POWER EQUIPMENT FOR VW
MISCELLANEOUS GOODIES FOR VW
DOMESTIC - FOREIGN CARS

@ CHROME & CUSTOM WHEELS

I

VAL R. AGUAS CO.
4015 W. MAGNOLIA BLVD

BURBANK, CALIF. 91505

WRITE FOR FREE LITERATURE.
O e B e
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BLAUPUNKTFIDELITY

HIGH

THE HALLMARK OF QUALITY
SEND FOR FREE ILLUSTRATED BROCHURE OF
CUSTOI!I.AUTO INSTALLATIONS

. CUSTOM-MADE
KHMEI]R G

DANISH ROSEWOOD GEARSHIFT KNOBS

- complete with choice of
deep-set insert:

4-speed shift pattern $39E
Automatic shift pattern £ac W
Surfer’s Cross (specify) ‘

CATALOG POLY PAD IMPORTS
$1.00 - *°° 5000 BROOKPARK ROAD

Not for sale...
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CLEVELAND, OHIO 44134
See “Scrapbook,” Page 54

1923

Today you may be driving an open roadster or touring car—with
nothing to protect you from the bitter snow and storms of winter.

Tomorrow, by the installation of a Rex Top, you can be riding
in a snug coupe or sedan, a smart creation of graceful flowing
lines, deeply beveled plate glass, and other luxurious appointments.

Perfeat ventilation (s asswred by tha pasily llfdﬁl woin-
doiet andne ‘palenisd Rew Raay Fanel -fﬂ
) ot

nat 4n e, 0 nomﬂlﬂult !y X M‘
With its design ** hand-tailored ™ to harmonize perfectly with the
lines of your particular car, the Rex Top gives you all the comfort
and distinction of the closed car—at a cost made possible only

by the great production of the world's largest manufacturer of
automobile tops.

Rex Tops are immediately available for all of the cars listed below
and are installed in a few hours by any dealer for these cars.

Buick Lexingion Haynes Cleveland
Essex Hupmobile Nash Studebaker
Dodge Brothers Reo Hudson

REX MANUFACTURING COMPANY, CONNERSVILLE, INDIANA S

Nanufactured under loonss in Oansda by Corrlage Factories, L3d,, Orillia, Ontaria @ == @

FIREBIRDS

{Continued from Page 49)

Painted rubber bumper, called
*“Endura,” is used for all Firebirds.
1t will absorb a 2-3 mph parking
lot impact without damage to
either car.

dard three-speed box made by Inland
with the shifter on the floor, a
Hurst-gated four-speed by Muncie and
two- and three-speed automatics.
Choose either the Hurst or the three-
speed automatic with the optional dual
gate that allows either manual or

machine shifting. The two-speed auto-
matic is an obsolete slush box and the
three-speed manual will hurt you at
trade-in time. ®

CAMARO

(Continued from Page 29)

panels is a cheap looking and uncom-
fortable hunk of stiff molded plastic.
Camaro has abandoned its single-leaf
rear springs on all models in favor of the
multi-leaf variety and shock absorbers
are staggered on all. If you order the
“sport” suspension kit springs remain
the same and soft, but you get
heavy-duty shocks and stabilizers fore
and aft. The resulting ride is not quite as
tooth rattling as Detroit’s normal
concept of what a sporty ride should be.
Someday, perhaps, their engineers will
discover the Citroen or the Renault 16,
or even one of the newest VW busses,
and discover what can be accomplished
with advanced springing concepts. (]
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MERCEDES

(Continued from Page 35)

Singer Enzo Stuarti is much more
fond of his 300 SE cabriolet with
air suspension than he is of

his spaghetti sauce commercials
but realizes that the one pays

for the other.

handle all the stress so that no member
was ever subjected to a bending
moment. The result was that a very light
body could be used. Beginning in 1954
the famous gull wing coupe with
roof-hinged doors and standing a scant
fifty inches high was offered to the
public, and an open roadster version

©

followed later. Access to this contem-
porary classic can be a trifle precarious
but there are compensations, like
watching a mini-skirted passenger trying
to mount gracefully.

Into this unique chassis the final
expression of the M 186 (the M 198)
engine was laid obliquely at a 40-degree
angle to preserve the low silhouette and
visibility. The 300 SL engine was fed
with a direct fuel injection system
which, for all its notoriety, is often
misunderstood. Despite its computer-
like-complexity, the Daimler-Benz ein-
spritzer works with a deceptive sim-
plicity. Fuel is pumped from the gas line
directly to injection nozzles located just
above each intake valve. At this point
the gasoline has not yet been atomized
with air and can be metered very
precisely into the cylinder according to
need, assuring that the mixture will
never be too rich or too lean. Then, the
measured fuel is fed into the cylinder,
mixed with air, and ignited.

The advantages of doing things this
way instead of atomizing fuel in a
carburetor and sending it through an
intake manifold to the cylinders are
several. First, because there is always

just the right air-fuel ratio, there is more
complete combustion and the engine
runs more efficiently and produces
greater torque over the whole range of
engine speeds. Secondly, at equal power
output a fuel injected engine will use
less fuel than a carburetor-fed engine of
identical specifications, a valuable edge
in racing. Finally, because of their more
completé combustion, fuel injected
engines send less pollutants out the
exhaust, a factor which is now causing
engineers to look hard at simplified
versions of fuel injection (e.g., the now
familiar electronic Bosch system on the
1600 Volkswagen) as one of the answers
to air pollution problems.

Fuel injection. did astonishing things
for the basic 300 engine. Tuning and
triple carburation had raised the 125-hp
sedan engine to 150-hp in the 300 S GT,
and now fuel injection of the same
engine gave the standard production
300 SL 250 horses and a top speed of
168 mph! Armed with this machine and
the organizational talent of crack
rennleiter Alfred Neubauer and Racing
Director Rudolf Uhlenhaut, Daimler-
Benz proceeded to stun the sporting
world with an unmatched series of

SEMPERIT

TOUGH TYRES FOR
TOUGH CUSTOMERS

The Austrian Alps challenge Europe’s most -experienced rally drivers.
Treacherous surfaces and rugged terrain demand the utmost from man
and machine in negotiating these tortuous roads.

SEMPERIT tyres were born and tested in this area. They represent the
finest product available today. If you understand Sports and GT driving
— you’ll understand Semperit Tyres.

SEMPERIT RADIALS are original equipment on PORSCHE . . . Superior
handling reported by independent test on VOLVO . . . The Semperit M
301 Sport Tubeless is the “hot” tyre on VOLKSWAGEN'S Formulae
Vee ... and original equipment on SAAB!

Go the rugged way . . .

SEMPERI

Go the safe way . . .

Semperit of America, Inc., 151 Ludlow Avenue, Northvale, New Jersey 07647
Phone: New Jersey (201} 768-8340 New York (212) 279-8956

RADIALS:

Go SEMPERIT!

IMPORTERS-DISTRIBUTORS: Anderson Tires, Inc., 10821 S. Hopper Ave., Los Angeles, Calif. (213) LO 4-5611 /
Anderson Tires, Inc., 1280 N. Tenth Street, San Jose, California (408) 293-6073 / Anderson Tires, Inc., 1955 First
Ave. S., Seattle, Wash. (206) MA 2-5542 / Broadway Tire & Rubber Co., 555 Hackensack Ave., No. Hackensack, N.J.
(201) HU 8-6100 / European Auto Parts, Inc., 125 West 12th Ave., Denver, Colo. (303) 222-0833 / Import Motor
Parts Co., Inc., 4133 S. LeJeune Rd., Miami 46, Fla. (305) 444-6508 / Public Service Tire Corp., 175 Hempstead Ave.,
W. Hempstead, N.Y. (516) 483-8332 / Public Service Tire Corp., 1244-1250 Bedford Ave., Brookiyn, N.Y. (212) 783-3106
/ Ro-co Auto Supply, 2372 Irving Blvd., Dallas, Texas (214) ME 1-1880 / Semperit Tire Midwest Inc., 411 W. Harrison St., Oak Park, 11l. (312) 383-3889 / Shofer Tires, Inc., 901 S.
Hanover St., Baltimore 30, Md. (301) LE 9-4036 / Shutt Tire Co., 91 N. Beacon St., Watertown, 72, Mass. (617) 924-1680 / Sempkurt Sales Ltd., 215 East 2nd Ave., Vancouver 10EESCS
(604) 879-5011/ Canada Tire Cie., 770 Notre-Dame St.West , Montreal (514) B61-1611 / Associated Tire & Automotive Dist., 310 Carlingview Drive, Aexdale, Ontario (416) 677-3723.
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MOTOR CAMPING IS
GOING PLAGES

]
WHY DON'T YOU COME ALONG
FOR THE RIDE?

SUBSCRIBE

NOW !

It's all new! MOTOR CAMPING MAGA-
ZINE is for the special breed of campers
who travel in pick-up campers, van
campers and motor homes . . ., and it's
filled with exciting places to go, travel
tips and maintenance ideas about how to
make motor camping more fun. If
you're one of this special breed already,
or if you're planning on becoming one,
you shouldn’t miss one travel-packed
issue. Fill out the subscription coupon
below and mail it today!

CLIP THIS COUPON AND MAIL
TODAY!

( ) | am enclosing my check for
$12.00. Please send me 24 issues of
MOTOR CAMPING MAGAZINE. (For
subscriptions outside the U.S.A., please
add $1.20).

( } I am encdlosing my check for
$6.00. Please send me 12 issues of
MOTOR CAMPING MAGAZINE. (For
subscriptions outside the U.S.A., please
add 60¢.)

()1 am enclosing 60¢. Please send me
the current issue of MOTOR CAMPING
MAGAZINE.

NAME
ADDRESS

CITY

STATE ZIP

SEND THIS COUPON TODAY TO:
Rajo Publications, Inc. 319 Miller Ave.

Mill Valley California 94941
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(Continued from Page 51)

successes stretching from the Swiss Alps
to the Mexican desert. During the 1952
season the silver Mercedes was victori-
ous in the Grand Prix of Switzerland at
Berne, the Grand Prix of Germany at
Nurburgring, the coveted 24 Hours of
Le Mans and the Mexican Carrera
Pan-Americana. Enthusiasts watched
with fascination. They could do little
else, for Daimler-Benz refused to release
the 300 SL for general sale while it was
racking up its impressive list of credits,
The 300 SL first went on sale in the

model year of 1954 and remained in

production, later in roadster version
only, until 1962.

The 300 SL represented a close
approach to the ultimate sports car, in
both engineering and visual appeal. But
Daimler-Benz was soon gilding the lily
with the 300 SLR, a sports-racing
version based on the eminent 2.5 liter
Formula I Grand Prix Mercedes-Benz
rennwagen of 1954, Relying heavily on
the GP car, the 300 SLR made a major
departure from its 300 predecessors by
discarding the standard six cylinder sohc
M 186 engine in favor of a three liter
version of the eight cylinder fuel
injected Grand Prix engine.

The silver star mounted between the
300 SLR’s shielded headlamps (a device
later picked up on the early E-type
Jaguar) shone brightly in 1955. The
SLR produced another string of brilliant
victories for the Stuttgart works that
year, including first and second at
Nurburgring on May 29th; first, second
and third at the British Tourist Trophy
on September 17th; and first, second
and third in the rugged Targa Florio in
mid-October. But the really classic
performance was given at the 300 SLR’s
formal debut on May 1st, 1955 in the
free-for-all Mille Miglia run over a
thousand miles of open Italian roads
from the ancient city of Brescia, down
the Adratic Coast, across to Rome, and
back up to Brescia.

The Mille Miglia, now defunct for
over a decade, was perhaps even more of
a challenge to the driver than to the car.
The course was incalculably complex
and subtle, which gave a decided
advantage to native Italian drivers who
could practice until the hills and curves
were burned into their memories. [t was
also a course well suited to characteristi-
cally Italian machinery, where facile
handling, understeer and that uniquely

Italian intimacy with the road counted
for much. It is no wonder that the
winners list reads like the Rome
telephone book, or that Alfa Romeo
dominated the race pre-war and Ferrari
post-war. In fact, since the first race in
1927 only one non-Italian car had ever
won a Mille Miglia. That exception was,
however, a happy omen for Messrs.
Neubauer and Uhlenhaut, it being an
SSK Mercedes-Benz piloted to victory
by Rudy Caracciola in 1931. It was a
thrilling win, and one which British
motor writer David Scott-Moncrief has
called “‘the greatest feat of endurance
ever achieved in motor racing.”

For the Italian challenge Neubauer
drilled his drivers with typical German
precision; each studied the course
intensely and spent five thousand miles
on it. Still, it was not enough. Then, the
British members of the Mercedes-Benz
Racing Team, Stirling Moss and Denis
Jenkinson, came up with inspiration.
The pair had assembled detailed notes
on the course and it was Jenkinson’s
brainstorm to transcribe the informa-
tion onto a seventeen foot scroll which
could be read through a plastic window
in a box. During the race, the
red-bearded Jenkinson bent over the
home-made “computer” on his lap like
a primeval hippie in the throes of
meditation, pausing only to transmit
information to Moss by means of
thirteen carefully rehearsed hand sig-
nals. With implicit faith in Jenkinson,
Moss took blind hills at 175 mph and
knew what was on the other side
without resorting to a memory under
stress. The system permitted extraordin-
arily high speed through the treacherous
mountain passes. Once, the big silver
carrying number 722 on its side was
observed to pass and pull away from an
observation plane.

At one point on the road to Rome,.
however, the scroll system failed to
account for a sharp dip in the road
surface and as the Mercedes crested a
hill at over 170 mph, its occupants
suddenly found themselves airborne for
nearly two hundred feet. Miraculously,
they landed, the wheels bit, and Moss
roared off under the Italian noon-day
sun toward Rome.

Neubauer had entered four 300
SLR’s in the 1955 Mille Miglia, driven
by an elite quartet of talent — Juan
Fangio, Hans Hermann, Karl Kling and

Stirling Moss. But even the best laid
plans are subject to the foibles of fate
and one of them struck Hans Hermann’s
car in the form of a stone through the
gas tank about two-thirds of the way
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home. Despite the fact that the roads of
the course were officially closed, it was
still a “road race” and held the hazards
of stray cattle, uninformed pedestrians,
and — worst of all — uncontrolled
crowds of zealous spectators. As Karl
Kling barreled down the scenic coast
road past Rimini he was horrified to see
his “audience” spread out before him in
the road, expecting to part ahead of his
car like a human Red Sea. At 150 mph
Kling decided he was no Moses and
pulled off the road, shattering mostly
his composure.

The Fates felt these sacrifices to be
sufficient. From then on Moss and his
teammate, Fangio, sailed on to an
historic one-two finish. His time of ten
hours and seven minutes set up an
incredible average of 98.53 mph and
-wrote the all-time Mille Miglia record.

Moss led at the midway point in Rome
and thereby defied the old adage “He
who leads at Rome never leads at
Brescia.” But then, Stirling Moss in a
300 SLR Mercedes-Benz was not a
combination to be bound by tradition.

The Three Hundred Mercedes-Benz
was a creation of the 1950’s, a time of
patient recovery and dramatic resurg-
ence for Daimler-Benz. The series

DECAMBERING THE VW

arm off the torsion bar (it may be
necessary to hammer lightly on the bar’s
end to keep it from pulling out of its
inner mount) and raise the arm one
notch on the outer spline. This setting
will give almost zero camber with
narrow wheels, and some degree of
negative camber with wide wheels and
tires. It is a good setting for buggies that
are used in autocross and gymkhana
competition, but may cause the inner
edges of the tires to wear slightly faster
if the vehicle is chronically overloaded.
Some very light “rail” type sand buggies
can even stand two notches on the outer
spline.

A more practical setting for the
average vehicle falls somewhere between
the factory setting and the one-notch-up
setting suggested above. An easy way to
mark this range of possible settings is to
raise the radius arm one notch on the
outer splines and make another mark in
the shock mount casting. This will be
about 5/16” above the one made earlier
to show the factory setting. There are
nine settings that fall in between these
two limits. It is possible to arrive at
other settings, but the difference is so
slight that their usefulness is highly

WORLD CAR GUIDE

underwent changes to meet the times;
the 300 A, B and C sedans acquired
automatic transmissions and power
accessories and later gave way to the
300 D with the fuel injected 180-hp
engine and updated hardtop coachwork,
and finally to the 300 SE sedan with the
more pedestrian body of the 220 series.
This car eventually evolved into the 300
SEL 6.3 liter, a lightweight five-place
sedan with the “Grand 600" V-8 engine
capable of zero to 60 mph in 6.5
seconds, and an easy 135 mph top
speed. Commercially, it has been a
rousing success even at $14,000 the
copy; 1968 production was sold out
well in advance of the model-year’s end.
Except for the standard engined 300
SEL sedan, the 300 SEL 6.3 liter is the
last car to bear the title “Three Hundred
Mercedes.” It carries the name with the
flashing performance, if not with quite
the flair, of its illustrious predecessors.
It will likely be sometime, however,
before it replaces the mental image
conjured up by the words “Three
Hundred Mercedes” — a silver streak
devouring a long road, an open landau
framed between Corinthian columns, or
a sedate sedan with flags flying from the
front fenders. ®

(Continued from Page 40)

questionable. In the following table
“up” and “down” refer to the direction
in which you must move the radius arm
in making the adjustment.

The first three decambering adjust-
ments are those normally used in
decambering stock-bodied Beetles while
the remaining ones, particularly the 5
degree seiting, are those most often
employed on dune buggies or light
GT-bodies street specials. Since tire size,
wheel width, wheel offset and vehicle
weight distribution all have a definite
effect on rear wheel camber, it is not
possible to make specific recommenda-
tions. You’ll undoubtedly have to do
some ftrial-and-error work to find the
best setting for your particular car.

Naturally the radius arms on both
the right and left sides must be adjusted
equally. You may not get them equal
merely by adjusting them by the same
number of notches, however. This is
because the factory tolerance is 50
minutes — the difference between one
setting and the next. After adjusting one
side, measure from the edge of the
radius arm to one of your reference
marks on the shock absorber mount

(Continued on Page 54)

AR PUTS THE
GO IN

PACER p/enire

(" ke $49.95,

Bolt on more T%_tl)wer with PACER’S chromed
Dune Buggy UNDER Exhaust System and
chromed Ram Induction Manifold. Special
triple-plate _Frocess defies rust, road grime and
corrosion, THUNDER exhaust features heli-
arc welds and special vibration-proof brackets
and a sound that’s out of sight! . .. PACER
Ram Induction Manifold uses Holley, Zenith
or Rochester 2-barrel carb. Both PACER units
bolt on without modifications, fits all ’61 and
later 1300-1600 VW engines.

PACER manufactures a complete line of qual-
ity dune buggy accessories including Wheels,
Windshields, Roll Bars, Valve Covers, Air
Cleaners and much more, available at better
accessory stores everywhere.

PACER

Performance
Producrs

“'Ask For The Best, Ask For Pacer”

5345 San Fernando Road West
Los Angeles, California 90039
phone 213 /247.3824

STAHLWILLE top quality Metric and Whitworth

size Mechanic’s Hand Tools.
Special tools for Mercedes, Opel, Porsche and
Volkswagen.
Bench type engine stand, Assembly fixtures, Pull-
ers, Torque wrenches.
Brochure2 0¢
Louis B. Pierlot
716 Vesta St., Inglewood, Calif. 90302

CAUTION: DO NOT LOWER WINDOWS

AT SPEEDS IN EXCESS OF 120 MPH
This official appearing enameled metal plaque for
your dashboard and doors. Applied and removed
in seconds without damage to dashboard. $2.00
each; 2 for $3.00. Postpaid Airmail.

SPORTS CAR BAZAAR
1726 - 99th N.E., Bellevue, Washington 98004

RECARO SEATS

World's finest reclining and bucket
seats @ available for all cars @ write for brochure,
Made in Germany by the makers of Porsche Seats.

CATRON MOTORS VW /mportant — Give make of car.
800 E. Holt Avenue Pomona, California 91766

i R
AR
EAS‘LY controlled, simply constructed,

good speed over country roads, rubber
tires. COMFORTABLE, SAFE and RE-
LIABLE. The BEST Motor-Buggy made.
For full information and circulars, address

Winner Motor-Buggy Co., Dept. B, St. Louis

Not for sale... See “Scrapbook,”Page 54
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HISTORICAL SCRAPBOOKS

MOTOR SCRAPBOOK No. 1

Floyd Clymer began his series of scrapbooks as a sort
of sentimental journey starting with the days when
he was a dealer for Cadillac, Maxwell and Reo — at
the age of eleven. Over 200 early makes of cars and
motorcycles are pictured and detailed in this 160-page
book and include such makes as Adams Farwell (with
5 revolving cylinders), American Underslung, Brush,
Chalmers, Darracq, De Dion, Duryea, Reo, Duck (driven
from the rear seat), Maytag, Metz, Everett, Haynes,
Hup, Air-Cooled Knox, Orient Buckboard, Studebaker
Electric, Wayne, Wanamaker, and many others — in-
cluding steamers. Motorcycle section includes steam
and foreign makes in addition to many early U.S.-made
machines ..... Postpaid $1.50

MOTOR SCRAPBOOK No. 2

This is the second in the famous scrapbook series by
Floyd Clymer and contains a portion of his autobiog-
raphy. Among his earlier. experiences, Clymer tells
about a home-built ‘cycleplane’; his first agency for
an automobile company; and of the 100-mile and 1-hour
records he established at Dodge City. Over 200 antique
cars and motorcycles are illustrated and described in
this volume. The list includes such cars as the
2-cylinder Fords, Buicks and Studebakers; the Aerocar,
the Bergdoll, the Case, the Carter Twin-Engine, the
Reeves 6-Wheel Car, the Julian Radial Rear Engine
Car, the 127cylinder Maxwell, the Horsey Horseless
Carriage, the Imp, the Grout, and many more. Like the
succeeding volumes in this series, No. 2 has 224 psagessd

Postpaid ..............

MOTOR SCRAPBOOK No. 3

In this number of the scrapbook series, author Floyd
Clymer deals with another group of automobiles and
motorcycles. He describes the first motorcycle races
up Pike's Peak, and the famous Post road race for
automobiles, Among the more-than-200 vehicles illus-
trated and described are: the Diana, the Stutz Bear-
cat, the Brewster, the Ariel, the Cord, the Detroit
Electric, the Du Pont, the Herreshoff, the Isotta-
Fraschini, the Locomebile, the Lozier, the Mercer, the
Napier, the Octoauto, the Roosevelt, and many others.
The belt-driven Indian, the American, Flanders, Reli-
ance, Cleveland and many more forgotten or extant
motorcycles of that era are also included. $1.50

Postpaid .............

MOTOR SCRAPBOOK No. 4

This scrapbook, like the three preceding it, contains
a wealth of information on more than 250 old cars
and motorcycles which once travelled the highways
and byways of the United States. Some of the makes
illustrated and described include: Abbott, Alter, Am-
plex, Anderson, Auburn, Biddle, Birch, Bush, Case,
Cord, Courier, De Tamble, Dixie, Dolson, Drexel, Doble,
Stanley, Duryea, Eagle, Earl, Erskine, Flanders, Frank-
lin, Hanson, Holmes, Kissel, Kline Knox, Lewis, Mar-
quette, Mathewson, Moon, Owen, Pullman, AQueen,
Roamer, Simplex, Skelton. Welch, Wolfe, Yale, and
many others. 224 pages and hundreds of illustrations.
PSPl L e e

MOTOR SCRAPBOOK No. 5

250 old cars, motorcycles, and the way of life they
served live again in the nostalgic pages of Floyd
Clymer's No. 5 scrapboook. From the ABC to the
Winton Six, his book is evocative of the era when
automobile manufacturers could be numbered by the
thousand, and Hayner Whiskey was $3.20 for 4 quarts.
Read about Mr. & Mrs. Chas. Glidden (who founded
Glidden Tours), and their epic 3,536-mile drive in
1904, from Boston across the Canadian Rockies — in
a 24 h.p. Napier. In 1907, chassis for the Rolls-Royce
cost $6,000-$8,000 in New York, and in 1922 there
was the Fox Air-Cooled Car...You will not be able
to put this book down until the last page.
Postpaid o e e 9200

MOTOR SCRAPBOOK No. 7

In 224 information-packed pages, Floyd Clymer pre-
sents a further chapter in the fascinating story of the
automotive era. Included are more than 300 illustra-
tions. He tells of various ventures in automobile
manufacturing . . . of the response to the many ad-
vancements at the time...of the demise of the
‘‘assembled” car...of the thousands of accessories
and special equipment made for the Ford Model T
and others. Almost 400 different makes are mentioned
or described, including such gems as the Alden
Sampson Tourer, the Bendix Ideal Doctor's Car, and
the Torbenson Gasoline Runabout. .........Postpaid $2.00

MOTOR SCRAPBOOK No. 8

The latest in the famous Floyd Clymer series of his-
torical motor scrapbooks, this volume contains over
400 photos, charts, drawings and jokes about long-
forgotten, odd and humorous makes of cars. Read
about Pres. Eisenhower in an R & L Electric. See the
freakish Pneumobile with its years-ahead pneumatic
springing . . . the evolution of the streamline body. ..
the 1909 Car Buyer's Guide...Barnum & Bailey's
first car...2-cycle cars...World War [ trucks...
cars built in the South, The 224-page book is dedi-
cated to the Duryea Brothers, of Springfield, Mass.

Postpaia i s naiie i el L S S el e E

FREE CATALOG OF 300 BOOKS

FLOYD CLYMER PUBLICATIONS, BRI ATHS
222 N. Virgil Ave., Los Angeles, Calif. 90004
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casting. Then try to duplicate this
position on the other side. Usually they
will adjust the same, but occasionally
one side will take seven notches while
the other requires six or eight. The
splines should be lubricated with lith-
ium grease before their final assembly.

Step No. 5: Reassembly

Once youre satisfied that your
decambering work is complete, raise the
radius arms back onto their lower stops
if necessary. The rubber bushings and
the radius arm hubs should be coated
liberally with powdered graphite. Be
very careful, though, not to get grease
on the rubber parts since it will cause
them to soften and decompose.

Replace the half-axles on the radius
arms with careful reference to the
locating marks made earlier. Check that
the mating surfaces are clean and then

(Continued from Page 53)

torque the bolts to 70-75 lbs. ft. There
are approximately five minutes of rear
wheel toe-out adjusted at the factory on
new, unladen vehicles. However, the
suspension’s design causes toe-out to
increase somewhat as the wheels move
toward zero camber. If zero camber is
your target, then the toe-out should be
decreased somewhat. Moving the axle
forward on the radius arm one-half
millimeter will reduce toe-out by
approximately four minutes. Since toe-
out again becomes less as the wheel
moves upward into the negative camber
range, a change of toe-out is not needed
for cars being given negative camber.

So that’s the story on decambering.
Remember to mark everything, work
carefully and count the spline notches
accurately. If you do, you’ll obtain just
as fine a decambering job as is possible
in any VW shop. ®

HI'PERFURMANBE (Continued from Page 45)

and final positive wave, to occur at the
exact instant when the intake valve has
started to open and the exhaust valve is
about to slam shut. Ideally, you don’t
want to leave any burned gases and
neither do you want to suck out any of
the fresh mixture. Actually, a measure
of both is bound to happen even in a
high performance engine and engines as
they come from the factory and are
used on the street are downright sloppy,
relatively speaking.

And as you can imagine, this same
basic problem is important in the

THE BETTER HALF

control of emissions from street ma-
chines. These don’t achieve combustion
as complete as does a racing set-up and
thus, extraction that is too efficient
loads the atmosphere with partially
burned hydrocarbons. Also, efficient
extraction combined with valve overlap
tends to pollute the air with unburned
hydrocarbons. So, you can see why
advances in emission control tend to be
gained at the expense of performance.

In any case, I've tried to explain how
a modern, tuned exhaust system can aid
both scavenging and the induction of

By Bob Barnes

e ——e

CATY
DISPOSAL

The Reanter
and Tribune Syndigare

"Sorry, but we can't take THAT junk away until you break
: it up into smaller pieces."”
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the fresh charge, and the good systems
can add as much as 10% to the
performance of even a street machine
with no other modifications. In any
kind of serious competition, a tuned
exhaust is a necessity.

Next month, we’ll delve into the
most exasperating facet of all and that is
how to determine which exhaust system
is best for your car. Youll find that
there is no such thing as an exhaust
system that gives maximum efficiency
under every condition. A system set up
for racing is likely to be inefficient on
the street and vice-versa. There are,
though, certain design parameters that
are common to both and I'll show you
how to calculate these. ]

WORLD NEWS

(Continued from Page 9)

matiter is now before the German
Supreme Court. The argument is over
the alledged failure of NSU to deliver
1968 models that met U.S. laws on
emission controls and passenger safety.
Lack of cars for a long period meant
Transcontinental couldn’t supply its
dealers and distribution was subsequent-
ly taken over, again alledgedly in an
illegal manner, by NSU. Other litigation,
still unsettled, is a $15 million suit by
Transcontinental against NSU in US.
courts.

* Standard Oil Company of Califor-
nia has developed a gasoline called
F-310 which it claims will keep smog
devices working at their original effi-
ciency and reduce by 50% the emission
of unburned hydrocarbons. Gasoline
sold in the Los Angeles and Hawaii areas
contained the additive as of last January
and ultimately its use will spread to the
entire 40-state Chevron marketing area.

* Simca has joined Matra in an
agreement providing for technical co-
“operation in the further development of
Formula I racing cars. Matra won this
year’s Formula I championship with
_Ford power and since Simca has no
competitive engines of its own, the
agreement leads to speculation that
Matra will turn to U.S. Chrysler Corp.
powerplants. If nothing else, this would
spark further interest and competition
on the European racing scene. °
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Not for sale . . . See “Scrapbooks,” page 54.

THE “SIMPLO” AUTOMOBILE

Solid or pneumatic tires. High or low wheels,
he one Automobile at a Low Priece

that isalways ready torun. Handsome,
. Stylish, Stmple, Re.
liable z Ecunomu-al to
erate. Safe and
Sure. A Hill Climber,
Biggest Automoblle
Valoe in Ameries,
1908 Ca ataloy FREE,

[:ual( Mator Yehicle Co.
20 N. B'way, St. Louis

CLASSIFIEIJ ADVERTISING

Use this directory for prompt response.
Rates: 30 cents per word for the first 15
words, 25 cents per each word thereafter.
$4.00 minimum, to direct advertisers only.
Cash must accompany your order. 5% total
discount for three or more consecutive in-
sertions. Your word count includes initials,
numbers, name, address, city, state, zip code,
area code and phone number. Classified adver-
tising is non-commissionable. Advertising
carrying post office box numbers accepted
only if full local business or home address of
the advertiser is supplied. Address all classi-
fied correspondence and checks to Rajo Pub-
lications, Inc.; Classified Advertising Depart-
ment; 319 Miller Ave. Mill Valley, Calif.
94941.

FOR SALE

“CUT EXPENSES — Save up to $1,000 on
Porsche, Mercedes, Jaguar. All Makes, in-
cluding Volkswagen. Shipped Direct. Write
for complete details to: CARIMEX Co.,

P.O. Box 2685, Frankfurt/Main, West Ger-
ooy

VOLKS WAGEN ENGINES
IN GERMAN FACTORY REBUILD
COMPLETE, READY TO BOLT IN

OR SHORT BLOCKS
FROM $230.00 FOR 40 HP

NO EXCHANGE REQUIRED

FREE DEL. IN METROP. NEW YORK

Also Orders On PORSCHE ENGINES Taken
DEALERS INQUIRY INVITED

ALBERT PAUL
IMPORT EXPORT
59 Coolidge East, Meadow, N.Y. 11554

FOREIGN CAR
sales and service

SAVE AS MUCH AS $1000 on a new
JAGUAR, MERCEDES, PORSCHE. All
makes, including Volkswagen, shipped direct-
ly to you. Details upon request. AUTOPORT,
P.O. BOX 4071, Frankfurtham West Ger-
many.
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Diana Import Co.

ANNOUNCING !
A NEW CATALOG

vw replacement parts
accessories for vw
discount prices

performance parts
dune buggy parts
and accessories

hot cams

induction manifolds

hi compression heads
headers

special tools

| am enclosing $1.00 for your new catalog,
with the understanding that | may deduct $1.00
from my first order. ($5.00 minimum order)

Name
Address
City : State Zip
MAIL T0:

Diana Import Co., 1607 S. Woodward Ave.
Royal 0ak, Michigan 48067 .

COMMENTARY

(Continued from Page 6)

adjustment is setting the push buttons
to the local stations of your preference.
The first step is to pull the left hand
button out past its neutral setting. You
then tune in the station you want on
the far left of the dial and push the
button back into its neutral position.
This operation is repeated as many
times as there are buttons, always
keeping the selected stations in se-
quence to save unnecessary wear on the
tuning mechanism.

Another basic adjustment is trim-
ming the antenna. This must be done
anytime the radio and antenna are
separated from one another and also,
retrimming is often the cure for
progressively weaker reception. On
factory-installed radios in their usually
inaccessible locations, the trimming
screw is most often found under the
tuning knob. On others, you’ll find it on
the side of the receiver.

First let the radio play for about 15
minutes to warm it and then set the
antenna to a position between 30 and
40 inches high. Select a weak but clear
station as close as possible to 1400 k¢
and turn the trimming screw in small
increments, progressively in both direc-
tions, until the strongest signal is
received. Replace the tuning knob and
the job is done until the next time the
receiver or antenna is disturbed.

Capacitors to suppress interference
are normally connected to the alterna-
tor or generator, the “B” terminal of
the ignition coil, the voltage regulator,

the fuse block and sometimes certain
power accessories. Capacitors look like
small size flashlight batteries without a
case. A defective capacitor will cause a
buzzing noise that rises and falls in pitch
with the speed of the motor or the
accessory. It’s usually time-saving to
replace all of them rather than locate
the individual offender but first check
your ignition wiring. Wormn, grease
coated wires produce a similar noise in
the radio.

If the static occurs only when the car
is moving, the likely cause is either the
front wheels or in one or more tires. If
the static stops on a smooth road when
you drag the brakes, the front wheels
are the culprit. If it continues under
these conditions, a tire or tires are
causing it with the exception that
similar symptoms are sometimes pro-
duced when the little ball on the top of
the antenna is lost. A special dust cap
and collector spring for the front wheel
are available from car dealers. Radio
stores carry a powder to prevent tire
static which must be injected into the
tire with a special gun.

Sudden, harsh static when you hit a
bump may be caused by a loose antenna
mounting. This is easily tightened from
outside the car but be careful not to
crimp the insulator that keeps the
antenna from contacting the sheetmetal
of the car. Should you lose an antenna
from vandalism you can fashion a
temporary replacement from a wire coat
hanger or brass curtain rod.
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Air-Cooled

Model H, 24 H. P. $2,500
The CORBIN MOTOR VEHICLE CORPORATION

Member A iati Licensed A

ile Manufacturers

NEW BRITAIN, CONN.

Not for sale . . .See “’Scrapbook”” page 54.
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HOW TO STUFF
A MUSCLE
BEETLE

-OR BUGGY

o o0 THE
EMPI WAY!

Our new 1970 CATALOG
is crammed full of
stuff for your beetle or buggy.

Over 100 pages of show and go items.
Just lay 2 bucks on us and we fly it to
you airmail!

- ENGINEERED MOTOR PRODUCTS, INC.
B%e.  P.0. Box 1120, Riverside, Calif. 92502
w

m In Canada - send $2.50 Canadian to AUTO CON-
VERSION, Ltd., 901 Lakeshore Rd. East, Port
."—.\ Credit, Ontario.

READER'S FORUM

(Continued from Page 7)

gasoline. Unless you want to compete
on the drag strip, you'd be paying a lot
of extra hard-earned dough for that R[T
emblem. You can get most of the trim
goodies as accessories on the Super Bee
which has the fop 383 engine (335-hp
vs. 390 for the Magnum) as standard
equipment.

Small Engines and Pollution

Sirs: With all the concern over the part
motor vehicles play in air pollution, I'm
surprised Ralph Nader doesn’t plug for
automobiles with small engines. It

would seem that a 100-CID engine
would pump less pollution into the
atmosphere than a 350-CID engine.
H.F. Hopkins
Rangely, Colo.

All things being equal small engines
have a sweeter breath. However, if the
small engine has to reciprocate 3.5 times
faster than the big one to do the same
job, the exhaust contribution evens out.
Looked at another way, if the big
engine goes 3.5 times as far for a given

WORLD CAR GUIDE

information and I can’t find the back
issues I thought I'd so carefully saved.
Do you have a compilation of this

period, its contribution of pollutants is
spread out over that much more area
and parts per million is the yardstick in

use. technical material under separate cover?
; Al Satkus

Technical Library Ventnor, N.J.

Sirs: I've been a reader of your We are presently preparing a list of

magazine off and on for eight years and
it has been extremely inforntative. Now,
though, I have a need for this

back issues available, indexed as to
content, and we’ll print it as soon as
possible. ®

Stovnary-Dayton

SIX CYLIN.DERS
ALL IN ACTION

Model 8G, the Six-Cylinder
Stoddard-Dayton, has proved the
most delightful surpnise of the
vear. If YOU want a powerful
touring machine not as heavy as a
freight car and built on modern
lines with just enough hood to give
it graceful proportions, Model 8G
will fill the bill of particulars.

L - It embodies all the points of
excellence which bave proved [actors in the success of every Steddard-Dayton—the cars that have ALL made good. Per-
fection in construction has been attained in Model G, for

Every One of the Six Cylinders Work Regularly

instead of several getiing in an occasional spasmodic explosion. Bosch High-Tension Magneto and jump spark with sex-
tuple coil and storage battery give two complete systems of ignition

Stoddard-Dayton Six Cylinder is a roomy car, big enough to comfortably seat seven large people.
are of the d{sa;'?)earing type—out of the way when not in use.

A powerful car, riding like a baby carriage, as easily controlled as a runabout and combining strength, silence, sim-
plicity, beauty, elegance, comfort and luxury.

Model 8G—=a seven-passenger, Six-Cylinder Touring Car.  Cylinders cast in pairs, 4 5-8 x 5 inches.
s0-60 H. P. Transmission—selective, sliding gear type—three speeds forward and reverse. Price,
fully equipped, $4,500.00.

Let us send you full description of this Modern Car—the BEST in its class.

1907

The extra seats

THE DAYTON MOTOR CAR COMPANY, S DAYTON, OHIO

Not for sale . . . See “Scrapbook” page 54.
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THE NEW 1970

VOLKSWAGEN OWNERS ANNUAL

Here are just a few of the leading features you’ll

enjoy:

NEW 1600 AUTOMATIC
VW CAMPING: TWO VIEWS
TOP VEE MEN TALK

HINTS AND TIPS
BUYING A USED vw
NEW REAR SUSPENSION
A YEAR WITH A BUG

58

if you own a VW or

plan to- you can’t afford

to be without it

This year's VOA issue will feature the VW dune bug-
gies, Formula Vees, road tests, comprehensive reports
on all VW’s plus an array of how-to-tips and newsy
items. Specials will discuss trailer towing with Volks-
wagens, handling VW’s in snow and in hot weather,
camping with a VW and other in-depth articles about
which readers want to know.

You'll want to put this highly informative 100 page
issue right in your glove compartment for handy refer-
ence and keep it there all year.

To make doubiy sure you don‘t miss it, here's a con-
venient way to order your copy now. Just fill out the
coupon below, enclose your check or money order for
only one dollar ($1.00), and mail it today. We'll send
your copy postpaid.

BUGGIES: BUG OFF THE ROAD

To: Volkswagen Owners Annual
Rajo Publications Inc.

319 Miller Ave.
Mill Valley, Calif. 94941

Yes, rush me a copy of the new 1970 VOLKSWAGEN
OWNERS ANNUAL. I enclose $1.00.

Name
Address

City

State Zip

MARCH/1970
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THE COLLECTOR'S SERIES:

1928 DeSoto — The car illustrated was No. 15 off the DeSoto
production line and the first roadster built. Engine is a 3.2 liter
flat-head six but most body and chassis components were
interchangeable with other Chrysler Corp. cars then in the family.
This car was restored is still owned by Chrysler-Plymouth

Division. Your editor kept and maintained it in parade condition
for several years when he was a resident of Grosse Pointe,
Michigan. Totally reliable mechanically, the only problems were
chronic warping of the wood-spoke wheels and minor splitting of
the bodywork at the top of the rumble-seat cutout.

Photo by Roy Bash.
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