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A continuity of excellence marks the 72-year history of Peugeot automo­

biles. In the Forties, it was the 203. In the Fifties, the 403. The latest expression is the 

404. V A new engine was designed for this car. It is a four cylinder, overhead valve 

1618 cc engine which produces 72 brake horsepower at 5400 rpm. It is mounted at 

45 degrees to lower the hood line and improve visibility. Canting makes engine com­

ponents easier to service, too. V Engine performance is improved by a new automatic 

fan clutch. "\,Vhen engine temperature drops below 167 °F, a thermostat automatically 

declutches the. fan-releasing 5 hp. Engine drag is· lowered, gas economy increased 6%, 

and fan noise eliminated. Should the· temperature reach 183°F, the fan cuts in. V 
A new four-speed transmission was developed for this car. Fourth gear is direct drive. 

All forward gears, including first, are synchromesh. V The 404's performance will 

please the motor enthusiast. A favorable power-to-weight ratio (31.9 lbs. per hp), high 

torque at low speeds (maximum occurs at 2250 rpm), coil spring suspension all-around, 

and precise, rack-and-pinion steering makes the 404 remarkably easy to handle; top 

speed is 90 ~ph. V The 404 has a ride that is deceptively soft, yet cornering is very flat. 

The 404 is maneuverable; its turning circle is just 31 feet, 7 inches. "Body styling that 

will undoubtedly become a classic in the years to come" says Car and Driver (formerly 

Sports Cars Illustrated) about the 404. It is a pleasing blend of the modern and the con­

servative: form follows function in the 404. Ornamentation is at a minimum (and what 

there is, is stainless steel). V A luxury car with airliner-type reclining seats, sliding metal 

sunroof and deluxe interiors, the 404 is inexpensive to own. You can reasonably expect 

30 mpg, very low maintenance, 40,000 miles on a set of tires and no mechanical trouble. 

V The 404 has no optional extras. Accessories conservatively valued at $525 are installed 

at the factory and included in the fully-equipped price of $2575 (East and Gulf Coast 

P .O.E.). They include sunroof, 4-speed transmission, heater-defroster, whitewall or Mich-
., 

elin X tires, reclining seats, cloth or leatherette upholstery, automatic fan clutch, electric 

clock, padded dashboard, windshield washers, trip mileage counter, outside rearview 

mirror, bumper guards, arm rests, sun visors, and others. V The 404 does not replace 

the 403. It is an addition to the Peugeot line. Both cars will be sold and serviced by over 

500 Peugeot dealers throughout the U.S., Canada and Mexico. 

For illustrated brochure on the new 404 write to : Peugeot, Inc., 750 3rd Ave., N. Y. 17, N. Y. For overseas delivery, see your dealer or write : Peugeot, Inc., Box 158, long Island City 4, N. Y. 
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SPRITE TRUN K 
Acrobatic maneuvers to load luggage and reach the 
spare are out of date for owners of Nor Cal 's trunk 
conversion. Has lockable trunk lid, waterproof. No 
welding necessary for this easy-to-install unit. 59.95 

OTHER SPRITE ITEMS 
RESTYLED HOOD, makes Sprite a styling sensation, 

simple installation; aerodynamic fiberglass unit 
replaces entire hood . .... ..... . ...... . ... 195.00 

GRILL, fits stock or Nor Ca l hood, highly polished 
to Chrome-like luster, never rusts ......... . 29.95 

FOR SPRITES AND OTHER CARS 
BUMPER GUARDS, extra protection and beauty, 

1" tool steel, triple plated, uses stock holes. 29.95 
VAL VE COVER, expertly designed and made of cast 

aluminum to dress up engine, lower tappet noise; 
uses stock bolts ............ . ....... ..... . 22.95 

SIDE COVER, aluminum, perfect match for valve 
cover ; with breather pipe .... ............ . 14.95 

RAM TUBE, gives dramatic boost in power . ... 8.95 
EXHAUST MANIFOLD, improves mileage, increases 

performance, flow tested .. ............ .. .. 29.95 
SEBRING CONVERSION KIT, brings Sprite and 

Morris to Sebring specs - Nor Cal dual conver-
sion manifold for 1¼" SU carbs ........... 24.95 

ANTI -ROLL BAR, improves handling 20%, fitted in 
minutes ................ ...,., ..... .. .. ... 29.95 

SPECIAL PACKAGE - Get this 
2.95 value for only $1 - big , 
illustrated 40-page tuning 
booklet for Sprite, MG, Morris 
and Austin PLUS Nor Col ' s 
colorful catalog. Order below. 

FORMULA JR. FRAME & BODY PLANS 
Includes all details for construction of rear-engined 
Formula Jr. car for under $1000. Adoptable for 
~evera l eng ines; uses readily available components. 
also four large 8½" x 11 11 photo renderings suit-
able for framing . . .. . . .. ... ... , .... .... .... $3.00 

PLUS Hard-to-get parts for all imported cars . 
Write us with your problem. 

-------------------------~ Please send me the following Nor Col material, 
postage paid: 

0 Big 40-poge tuning booklet for Sprite , MG, 
Morris, Austin, PLUS colorful Nor Cal catalog. 
2.95 value for $1. 

D Nor Col Formula Jr. frame & body plans, 
including striking rendering, ready to frame. 
Only $3 . 

D Nor Col catalog on'ly, 25c postpaid. 
Nom~---------------
Addres~--------------
City _______ ~one __ State __ _ 

~-------------------------~ NOR CAL 
P.O. Box 1928 Dept. GS Stockton, Ca lif. 
Dealers: W rite on letterhe ad for free catal og. 
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FROM THE EDITOR 

THIS ISSUE OF SPORTS CAR GRAPHIC marks the double debut of the 
magazine under new editorial direction and as a monthly publication. It is the 
intention of the editors to make SCG the leading magazine for the man who 

likes to drive, who feels that an automobile is more than a mere machine for 
moving the form supine from point A to point B and, above all, for those who 
would understand the automobile as a machine to enjoy. 

To this encl we have recruited known talent from all over the motoring world, 
people who do things and who will be bringing our readers first hand information 
on the things they do and the things they see. A glance at the masthead will give 
you a clue. 

SCG's man on the European scene is Bernard Cahier, who will be sending in 
the latest news on anything exciting and/ or automotive that happens over the 
water. As soon as we get it, you'll be getting it. Promise. On the technical side we 
have Jerry Titus, who has been known in recent years for doing good things with 
the innards of F erraris, Maseratis and the like. He's something of a tiger in 
Formula Junior circles, too. In the copy slot is W. R. C. Shedenhelm, of Birdcage 
Sprite fame. He it was who figured the freezing temperature for vodka ice cubes. 
For any readers interested in the experiment, the temperature for solidifying the 
90 proof stuff is minus 33 degrees Centigrade. If you're addicted to 100 proof, 
you'll have to turn the box down to minus 37 degrees C. Deponent manages to get 
around a bit too; witness page 52. 

On the contributing side we have with us experts on all phases of the motoring 
and motorsport scene. 

For instance, do you want to enter a production car in competition? Each month 
we'll bring you an example of a given car and tell you how to make a specific 
production car both competitive and safe. This month, see page 64. 

* 
If you'll turn to page 20 you'll see a story that is unique in at least one way -

of all the pieces published about Bugatti in the English language since 1935, Ken 
Purdy's story of The Racing Bugattis is the only one that does not contain even 
one useage of any of the following words: (1) Marque. (2) "Ettore." (3) Le 
Patron. ( 4) Drool. It is truly refreshing to r ead a piece on vitesse pure Molsheim­
ware done without one of the usual cliches - especially "drool." 

* * 
Starting on page 28 you'll find a preliminary round-up of the machinery that 

will be battling it out for the Formula I and Formula Junior Championships this 
season. The more perceptive readers will see that all it takes, basically, to turn a 
Formula Jr. machine into a Formula I charger is an engine swap, beefier drive 
components and a little weight. There's a bit more to it than that in the doing, but 
basically that's the route. 

This could be great in some ways. In other ways this ease of conversion, 
consideration of expense aside, could be deadly. In the one sense it means that 
a man of moderate means could run for experience and/ or cash in Juniors and 
then, perhaps with a sponsor, invest in a do-it-yourself F-1 kit and go try a 
shot at the Championship. 

In the other case, it could also mean that someone with a tad more money 
than good sense could have a Junior and, becoming disenchanted with the 
relatively short power curve, stuff it full of full-house 1500 cc engine. Bein 
short on sense and experience and long on enthusiasm and horsepo\"<"er. 
could quickly render himself, and possibly others, very dead. 

You can't exactly legislate this danger out of existence but there is a two­
fold way out. First the organizers of Championship events are going to have to 
be very careful indeed as to the past records of those they let run. Secondly, 
there has to be some way by which the Junior driver can bridge the gap from 
80-odd horses to the 200 that the F-1 cars will likely have by the end of this season. 

To this end SCG proposes what we hope is a rational class which, for lack of a 
better term, could be called Formula Senior. Or, perhaps for lack of such a current 
class, Formula II. Our proposal is simply that such a class be formed using the 
current Junior chassis rules for the 1100 cc sub-class and allow the use of 
Grand Turismo homologated engines up t o 1600 cc displacement- in other words, 
production under-1600 cc engines and limited to those modifications allowed under 
the production rules. Alternatively, the limitation could be production up-to-1600 
rocker-head engines and overhead cam engines up to 1300 cc, all modifications 
except to displacement to be legal. Voila, torque with moderate bho ! 

Comment is invited. Any takers? -- john christy 
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FLAVIA 

The most exciting and revolutionary car which came out of 
Europe in 1960, possessing agility, speed, quietness and un-
matched quality. f 

SENSATION OF THE 
TURIN AUTO SHOW 
COMING TO AMERICA SOON 

In designing the Flavia, cost was of secondary consideration as the primary motive was the production of the finest 
automobile possible, manifesting the most advanced Lancia technique. 
The Flavia offers extremely comfortable journeying at high cruising speeds with absolute relaxation for the driver. 
With countless typically Lancia attributes and many remarkable innovations and improvements ... new 1500 cc horizontally­
opposed 4-cylinder 90 hp engine ... front-wheel drive ... all-synchronized 4-speed gear-box .. . servo disc brakes on all four 
wheels ... De Carbon hydraulic shock absorbers ... 15" wheels ... reclining seats adjustable to sleeping arrangement ... 
tachometer ... leather-cushioned dash ... heater and fresh air conditioner ... deluxe steering wheel ... safety lights in 
doors ... combination ash tray-cigarette lighter ... over-size luggage compartment ... etc .... etc .... etc .... at a suggested 
retail price of $3,680 fully equipped (P.O.E.- N. Y.). Nine different Appia and Flaminia models available-Sedans, Coupes 
and Convertibles-from $2,398 to $6,485 (P.O.E.-N.Y.). 

Leather-covered dash features big, easy-to-read 
gauges, and tachometer. Control switches are grouped 
in crescent-shaped unit under driver's left hand. 

Key to performance and comfort of Lancia Flavia is 
the aluminum block 90 hp engine and the independ­
en~ double wishbone and torsion bar suspension. 

lk 
!!¥' ,,.., 

Typical of the luxury are the seats . . . adjustable to sleep­
ing position. Also, there are lights on the front-door edge 
that indicate when door is open or ajar. 

See Your Nearest Lancia Dealer or Write For Catalog 

U.S. IMPORTER HOFFMAN MOTORS CORPORATION 
443 Park Avenue, New York, N.Y. / 9130 Wilshire Boulevard, Beverly Hills, California 

ASSOCIATED WITH LANCIA FOR 30 YEARS 



AROUND THE WORLD IN 30 DAYS 

MERCEDES-BENZ 220SE COUPE 
has fuel injected engine, suspension and 
transmission similar to the 220SEb 
sedan road tested in this issue (page 
60), but comes equipped with disc 
brakes (the first time Mercedes has 
used them), floor shift and rev counter. 

Watch for the full report by SCG's 
European Editor, Bernard Cahier, in 
the June issue. 

ROVER OF ENGLAND has made 
another step in the transition from 
piston engines to gas turbines for per­
sonal transportation with a pair of 
engines for light aircraft. Weighing 
only 235 pounds, these two mills de­
velop 60 and 90 cruising horsepower, 
with 70 and 120 takeoff hp available. 

Rover, it will be remembered, is the 
company which set up a prototype 
roadster with a gas turbine engine and 
cranked up a flying mile at 151.196 mph 
and a standing mile at 95.698 mph 
average speed, all this nearly a decade 
ago -- June 26, 1952, to be exact. 
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THE RENAULT GORDIN! looks 
the same as the standard Renault 
Dauphine on the outside, but packs 25 
percent more power ( 40 hp) inside. 
The Gordini-modified engine has hot 
cams, bigger valves and carburetor, 
new intake and exhaust manifolds and 
a four-speed gearbox in place of the 
standard three-speed. 

It will cost $260 more than the Re­
nault Dauphine. 

THIS VOLVO SEDAN, driven by 
Gunnar Anderson, was the overall 
winner of the 1960 Argentine Gran 
Premio Nacional. The 2,873-mile bash 
ran over dirt roads, 10,000-foot moun­
tain passes and through streams, with 
a winning average speed of 72 mph. 

Previously, these cross-country en­
duros have been the exclusive property 
of wildly hot-rodded Detroit iron. This 
time Volvo placed 5 in the first 8 over­
all, against 125 starters of all makes 
and sizes. 

ELVA will produce this well-designed 
hardtop coupe for 1961. It was first 
shown at the 2nd Annual Racing Car 
Show in London. 

REMEMBER THE EXCALIBUR 
sports racing cars turned out by Brooks 
Stevens a few years back? Stevens is 
planning a new "Ecurie Excalibur," 
with Latham blowers on the engines 
of his brand new cars. 

SCCA Convention 
New York's third blizzard did noth­

ing to enhance the recent 1961 national 
convention of the Sports Car Club of 
America. But, as expected, things got 
more than a tad lively in the meetings, 
both public and private, centering 
around the Contest Board and the ever­
present question of just exactly what 
constitutes "amateurism" and what con­
stitutes prize money. Sherrie Zuckert, 
on the scene, reports: 

"The outstanding event of the con­
vention was the open Contest Board 
meeting. A group of the SCCA's best 
drivers, including Augie Pabst and 
Roger Penske, were ready to pull out 
of the Club and race strictly pro as the 
result of the ridiculous decree coming 
out of tlrn Board of Directors meeting 
in November to the effect that every­
body, owners included, must remain 
strictly amateur in order to race with 
SCCA. In other words, no one could ac­
cept money for anything, or race in a 
pro race that wasn't approYed by the 
SCCA, or, God forbid, collect prize 
money for such approved races. 

"So - this was the main i ue ··c -
around at the Contest Board ope 
ing. The Board of GoYernors 
and came up with a complete abou­
face about who could accep money 
where - not only was it about face b -
it took the whole thing back to two 
years ago. Now SCCA driYers are al­
lowed to race 'outside the territorial 
limits of the United States, accept their 
prize money, and still remain amateur 
here.' Exactly what constitutes the ter­
ritorial limits was batted around and, in 
the process, the U.S. suddenly acquired 
Nassall, Bahamas, as part of its ter­
ritory - which should be news to the 
British. 

(continued on page 18) 
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two bol ts, weight of only 9 oz. , and fu lly ad just-
2: !! -a loc -ble locus are features of this chromed =- . J3~ " mirror, flat or convex .............. S6 .95 ppd. 

TR Lattery Well Liner 
ends the problem of 
disintegrated body metal 
and unsightly or holey 
carpets caused by dis· 
placed battery fluid. 
Made of l i fet ime plas­
tic, is corrosion•proof, 
requires no tools to 
install. Send only .. 

$5 .95 ppd. 

Spring and Summer weather cal ls for a tonneau 
cover. Thi s splendid invention permits you to enjoy 
top•down comfort and exhilaration and still save 
precious leather and interior. MG Mitten has tailored 
tonneau covers for all cars at tremendous savings. 
(Send 50c for cata log-refundable-with full listing). 
If you own an MGA, don't wait, order our Special: 
Top quality Vinyl in RED, WHITE OR BLACK, center 
zipper, only........................ .. ............... $17.95 ppd. 

A brand new product, 
and one long needed , 
is a l ine of replace­
ment boots for gear 
change levers. These are 
a new plastic which is 
impervious to oil, heat 
and fumes, will look 
new for thousands of 
shifts. Available for MGA 
($2.95) TR ($3.95) Mor­
ris ($2.95) Healey ($3.95) 
(specify 3 or 4 spd. ) 
Sprite ($1.95) 

Something any drinking enthusiast will appreciate 
is a set of beautiful tumblers in fine glass with 

24 K go ld fired insignia of the world's great cars. 
Four styles. (Per set of 4) Slim Jim: (711 tall ) $3.95, 
Texas Jigger: $3.95, Old Fashioned: $2.95 and Goblet: 
$4.50. 
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OTHER LOADED - WITH ACCESSO 

other simi lar and much•desired table piece is this 
huge (12" sq.) Ash Tray (o r platter) in smoked glass 
with 24 K gold decorations - car crests , of course. 
Heavy and impress ive. Give it to a friend or keep it 
yourself, for only.... .. .. . .. ... .... $7.95 

Here is a heavy silver link bracelet which will delight 
any auto-minded ga l. To it she ca n attach authentic , 
full colo r charms, repl icas of famo us car emblems 
such as MG, Ferrari , Merce des, Porsche, TR , Alfa , 
Jag, Volvo, Hea ley, Corvette. Looks far more costly 

ii~~~! is. B.r~~~l~t._-_-_-_-_-···· .-.·_-_-.-.·.·.·.· ....... •.• ............... $ii°go P~~: 

Been looking for racing shoes? How'd you Ii e a -:z 
made to order in Jolly Old England? We can ge 
Ta kes two weeks for delivery, but we ll worth : 
supple top gra in leather in black with red or c _!! 
trim. Give shoe size and width. 
Driving Shoes ............. .......... $12.95 pr. 

\ 
Is your brain bucket 
beat? Get a new Bell 
500TX or Bell Shorty 
(illustrated) for protec­
tion and comfort. We 
stock 'em and shoot 'em 
right out. 
500TX .......... $37.00 ppd. 
Shorty .. .. ... ... $35.00 ppd. 
Visors for 

above ........ $1.50 ppd. 
Bubble Shield 

(fits either) $4.95 ppd. 

Gloves make motor 
more comfortable a d 
prot ect the hands 
against bl isters. T 
s t yles: Grand Pr ix , 
(shown) with cape pal 
and vented backs ... 
$7 .95 ppd. lesion, cape 
palms and nit mesh 
back .. . . . S6 .50 ppd. 
Grand Prix are natural 
or black, Leston, natural 
color. Sizes 6½-10. 

THIS IS THE ORIGINAL "MITTEN" 

Unless the car cover bears the insignia you see in the upper left hand corner of this page, it ain't a 
Mitten, no matter what anyone tells you. Ours are covered by a MONEY BACK IF NOT SATISFIED GUAR­
ANTEE. Your car should be covered by a Mitten. Use the handy coupon to order. Calif. residents, please 
add 4% tax. 

MG Mitten 
Healey Hugger 
Triumph Tuni c 
Alfa Apron 

(Spyder) 
Fiat Frock 

(500, 600, 
llOO , 1200 
Rstr.) 

AC Apron 

Light­
weight / Canvas 

$16.95 
DURICON / water 

repellent) 
$22.50 

Sunbeam 
(Alpine ) Snood 

Jaguar Jacket 
(XK120) 

Vest for 
Volkswagen 

Renault Romper 
Porsche Parka 
Alfa Apron 

(coupe) 
Ghia Gown 

NEW SPRING 
CATALOG 

Send 50c . .. which 
will be refunded 
wi th your first order, 
for the new Spring 
catalog of selected 
MG Mitten acces­
so ries . . . for the 
car, for the driver 
and just for fun. 

Light­
we ight / Canvas 

$21.95 
DUR ICON 
$27.50 

Ferrari Frock 
Mercedes Muff 

(190·300SL, 
220) 

Corvette / 
Corvair Cap 

Jaguar Jacket 
(XK140 , 
150, 3.4) 

Light-
weight/ Canvas 

$26.95 
DUR ICON 
$30.50 

r-----------------~ I To: MG MITTEN I 
I P.O. Box 4156•G, Catalina Station Phone: I 
I Pasadena, California MUrray 1-5681 I 
I enclose $-------~ please send me I 
I __________ I 
I I I for my, _____________ I 
I Name _____________ I 
I Addres~------------ I I I 
I City . . one __ stat~--- I 
~------- ---------~ 
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NEW BOOKS 

Automobile YEAR 
1961 .. 5995 

The most outstanding motoring 
annual ever published. Com• 
plete coverage of 1960 GP Cham­
pionship Races; Sports Car & HIii ­
Ciimb Championship Events; 1961 
World Car Spex; Special & Dream 
bodied cars; Technical Articles; 
plus many other features. This 
King Size book (9½ x 12½) is a 
showpiece in any library with 
its incomparable 4-color illustr. 

other editions 1957 ; 1958 ; 1959 & 1960 ..... . . . $7.95 each. 
SPECIAL OFFER '57, '58, '59, '60 AND 1961 . . . .. $40.00 

The Technique of Motor Racing 
by Piere Tarulli .... Price $8.50 

~a ac~~~f n~~ii~~r t~~~ ~aa~!~ ;h~~e~~~~t~:f~/~~~~f;~;i 
interesting as Jenkinson's The Racln& Driver but with an 
entirely different point of view. 

THE RACING DRIVER ...... ... . by Jenkinson ..... ...... S5.00 
Sub titled The Theory & Practice of Fasl DrlYln& this is a MUST for 
competition minded novice or expert. 
FERRA'11 . ... Hans Tanner ... . . ... . . . . . . . ...... . ..... . .. . $5.50 
History & development of all cars produced & raced. 

TOUCH WOOD . . . Duncan Hamilton . .S6.50 
For "behind-the-scenes" this is the most realistic, 
frankest & most entertaining book we have ever read. 
You don't even have to be a racing enthusiast to enjoy the 
"story book" before-&-after race antics of most of the 
famous drivers trld by one of their own group. 

TWO STROKE ENGINE, Des,gn & Tuning ........... . ...... .. S4.50 
Two-Strokes need nurses to keep them well & the doctor 
orders thi s for proper care & feeding. FIRST book of its kind. 
PERFORMANCE CONVERSION EQUIPMENT ... . .......... $5.50 
Lists all modificat ion items avai lable for increasing perform­
ance of most British cars & tells what you get performance­
wise from each. Addresses, prices, avai lability of each. 
DESIGNING AND BUILDING A SPORTS CAR . .... . ...... . S5.50 
Describes in detail the construction of a special powered by 
BMC, Ford , or other like engine. 
NUVOLARI .. Count Johnny Lurani .. . .. .... .... ... ... . . .. $5.50 
Racing's greatest driver in life & legend. 
SPEED WAS MY LIFE . . Neubaurer .... ...... .. .. ........ . .. . $4.00 
'The Maestro" of Mercedes racing tells his story. 

The JAGUAR Companion $5.00 
Development. design & racing hi story from Swallow to 
XK 150 & Mk 9. Tho NOT a shop manual maintenance 
tips are adequate for owner to keep car in top tune. 
Chapters on BRAKES & TIRES; SERVICING; & SOUPING; 
BUYING A USED JAG; ALL MODEL SP EX etc. A JAGUAR book 
for owner, mechanic, potential owner or enthusiast. 

The M G Companion $5.00 
Treats the MG exactly the same in every respect as the 
above book does the Jaguar. Almost a MUST. 

BRITISH CAR REPAIR DATA 

SERVICE DATA SHEETS ... 
are printed in England for independent 
mechanics with approval of the mfgr. 
Each set consists of 8 8½ 'xii • pages for 
overhaul & maintenance of Engine; Igni­
tion ; Clutch; Gearbox; Axle ; Brakes; 
Steering, etc. Wiring & Lube charts plus 
many sectioned drawings. 
DATA SHEETS FOR CARS .. . . .... ... . ... . PRICE Sl.50 each 
Austin A-40 Somerset. ... .193 MG TC Midget. .. 155 

Healey 100-4 .... ..... . 214 TD Midget.. .. .192 
Healey 100 Six .. ...... 281 TF Midget. 233 
Metropolitan 1500 .. .. .. 305 Magne\\e .~ZA) ....... . 223 

Ford Consul-Zephyr .. . ... 184 Series A . . . . . . . . . 261 
Ang.-Pref. ' 53-54 ...... 224 Twin Cam ... . .... . 339 
Consl-Zephyr Mk2 . . ... 295 Morgan Plus 4 .. . ..... . 194 

HIiiman Minx ( '49) . .. . . . . 158 Morris Minor ohv . .. . ..... 220 
Minx Mk 4 & 5 ... ..... 190 Morris 1000 ... ..... ... . . 287 
Minx '55-56 ohv .... . .. 247 Rom 60/ 75 90 ' 54-55 ... 227 
Minx late '56 .. . .. . .. .. 267 3 litre ... . . . . 329 
Husky .. . . ....... . .. . . 315 Renault 750 .. .205 

Jaguar XK-120 .. . ...... . . 185 Dauphine..... .347 
MK 7 . .. ... .. . .... ... 197 Sunbeam Rapier .. . ....... 263 
XK-140 ........ ..... . . 241 Alpine pre 1959 . . .. 235 
2.4 l itre .. ............ 277 Alpine 1959 .357 
3.4 litre ... ... . ....... 303 Triumph TR-2 . . .. .. 22 1 
3.8 litre ....•....... . 353 TR-3 ... . ... .. 279 
MK9 .. . ... ... . .. .... 323 Herald ... . .. . .. . 321 
XK 150 ......... . ... . . 335 Vauxhall Victor . . .299 

COMPONENT DATA SHEETS .. .. ............. PRICE Sl.00 each 
Similar to Car Sheets but for purchased parts. 

Lockheed Brakes ........ 232 Borg & Beck Clutches .... 238 
SU Elec. Fuel Pump ..... 228 SU Carbs General ....... 246 
SU type H-4 Carb ..... . .. 236 Borg Warner O'drive . .... 258 
Lucas Distributors . . .... S 19 Dunlop Disc Brakes .. .... 310 
Lucas Starters ... . . . ... S 21 Smiths Instruments ... .. . 268 
Lucas Generators ... .. .. S 17 Girling Disc Brakes .. . ... 316 
We have 350 Data Sheets on British cars and components. 
Write for list or give year & model for repair info. 

PLEASE add 10c per item for postal Increases & In California 
add 4% State Sales Tax. Thank JOU. 

KEEP 'EM RUNNING 

with SERVICE MANUALS .. $6.9S ea. 
Official factory manuals for Austra lia are accu rate, authorita­
tive & complete. Each has many illustrations, charts, diagrams 
& drawings covering the following: 
• ENGINE • CLUTCH • GEARBOX • REAR AXLE • BRAKES 
• FRONT SUSPENSION • STEERING • COOLING • BODY 
• ELECTRICAL • FUEL SYSTEM • WHEELS & HUBS, etc. 

Each * denotes a sepa rate manual as fo ll ows : 
AUSTIN * A 40 Devon '47-52 * Somerset '52-54 

*MG-TO* HILLMAN '36-55 * RENAULT 750/ 760 
MORRIS* MINOR Ser MM & ohv Ser 2 * 1000 

FORD * Consl-Zephyr 51-6 * Mk 2 * Anglia-Prefct 53-6 

*VOLKSWAGEN to July 1957.SPECIAL PRICE. $5.95 

SEVEN NEW Australian Service Manuals 
HILLMAN O.H.V ...... ... . . ...... ... ..... $7.95 
RENAULT DAUPHINE .......... . . .. ...... $7.95 
PEUGEOT 403 ..... ........ .... .. .. . . .... . $7.95 
VOLKSWAGEN Incl. 1959 ...... .. . . . . .. ... $7.95 
SIMCA ARON DE & ELYSEE (New Edition) .. $7.95 
TRIUMPH TR 2 & 3 ... . . ......... . .... . . $8.95 
TRIUMPH HERALD ....... ...... ..... . . .. $7.95 

Limited stock of Factory Service Manuals: 
Lated manual• printed in English by the mfgr. Used in 
their own shops. Some owner's handbooks. Write for list. 
ALFA ROMEO Giulietta Cars. . ... . . S18.50 
ASTON MARTIN . . . . . . . . . . . . . . . . . .. .. .S10.00 
AUSTIN·HEALEY SPRITE ........ .. .......... . . . ..... . S11.50 
AUSTIN -HEALEY 100 Six Incl. 3000 ..... . ...... . . . .... . $13.50 
AUSTIN -HEALEY 100-4 Inc. '56 ......... . .. . . . ...... .. . S11.50 
BMW 600 .... .. .... ............... . .. .. .. . . . ... . .... .. . S8.50 
BMW ISETTA 300 . ....... ................. .. . . ... .. $8.50 
BORGWARD !SABELLA . .. ....... . ................... S13.50 
CITROEN OS 19 ..... . ... . .. . . .. .. .... ............. .. . $16.50 
CITROEN ID 19 .............. . . .... .... ........ . ..... . S16.50 
CITROEN LIGHT 15 ..... . ..... . ..... .......... , . ..... . $16.50 
D K W .... . . . . . . . ...... .... ... ...................... . S11.50 
FIAT . . 500 <from '57 on) ... . ...... ....... .... . . . ...... . S11.00 
FIAT600 .. . .. .. ..... . .... ............ ....... ..... . $11.00 
FIAT .1100/ 1100 . . . .. ... . ...... ....... . .. . .. . .. . ... .. $11.00 
FORD .. . An2lla/ Prefect 1953-59 . ......... . . . .. ... ... ... . $14.00 
FORD An2lla •Prefect 1960 (105 E engine) .............. .. S16.50 
FORD . Consul/Zephyr/ Zodiac.. . . S14.00 
JAGUAR XK 110 & Mk 7 .... ......... . ... ............. . $16.50 
BORG WARNER Auto Trans. for Ja2. MK 7. . .. ... .. . .$9.00 
MG TO -TF SHOP MANUAL . . .. S11.50 
MG "A" SHOP MANUAL.. . .. S11.50 
MG-A TWIN CAM ... . .... . ... . .. $13.50 
MG TC OWNERS HANbBOOK..... . .. $3 .50 
MORRIS MINOR MM. Ser 1 & 1000 . . S11.50 
NSU PRINZ. .. . . .......... ................ . . $10.00 
PEUGEOT 403 ...... . . . . ..... •· . . .. . . . . . . . . . .. . . . .m.so 
PORSCHE 356 ALL MODELS ... .. . .. ..... . . .. . . . . .. . . . S15.00 
PORSCHE 356A Incl. 1958•59 SUPPL ... . .. , ....... . 130.00 
RENAULT 4CV (750) ............. ....... . . .. ... .. .. $13.50 
RENAULT OAUPH INE ... ......... ........ . . . . .. ... .. S13.50 
SAAB (loose leaf shop tvpe hard cover) .. . . .... . ...... . .S14.00 
SAAB paper bound cover . . .$9.50 
S.U. Carbs & Fuel Pumps... . . . . . . . . . . . . . . . $6.50 
TRIUMPH TR 1/ 3.. .. . . . . . . . . . . . . ... . S16.5ll 
VOLVO SHOP MANUAL all models .... ....... .. . SH.SO 
WEBER CARO INSTRUCTIONS ( In English). .S6.50 
WEBER CARD JET CATALOG ( In Italian) ........... . S4.50 
JAGUAR 2.4/ 3.4 Factory manual sections as follows .11.50 ea. 
( A) General Info. & Spex (C) Ca rbs & Fuel System (D) Cool-. 
ing ( E) Clutch (F) Gearbox & Overdrive ( G) Drive Shafts (H) 
Rear Axle (I) Steering (J) Front Suspension (K) Rear Sus­
pension (L) Brakes, disc & drum (L supp) Late disc Brakes 
( M) Wheels & Tires ( N & 0) Body, Exhaust & Heating 
Systems ( P) Electrical & Instruments. 
( B) Engine Section $3.00 Complete Manual In binder S35.00 

OTHER MAINTENANCE BOOKS 
MG COMPLETE SHOP MANUAL 

COVERS• TC• TD• TF • MG A ...... . $10.00 
Covers for all MG's listed , everything in the facto ry man­
uals. Al so includes spc' I. speed tuning for TC, TD & TF. 

TUNING & MAINTENANCE OF MG A Philip Smith ....... $5.00 
Top British tuner deals with the A & ZA Magnette. Tips also 
work on Morris & Austin A-50 with caution! 
TUNING & MAINT. OF MG'S to TF-1500 . . ....... . . .$5.00 
Same author as above book but on older MG's. 
DESIGN & TUNING OF COMPETITION ENGINES ... . .. ... . $8.50 
General advanced tuning for competition. 
THE MORGAN WORKSHOP MANUAL. . ......... . . ... . ... .. $4.00 
Covers : Climax, Ford lOOE, Vanguard , TR & TR3 engines. 
HOW TO TUNE YOUR FOREIGN CAR .. ... ... .......... ... . $2.00 
Tuning spex for 174 foreign car models & what to do with them. 

Floyd Clymer's OWNER 'S HANDBOOKS 
Cover most models of subject cars Tho NOT shop manu~ 
als are fine for owner mai ntenance, Some have souping 
& road tests, ALL have gen info for owner or buyer, 

BRITISH FORD. (a ll models from Prefect to Zodiac). $3.00 
FERRARI .. This is even better than the origina ls ... S4.00 
METROPOLITAN .. On ly book we know of on this .. S3.00 
MASERATI .. First with any real tech info ......... $4.00 
PORSCHE .. Only book on ca r. Has souping info ..... $4.00 
RENAULT DAUPHINE .. Very good. . SJ.DO 
SIMCA . . Has road test of 1960 Elysee.. . . S4.0 0 
VOLKSWAGEN . 2nd revised edition. Up to date .... S3.00 
SOUPING THE VW .. Ways & means to make her go . SJ.DO 

MODERN SPORTS CAR SERIES $1.95 ea. 
New popular &oolcs for sports car people . Full of fofos, 
facts & figures. Written in an easy to read manner by experts. 

• For the Car Owner • 
Each car guide (identified by a * ) is complete in itself. 
Has history; mechanica l & tun ing spex; maintenance & 
driving tips; & other points of interest. Covers ALL models. 

* Austin Healey * Corvette * Jaguar * M G * VW 
* Mercedes * Porsche * Triumph * Renault 

YOUR SPORTS CAR ENGINE A perfect companion book to any 
of the above (for all cars) for more detailed tuning. 

NEW GUIDE BOOKS JUST OUT 
FIAT GUIDE . .. all th e dope ... like above car guides 
VOLVO GUIDE .... . ..... another goodie on a specific car 
CARE & REPAIR OF YOUR SPORTS CAR ...... l ike it says 
SPORTS CAR CLUBS .... Which one , what kind, how many 
YOU CAN DRAW CARS & ybu really can if you use this 
THE BUGATTI STORY ....... Abso rbing , accurate account 
KARTING GUIDE . .. latest rul es , karts, engines, trax etc. 
FORMULA-JUNIOR GUIDE. Cars, Spex, Design & Rules. 

• For the Race Enthusiast • 
GUIDE TO COMPETITION DRIVING .. ... Paul O'Shea advises. 
G.P. CARS ...... Tech & historical details by Denis Jenkinson. 
RACES THAT SHOOK THE WORLD .... ... . .. Dynamic events. 
GREAT RACING DRIVERS OF THE WORLD . ... 40 of the elite. 

• For the Rallyisl • 
LAHAY REID'S RALLY TABLES .. .......... .. Figures don't lie. 
SPORTS CAR EVENTS ...... Trials , Autocross, Gymkhanas etc. 
GUIDE TO RALLYING .. .. For beginner & expert. Full of dope. 

• For Everyone or Anyone • 
USED SPORTS CAR BUYERS GUIDE . . .... How not to get stuck. 
SPORTS CARS OF THE FUTURE ... .. ... Fi ne sketches & drool. 
SPORTS CARS OF THE WORLD . ..... Pix , spex , prices & data. 
VINTAGE MOTOR CAR POCKET BOOK . ....... 1920-30 A dilly ! 
Any 3 titles . . $5.50 SPECIAL Any 6 .. $10.50 

AUTOMOBILE DESIGN BOOKS 
MECHANICS OF ROAD VEHICLES .. . ... $9.00 
For students & professional automotive engineers. Deals 
with mechanics of chassis design only. Chapters in• 
clude : Equilibrium Problems; Motion Along a Straight Line; 
Angular Motion ; Torque & Gear Boxes; Vibrations & Springs; 
Suspensions ; Brakes; Tire Properties; Rigid Body Dynamics; 
Directional Stability & Transient Motion etc. 287 pgs, 198 illus. 

Automobile Engineer's 
Reference Book $2S.00 
Half a million words by 57 British 
automotive specialists in 1664 pages 
with 1010 diagrams & 225 photos 
all in 30 main sections covers the 
entire field of automotive design & 
production. 

NO book like It In the WORLD. 
Engineer's last word. 

Student's first purchase 
MONEY BACK GUARANTEE 

Descriptive leaflet on request 

SPORTS CAR DESIGN & PERFORMANCE .. . .. $7.50 
Desi gn requirements from engine to running gear. Can 
be understood & applied by most home designers. 
Headings include:-Englne Design ; Road Holding; Sus­
pension; Chassis; Body; Gearbox; Brakes ; Tuning etc. 

HIGH-SPEED INTERNAL-COMBUSTION ENGINE . . $12.50 
Bible of engine design by Ricardo covers basic theory , me­
chanical design & power reqmts. for all types incl. two-strokes. 

SPORTS CAR BODYWORK . . Locke ..... . . . . SB.SO 
More than just a bodybuilder•~ guide covering all types 
of construction this book discusses design requirements 
of the components to be covered by the body as well as 
the aerodynamics & drafting involved. Included are large 
fold-out detailed working drawings. 

First really new average-speed rally calculator the SPEED­
MASTER is simple to operate, accurate & low priced. One 
side reads I to 60 miles & 1 to 60 minutes. Other covers 10 to 
1000 mi. & from 1 to IO hours. Made of durable plastic. 

AUTO BOOKS, 2900 G Magnolia Boulevard, Burbank 5, California-Phone Victoria 9-1294 



AROUND THE WORLD IN 30 DAYS continued 

"Then it was decided that owners 
could accept money, but not deviously 
now - in other words one couldn't trans­
fer his car to his wife's name and have 
her collect the loot. One also couldn't 
drive but collect as the car's owner. One 
could, and this is absurd, really hurting 
the little guy, do these things if he owns 
an auto agency or large corporation to 
which winning a race would be pub­
licity. If the driver happens to be the 
president of said corporation, he can 
collect personally and get away with it. 
There were, of course, screams and yell 
about this but the Governors presiding 
left the whole thing up in the air saying 
that they really couldn't make a definite 
decision on this anyhow, or on anything 
else going on at the meeting, because it 
would have to be put to a vote of the 
Board or something. The whole bit was 
left there, but Pabst and Co. were 
pacified. 

"Now very interesting things began 
to happen. Briggs Cunningham stood up 
and made the most sensible speech of 
the day so far. He stated that he didn't 
see any harm in any driver, anywhere, 
being thrown a couple of bucks here 
and there. They race and spend lots 
of money on it, so why all the fuss 
about who collects - and who checks 
everything anyway - and whose idea 
was the whole thing, the Contest 
Board's or the drivers' who apparently 
weren't asked. 

"Next Bill Kimberly delivered a 20 
minute speech from the audience, say­
ing, in gist, that this wholly amateur 
bit was all right at the onset of sports 
car racing because in those days things 
were new and all for the sport and 
local. If a local hot shoe went up to 
Canada and cleaned up to the tune of 
the cash r egister, no one really ever 
knew about it and therefore no one 
yelled. Nowadays, the communications 
situation has changed, with the coun­
try well supplied with all kinds of spe­
cialty magazines - especially in the 
motor racing field. Therefore, everyone 
knows immediately who does what 
where. 

"Bill Kimberly likened the present 
rules and restrictions to Prohibition, 
contending that both made sinners of 
us all. He asked why it would not be 
possible, in view of the present status 
of motor racing in this country, to 
eliminate these rules and revise the 
whole concept of 'amateurism.' He sug­
gested that as long as the big bore 
modified cars draw the crowds, they, 
from class F up, should be allowed to 
race pro. This was sort of a moot sug­
gestion, but he did have a most reason­
able basic premise for the thing. 
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"He was, naturally, shut up real 
fast and the meeting came to an abrupt 
end.'' 

Wraps Off Jaguar 
Ye , Virginia, there is at last an 

E-type Jaguar and it isn't nor was it 
ever, Brigg- Cunningham's LeMans 
hot rod. I n a las minu e before press­
time call, Bernard Cahier gave u the 
word that Jaguar had removed the 
wraps from their secret project that ha 
been the target of much guessing for 
many months. In the short time avail­
able, Bernard revealed that it is to be 
called the E-type Grand Touring model 
and will be made available in both 
coupe and roadster versions. In form it 
r esembles t he Cunningham machine at 
the front but with a more normal tail in 
the case of the roadster. The coupe has 
the same frontal aspect with a fast-back 
closed body in the accepted English 
conformation a -la Aston Martin and 
Aceca. Underneath lie many real 
changes including an all-independent 
suspension system. Power comes from 
the well-tried 3.8 liter engine set up as 
was the 150-S. A run down the J abbeke 
pike with the car netted a sizzling 
149.7 mph. The standing quarter was 
turned in 14 seconds and O to 100 mph 
was clicked off in 16 seconds. The price 
range is scheduled to be similar to that 
of the 150-S. Watch for a full report 
in the next issue of SCG. 

* * * 

Citroen Victory 
The rally team of Trautmann and 

Verrier drove their battered Citroen 
ID-19 to victory in the annual Tulip 
Rally in Holland. The car had been 
invloved in a serious accident earlier 
and was not expected to be able to finish. 

The Tulip Rally, like the Monte Carlo 
and other top European rallies, test the 
car and driver at very high speeds over 
extremely difficult terrain. 

* * * 

Legal Decision 
Ray Lavely, manager of the Conti­

nental Divide Raceway, near Denver, 
sent us a note on an important legal 
decision rendered by the Industrial 
Commission of Colorado. 

During the inaugural sports car races 
at the Raceway, in 1959, Robert 
Ramsey, a volunteer flagman on one of 

the turns, was hit by one of the partici­
pating cars. Ramsey was covered by the 
Raceway's insurance, · but also fil ed a 
claim under Workman's Compensation 
with the Industrial Commission. 

As Ramsey was an amateur club 
member, volunteering his help without 
pay, the Commission's referee ruled 
that Ramsey's case be "dismissed and 
denied.'' This was the first decision in a 
case of this type in the United States. 

* * * 

Indy Rumor 
Jack Brabham, 19 59 and 1960 

World's Champion Grand Prix driver, 
is entered for the Memorial Day 
Indianapolis "500" in one of two 2.5 
liter Cooper Climax ex-Formula I cars. 
Brabham shook up the American oval­
racing fraternity last October, on his 
way to the US Grand Prix at Riverside, 
when he casually drove his inde­
pendently suspended Formula I Cooper 
around the Indy circuit at better than 
144 mph, using road race tires and 
pump fuel. 

While Brabham drifted the road race 
machine through the turns as fast as 
anyone ever recorded at Indy, the car 
couldn't have matched the top speed 
of the 4.2 liter Indy cars down the 
straights, nor their acceleration out of 
the turns. The road race-tuned Cooper 
was not then especially geared for the 
Indy circuit and Brabham stayed in top 
cog while at speed. The new car, which 
John Cooper is preparing for the race, 
and last year's winning car, will have 
a special three-speed box, with a gear 
for starting, one for the turns and 
another for the flat-out straights. 

The two cars, sponsored by James H. 
Kimberly, of Chicago, will arrive for 
practice May 1. Both Brabham and 
John Cooper will spend much of their 
lives on jet planes during May, with 
practice and qualifying for Indy, the 
Monaco and Dutch Grand Prix for 
points and the Indy "500" for money. 

* * * 

Model Cars Stolen 
Thieves stole 15,000 1961 Ford cus­

tomizing convertibles recently from a 
Chicago freight terminal when a huge 
semi truck van was used to transfer 
1200 cartons of model car kits. 

The AMT kits, valued at $19,000, 
were a brand new release item ready 
for introduction on the model car mar­
ket. This shipment represented several 
weeks' production and its loss will thus 
delay the appearance of these new kits 
on hobby shelves. 

13 



NEVV PRODUCTS 

SHIFT CONVERSION K I T, the "Posi­
Shift,'' converts any column shift to 
fioor shift with standard H -pattern. 
Over 125 models for Compacts, Imports 
and American cars. Guaranteed. Infor­
mation and prices from Ansen Auto­
motive, 641 7-G So. Normandie Ave., L os 
Angeles 44, California. 

NARDI STEERIN G WHEELS fi t most 
imported cars and add elegance, safety 
and comfort to your little jewel. Lami­
nated mahogany rim is hand-rubbed, the 
three spokes are chrome-plated diiralu­
m imnn. From $65 to $95 from V ilem B . 
Haan, Inc ., 10305-G San ta Monica Blvd., 
Los A ngeles 25, California. 

TWO GUIDEBOOKS, both 16 pages, 
give a wealth of tips on winter driving 
and on economy driving. Both are free 
at R enault dealers, wi th the Winter 
Driving Guide available in the northern 
states and the E conomy Driving Guide 
in the southern states. S ee your local 
Renault dealer. 

14 

TRIUMPH OWNERS will welcome a 
lifetime plastic battery holder for TR-2 
and TR-3s to prevent corrosion in bat­
tery well and firewall, plus preventing 
acid leaks onto fioor. W ith no holes to 
drill, it can be installed in minutes. MG 
Mitten, 1127 E. Green, Pasadena 4, 
California. 

1961 CA TALOG of cams, forg ed alu­
minum rods and blower drives for im­
proved performance or for all-out com­
petition in the many divisions of auto 
racing. Description of cam grinds. S end 
25c to H oward's Racing Cams, 10122 
So. Main Street, Dept. G, Los A ngeles, 
California. 

L 
1T 

VOLKSWAGEN OWNERS will add 10 
mph with this dual manifold kit. In­
cludes two aluminum manifolds, balance 
tubes and linkage. Install with hand 
tools. N eeds one additional Solex carb, 
$24.95 from VW dealers. Kit NC-114 
is $39.95 from Nor-Cal, P.O. Box 1928-G, 
Stockton, California. 

RALLY NAVIGATORS will have an 
easier job with "Magnamap," built of 
plastic, with a three-power magnifying 
glass and non-glare illumination. Uses 
two penlight batteries (not supplied) . 
At dealers or $6.95 postpaid from Spot 
Enterprises, P.O. Box 66-G, Culver City, 
California. 

FULLY TRANSISTORIZED, the 
"Transmobil" radio operates on 6 or 12 
volts in your car or on pen-light bat­
teries out of it. Receives broadcast band 
and short wave; safety lock prevents 
theft from car. Write Autovox Corp. of 
A merica, 250 W est 57th St., New York 
19, N.Y. for details . 

CORVETTE PISTONS of forged alu­
minum for fuel-injected Corvettes. Made 
from special alloy by a top piston m.anu­
f acturer. Sizes: 3% bore plus 0.030, 
0.040 and 0.060. Set of eight pistons and 
pins, $39.95. Order from V ic H ubbard. 
21032 Meekland Ave., Hayward 4, Calif. 

SPORTS CAR GRAPHIC 
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FIA APPROVED BRITISH MADE 

Racing Mirrors 

t'sed as orh:inal equipment by the leading racing 
car manuracturers inc luding Aston-Martin, 
Cooper, Lotus. Vnnwall . etc. Shatterproor mirror 
in your choice of flat or convex s:rlass mounted in 
streamlined s1Hm aluminum cone housing. WL 
5¾ oz. Adjustable base with posith·e locking de• 
vice. Recommended for cowl mounting. 

the Touch of I t aly 
S ala-Sport DRIVING GLOVES 

Driving to work or play, you·n place these 
imported Italian a la-Sport glo,·es with the 
exclusive non-slip grip among your choices t 
possess ions. Skin-soft, well ventilated 
Italian leather, double leather palms. Select 
from four di s tincti,·e s tyle s (except 
Shorties - $7.SO) in all sizes. Your choice 
of a ll black, tan and na tural brown, white 
leathcrback and tan palm; knit back and 
brow n palm. Shorties in knit back and 
brown palm only. Sizes: 6½-10 inclusive 
for lad ies and gentlemen. -

Sala-Sport 

RACING & 
DRIVING SUITS 

Designed in Italy with the 
spor ts car and racing en ­
thusiast in mind, these original 
racing suits are co lorful, com­
fortable and distinctive. 

ONE-PIECE 
SUIT 

A European and American 
favorite for races and rallies. 
Features include elast ic gath­
ered wrists, waists and ankles; 
inandarin collar, roomy pockets 
with heavy duty zippers. Avail­
able in white, grey, French 
Racing Blue, Red or Black . 
Tailored washable poplin fabric 
in men's sizes only (36-38-40-
42-44). 

TWO-PIECE 

RACING SUIT 
(Pants $7.95 $1695 ppd, 
Jacke t $9.95) 

.-------------------
• FLAME PROOFING $1 ,50 perpkg. (acld25e 

• ~~~~,~~!\;ut~
1
~v~

1
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0r~P~~r linen 
• Chemical's" No. 55. Spray or dip. Carl'ies 
• State };'ire Marshal's approval. 
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.. ,,\NARDI STEERING WHEELS 
~01l'~-.!!!=======t11111.,. lo~:1:n11

~~frt~;;!~~ii~t~e:~nZvo~r:"11~s~r:. t~~'f ri~~~ 1!:! 
tended ! or the car owner who wishes t o add charm and 

'° • d ignity t o the appearance of his automobile. 
Lami nated select m ahogany wood is finished to a rkh• 

ness and brilliance only obtained by endless hand rub­
bing. Duraluminum chromium plated s1>0kes enhance and 
provide that finishing touch for a luxurious appearance. 

Leading au tomobile manufacturers as well as champion 
drivers report Nardi wOOd rimmed wheel maintains hlg.b 
degree or safety rmd comfort, 

Made to fit practi call y a lt makes or foreign ca.rs. Enrico 
Nardl 's s ignature is etched on the right spoke ot every 
w heel produced as a g uaran tee of Its or igin. 

From $]0 to $95 ppd. 
EKcl usively Distributed i n USA by V ilem 8 . Hun, Inc. 
Flat 1100, 1200; l\lGA, MG-TD / TF, 

! F l:~
0~oi. "t9"o(); ·i:.'\n"ci~ A"PPia, ' ASton·r:1~rtiri~70

'
00 

ppd • 
AH 100/4, 100/6 (non-adj. boss) , 
MG/TC , , . , , , , , , , , . , ... , • . , ••• . , , , 580.00 ppd. 

MB l 90 SL, Porsche, Alfa Guilietta .. .. , , . $85,00 ppd, 
A lfa Romeo l 000 and 2 LTR.. Fiat l 800. 

Lancia Aureli a and Flamlnla, AC, AH 
100/ 4, 100 / 6 (adj . boss) , Jaguar-All 
Models, TR III (non adj, b oss) , MB 220, 
300 and 300 SLR .••••••• • , • • •••••• , S90,00 ppd, 

?tiercedes Benz 300 SL ......... , , , • , • . , 595,0 0 ppd, 
Available o the r models, When ordering state make, model 
and year of car, -~rcg~:t~-;y~-----------------

SUNGLASSES OF FRANCE 

"The Smartest Thing in S ight!" 
"Sports Spectaculars'• are custom crafted or Orama I V 

~i::·;1~!: g~s;~~~~n~~~ s1t:~~~~~,:~ie~~~:rg~~o~~a 
amazingly comfortable, this new lens, with itr-; modem 
w indshield look, is the fines t ever produced, Comes in 
Continental Case, When ordering specify men's o r 
women' s style . 

$)295 ea. 
ppd. 

• 

------------------------------------· CUSTOMED FOR YOUR CAR 

Custom Car Covers 
NEW DESIGN 

THE SHORTY 

Crash 
Helmet 
A new, premium quality 
design from the makers of 
the famous 500TX helmet 
i s sure t o please drive rs who 

r~·:r~~ w:ir ~!'c\i:.1:"1~:tc1:':d,:. The •·Short y·• lncorporatee 
the same energy-absorbing liner .as the 500TX in a fiher­
~ l ass shell of equnl oualily. Approved l)y Snell Fund 
Study. Meets all racing assn . requirements. Both the 
snap-on and flip-up h u bb l e shields may be used without 
alteration on this helmet. Its g enuine leather neck 
harness with ny lon chin strap provides a glove-like fit 
and maximum security. Sizes 63/4 th1·u 73/4 . 

"Shorty" with visor $36,50 ppd ., less visor $35.00 ppd . 
"5OOTX" Jet Helmet $38.50 p p d., less visor $37 .00 ppd . 

COMPETITION 

Seat Belts 

ppd, 

Illustrated 52 Pase c,ta101 
Profusely illustrated catalog 
containing hundreds of acces• 
sory items imported and domes• 
tic, representing our comp le te 
line. Catalog of automotive 
accessories for the foreign and 
sports car owner and enthusi­
ast. soc ppd. refundable on 
first order. 

Yifenz 11. :HAAN 

DEALERS INQUIRE 

• • • • • • • • 

I N C O R P O R A T E D 

FOREIGN AND SPORTS CAR ACCESSORIES CENTER 
10305-07 Santa Monica Boulevard 

Dept. GR-5 West Los Angeles 25, California 
BRadshaw 2-4455 or CRestview 1-3775 

Three blocks west of Bever!,, Hilton.Hotel 
- • d b-: Custom Sports Car Accessories 

R epresented in Cana a y . 40-42 Lombard St. , Toronto 1, Ont, • 
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President Mateos of Mexico greets Ricardo Rod­
riguez in the pits before the Formula Jr. 
race. R icardo had an excellent pit crew. 
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Jim Hall (top) worries about tuning the Cooper 
for the 7,800 feet altitude. Big bore production 

• race was another victory for Ricardo Rodriguez. 



PHOTOS AN D STORY BY JACK BRADY 

de MEXICO Here We Go Again 

IF YOUR LINGUISTIC CAPABILI­
TIES extend to the romance tongues, 
and you happen to subscribe to a 

Mexican newspaper, you know that 
some exceptional racing was r ecently 
staged on Mexico's immense Deporti,o 
or sports park. Located just 15 pesos 
worth of very hairy taxi ride from the 
center of Mexico City, the park in­
cludes more baseball diamonds, football 
and soccer fields, swimming pools, foun­
tains and statuary than any other simi­
lar area in the world. More important, 
it is partially encircled by a beautifully 
engineered auto racing circuit. Com­
pleted in 1958, only a single 500 kilom­
eter compact race had been held on the 
3.2 mile course prior to January of this 
year. 

The 1st Carrera Ciudad de Mexico 
was billed as the greatest racing en­
deavor in Mexico since the much­
mourned passing of the Carrera Pan 
Americana. In the strictest interpreta­
tion this was true, but to compare the 
two requires more imagination than 
even the most devious Latin journalist 
could muster. 

Racing has been officially in general 
disrepute since Mexican Road Race 
days because of the multiple casualties 
involved in that event. With the sup­
port of President Adolfo Lopez Mateos, 
and an influential group of enthusiasts, 
the future looks more encouraging. 

Lopez Mateos' interest is not a pass­
ive one. He owns a Ferrari, a Maserati, 
and has been known to stand at the 
fence during some of the races in the 
hinterlands and observe with quiet but 
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obnous enthusiasm. 
Our race wee ·end properly started 

on Thur day prior t.o the Carrera. 
Bucking a tight chedule that didn't 
permit the 5000-mile round trip drive, 
we caught the very pleasant CMA 
Comet 4C Jet from Los Angeles Inter­
national Airport. 

Returning from Nassau earlier in 
the month we took the alternate route 
to Los Angeles via Mexico City. This 
side trip had been inspired by that 
crusty West Coast journalist, Gus Vig­
nolle, a long time friend of Don Pedro 
(Papa) Rodriguez. We wanted to get 
a look at the track and hear first hand 
what was being done. Luis Zalce, secre­
tary for the Committee of Organizers, 
took us to the Autodromo at the De­
portiva and we actually drove the 
course to be used in the upcoming Jun­
ior race. 

Later at lunch, a pleasantly late 
lunch with Don Pedro Rodriguez, the 
topic of the most suitable machine for 
the race and the course, came up. 

This was to be a forty lap event, the 
longest Formula Junior race ever run 
on this side of the Atlantic. Club Roda, 
the sponsoring group for the yearly 
races at Avandaro, had just received 
word from Colin Chapman that the re­
mainder of the ten cars ordered ·by some 
of the Roda members were to be deliv­
ered in Vera Cruz shortly. Four of the 
Lotuses were already in Mexico. Don 
Pedro had not yet decided what car 
would be the most suitable for Pedro 
and Ricardo, and of course was consid­
ering the Lotus. The two Scorpions 

driven by the Rodriguezes are fast, but 
don't seem to be in the same class with 
the Cooper-Lotus clan. 

I have the unfortunate Irish habit 
of being quite emphatic when asked my 
opinion about almost any subject. Per­
forming right up to expectations, I de­
posited foot in mouth and gave his 
query as to what car I thought would 
do the job a most enthusiastic response. 

After watching Walt Hansgen's per­
formance at Riverside in the 1961 
prototype from Cooper's Surbiton shop, 
and going over the car as carefully as 
time and a watchful mechanic would 
permit, I was convinced that it was the 
sturdiest and the cleanest Junior I'd 
seen to date, and I said so. 

With a smile "Papa" suggested: 
"Call Alfred Momo when you get back 
to the States and see if you can arrange 
something." Just like that! 

The sum total of my arrangements 
was a call to the Momo Corporation in 
New York and a quick description of 
the problem. To Alfred, one small item 
stood in the way of a prompt decision. 
The car was still on the road from 
Riverside. 

Alfred promised to check with Briggs 
Cunningham, and contact the Rodriguez 
family as soon as possible. We passed 
the time of day and that was that. I n 
typical Momo fashion, he not only sent 
the prototype Cooper to Mexico, but 
also a Stanguellini for Pedro to drive. 
A mechanic to see to the welfare of 
both was also included. 

In a very unusual move for a Mexican 

( continued on following page) 
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Ricardo Rodriguez streaks across the finish line in an 
Alfa, very far in the lead, to win the TU1·ismo A event. 

' ~ 

Lorenzo Bandini, Italian Junior ace, awaits with his 
crew. President of Mexico, Mateos, (right) starts big race. 

\ 

Ricardo signals for a pit stop during practice session 
in the 1961 prototype Cooper with which Walt Hansgen won 
the Formula Junior race at Riverside. Jim Hall (bottom), 
who was to take the third spot, gives fellow-Texan Hap 
Sharp's new Cooper a workout on banking at Mexico City. 

Start of the $20,000 Formula Junior race at the sports park in Mexico City saw 28 starters, 23 finishers. In front 
~·ow, left to right, are Ricardo Rodriguez, Adolfo Valasquez and brother Javier. Jim Hall #15 is in 4th row. 

18 

Ricardo takes his Cooper past Adolfo Valasquez' Lotus 
on the banking. Hap Sharp (above) in Jim Hall's Cooper, 
running 11th in the fifth lap, leads the Van Beuren Lotus 
#8 and the #19 Mitter DKW under the start-finish banner. 
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d the Cooper together under favor­
able circum ances, we made a rapid 

p ugh customs, with a compli-
tz.ry Daquiri in hand, and headed 

r our hotel. A miling Don Pedro had 
been waiting behind the custom desk 
for us. The Cooper was in Mexico and 
doin ,ery well in early pract ice. 

Bud Hull, Dolphin manufacturer from 
El Ca jon, California, hailed us as we 
checked in. He wanted to know "where 
they were hiding race headquarters." 
Bud had been through a six-hour 
t ruggle with Mexican officials at ~o­

gales before they just threw up their 
hands and let him across the line. He 
might have been there yet if he hadn' t 
been able to speak Spanish. He claims 
to have tackled everyone from the bor­
der guard to the chief of the port 
customs. When orders originate in 
Mexico City nearly 2500 miles away 
from the border, the progress of infor­
mation, permits, etc., to the provinces 
can be agonizingly slow. 

Many a prospective entry from the 
U.S. has been discouraged by this sort 
of thing· in the past, but purses such 
as the $20,000 posted for the January 
race tempt even the lazier competitors. 
Admittedly, distances are prohibitive 
and without a lot of advance planning 
you could not race successfully south 
of the border. Among those tempted 
this time were Jim Hall and Hap Sharp, 
who, living up to their Texas reputa­
tion, put two Juniors into Mexico for 
the race, then showed up six days later 
at Palm Springs for an SCCA regional 
event. They not only had the Juniors 
this time, but two Cooper Monaco's and 
a Ferrari. This harks back a few years 
to the time when t he giant vans of 
Edgar, Kimberly and the others were 
on the road during the entire season. 
More power to the Lone Star contin­
gent. Hall and crew are providing top 
flight machinery, competitive driving, 
and color. 

Half an hour after we checked into 
our hotel on the Reforma, we were in 
Luis Zalce's office. The Mexican greet­
ing for a friend is the continental 
embrace, a pleasant custom when you 
understand what is happening, but a 
little unnerving during the initiation. 
We were immediately packed off to 
Woolworth's for credential pictures. 
These, as usual, looked like the best at­
tempts of the Chicago police depart-
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good for the 
e year. a d e photograph 

• ed. - ey become a li e harder 
- e irre:,-po - ible elemen to pass 

o,er - e fence. 
_'\. s party was held that night by 

Pedro to intrOduce the new cars 
e pre:s. With the help of a sym­

pa~ e ·c cab driver who had no English, 
a d my acute grasp of sign language, 
we ere oon in dire straits. This, in­
cidentally wasn't anywhere near the 
party location. The driver fin ally called 
a bi-lingual dispatcher on his radio who 
go us ;o the affair with a minimum 
of difficulty. 

The Rootes Group had forwarded the 
unbeam Rapiers, which had been 

driven with much gusto at Riverside by 
Hopkirk and Harper, to Mexico and 
were out in full force for the party. 
We were informed that the Rodriguez 
boys were to drive the Sunbeams and 
some three of four other cars yet to 
be decided. Most of the sporting press 
was on hand and George Montezuma, 
motoring mentor of Radio Mil, got us 
involved in one of his enthusiastic and 
oft.en riotou conver ations. 

One of the major topics of conversa­
tion wa a 1 :44.7 lap turned by Ricardo, 
::\Ionday afternoon. 

Motor racing is not new in Mexico. 
If you are addicted to musty archives, 
you can find pictures of gargantuan 
racing cars careening over a dirt course 
in Guadalajara in 1907. The abiding 
interest of the Latin in speed was re­
emphasized for us on Friday and Satur­
day. During practice and qualification, 
the stands were jam med to the railings. 

Anticipating a pretty nasty crush at 
the track, we boarded a taxi just after 
nine on Sunday morning. The entire 
city was shrouded in a thick fog with 
only an occasional produce truck in 
evidence, or a bicyclist with a fla t 
basket of immense proportions balanced 
on his head on his way to the great city 
market:i. 

The crowd was already thick along 
the fences with the first race an hour 
away. The traffic jam we anticipated, 
didn't materialize until after the race. 
Where they came from then, I'll never 
know. I didn't think there were many 
cars in the city. 

Next year's Mexican season should 
see at least two races on the Auto­
dromo. One will probably be an unlim­
ited sports car race, the other a repeat 
of the January race. Avandaro will 
have a Junior race added to the regular 
sports car events. There may also be 
prize money involved here. If the Auto­
dromo or another course can be ap­
proved this year, a bid for a Formula I 
race might be forthcoming in 1962, ac­
cording to Zalce. 

Under the new Mexican laws, no fin­
ished automobile may be imported. 

They m - - e·- er 
factured comple 
try' border, a nd 
exceed S4500. { . 
and employ the immense r 
Mexico, the governmen is taking : 
very stringent steps. Car ro be c.sed 
exclusively for competition are the only 
exception to these laws. If a . . co -
petitor has a good car and i willing 
sell it, he might inquire into the po 
bilities before going down to r ace. Th 
new laws, I am led to understand, make 
t his a much easier proposition than be­
fore and possibly you might pa y the 
expenses of the trip. 

Rodger Ward has a pet phra e tha 
he applies to people who move into an­
other sphere of racing and expec o 
clean up on a grand scale : 

"You can't just go in there and ex­
pect to pick a grape, because it won' 
work." 

This may well hold true for anyone 
heading for Mexico. Make no mistake, 
there's plenty of prize money, but you'll 
have to fight for every peso of it . Dis­
counting the obvious talents of the Rod­
riguez boys, we saw a full field of 
capable drivers. Some, with mor e ex­
perience, will stand up to the best on 
the Continent. 

A very real shortage of mechanics 
familiar with the refined breed of ma­
chinery and tunable chassis that are 
coming out of Europe is one of the 
major problems at the moment. With 
the influx of good cars there ·will, in 
all probability, be an increasing em­
igration of capable mechanics as well 
as an increa sing number of good men 
learning the business in their count ry. 
Mexico is a frontier , and ma ter me­
chanics in any field are much sought 
after. 

The committee t hat organizes these 
races does it as a labor of love. o 
private promotion is permit ted in the 
Deportiva and all the proceeds are 
directed to the city's charities. 

There is one other ghost that we 
should lay to rest, permanently, if pos­
sible. Somewhere along the line, the 
Latins have acquired a reputation for 
being wild, sometimes to the exclusion 
of their own safety and that of every­
one else on the track. You can simply 
forget this fable, at least where sports 
cars and the Juniors are concerned. I'm 
told that the Mechannica National races 
are really brutal and far outclass our 
early jalopy races. A very high quality 
of sportsmanship was reflected in all 
the drivers that we were ·able to observe 
during the three days of practice and 
racing. 

The complete lack of accidents, with 
only two machines damaged in practice 
and no injuries, is quite an enviable 
record on any course. 

(con tinued on page 68) 
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When Molsheini 
Conquered the World 

BY KEN W. PURDY 

T
HE FIRST BUGATTI RACE­
VICTORY of consequence wa the 
Grand Prix du Mans in 1911, when 

Hemery won overall on a six-liter 
FIAT and Ernest Friderich won the 
"petite cylindree" class with a 1.4-liter 
Bugatti weighing 660 pounds; the last 
notable triumph for the make was the 
Coupe des Prisonniers in September, 
1945- the very first po t -war race -
won by J ean-Pierre -Wimille in a 4.7-
liter over a 1 ¾,-mile circuit in the Bois 
de Boulogne. Over this pan of 34 years 
Bugatti automobiles won e,ents esti­
mated variously up to 4000 in number. 
The exact figures probably cannot be 
determined. For one thing, the factory's 
records were dispersed and lost during 
World War IL Even the official total 
of cars made during Ettore Bugatti's 
life-time, 9,500 is an approximation. 

In recent years it has become almost 
mandatory to follow any mention of 
the Type 35 Grand Prix Bugatti with 
the qualification that this is the most 
successful racing automobile of all time. 
Lawrence Pomeroy's dictum is often 
quoted: "The Type 35 Bugatti may 
certainly claim to be the world's most 
successful racing car and as such can 
justifiably be taken as a norm against 
which prior and subsequent designs 
may well be compared. Certainly no 
other model has been capable of such 
wide use, that is to say for sprints, 
hill climbs, track racing, and road rac­
ing, and in the hands of both profes­
sional and amateur drivers, expert and 
not so expert." 

Mr. Pomeroy published that estimate 
in 1949, in the first volume of his 
monumental The Grand Prix Car. It 
is fair to assume that he wrote it some 
time in 1948, and perhaps earlier. In 
1948 Enzo Ferrari was only beginning 
his manufacturii:ig career. The remark­
able Type 158/ 159 Alfa-Romeo had not 
yet pu't together the record for which 
it would always be remembered, and 
H erren Uhlenhaut and eubauer had 
really no right even to dream of any­
thing like the W196 Mercedes-Benz. 
Ferdinand Porsche had his plan , but 
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they were some distance from fruition. 
In 1949 Pomeroy could say, "Bugatti 

cars have won more road races than 
any other make, quite possibly more 
than all other makes added together." 
This too was true, in 1949. In 1925-26, 
Bugatti automobiles, most of them 
Type 35 variants, did win 1,045 events, 
and in 1927, piled up 806 wins. These 
are astonishing figures. In seven years, 
the Types 35 and 51 won 33 major 
races. At the time, and for years after­
wards this was a unique accomplish­
ment. However, in the seasons of 1947, 
1948, 1950 and 1951 the Type 158/ 159 
Alfa Romeo won 31 races, placed 2nd 
19 times, 3rd 15 times, and made 
fastest time of the day 23 times. And 
since then we have seen Ferrari win 
thousands of events. The parallels be­
tween Bugatti and F errari, incidentally, 
are striking: the cars were in each 
case unique in their eras; the men who 
made them were both Italians, gifted, 
egocentric, domineering, and well aware 
of the utility of the talented wealthy 

amateur in building up a record of 
racing successes. (There were 19 Bu­
gattis entered in the 1928 Targa Florio. 
Not surprisingly, one of them came in 
first.) Each knew the wisdom of cling­
ing to a well-tried design. The Ferrari 
3-liter engine has been in process of 
development and refinement for much 
more than a decade, and it has been 
said of Ettore Bugatti that in essence 
he designed only one engine. The Type 
59, the last car the factory ran in a 
team in Grand Prix racing, just before 
World War II, showed clear points of 
similarity with the machines that ran 
t.r.der Bugatti's name in the Grand 
Prix of Strasbourg in 1922. (These 
were the much publicized round-nose 
cars with exhaust pipes exiting, rocket­
like, from the center of the tail. They 
were one of M. Bugatti's little oddities, 
like the slab-sided cars of 1923, of so 
short a wheel-base - 6 feet 6 inches -
that the rear of the engine came into 
the cockpit between driver and me­
chanic. The track was exactly half the 
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wheelbase, which made the cars steer in 
an interesting fashion on the straights. ) 

The Type 35 engine, at the height of 
its glory, was an old design. It had 
clear points of parallel with Bugatti 
creations going back as far as World 
War I. It was a two-liter straight 
eight, ball and roller bearings, solid 
connecting rods running on a crank­
shaft put together with taper and key. 
There were three vertical valves, two 
inlet, one exhaust, timed for 30 degrees 
overlap. In the supercharged variant, 
the 35-C, 120 horsepower was produced 
at around 5500 rpm, nothing extraor­
dinary for a blown Grand Prix engine 
of the period. At least four contempo­
rary cars could exceed the Bugatti's 125 
mph: FIAT, Delage, Talbot, Bentley. 

However, the 35's could .accept speed 
and horsepower handicaps from con­
temporary rivals and beat them, and not 
only with drivers of Nuvolari's calibre 
in charge. The reason was not to be 
found, let it be said at once, altogether 

(continued on following page) 
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Start of 1960 Bugatti race (above) at 
Palm Springs had a 2.3 liter S / C Type 
35B, a 1.5 liter Type 37 A and mono­
posto with a 1.5 liter 89A SIC engine. 

Dash of Otto Zipper's monoposto 89A 
is sparse, with oil & gas pressure, tach. 
Type 59 (below) has piano wire spokes 
and 8.8 liter supercharged engine. 
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Ettore Bugatti favored solid front 
axles, cable brakes and huge drums 
integral with spoked magnesium wheels. 

in the brakes, although M. Bugatti's 
unique eight-spoke alloy wheel, which 
exposed the brake-shoes when it was 
taken off, and gave a new drum with 
each wheel-change, did help a good 
deal. It not only maintained the 
braking-power of the car, but by re­
lieving the driver of the necessity of 
brake-conservation, it encouraged him 
to hurry along by staying on the 
throttle well into the corners. Although 
Bugatti had used hydraulics at Stras­
bourg in 1922, he was so enamored of 
mechanical br akes that he designed 
them even into the rail-cars which he 
made so lively a feature of the French 
railways. The driver of a Grand Prix 
car was in no danger of being pitched 
over the windshield on his head, but 
his brakes would adequately slow the 
car if he was not delicate about pedal­
pressure. The Bugatti cog-and-chain 
arrangement was excellent for balanc­
ing the effort side-to-side and fore­
and-aft. 

Primary in the Bugatti's ability was 
its handling. The 35's, and the 51's 
succeeding them, were notably good 
road-cars: firm, rock-steady, forgiving, 
and without vicious or even tricky be­
haviour traits. Bugatti understood the 
worth of a stiff chassis. A G. P. Bugatti 
with its skin off is esthetically quite 
lovely as well as mechanically interest­
ing: the chassis side-members, just 
ahead of the engine bulkhead, have a 
depth that would be suitable for bridge­
girders, but at the front ends, they 
measure less than an inch; seen from 
above, they are not straight but bowed. 
The engine itself locks the two members 
together at the front. The quarter­
elliptic springs at the rear must deflect 
occasionally, but rarely sufficiently to 
be detected by the naked eye. Strong 
tubular braces run across the car at 
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THE RACING BUGATTIS continued 

The only Bugatti GP car manufactured after World War II, here driven by 
Trintignant, was the Type 251, having a 2.5 liter straight-eight engine 
mounted transversely in the rear. It didn't do too well and was dropped. 

mid-point. Result of this purposeful 
and intelligent effort is a race-car that 
will behave on wet or dry, smooth or 
rough surfaces. The Types 35, 37, 39 
and 51 Bugattis were remarkably 
amenable to direction and did not kill 
off amateurs before they had learned 
the trade. Drivers of the first rank, 
on the other hand, could do almost 
anything with them. 

Venerable in design, under-powered, 
under-braked, over-complicated, but 
sturdy and reliable and wonderfully 
roadable, the G. P. Bugatti of the golden 
years was a splendid race-car. The 
steering was delightful, and the British 
writer who said that nothing nearly 
as good was known in the world until 
the Porsche came along was right. The 
clutch, if kept in good order, would 
hold no matter what happened. (M. Bu­
gatti had cunningly arranged for it 

• to grab tighter as the revs mounted.) 
The brake pedal was well designed 
for its purpose (all the pedals worked 
best for people with small feet) and the 
gear lever truly did not seem to be 
connected to anything at all. All this 
is true. What is usually included in 
the car's catalogue of virtues, and is 
emphatically not true, is that it was 
comfortable. It was not. It was too 
narrow to accommodate two people, and, 
that trifle aside, the same stiffness that 
contributed so much to its tenacious 
road-holding ensured a brutal ride. A 
common sensation in a G. P. Bugatti, 
one that I have many times experienced 
without ever learning to like it, is to be 
in the descending phase of an air-borne 
transition across a bump when the 
seat comes up, as it were, to greet one. 
I don't know anything that will so 
vividly call to mind the toughness of 
the 1920-1935 race-drivers as to take 
a Type 35 Bugatti, two up, over 50 

fast miles of secondary road. No, com­
fortable, it was not. 

How many models of racing cars did 
M. Bugatti field under his own name, 
leaving aside those he certainly de­
signed for FIAT, Deutz, De Dietrich, 
Isotta-Fraschini, Mathis (Hermes) and 
Peugeot? It's impossible to say with 
finality. Hugh Conway, historian of the 
Bugatti Owners Club, believes that the 
first entry of a Bugatti as a Bugatti 
was made in 1905, in August, in an 
event called the Bleichroder Race. Bu­
gatti himself drove it. He didn't win. 
Earlier, much earlier, in 1898 as a 
matter of fact, Bugatti apparently 
modified a Prinetti & Stucci tricycle 
(he added a second engine) and success­
fully raced it. Bugatti definitely de­
signed a car for the 1903 Paris-Madrid, 
a big one for the day, mounting a 50-
horsepower engine, but was not allowed 
to start because of what the organizers 
conceived to be a dangerously low 
driving position. ( They were probably 
right: drivers of that day relied heavily 
on a good clear view of the telephone 
poles as navigational aids, and to be 
seated low in the dust-storm churned 
up by the fellow just ahead was no 
advantage.) 

The car Bugatti called the Type 13 
was a homework project in which he 
engaged while he was working for 
Deutz, in Cologne. He built it in the 
cellar in the winter of 1908-09. When, 
in 1910, he set up shop at Molsheim, 
the Type 13 was the first model put 
into production. The Type 22, similar 
except for a slightly bigger engine, 
65 x 100 instead of 62 x 100 millimeters, 
pressure oil-feed instead of wick, and 
quarter elliptic instead of ~emi-elliptic 
springs, was made in 1914. It had a 7 
foot 10½-inch wheelbase. With six 
inches more wheelbase it was called the 
Type 23. 

SPORTS CAR G RA PHI C 



In 1911-12 a single racing car was 
built using two of t he 1.4-liter engines 
that had powered the little car Fride­
rich had won with at Le Mans. The two 
engines were hooked together with 
"rubberised leather" and the vehicle did 
86 miles an hour. It was fast en'ough, 
but it had other problems, and it was 
not to achieve immortality. Another 
1911-12 car was a Bugatti treatment 
of the chain-drive principle, a 5-liter 
overhead camshaft engined automobile. 
It wo-µld do 100 mph, a velocity to 
terrify all but hearts of oak in 1908. 
One of these cars, the famous "Black 
Bess," still lives. For years it was a 
foundation of the notable C. W. P. 
Hampton collection of Bugatti auto­
mobiles. A long-stroke, conventional­
drive variant of this 5-liter ·was entered 
for Indianapolis in 1914, Friderich 
driving, but dropped out with axle 
failure. 

The famous "Brescia" model was so 
called because it took the first four 
places at that circuit in 1921. The car 
had a 16-valve 1496 cc engine. The 
"Brescia Modifie" was, as the name 
suggests, less hot. 

The slab-side cars that ran at Tours 
in 1923 were Types 29, and the Type 35 
series included A, B, C and T. The 
35A was a 35 "Modifie - sometimes 
referred to, even by the factory, as an 
"Imitation." It looked like a Type 35 
but it ran on wire wheels and was 
around 10 miles an hour slower. The 
C's were supercharged, the T's had 2.3 
instead of 2-liter engines and the B's 
were blown T's. Type 37's were four­
cylinder 1500 cc Grand Prix cars and 
37-A's were supercharged. Type 39 G. 
P.'s were eight-cylinder 1500 cc cars 
and again A marked the addition of a 
Roots blower. 

Bugatti's Type 45 was a 16-cylinder 
engine, similar to the King-Bugatti 
aircraft engine, in a Grand Prix chas­
sis. A special version of the Type 50 
engine called the 50B and said to put 
out 500 horsepower was used in several 
G. P. chassis, including the 4.7 single­
seater, just before the Second War. 
Gene Cesari brought one of them to 
this country in 1960. 

When Bugatti went from single-stick 
to d.o.h.c. in 1931 the r esult was the 
Type 51, 2.3 liters. The engine did not ' 
otherwise differ notably from the 35's 
They were put into the familiar sharp­
tailed, 8-spoke G. P. configurations, the 
most beautiful racing automobiles, 
surely, of all time, the ultimate expres­
sion of the classic design that perished 
when the big German cars appeared in 
the mid-1930's. The 51C was a blown 
2-liter, and the 51A had 1500 ccs and 
a blower. The Type 53 and the Type 
54 were 4.9-liter G. P. cars, but the 53 
had four-wheel drive. The 54 was not 

(continued on page 81) 
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PHOTOS BY KEITH DANNATT, LESTER NEHAMKIN, PRESSE SPORTS, 
W.R.C. SHEDENHELM, DICK THIERRY & WALT WORON. 

The Type 54 Bugatti, here driven by W. F. Milliken, was notoriously hard 
to hold at high speeds. This particular car was equipped with Dynaffow! 

Type 37A (right) had 1.5 
liter 4-cylinder blown sohc 
engine, while highly success­
ful Type 35B (below) had 
a supercharged 2.3 liter 
eight-cylinder sohc engine. 
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POWER AT A PRICE 
TO BE FULLY APPRECIATED, the 

Porsche Super 90 must be considered 
a highly-specialized model. It's 

neither fish nor fowl in that it's much 
healthier than the 1600 Super, but 
lacks the real Gran Tourismo perform­
ance of a G. T. Carrera. Price and 
docility are the obvious entities that 
keep it from approaching the latter yet 
make it a more palatable purchase. 
Basically, the Super 90 is a hot-rodded 
version of the normal bushing-bearing 
1600. By means of the "Three C's" 
( cam, carburetion, and compression 
ratio) the 90 develops 15 more horses 
than the Super, 30 more than the Nor­
mal. Handling changes have been in­
corporated with the increased power by 
the addition of a compensating spring 
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in the rear suspension, and the results 
are very interesting. 

Sole (obvious) exterior engine 
changes appear to be the replacement of 
the Zenith dual-throat carburetors of 
the Super with Solex 40's of the same 
type. The latter, however, have bigger 
throats and venturis along with a jet­
ting arrangement that lends itself to 
high-performance work and tuning. A 
half-point increase in compression ratio 
over the Super engine and a higher-lift 
camshaft combine with the breathing 
improvements to move horsepower, 
torque, and rpm range up a consider­
able percentage. These modifications 
work out extremely well, yet the engine 
remains very docile. In fact, we'd haz­
ard that it's tamer in traffic and lower 

speed ranges than the 1600 Super. The 
high torque and wide rpm range com­
bine to give the impression of many 
more cubic inches than there actually 
are. Getting off the mark fast from a 
standing start takes some practice, 
however, as the big carburetors can't 
be dumped open too fast. Once the big­
gest chunk of inertia is overcome, you 
can go to the floor with the pedal and 
start moving out very fast indeed. In 
fact one of the most impressive things 
about this engine is the f eeling of 
torque - sheet push in the shoulders 
- that one gets on booting the throttle 
with the tach in the green zone. As is 
the case with all Porsches but the likes 
of the GT Carrera, there isn't the feel ­
ing of wild acceleration from a stand-
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ing start, but once under way it comes 
on with increasing force. The effect of 
this is that, unless one is used to this 
particular Porsche characteristic, speed 
builds up far faster than one would 
believe possible. After one of these 
seemingly mild starts, the first look at 
the speedometer can come as something 
of a shock since that instrument may 
well be telling you that you are un­
wittingly breaking every speed law in 
the book. More than one Porsche pilot, 
SCG's Editor included, has on occasion 
found himself trying to explain this 
phenomenon to an unsympathetic arm 
of the law. 

Aside from the individualities of the 
Super 90, changes wrought in Porsches 
over the past few years are not too 
outwardly apparent but amazing in 
effect. Gone is the lightness in the steer­
ing and the unpredictable oversteer 
that often found you looking back in 
the direction from whence you had 
come. The steering is now firm and lets 
the driver establish a "feel" of ad­
hesion. Another item that's altered is 
the formerly delicate shift mechanism 
that, under any misuse, would warp or 
break any place from the handle clear 
in to the synchro rings in the transmis­
sion. All of this is beefed up and a tad 
stiffer. The lever is more conveniently 
placed and the throw is shorter, elim­
inating the former long reach to third. 
Gone are the days of the one-finger 
shifts, but we'd rather have it this way. 

The clutch is light, smooth, and takes 
a positive bite without that all-in, all­
out feeling. Detail improvements have 
been made to eliminate the former ten­
dency to snap clutch cable ends in such 

Numeral 90 tagged to Super name­
plate is the only clue to the identity of 
the potent newcomer to Porsche family . 

Only slight revisions in styling have 
been made since the Porsche design 
originated in the early post-war period. 

PHOTOS BY PAT BROLLIER 
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inconvenient places as dark country 
roads or mid-town Manhattan during 
rush hours. We found it necessary to 
abuse the clutch some to obtain maxi­
mum acceleration readings and found 
it far stronger than in previous models, 
the Carrer a De Luxe included. 

The brakes are potent and smooth 
with better than average balance and 
virtually nil fade. The only possible 
objection was a slightly spongey pedal 
feel that was probably more due to 
arm length than any other factor. Re­
quired pressure was quite light and the 
resulting stops from any speed were 
phenomenally strong. 

While the handling of the newer 
Porsches in general is vastly improved, 
the characteristics of the Super 90 are 
different as well. The compensating 
spring, consisting of a single trans­
verse leaf that centers under the gear­
box and connects - through rubber 
biscuits - to the trailing arms, enables 
the spring rate to be softened slightly 
but stiffens roll-resistance. Result: it's 
strictly a flat cat in a corner. To im­
prove adhesion the German Dunlop 
Sports tire is made standard equipment. 
It is a soft, high-tread skin very similar 
to a motorcycle tire and provides maxi­
mum bite in the wet or around low­
velocity ·corners. We felt, however, that 
they made the Porsche. become squir­
rely in fast, dry corners as they seem 
to squeegee under maximum load. But 
we should first state that the "90" 
isn't cornered like a Porsche! Normal 
procedure with a Push-ee is to "drive 
it in," letting the front end plow to 
compensate for the rear coming out. 
In the S-90 that technique will net you 

a trip through the tules. It must be 
set into a drift attitude before the cor­
ner and varying amounts of power 
applied. Regardless of technique, the 
car would only negotiate a corner 
smoothly when it was quite a bit below 
its actual limit. With harder racing 
tires installed, the breakaway would 
probably be gradual, any drift or slide 
more controllable. Applied to normal 
road usage, however, the effect is fan­
tastic. You just crank the wheel, brace 
yourself, and watch it make the turn. 
This test gave us one more example, as 
though we needed one, that when one 
is going racing, a racing tire should be 
used, and when touring is contemplated, 
there's nothing like a touring tire. 

The ability to soak up both long and 
short bumps is amazing in the "new" 
Porsches. This has always been a long 
suit for Porsche, but it's even better 
now and even the slight tendency to 
pitch, caused by the short wheelbase, 
has been virtually eliminated. 

Seating is different, at least in the 
roadster, in that one seemingly sits 
higher, in a more chairlike position. 
(To some it's desirable but classic 
Porsche pushers may prefer the old, 
down-in-the-car. seating, reduced visi­
bility and entry difficulty notwithstand­
ing.) There's lots of room in the 
cockpit both laterally and longitudi­
nally - but not necessarily vertically; 
a six-plus footer could just bump his 
head on the top bow. 

In the lighting departrµent there is 
another change and, in our estimation, 
not necessarily a desirable one. After 
turning on the lights with the usual 

(continued on following page) 
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Nose into the inside of the turn, the Super 90 barrels 
through a decreasing radius, downhill bend like fiat cat. 

Driving techniques with the Super 90 are quite different 
from those of stagidard versions; this one really drifts 

Touring comfort with rollup ·windows and added visibility of new top styling are bonuses for Porsche purchasers. 
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New seats have more cushion than old 
speedster buckets, and less cradling. 

Engine compartment remains starkly 
simple, and offers good accessibility. 
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POWER AT A PRICE continued 

dash switch, we washed the windshield eight times before 
the fact sunk in that there was no dimmer switch on the 
floor, only the washer pedal. The dimmer is on the steering 
column and is operated with the left hand. Once the opera­
tion is mastered it is no particular handicap, but is seems to 
us that the change was not necessary - it's just something 
more for already busy hands to do. 

Except for this one item, however, Porsche has done its 
usual neat job in the small control department. All the 
various knobs, now black instead of the former ivory that 
was almost an identification mark of any German car, are 
well placed and simple in t heir push-pull operation. The 
instruments, too, are well placed in such a way that there 
is only minimal eye-shifting from road to dash and back 
again to check operating conditions. In the left group there 
is a fuel level gauge and an oil temperature indicator which, 
unfortunately, doesn't give the actual temperature but 
merely lets you know if things are hot, cold or something 
in between. The center instrument is the beautifully marked 
tachometer that has been the mark of a Porsche virtuall y 
since the beginning. In addition to the usual numbers and 
gradations it, like all Porsche tachs, is marked with green, 
striped r ed and solid red zones. For the benefit of those 
unfortunate enough to be unfamiliar with the Porsche in 
any guise, these zones indicate various running and/or 
power conditions. The green zone is the area in which full 
throttle may be used, particularly in top gear. You can 
run below this engine speed but the power isn't there and 
max throttle should not be used. The light red area tells 
you that you're approaching peak power and that you're 
above safe cruising speed - momentarily yes, steadily, no. 
The r ed zone is the same as the red-line on any tach - it 
means roughly : Watch it, bub, or you'll run out of valves, 
gears, rods or something else equally expensive if you go 
much higher . 

As it is, with the S-90, engine speeds can be taken about 
800 rpm higher than with the other versions. In t erms of 
performance this gives somewhat more range than is the 
case with the other pushrod versions. The car is a healthy 
cut above the 1600-S and several rungs up the ladder from 
the 1600-N. It is roughly equivalent in push to the Carrera 
DeLuxe, though not in terms of rev range, since even this 
mildest of four-cam engines will turn willingly to 7000 rpm 
and 6000 r evs is pushing hard in the case of the stock 
rocker-box versions. However, the S-90 can sustain con-

( continued on page 71) 

PORSCHE ENGINE OUTPUT COMPARISON CHART FOR: 

Rill 
hp 

SUPER 90, SUPER, NORMAL 

90 

80 

70 

60 

50 90 

;~ !II 40 

60 .,; 
c9 

30 50 

1000 2000 3000 4000 5000 6000 7000 

RPM 

MAY, 1961 

ROAD TEST /1 
TEST DATA 

VEHICLE ....... . .......... Porsche MODEL . . ...... . ... .. .... Super 90 
PRI CE (as tested) ........ $4375 POE OPTIONS .. ...... .. .... . .... . None 

(West Coast) 

ENGINE: 
Type .......•........... Flat 4-cylinder, 4-cycle, air-cooled , bushing-bearing 
Head . . .. . .. . ................... . .. . ... ... Alloy, hemispherical chambers 
Valves ........ . .... . . . . . . ... . ..... .. Pushrod-rocker actuated , single cam 
Max. bhp .. . . . .....•.................. . .. . . ...... ..... 102 @ 5500 rpm 
Max. torque ............ .. .. ......... . .... . . . . ... 89 lbs. ft. @ 4300 rpm 
Bore . .. .. ..... . .. . ...... •............ ............... 3.25 in. 82.5 mm. 
Stroke .......... ..... .. ........ . . . ... ... . ........ ..... 2.91 in . 74 mm. 
Displacement ...... . . . ..... ....... .......... . . ... .. 96.5 cu. in . 1582 cc. 
Compression Ratio .. . .. .. .... . ..... .... .. ...... .......... .... . 9.0 to 1 
Induction System .. . ..... .... . ... . . ..... . ..... 2 dual-choke Solex 40 PJJ-4 
Exhau~t System .. .. .... ..... ... . ........ Direct port-to-muffler, dual outlet 
El ectrica l System ... .......... ............... 6v single distributor ignition 

CLUTCH: .... . .... Single disc, conv . 
pressure plate 

Diameter : .... . ........ .. . . 7){, in. 
Actuation .. . ..... . .......... cab le 
TRANSMISSION: Integral wi th differ-

ential, ful I-synchro 
Ratios: 1st ...... . ... . ... 3.09 to 1 

DIFFERENTIAL: . ..... . .. Spiral bevel 
Rat io: . ... . .... . . .. .. . ... 4.43 to 1 
Drive Axles (type): . . . Swing, enclosed 

STEERING: . ........ ZF worm-and-peg 
Turns Lock to Lock: ......... . .... 3 
Turn Circle : ............... . . 36 ft. 

2nd .............. 1.76 to 1 BRAKES: Drum or Di sc 
3rd . . . ..•..... . . . 1.13 to 1 Diamet er . ...... . ... . . . . . . 11 in. 
4th . . . . . ..... . .. . 0.85 to 1 Swept Area .... . . .... .. . 218 sq. in. 

CHASSIS: 
Frame: . . .. ....... . . . . ...... . . ... ...... Pressed stee l, welded box section 
Body: . .. .. .... . .................. . .... ..... . . . ...... . . Semi -unit, steel 
Front Suspension , ...... . .... . . . . .. . . . . .. . .. . Ind. , trailing arm , torsion bar 
Rear Suspension, ... . .. . . . ....... . ... Ind ., swing, traili ng arms, torsion ba r 
Tire Size and Type : .. .. . . ..................... ...... 5.90 x 15, Dunlop SP 

WEIGHTS AND MEASURES: 
Wheelbase: . ............. .. 82 . 7 in. Ground Clearance, ..... . ..... 5.9 in . 
Front Track: . ............. 51.4 in. 
Rear Track: ........ . .. .... 50.1 in. 
Overall Height: ....... . . ... 51.6 in. 
Overall Width: .. . . .... ..... 65.7 in. 
Overall Length: . . .•.. . .... 157.7 in. 

Curb Weight : . . .. . .. .. . .. . 2010 lbs. 
Test Weight: ......... ... . 2310 lbs. 
Crankcase: . . .. ... ... . .... . 5.5 qts. 
Cooling System: .. . ••. . .... . .. (air) 
Gas Tank: ...... . . . .. .... 14.7 gals . 

PERFORMANCE: 
0-30 . . . . . .. . . ....... ... .. 4.0 sec. 0-70 .............. . .. . .. 14.6 sec. 
0-40 .. . •.........•..... . . 6.0 sec. 0-80 .. . . ...• . .... . .. .... 18.8 sec. 
0-50 ... .......... .... . . .. 8.1 sec. 0-90 .............. ... ... 24.0 sec . 
0-60 ... ... . ..... . .... .. .. 9.7 sec. 0-100 ....... . ... . ....... 29.5 sec . 

Standing ¼ mile 19.0 sec. @ 84 mph 
Speed Error 30 40 

Top Speed (av. two-way run ) 110 mph 
50 60 70 80- 90 

Actual 28 38 48 58 67 77 86 

Fuel Consumption Test : ..... 16 mpg RPM Red-line . .... . ...... 5800 rpm 
Average, . . ... . . . . . .... .... 27 mpg Speed Range s in gea rs (Green zone): 
Recommended Shift Po ints, 1st .. . . .. .. . ... . ... . .. o to 30 mph 
Max. 1st ..... . ..... -~ . . .. . 30 mph 2nd ..... .. .... . ...... 26 to 58 mph 
Max. 2nd ....... . ... ... . .. 58 mph 3rd ....... . ... .. ..... 45 to 85 mph 
Max. 3rd .......... . . . .... . 85 mph 4th .. 55 to 112 mph 

Brake Test: 80 % G Average , over 8 stops 
Fade encountered on 8th stop 

REFERENCE FACTORS: 
BHP per Cubic Inch . .. .. . ........... . ..... . ...... . . . ........... . .. 1.06 
Lbs . per bhp .... . .. ..... . .......... .. . .... ...................... 19.45 
Piston Speed @ Peak rpm ...... .. .............. . . .. .. .. ... 2667 ft ./ sec. 
Swept Brake area per lb . .......... • ...............•.. • . . . . . 0.108 sq. in . 
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BY BERNARD CAHIER SCG European Correspondent 

the BIG 
Formula Forecast-1961 

A
FTER SEVEN YEARS of existence marked by some of 
the most exciting racing ever witnessed and, unfortu­
nately, by tragedy as well, the 2500 cc Formula I ended 

gloriously last November on the sun-drenched track at River­
side with the running of the second Grand Prix of the United 
States. 

Now, when Formula I competitors meet again in May on 
the picturesque circuit at Monaco, site of the first round of 
the 1961 World Championship battle, their racing cars will 
no longer be the 2500 cc machines, but, rather, the new 1500 
cc ones with a minimum weight of 450 kilograme, or about 
900 pounds. A new page of motor racing will truly begin, but 
will the new, smaller cars soon make us forget the days of 
the bigger, noisier, more powerful machines which gave us 
so maify exciting moments? Let's see. 

The first question is will the British, the undisputed mas­
ters of the. 2500 cc Formula I during the past three years, 
be able to_' uphold their supremacy in the new 1500 cc For­
mula? This is very difficult to answer as it is known that the 
British are not in a particularly good position to do so dur­
ing the 1961 season. The basic reason for this has been their 
seeming reluctance to accept the facts of racing life during 
the past two years. With their rather blind faith that the 
2500 cc Formula would continue for at least another year, 
they left aside the development of their 1500 cc Formula II 
cars and engines, thus putting themselves at a great dis­
advantage with their up-to-date competitors. 

Indeed, if we take the three main British manufacturers, 
Cooper, Lotus and BRM, we find they will all have to use an 
only slightly improved version of the present four-cylinder 
d.o.h .c. Climax engine. Climax is busily working on a new 
V-6 racing engine, but they are late in their developmental 
work due to following the general British trend in thinking 
that the new 1500 cc Formula would not come through after 
all. The new Climax engine is not expected to be ready until 
the very end of the 1961 season. Cooper, Lotus and BRM 
will have to use the slightly improved, but never-the-less 
old, four-cylinder engine which, even with a gain of six or 
seven horsepower, will not deliver more than about 155 hp. 
This is not much when the new rear-engined Ferrari is 
getting· 175 hp, and the Porsche 200 hp . 

This problem of power for the British cars is worsened 
in that both Cooper and Lotus will have to add considerable 
weight to their cars to bring them up to the allowable mini­
mum. Lotus has to add 150 pounds and Cooper about 70 
pounds, more than eating up the slight gain of the improved 
Climax engine. Both manufacturers are quite concerned 
about where to put this extra weight. It will have the 
advantage of allowing them to build stronger cars and to 
use the heavier knock-off wheels. This last could come in 
extremely handy in 1961 since all the Grandes Epreuves 
will be run over a minimum distance of 500 kilometers, 
rather than the 300 kilometers required in 1960. 

( continued on following page) 

The 1961 Cooper Formula Junior was driven at R iverside 
by Hansgen (right) and in Mexico by Rodriguez, winning 
both events. The major changes in converting for Formula 
I are an engine swap and adding a required 70 pounds. 
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Porsche can convert easily from the 1500 cc Formula II to the 1500 cc Formula I , using a new 200 hp flat- eight engine. 
H ere Bonnier, in an older F -II car leads von Trips in the new. The fir st showing of this car (right) was in August 1960. 
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The 1961 Lotus Formula Junior is extremely low and fast . 
It is expected that the Formula I car will use the same 
chassis, slightly beefed up and with knock-off wheels. 

Prototype of the new BRM (right) was tested by Graham 
Hill and has outboard brakes and oil tank on the gearbox . 

The new F errari's V-6 engine is said to 
put out 180 hp, 20 less than Porsche but 
25 more than Climax-powered British. 
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Emeryson's Formula I (above) and Junior were built by 
Connaught and Brian Lister. A Ford 105E engine is used 
in Junior model and a Coventry Climax in Formula I. 

THE BIG BATTLE 
OF THE LITTLE INCHES 
continued 

While the British are busy with their 
own problems, the new rear-engined 
Ferrari, a powerful 175 hp machine, 
well within the weight limit, was all 
ready to go months before the start of 
the season. Porsche, who managed, 
along with Ferrari, to beat the Cooper­
Lotus teams six times out of nine in 
major Formula II (1500 cc) races dur­
ing 1960, is building a new eight­
cylinder engine which is expected to 
give as much as 200 hp, a gain of 40 
hp over their older flat-four used so 
successfully this last year. Let us not 
forget that this old engine proved good 
enough to beat the best British Formula 
II cars several times during the period 
when the British cars were favored by 
their great lightness. It is also true 
that Trintignant won the 1958 Grand 
Prix of Monaco in a 180 hp, two-liter 
Cooper against a field of 280 hp Fer­
raris and Vanwalls, but things have 
changed a lot since then and we don't 
see how the 155 hp Climax engine 
can overcome the handicap of 25 to 
50 horsepower, particularly with the 
equalized weight of the new Formula. 
Climax engines were never known for 
their great power, but rather for their 
excellent reliability and outstanding 
torque at all ranges. Will these advan­
tages be enough this time? It is hard 
to believe. 

This year, more than ever before, the 
choice of top drivers will be of extreme 
importance, with men of the caliber of 
Moss and Brabham always being able 
to upset the picture, regardless of the 
cars they choose to drive. Besides these 
two exceptional men, there are 24 other 
experienced Grand Prix drivers, 14 of 
whom I would consider to offer · the 
highest potential to any team. These 
drivers, without any attempt to clas­
sify them, are Jo Bonnier, Phil Hill , 
Graham Hill, Innes Ireland, Tony 
Brooks, Bruce McLaren, John Surtees, 
Wolfgang von Tr ips, Roy Salvadori, 
Maurice Trintignant, Hans Hermann, 
Dan Gurney, Olivier Gendebien and 
Jimmy Clark. There you have 16 first­
rank Grand Prix drivers. This is not 
very many and indicates the shortage 
which exists today following the last 
few accident-filled years. The above 
mentioned drivers will certainly have 
little trouble finding good rides for 
1961, as there will be no less than 14 
factory and private teams competing, 
with the possibility of six more! 

The Cooper factory will be racing 
again, with two cars to be driven by 
Brabham and McLaren. These cars will 
be only slightly different from the ones 
we have seen in 1960, the engines being 

( continued on page 33) 
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John Cooper's cars, with Brabham up, 
will be hard to beat during 1 961. 

Innes Ireland (top) talking to Moss, 
will drive for Lotus Team while Roy 
Salvadori (bottom) will head Y eoman 
Credit T eam using Cooper-Maserati. 
Moss (right) will be a threat with both 
a Cooper and a Lotus for Rob Walker, 

Phil Hill, first American to win a 
GP in 29 years, will drive for F errari. 

Brabham (above) shown winning the 
GP of Holland last year, will be teamed 
again with Bruce McLaren for Cooper. 

Trintignant, the Champion of Fran 
is still itndecided as to his moun 

Jo Bonnier (left) shown with Barth and Von Hanstein, will 
head the highly favored Porsche team, with Gurney and 
H ermann. Tony Brooks, (left, center) may drive for BRM 
or Yeoman Credit, Phil Hill is N umber One with F errari 

and Dan Gurney has signed with Porsche. Ginther, shown 
(right) on the first rear-engined F errari leading Trin­
tignant's Cooper-Maserati, is Number Three for Enzo. 
Ferrari Team has 2 Americans, 1 German and no Italians. 
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THE BIG BATTLE 
OF LITTLE INCHES continued 

the 150 hp Climax, of course, to be re­
placed with the new V-6 Climax when it 
is ready. With such a team and such a 
background of victories ( Cooper was 
World Champion for Constructors and 
Brabham-McLaren were first and 
second in the driver's World Champion­
ship for 1960) Cooper's prospects are 
good, although they will not be at their 
best in the early stages of the new 
Formula. 

Like Cooper, Lotus will stay basically 
the same and will have the problems of 
the under-powered Climax engines, 
plus the problem of adding 150 pounds 
to their present machines. With Ireland, 
Surtees and Clark as team drivers, 
Lotus should be well in the picture, 
particularly once the new Climax en­
gine is available. 

The courageous but too often unlucky 
BRM company has developed a new 
car based on their present rear-engined 
Formula I machine. A prototype was 
raced in England during October, but 
with a 2500 cc engine. They, too, will 
start the season with the four-cylinder 
Cli:.nax engine, but, unlike the others, 
are working hard on their own V -8 
power plant. Nearly horizontal in lay­
out, with the cylinder banks at 135 
degrees, this engine is based on the 
famous old 1500 cc blown mill which 
caused so much controversy when it was 
used from 1949 to the mid-Fifties and 
turned out as much as 600 hp. 

So far only one driver, Graham Hill, 
has signed with BRM, but Tony Brooks 
may join the team and Olivier Gende­
bien may drive a few of the bigger 
races for them. Their prospects may be 
better than one might think. The new 
cars are well designed and stream­
lined, their road-holding is particularly 
good, they have no major problems 
with the weight restrictions, and for 
1961, at least, they will be using the · 
old but extremely reliable Climax en­
gine. Very little is known about their 
new engine, but plenty of horses can be 
expected from it. 

The Rob Walker Team, certainly the 
most successful independent team of all 
time, will be using a Lotus and a 
Cooper quite identical with those of the 
works. These two cars, plus another 
Lotus in reserve, will be at the disposal 
of Stirling Moss. With a driver such as 
Moss only great things can be expected 
and the Walker Team should shine once 
more this season. 

The recently-formed Yeoman Credit 
Team will be using Cooper chassis with 
the latest version of the Maserati four­
cylinder d.o.h .c. engine, said to develop 
over 160 hp. The experienced Roy Sal­
vadori has signed with them and will 
be occasionally supported by Gendebien 
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and perhaps by Brooks, if he doesn't 
sign with BRM. It is difficult to say how 
the as-yet-untried Maserati engine will 
work out, but it has the advantage of 
being slightly more powerful than the 
Climax. Yeoman Credit is a wealthy, 
well-run team which this year will have 
the precious supp0rt of Reg Parnell, 
famous ex-team manager for Aston 
Martin. Parnell, along with Ugolini, is 
just about the best in the business. 

The British Racing Partnership is a 
new team made up of the Laystall 
Engineering Company, Alfred Moss and 
Stirling's manager, Ken Gregory. Lotus 
cars with Climax engines will be used. 
Cliff Allison and the young and coming 
driver Henry Taylor have signed with 
them so far, and they intend to try out 
other drivers who have good Formula 
Junior experience, like Trevor Taylor, 
who was F ormula Junior Champion in 
England last year. BRP is a well­
organized, aggressive team, but I would 
say that their winning chances are 
limited. 

Two newcomers in Grand Prix racing 
this year will be the Elva and the 
Emeryson. Elva, under the able man­
agement of Frank Nichols, has built 
several hundred sports cars and no less 
than 140 Formula Juniors, of which 80 
have been exported to the States. At the 
end of the 1960 season Nichols brought 
out a new, rear-engined Formula Junior 
car which proved to be so good its first 
time out (it finished third behind two of 
the then unbeatable works Lotus 
Juniors) that he decided t o make a 
Formula I car closely following the 
same design. The chassis of the Formula 
I Elva is of multi-tubular construction 
reinforced with duraluminum sheets. 
The independent front suspension has 
double wishbones and coil springs. The 
rear suspension is closely related to that 
of the Lotus, with low-slung bottom 
wishbones and hub-carriers with twin 
trailing arms on each side. Magnesium 
wheels and disc brakes are used. Here 
again, the manufacturers will have to 
rely on the Climax engine. No drivers 
have been signed yet, but they will 
probably hire their best Formula Junior 
driver, a promising new man named 
Dietrich. 

The Emeryson car is the fruit of this 
company and of ex-driver Alan Brown, 
now Managing Director of Connaught. 
The Emeryson Formula I car has a 
rigid space frame chassis. As with the 
Elva, the suspension is all independent, 
with coil springs and double wishbones 
in the front and Lotus-type suspension 
in the rear, incorporating fixed length 
half shafts, twin parallel trailing arms 
and coil springs. Outboard disc brakes 

( continued on page 72) 

FORMULA I 
1954 to 1960 

2500 cc unsupercharged 

750 cc supercharged 

NO SUMMARY of this important 
period of motor racing can be made 
without first mentioning that un­

forgetable Argentinian , Juan Manuel 
Fangio, who not only was World Cham­
pion four years out of the four he raced 
under the 2.5 liter Formula, but showed 
that he was able to accomplish this in 
whatever car he chose to drive. He won 
for Mercedes-Benz in 1954 and 1955, 
for Ferrari in 1956 and for Maserati in 
1957. 

The first two years of the new For­
mula , 1954 and 1955, were the great 
years for Mercedes, winning nine Grand 
Epreuves out of the twelve the silver 
cars entered. Maserati, Lancia and 
Ferrari managed to beat the almost 
invincible German cars at Silverstone, 
Barcelona and Monaco. 

With the retirement from racing of 
Mercedes, 1956 was a Ferrari year, in 
spite of the challenge of Moss driving 
a Maserati. The still unreliable Vanwalls 
appeared this year, led by the spirited 
Harry Schell. 

In 1957 Fangio drove for Maserati , 
soundly defeating the Ferrari team. The 
main opposition this year was from 
Vanwall , led by Stirling Moss, who 
scored three impressive wins, at Ain­
tree, Pescara and Monza, the first time 
a British car had won a Grand Epreuves 
since 1925. 

Vanwall won the Championship in 
1958, thanks to Stirling Moss again and 
to Tony Brooks, in spite of the brilliant 
driving of Hawthorn, Collins and Musso 
for Ferrari. Vanwall scored six Grand 
Prix wins against Ferrari 's two, but 
already a new threat was appearing -
the light, less-powerful but very fast, 
rear-engined Coopers which won in 
Argentina and Monaco, with Moss and 
Trintignant driving. 

In 1959 Cooper fully confirmed its 
potential by winning five out of eight 
Grand Prix, Ferrari and BRM winning 
the other three. This Cooper supremacy 
was the final blow to the big, heavy, 
front-engined cars. 

As the 1960 season began both BRM 
and Lotus had switched to rear engines, 
with Centro Sud using Maserati engines 
in the rear of their Coopers. This final 
yea r of the 2.5 liter cars was an almost 
complete victory for the British, with 
Cooper winning six Grand Prix, Lotus 
two and the front-engined Ferraris win­
ning only the Grand Prix of Italy, where 
the British cars did not compete. 

The tragic racing accidents of the 
1958 to 1960 period, which took the 
lives of so many top Grand Prix drivers, 
encouraged the FIA _ to develop a new 
and less powerful Formual to begin in 
1961. After much arguing and bicker• 
ing, the new Formula I was set for 1500 
cc unsupercharged engines, using pump 
fuel , and with a minimum weight for the 
car of 450 kilograms or 992 pounds. 

A new era of motor racing begins. 

33 



ROAD tEST/2 
Devin "D" 

STANDS T
HE DESIGNATION "D" obviously 
stands for "Delightful" in Devin 
Enterprises' latest creation. Bill 

Devin's idea to utilize standard VW sus­
pension, driveline, and power plant 
components has given birth to a prac-

F o R tical, inexpensive sports car that is 
available in kit form or as a 
complete assembly. 

The kit, which includes 

D E LI G HT FU L everything but the bolt-on 
VW (or Porsche) compo­
nents, is offered for $1495.00, 

enabling the purchaser to complete -
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by scrapping his sedan - a sleek sports 
car exactly like that shown in the ac­
companying photos. For those not hav­
ing a VW to disassemble, the completely 
assembled car can be purchased for 
$2950.00 (FOB South El Monte, Calif.) 
with brand new '61 components included. 

Initial appearance of the fiberglass­
bodied Devin is impressive; the lines 
and exterior finish denote a 300 hp, 
$10,000 custom machine. Proof of this 
impression was that several Corvette 
owners challenged us to a "stoplight 
Grand Prix" firmly convinced they were 
up against hardy competition. But forty 
horses will net just so much accelera­
tion, even in a 1200 lb. vehicle, so we 
didn't take them on. 

After many disappointing tests of 

\. 

other fibreglass specials, it was a sur­
prise to find the Devin dead quiet, very 
comfortable to ride in, and fully finished 
in the interior. The surprises continued 
as we discovered the "do-it-yourself" 
top assembled into both an attractive 
and weather-proof cover, locking into a 
lip in the extruded windshield frame. 
Though nonadjustable, the bucket seats 
are molded into the body shell and cov­
ered with Naugahyde - over - foam -
rubber. Tunnel, floor, firewall, and doors 
are fully upholstered to provide a fin­
ished interior you'd expect - but don't 
often find - in a top-quality, mass­
produced machine. Combine this with 
excellent glasswork and framing (made 
especially for Devin by Pittsburg and 
Alcoa) and the good initial impression 
seemed to get even better. 

Ease-of-entry is slightly tighter than, 
say, a Healey or TR3, especially with 
the top up, but we've climbed into many 
roadsters that were worse. The seats, 
as we mentioned, don't adjust, but 
height and design will accommodate a 
wide variety of passenger shapes and 
sizes. Leg-room under the wood-rimmed 
steering wheel is reasonable. The stock 
VW clutch and brake pedals used are 
closer together than we consider really 
comfortable, but there's enough room 

( continued on page 37) 
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" Pigmented glass body is extremely 
smooth and durable. Black band on 
leading edge is not a de-icer, but a 
hard-rubber bumper. All electrical com­
ponents are stock Volkswagen parts. 

Devin D is rare instance of sleek lines 
looking as well with top up or down. 
Side curtains combine with good fitting 
top to make car weatherproof, warm. 

Photos by AL PALOCZY 

Excellent adhesion and stability allow 
the Devin to be cornered fast and ac­
curately with minimal effort. The lean 
of the car when cornering is negligible. 

Excessive rear negative camber is evi­
dent as we start off our acceleration 
runs. Large scoops in deck ventilate the 
engine. The rear bU?nper is spring steel. 
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Top: Engine compartment is spacious 
as compared to original. Carburetor and 
manifold are moved forward of shroud. 

Center: Trunk space is small and there 
is no space for storage in the car. Only 
about one suitcase can be squeezed in. 

Bottom: Cockpit is neat, roomy, func­
tional. A tachometer can be installed 
in the space at the left of the speedo. 
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Looping into Riverside's Turn 6, the "D" settles into perfect drift; a rai·e instance 
in an under-powered, rear-engined machine. Note the geometry of the inside wheels. 

Bob Thatcher's cut-away shows component location and the strong framework. 
Notice how the rear suspension is now coil-sprung, with units bolting in place of 
the original shock absorbers. Entire front end and steering is stock VW with 
column tilted at a lower angle. Devin's design actually improves chassis balance 
and weight-reduction, which, in combination with torsion bar re-timing, account 
for the good handling. Basic shape of the bucket seats is molded into the body. 

Overall appearance of the roadster belies both its meager price and horsepower. 
Drag challenges wm·e extended by several owners of Corvettes during our test as 
they fully expected the little bear to have over two hundred ponies under its hood. 

SPORTS CAR GRAPHIC 



• 

"D" STANDS FOR DELIGHTFUL continued 

for easy use. Also from VW is the uni-dial speedo-warning­
light assembly recessed in the flat molded dash. A small, 
centralized plaque contains the light, ignition, and wiper 
switches. In the same-as-stock position on the tunnel are 
shift and emergency brake levers. They are, however, a lot 
closer to the driver and much easier to operate. 

Trunk area is roughly comparable to Volkswagen, perhaps 
a little larger. The space, though, is shaped to better accom­
modate both luggage and tools. Front and rear decks open 
with simple, key-actuated latches and the hinges have no 
counter-balancing or any means of holding them open. This 
would be a simple situation to remedy, but it's an area in 
which Devin chose to economize. The engine compartment is 
effectively ventilated by two large scoops in the hood and, 
to facilitate a low profile, the intake manifold is reversed 
and bolted on forward of the fan shroud, between .the latter 
and the firewall. In doing so, the heat riser is blocked off; 
a not-too-healthy condition since the small carburetor is 
already critical to icing. Again it would be a simple matter 
to correct this, but we didn't experience any trouble during 
our test. A stitch-quilted aluminum foil provides insulation 
in the roomy compartment. Plug-changing is now, incident­
ally, a snap, rather than a juggler's masterpiece. We took 
our test car to Joe Vittone's Economotors, in Riverside, for 
a last minute check before going to the Raceways, but all it 
needed was a minor timing adjustment. 

Steel tubing of 2½-inch diameter makes a sturdy, non­
twist frame for the Devin "D", insuring body quietness and 
longevity while holding down the total weight. Saddles for 
the engine in the rear and the torsion tubes in front are 
provided so that these assemblies can be bolted in. The 
original flat-steel trailing arms are retained but the torsion 
bars are eliminated. Instead, pivot pins and bushings fasten 
the arms to the chassis and coil-shock combinations bolt in 
the original shock-mounting position to provide both spring 
medium and dampening. There are more than just weight­
saving advantages to this clever substitution, as handling, 
stability, and ride are better controlled. 

E xcept for lengthening the steering column and dropping 
its angle, the entire front end and steering from the VW is 
r etained in its original form. The kit includes the extension 
pieces to make this change. Our test car had optional 13-inch, 
wide-rim road wheels instead of the normal 15-inchers, but 
with a 6.40 cross-section the circumfer ence is roughly the 
same. Handling and controllability wer e excellent. The car's 
"attitude" was generally neutral with a slight tendency to 
understeer in slow corners, over steer in the fast ones. Since 
the ride was soft we concluded that the big skins must be 
an improvement. Devin, however, disagreed with this, saying 
he'd found the stock 15-inchers - when equipped with Miche­
lins - made the car dead neutral at all speeds and that the 
ride qualities were equally as good. His main reason for 
installing the special wheels was appearance! 

An item that's a weak point on the VW sedan becomes 
even more so on the better-performing Devin; brakes. As 
those of you with VW experience will attest, their brakes 
deteriorate rapidly under hard usage. Such was the case 
with our test car. The binders never failed to pull the car 
down to a stop, but they protested mightily, juddering harder 
and harder, finally developing a partial lock. This was dur­
ing our "normal" circuits around Riverside Raceway and 
was enough to discourage our attempting the severe brake­
test segment of the road test. Devin confirmed that the 
condition existed on this particular demonstrator but said 
he'd experienced no difficulty on his other car or those of 
his customers. Even so, Porsche brakes, while increasing the 
cost by a hundred dollars or so, would be a very worthwhile 

( continued on page 83) 
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ROAD TEST /2 

TEST DATA 
VEHICLE ......... ... .... Devin " D" MODEL ... .. .. .... . . VW Components 
PRICE (as tested) ..... . ..... $2950. OPTIONS . ... 13 in. wheels, price n.a. 

ENGINE: 
Type: ..... . ... .. .. . .... . ....... VW flat-opposed four, air-cooled , four-cycle 
Head: ... .. . ... .. . •....... . .. O.H.V. , alloy casting, removabl e from cylinders 
Valves : . .. ... ..... . . . •. .. .. Pushrod , rocker-actuated, in-line, 2 per cylinder 

~:~: \~que· ·.·. ·:.·:: .·:::.·:.·.·: .·.·:. ·:. •. •. •. •. ·_ •. ·:. •. ·_ ·_ ·_ -_ •. ·_ •. •. •. •. •. •. •. --~o -~-39~0 ~p:. 
Bore .. . .... .. ... .. . . .. . . . ......... . . . .... .. ......... . 3.031 in. 77 mm. 
Stroke .. . . . ....... . . . .. •. .. . . . . . .............. . .. . .... 2.520 in. 64 mm. 
Displacement ........ . . . .... . •... .... ............. 72. 74 cu. in. 1192 cc . 
Compression Ratio . ........ .. .. ... _ ... .. _ . . . . ____ __ __ ___ . __ .... 7 .0 to 1 
Induction System: ............ ... ......... _ ... _ .... Single downdraft Solex 
Exhaust System: . . ........ . . . .. . . . ....... _. ___ Stock VW pipes and muffler 
Electrical System : .... . . . ..... . . . ... __ . __ . __ . 6v, single distributor igni tion 

CLUTCH: .... . .. . Single disc, normal 
pressure plate 

Diameter, . .. ... ............ .. 8 in . 
Actuation: . ................. cable 

TRANSMISS ION: . ...... Integral with 
differential , alloy casting, 

full-synchro 
Ratios: 1st ...... . ... . . ... 3.80 to 1 

2nd ............ .. 2.06 to 1 
3rd ....... .. ..... 1.32 to 1 
4th ... ..•.. .... .. 0.89 to 1 

DIFFERENTIAL: . . . ..... Integral with 
transmission , spiral-bevel 

Ratio: ... • . . . . ....... ... 4.375 to 1 
Drive Axles (type): .... . . Swing axle , 

enclosed 

STEERING: ......... VW Worm & Peg 
Turns Lock to Lock: ............ 2¾ 
Turn Circle: ............... . 33 ft. 

BRAKES: ... Stock VW Duplex-Simplex, 
single master cylinder 

CHASSIS: 
Frame: ... . .... .. .... . ........ . .. ... . Steel -tube main frame with stringers 
Body: .... . .. . .... . ........ ... ..... . . ......... . . .. . . . . . ...... Fiberglas 
Front Suspension: ... • ..... VW upper-lowe r trailing arms with laminated bars 
Rear Suspens ion: .. ...... . . Swing with trail ing arms, coi l-shock combinations 
Tire Size & Type: . .. ............. . ... .. ....... . .. ..... 6.40 x 13 tubeless 

WEIGHTS AND MEASUR ES 
Wheelbase: .. ............. 82.75 in . Ground Clearance ..... . ........ 8 in. 
Front Track : . ... ....... ..... . 51 in. Curb Weight ............ . . 1180 lbs. 
Rear Track: . : . .. ..•.. . . ..... 49 in. Test Weight ..... . ....... . 1360 lbs. 
Overall Height ...... .. ... .. .. 44 in. 
Overall Width .... ... ....... . . 62 in. 
Overall Length .. .. . .. ....... 150 in. 

Crankcase ... . ....... . .... . 3½ qts. 
Cooling System . . ............. . air 
Ga s Tank ........ . .. ..... . 7½ gals. 

PERFORMANCE 
0·30 ....... . . . ... . . . ..... 4.8 sec. 0-70 .. . .................. 28.9 sec. 
0-40 . . . . . . . . . . . . . . . . . . . . . 8.2 sec. 0-80 .......... . ... . ....... - sec. 
0-50 .... ... . ... . ......... 12.3 sec . 0·90 .. . . . ... . . . ......... . . - sec. 
0-60 .. .. ................. 16.9 sec. 0-100 .... .. .. . ........... . - sec . 
Standing ¼ mile 21.7 sec. @ 65 mph Top Speed (average two-way run) 78 mph 
Speed Error 30 40 50 60 70 80 90 

Actual 29.5 40 48 61 68 77 
Fuel Consumption Test : .. .. . 17 mpg RPM Red-line ............ 5500 rpm 
Average ...... . . . . ... . . .... 28 mpg Speed Ranges in gears: 
Recommended Shift Points 1st ........ . .......... o to 18 mph 
Max. 1st .... ....... .. ..... 22 mph 
Max. 2nd ... .. ..... ... . . ... 35 mph 

2nd .... .... .. ... ... . . 10 to 30 mph 
3rd ....... . ... . . ... .. 25 to 50 mph 

Max. 3rd .........•........ 55 mph 4th ..... .... .. . . . .. . . 35 to 80 mph 

REFERENCE FACTORS: 
BHP per Cubic Inch ... . .. . ........... . ......... . .................. 0.55 
Gross Weight per BHP .......... .. ........... .. .... . ... . ........ 29.5 lb. 
Pi ston Speed @ Peak rpm ...... . . . ...... . .. ... . . .. .. ....... 1638 ft. / sec . 
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T
he new Junior Formula has been called the greatest boon to motor 
racing since the invention of the wheel. While this may be a slight 
exaggeration, it comes the closest to being true for the home builder. 

Before the introduction of Juniors, the man who built his own cars, 
particularly with limited funds, had only a very slight chance of beat-

r 
RACING 

Available parts 
+ work== Dr. Powell's 

Formula Junior 

ing the factory-built cars other 
than in Class H modified. When 
the 750cc twin-cam OSCA came 
along, his chances became even 
less. 

Thus, when Formula Junior 
and its rules were brought out, 
many _ home builders greeted 
the new class as though some­
one ·had given him a Mercedes 
Benz 300SLR engine and a 
year's supply of spare parts. 

Many a "special" builder has 

BY JOHN O'DONNELL 
developed a chassis that would 

equal, and many times outhandle, the best that Europe has to offer, 
only to be left behind on the straight with a shortage in horsepower. 
Being unable to afford the exotic engines that had the necessary horses, 
he suffered in silence, unless someone would listen to his tale of woe. 
Things looked bad for the home team. 
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With the ruling in Formula Junior that all engines used had to be 
derived from production car engines, the home team was given a new 
lease on racing. Many feel that there are mechanics in this country 
who can build just as hot a racing engine as the Europeans, given the 
same basic components with which to start. 

One such person is Dr. Lyle Powell, of Walnut Creek, California. 
An eye surgeon by profession, Dr. Powell's evenings are spent building 
race cars. Having constructed two Class H Panhard-based specials 
and successfully raced them in Northern California events, Dr. Powell 
was intrigued with the possibilities of the new Formula. 

A methodical person, he did not rush into the construction of the car 
via the chalk-on-the-garage-floor routine, but carefully figured out 
chassis types, suspensions, engines and drive train layouts. One eve­
ning, with papers and plans under his arm and a gleam in his eye, 
he went out to his self-built shop and started construction. 

The concept Dr. Powell had for his Junior was a rear-engined layout 
using a DKW engine coupled to a VW-Porsche transmission and final 
drive. The independent front suspension and low-pivot swing rear axle 
were to be a la Porsche RSK. 

Work was started on the chassis using 1" and l ½ " mild steel tubing. 
A space frame, designed to take both beam and torsional loads, com­
pl~tely encloses the driver and has the roll bar as an integral part. 
This affords maximum protection without sacrificing strength or gain­
ing weight. Physical dimensions are 119 inches long, 20 inches wide 
and 20 inches deep. 

Front suspension is fully independent, using Fiat 1100 spindles and 
shortened stock upper A frames . The lower A frames were fabricated 
from l" tubing and are mounted with 6 degrees caster. Coil springs and 
Monroe shock absorbers in unit are mounted from the upper main 
frame rail to the lower A member, with 90 pounds rating on the 
springs. An anti-sway bar is connected between the two upper A 
frames and the chassis to prevent excessive body lean during corner­
ing. Stock Fiat 10 inch Alfin brakes are mounted outboard front and 
rear brakes fail, the other would still be able to bring the car to a stop. 

Twin Girling master cylinders from an Austin-Healey operate the 
braking system. Front and rear brakes are operated independently of 
each other. This system was used so that if either the front or the 
rear brakes fail, the other would still be able to bring the car to a stop. 

The steering unit is a modified MG-TD rack and pinion. With the 
extreme angle of the steering column, a spicer spline joint .is used to 
prevent binding due to changing length of the shaft between the 
U-joints in the steering assembly under stress or tension. 

The pivot point of the swing axle rear suspension is on a longi­
tudinal frame member located directly under the differential carrier. 
From this point a single arm, fabricated from l ½ " tubing, extends 
outward to a fabricated hub carrier. Two smaller arms of 3/4. " tubing 

(Text continued on page 41) 
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1. Standard DKW head was filled, 
ground dome-shaped and fitted with 
14mm spark plugs. Fan shaft assem­
bly was discarded. 
2. S ingle, wide intake .port was filled 
with epoxy iron resin, then machined 
out to give three, smooth-flow induc­
tion ports. 
3. Amal Monobloc carburetors are 
mounted on specially fabricated in­
take manifold. The pressure plate and 
clutch are Porsche. 
4. DKW engine is mounted in the rear 
of Dr. Powell's Formula Junior. Roll 
bar brace is removable for easy en­
gine access. 
5. T he unpainted DKW-engined Pow­
ell Formula Junior exhibits the ex­
cellent design and workmanship of its 
aluminum body. 
6. T ilted radiator, battery, fuel pump 
and tanks are forward for weight dis­
tribution. Aluminum skin is shaped 
to hoops. 
7. With engine out, frame and rear 
suspension are clearly shown. Nerf 
cage at extreme rear protects the 
shift mechanism. 
8. Front suspension is by unequal 
length A-frames, coil springs in unit 
with tubular shocks, anti-roll bar to 
top frames. 
9. Fully independent rear suspension 
featur es VW gear box-differential, 
swing axles, trailing arms and coil 
spring-shocks. 
10. R ear brakes are 10-inch Fiat Alfin 
units. Additional air is ducted to 
brakes by sheet metal scoops on back­
ing plates. 
11. The fully painted DKW Junior, 
with designer-builder Powell at the 
wheel, resembles a Squalo Ferrari 
minus sidetanks. 
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extend from the top of the hub carrier 
and join the bottom arm just outboard 
of its pivot point. These two arms can 
be adjusted to change rear camber and 
toe-in . . The hub carrier is located fore 
and aft by twin trailing arms to the 
frame. All attachment points are made 
with Heim joints to give complete free­
dom of movement. 

The transmission-differential unit is 
Volkswagen, with the case machined to 
take Porsche gears. The ring and pinion 
was reversed so that the gear box ex­
tends to the rear of the differential. 
CheTI"Olet axle- were cut down to form 
inboard stub and u e Volkswagen ful­
crum plates to position them in the dif­
ferential carrier. The axles are located 
and supported by a sealed bearing just 
outside the case. Final drive is trans­
ferred, through half-shafts fabricated 
from Plymouth drive shaft U-joints, to 
the outboard stub axles located in the 
hub carrier. Coil springs and shock ab­
sorbers in unit are mounted to the aft 
side of the hub carrier and then to the 
top frame rail. Eighty-five pound spring 
rating proved ideal for the rear suspen­
sion. 

Final drive is 6 :31, using Porsche 
BBAB transmission gears. The rear 
wheels are Fiat 1100 centers mounted 
in 15-inch rims and having a 5" wide 
base on the rims. Rear tires are 155 x 
380 Michelin X. Wheelbase is 83 ½ 
inches with front and rear tread at 46 
inches. Ground clearance is five inches 
with the roll center six inches above 
ground level. Camber is zero on the 
front and two degrees negative on the 
rear. 

The shift linkage runs from the rear 
of the_ transmission case, underneath 
it through the pivot point frame mem­
ber and up to the right hand side of the 
driver's seat. A r everse gear lockout 
was added as a precautionary measure. 

A 1957 DKW engine was procured 
from the friendly neighborhood wrecker 
and the job of putting a few more horses 
in it began. The block was bored out to 
take 74 mm pistons which bring the 
displacement from the original 896cc up 
to 980cc. The cylinder head has a cast­
ing on top which housea. the radiator 
fan shaft assembly. This was cut off 
the head with a band saw and discarded. 

Dr. Powell was not satisfied with the 
shape of the stock combustion chambers 
and had the chambers filled and ma­
chined dome shaped and fitted for 14mm 
spark plugs. This raised the compres­
sion ratio with Mahle 74mm pistons to 
11 to 1. Stroke is stock at 76mm. 

A study of the breathing of the two 
stroke DKW engine showed room for 
improvement. The stock single, wide­
intake manifold and wide intake port 
taper down to three individual ports 
at the cylinder walls. Dr. Powell felt 
that three separate ports, with the same 

contour from the carburetor to the 
piston, would give much better intake 
breathing. 

Fabrication of the intake manifold 
was not a serious problem, but filling 
in the engine block was a different 
matter. The idea of filling with weld 
was discarded, both as too costly and in 
that it might warp the block. The final 
solution was simple enough, although it 
entailed a lot of work. The port was 
filled with epoxy iron resin and, after 
drying, was ground to shape. 

In two-stroke engines the timing is 
determined by the position of the intake, 
transfer and exhaust ports in relation 
to each other and to the piston. By rais­
ing or lowering these ports, the timing 
can be changed, much the same way as 
by changing the contours of the cam 
lobes in a four-cycle engine. So, as the 
new intake ports were being ground 
out, the timing was altered to 72.5 
degrees on the intake. The transfer port 
was altered to 59 degrees, with 79 de­
grees for the exhaust. 

A stock DKW distributor is used, 
with timing set at two flywheel teeth 
before top dead center, determined em­
pirically. The three stock DKW coils 
were replaced with Chevrolet coils, 
which have a higher output. 

The lower end, with its roller-bearing 
crank, remains unchanged other than 
the lightening of the flywheel to 14 
pounds. A Porsche pressure plate and 
clutch disc transfers the power to the 
transmission. A slave cylinder was fab­
ricated to actuate the throwout bear­
ing and is operated by means of a t hird 
Girling master cylinder in the front 
of the car. An adaptor plate of 3/16-
inch sheet stock mates the engine to the 
transmission. 

The air-fuel-oil mixture is supplied 
by three Amal 1 3/16-inch monoblock 
carburetors, using a Stewart Warner 
variable-pressure electric fuel pump. 

The temporary exhaust system con­
sists of three pipes leading from the 
individual ports to a collector pipe. A 
study of two-stroke exhaust systems is 
being carried to determine the best one 
for the rebuilt engine. 

Since DKW uses a thermal syphon 
system for cooling the engine which was 
felt insufficient for racing purposes, a 
Simca water pump was reworked and 
mounted on the left side of the engine. 
Renault supplied the radiator, tipped 
downward 45 degrees in the front of the 
car. The water is carried back to the 
engine through 1 ½ -inch stainless steel 
tubes. 

To get as much weight forward as 
possible, the gas tank, battery (Chev­
rolet 12 volt), fuel pump, radiator and 
master cylinders are mounted forward 
of the driver. The gas tank holds seven 
gallons and has a mixer built in to stir 

(Continued on page 83) 
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TECH REPORT: 
Lotus Mk. XIX 

THE NEWEST LOTUS sports-racing car is proving to 
be a thorn in Colin Chapman's side. This is unique, as 
the Mk XIX has thus far proven a highly successful 

"thorn." Busily engaged in development of a '61 Formula 
machine and increasing production of his trim Elite coupes, 

the British designer decided 

THE WINNER THEY 
DON'T WANT TO BUILD 

to stretch a Formula 1 chas­
sis into a two-seater on a 
let's-see-what-happens basis. 
The resultant prototype ex­
hibited so much potential that 
prospective buyers were soon 
hard after Chapman for sim­
ilar machines. Among them 
were Rob Walker, Stirling 
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Moss' sponsor, and West Coast contractor Frank Arciero, 
the man who gave Dan Gurney his first ride in a r eally hot 
modified car, Arciero's 4.9 Ferrari. Dan practically camped 
at the Lotus factory, trying to get the machine fini shed in 
time for the Riverside and Laguna Seca USAC races. 

Arriving barely in time for qualifying at Riverside, Gur­
ney's hastily-assembled machine was out of the main event 
after 17 laps when a cylinder liner chipped at its upper 
ridge and lost the compression seal. Moss' Lotus lasted but· 
10 laps before transmission trouble put him out of the race. 
But before that, the cars were magnificent. Gurney had 
qualified his Mk XIX over four seconds fa ster than the 
existing lap record, set two years earlier by Chuck Daigh 
in one of the extremely fast Scarabs. Moss qualified his 
Lotus three seconds slower, but still almost a second ahead 
of the old record. 

A week later, at Laguna Seca, Moss set a new course 
record in qualifying, then went on to win both 102-mile 
heats in the Mk XIX. Gurney was still having bad luck 
and sheered the flywheel bolts during practice. After frantic 
work in the pits, the car made the starting grid, but an un-
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Front and 1·ear sections of the Fiberglas body are quickly 
removable. Scoov in the aluminum rocker vanels was in­
stalled to duct air to the differential and inboard disc brakes. 

Instruments are vlaced in forward bulkhead, switches on 
fiat vanel at right. Note well-insulated radiator return hose 
to the right of driver's seat, gearshift in center of cockvit. 

completed petition to delay the race kept the USAC officials 
from letting it run, even though the delay had been granted. 

Nassau, ho~ever, allowed Arciero's chief mechanic, Bill 
Fowler, time for adequate preparation. Gurney's relaxed 
win demonstrated that Arciero's crew has the know-how to 
do the job. Dan's smooth handling of the car is given a 
great deal of credit by pit crew for the car's reliability, but, 
from a performance standpoint alone, the reputation of the 
Lotus Mk XIX as a Birdcage-eater is obviously well­
deserved. 

In changing· his Fl design to fit FIA sports car specifica­
tions, Chapman altered very little of the basic layout. 
Wheelbase, track, and suspension design remain nearly 
identical. The Climax 2.5-liter powerplant and the compact 
transaxle lie in the same position with only the widened 
frame causing small changes in mounting. The light-tube, 
semi-bulkhead, modular construction is likewise identical. 

Despite a weight addition of over 400 lbs., changing to a 
full-fendered, aerodynamic body apparently helped - not 
hindered - top-end performance. The "Monte Carlo" (a 
moniker suspected as a gentle jibe at John Cooper's ".Mon­
aco") reportedly pulls 100 more rpm in 5th gear than the 
Fl car when gearing is identical. The body construction is 
both unique and extremely practical. Underpanning and the 
oversized rocker panels are formed from aluminum. The 
removable nose and tail sections are molded in color-impreg­
nated Fibreglas, the subject vehicle being a brilliant orange. 
Aside from collision damage, this assures a dent-free, shiny 
car no matter how much it's handled or campaigned. Once 
off, these sections allow major service without further skin 
removal and it only takes seconds to part them from the 
chassis. 

The much-discussed and oft-condemned transmission 
seems to have most of its problems eliminated. Jay Cham­
berlain, well-known Lotus driver filled us in on its develop­
ment history, relating how it was ahead of the differential 
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in the front-engined '58 GP car, then moved behind it in 
'59 with the advent of the rear-mounted engine, finally as­
suming its present compact form in this position for the 
'60 Fl car. An amazing piece of engineering, the five-speed 
box is "progressive" both in the way it's shifted and the 
gears' relationship to each other. Foregoing the usual 
shifter-fork design, a sliding sleeve engages the gears in­
ternally and also serves as a carrier shaft for this primary 
set of gears. The sleeve, in turn, is internally splined at one 
end to accept the output shaft from the clutch. Six small 
pawls on the sleeve, with no synchronizing and only a slight 
amount of taper, are forced into engagement with the gears. 
Spacers in between each cog act as neutral positions. Aside 
from being one of the most compact five-speed boxes ever 
constructed, it has a quick-change advantage whereby all 
transmission ratios may be individually altered in a slightly 
longer time than it would take to swap one secondary set 
in a Hali brand rear! All this is accomplished in a 10-inch 
length. 

An elaborate lubrication system for the transaxle has 
been further augmented on the Arciero car. Basically con­
sisting of two pumps ( one pressure, one scavenger) and 
an external filter, a front-mounted oil cooler now supple­
ments this system. We get to the reason for this modifica­
tion further on. 

Tying in closely with the transaxle design, the rather 
wild rear suspension has caused even more controversy. 
While long, trailing arms absorb power and stabilize the 
rear, the actual suspension consists of low-mounted, reversed 
A-members and the half-axles themselves. Cast hub-carriers 
extend downward to connect with the outer ends of these 
arms while the axles, with U-joints acting as pivot points, 
serve as the upper members. Naturally, with this design 
there can be no slip-spline incorporated in the axles and it 
would seem that lateral load against the wheel would be 

(text continued on J)age 46) 
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LOTUS MK XIX 
con t inued 
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CHASSIS: 
Semi-bulkheaded space frame of ¾-inch seamless 
tubing 

Body: Aluminum underpan and rockers . Removable 
front and rear sections of reinforced resin. 

Steering: Rack & Pinion , leading steering arms 
Brakes: Girling Caliper Discs 

Outboard at front 1Q-91fo-inch diameter 
Inboard rear 9½- inch diameter 
Dual, balance-beam master cylinders 

Tires: 5.20 x 15 front , 6.40 x 15 rear Drawing by BOB THATCHER 

WEIGHTS & MEASURES: 
Wheelbase: 90 in. 
Front track: 51 in . 
Rear track: 50 in . 
Overall height: 31 in. 

width : 60.5 in. 
length: 139.25 in . 

Ground clearance: variable 
Curb weight: 1240 lbs. 
Lubrication system: 2 ½ gal. 
Cooling system: 16 qts. 
Fuel capacity: 32 gal. (2 t anks) 
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ENGINE: 
Coventry-Climax DOHC four-cylinder, four-cycle 
water-cooled, alloy castings 

Bore & Stroke - 94 x 88.9 mm 
Displacement - 2495 cc (152 cu. in.) 
Compression Ratio - 10.3 to 1 
Maximum BHP - 232 @ 6800 rpm 
Max. Torque - 200 lbs./ft. @ 5000 rpm 
Carburetion - Two Weber 58DC03's 
Exhaust - Tuned headers (4 into 2 into 1) 
Ignition - Lucas single distributor 
BHP per Liter - .95 
Fuel Consumption - 9 .5 mpg 

CLUTCH: 
Dual-disc with sintered -bronze facings Centrifugally­
loaded pressure plate 

GEARBOX: 
Progressive 5-speed non-synchro. All ratios may be 
quick-changed 

REAR AXLE: 
Integral transaxle with 4 .11 ratio installed, others 
available. Open, two-joint half-shafts with no slip­
coupling. Self-contained pressure lubricating and 
cooling system. 

cont inued 
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THE WINNER THEY 
DON'T WANT TO BUILD continued 

transmitted directly into the differential bearings. The 
geometry is such, however, that the axles remain in stretch­
tension, rather than compression, most of the time. This 
tends to neutralize any load trying to get in at the differen­
tial. Adjustable Armstrong coil - shocks provide the spring 
- dampening media and a thin stabilizing bar completes 
the design, the latter located high in a leading-arm posi­
tion, but with a long connecting link to the lower ends of 
the hub .carriers. 

Good points of the design are lightness, a degree of sim­
plicity, a low roll-center, and ideal caster-camber changes. 
Like the gearbox, however, it has exhibited enough "bugs" 
to consider them bad points. One example; the hub carriers 
extend so low that a flat tire lets them contact the road 
surface. This fact alone caused considerable consternation 
on the Formula One circuit. There have also been axle fail­
ures. When an axle is also a suspension member, breakage 
can get horrendous in a hurry. Moss confided that, as a 
safety precautions, these shafts were replaced before every 
race on the Rob Walker Fl cars. Differential failure is like­
wise not unknown, though overheating, rather than load 
on the tiny ring gear, has been diagnosed as the cause. On 
the prototype Mk XIX, the inboard disc brakes were moved 
out to. the hubs, but Fowler chose to install large cooling 
ducts and the oil radiator we mentioned earlier, leaving the 
brakes mounted to the differential and utilizing the sprung 
advantages. Installation of a temperature gauge has thus 
far indicated his modifications to be a success. 

The gearbox, from the driver's standpoint as well as 
the designer's, has been a nightmare on the earlier cars. 
Chamberlain remembers several instancs of approaching 
corners at above 150 mph only to discover a downshift had 
netted a "false" neutral! Outright failures were frequent, 
too, enough so, to discourage everyone but Chapman who 
stuck doggedly to his design and made linkage, spacer, pre­
load and sleeve changes to bring it to its present state of 
development. Gurney uses caution, but has thus far experi­
enced no difficulty in fast, positive shifting. 

Front s~pension is light, compact, and conventional. The 
Armstrong coil-shocks are used here and the short, unequal 
upper-and-lower A-members have minimal geometry changes 
in deflection. A tie-rod end on the upper members serves as 
a ball joint and provides easy camber adjustment. Roll 
stabilization is controlled by a thin transverse bar mounted 
like the one in the rear, except that it links directly to the 
upper arms, instead of the lower. The steering arms are the 
"leading" type and connect through short tie-rods to the 
rack-and-pinion reduction. 

While adequate on the light Fl car, the Girling discs are 
reportedly critical on the Mk XIX; prone to fading and high 
wear when used excessively. In combination with the over­
all design, however, their stopping power is excellent. In 

46 

The Gurney-driven Arciero car will be campaigned in 
races this season with possibilities of Formula Libre part 
ipation as well. Bill Fowler is responsible for maintena 

the two races in which this writer was able to observe th 
cars, only t he best RSK Porsche was, ·at times, able 
equal the depth in corner-approach that the Mk XIX's we 
using consistently. No servo mechanism is used, but du; 
master cylinders, now pretty much S.O.P. on high-poten ·, 
racecars, actuate the binders under moderate foot pressur 

The "office" is extremely comfortable, with a low-slun 
bucket holding the driver's entire torso snugly. CentraU 
located on the floor of the right-hand-drive machine is 
gearshift. All switches are at the driver's right hand on tl 
wide, flat panel directly under the door. The instrumen1 
are mounted directly in the forward bulkhead, centered b, 
hind the wheel and running down to the right. Hidden undE 
the dash is a small, meets-FIA-requirements emergenc 
brake. From this, a cable leads to the brake pedal, rathE 
than to any mechanical actuation that would normally t 
associated with such a device. Clutch engagement is hi 
draulic, depressing the centrifugally-loaded pressure pla1 
and, in turn, releasing the dual discs that are lined wit 
sintered bronze. 

Pumping out an estimated 232 horsepower (SAE), almo, 
a hundred-per-liter, the Climax engine is conservative! 
red-lined at 6800 rpm. No attempt is made to air-ram tlJ 
huge 58DCO3 Weber carburetors which use 51 mm ventur 
to draw oxygen through their side-drafted dual throats. Cai 
overlap is 85 degrees, with the intake valve opening at 4 ( 
BTDC. Via three pumps buried deep in the crankcase (or 
pressure, a separate scavenge for front and rear section_ 
the dry-type sump is fed oil from a 2½ -gal. tank in the fron 
The oil is used, filtered, then sent back up front again to 1: 
circulated through coolers on both sides of the radiat-0 
and cored integrally with it. Crankcase breathing is cle,er 
- but Fowler admits, rather messily - exhausted into tlJ 
frame tubes. Dozens of tiny holes in the lower rails let fume 
and any blow-by to atmosphere. Aside from meticulous rt 
assembly, little else has been done to the powerplant in th 
Arciero machine. Replacing the single Lucas distributo 
with a magneto of the same make is being considered bu 
no ignition problems have been encountered. Forged n 
placements for the cast pistons are being made up to er 
hance the reliability margin as much as possible. The tw 
16-gal. fuel tanks now have a crossover system incorporate 
so that either one of the dual electric pumps and separat 
filters can be used with either tank in another effort 
eliminate problems before they occur. 

Investigating the handling how's-and-why's gave us som 
insight into the car's remarkable flexibility. As it stood, th 
suspension was set up for the Nassau course; an extreme! 
rough surface with hard acceleration, cornering and brak 
ing. "Fudging rings," or spacers under the coils, lifted th 
car above its normal ground clearance - both front and rea1 

( continued on page 76) 
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The two photos above demonstrate ease with w hich the Mk XIX can be "skinned" to facilitate repairs. Gas tanks are located 
behind left front w heel, ahead of r ight rear. Located behind the radiator and under the spare tfre is the three-gallon oil tank. 

Due for gusseting before further races 
is the delicate front end. Disc brakes 
and ball-joints are clearly visible here. 

MAY, 1961 

Huge velocity stacks of the twin W ebers 
will accommodate a hand. Fi ll-expansion 
tank for water is object to their left. 

The Chapman-designed gearbox is prob­
ably the most compact 5-speed ever built 
though its shift linkage is oft-cursed. 

Which twin is the phony? More than 
just similar are the rear ends of a L otus 
Formula I (above) and the Monte Carlo. 

It's hard to believe that the entire power 
train of the potent sports car is con­
tained in this small section behind seats 
and with room to spare, but it's true. 
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THE RACE ON PAPER 

Lap Charts and Scoring 

TE N YEARS AGO a well-attended 
sports car race in this country had 
twenty or thirty entries ranging 

through all classes of production and 
modified cars. Five years ago 75 to 100 
made an exceptionally good field, and 
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ran in four basic races, with over and 
under 1500 cc divisions. Today, at top 
East and West coast races, a total entry 
of 250 cars is not too rare. With 30 or 
more cars running within a single class, 
accurate scoring has become more and 

BY SHERRIE ZUCKERT 

PHOTOS BY PETE BIRO 

more important to the driver who has 
any aspirations of taking home a 
trophy or a bundle of money. 

In a five or ten lap race, scoring can 
be kept fairly simple. In longer races, 
particularly with a great many cars 
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in the same class, an accurately-kept 
lap chart can well mean the difference 
between winning or losing, finishing or 
being a DNF. 

It is a bit embarrassing to blow 
your engine trying to catch the car 
ahead of you, only to discover later 
that you had lapped him early in the 
race and he posed utterly no threat to 
your position. 

Basically, keeping a lap chart is 
merely a matter of recording the num­
ber of each car as it passes in front of 
you. The total number of cars in the 
particular race to be . scored is listed 
in a column down the left side of the 
chart. Across the top is the number of 
laps in the race. As each car passes 
the person scoring, its number is en­
tered in the column for the lap it is 
completing. At any time during the 
race you have a visual picture of what 
is going on and where your particular 
car stands in relation to all the others. 
At the end of the race, you have a 
permanent record of each car's prog­
ress during the race. 

A lap scorer is a vital member of the 
pit crew of any serious racing team 
and none of the European factory 
teams would think of racing without 
one. Professional racing is a serious 
business, involving a great deal of 
money for preparation and for publi­
city. How can you signal your driver 
intelligently if you don't know for sure 
where he stands in relation to the other 
cars in the race? Is the man trying to 
pass your driver a threat or is he a 
lap behind? 

It should, you may say, be fairly 
simple to keep track of one's own car 
during a race, so why all the bother? 
Just for kicks, try keeping track of the 
next 10-lap race you watch, without a 
lap chart. At the finish, before the 
winners are announced, list the first 10 
finishers the way you have them, both 
by classes and overall. 

Accurate scoring does take practice. 
Basically, you simply sit and record 
everything you see coming by - until 
things start to happen, and in racing 
things always happen fast. 

The flag drops and the pack takes 
off. As they come around, completing 
the first lap, they are usually still in a 
bunch and at that time, it is pretty 
useless to try to g·et all the car num­
bers into the little squares on your 
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chart. Use a piece of blank paper and, 
without looking at it, write down as 
many numbers as you can as the cars 
roar by. When you miss a car's num­
ber, draw a dash in its place to indicate 
that the missed car belonged there. If 
you don't, your chart will not be 
accurate. In fact, you will have dropped 
the ball completely, as the future posi­
tions will be all wrong. After the pack 
has gone by, you can use the lull to 
transfer the numbers into their proper 
squares on the chart. 

The next few laps are fairly easy as 
the cars will have strung o~t. You will 
have time to put the car numbers 
directly onto the chart. Then, all of a 
sudden five cars will go by, dicing 
almost hub to hub at 100-plus miles an 
hour. Back to your blank sheet of 
paper, only this time a little faster, as 
you have all the other cars to record, 
too. By now the faster cars will be lap­
ping the slower ones, and you may be 
working on two or three laps simul­
taneously. 

When the leaders come by, before 
you've completed a full column, place 
them at the head of the next column, 
where they belong. In the meantime, 
continue filling in the stragglers in the 
last column, as they are still complet­
ing the preceding lap. 

This all sounds rather frantic, but 
actually it's not too difficult. As you 
continue to record the car numbers, 
they become almost automatic and you 
know just when to expect most of the 
cars. If you forget, you can glance at 
the preceding laps on your chart and 
get a good idea of which cars should 
be where. 

The actual methods of scoring vary 
little from a 25-lapper to the 12-Hours 
of Sebring. In longer races, however, 
you will be recording more pit stops. 

When a car is missing - doesn't 
come by anywhere near where it's sup­
posed to be - continue putting down 
the numbers as you see them. Don't 
draw a line for the missing car as, 
obviously, its position has changed and 
it's a matter of waiting for him to ap­
pear again in his new position. 

If you are sitting where you can see 
the pits, as the missing car comes in, 
put down his number as though he were 
on the course and had dropped back 

• behind the pack. Do this only if he 
passes the start-finish line in getting 

to his pit. This is very important, as 
a car is not officially listed as com­
pleting a lap until it crosses over this 
line. If his pit is past the finish line, 
the car will complete a lap in getting 
to it. If his pit is before the finish line, 
he will not have completed whatever 
lap he is on until his pit work is 
finished and he crossed the start-finish 
line on his way back onto the track. 

Most of the confusion at the end of 
a race results from this particular bit, 
so it is one of the most vital phases of 
scoring to keep careful check on the 
pits. 

As a car crosses the start-finish line 
in the pits, record him on your chart 
in his proper lap position but circle his 
number. This circle indicates that he 
pitted, so there can be no doubt about 
what went on when reviewing the race 
later. Usually, in an endurance race, 
a leader is so far ahead that he may 
not lose his position in pitting, since 
the other cars have a few laps to go to 
catch up to him. In a sprint, you will 
want to know whether or not the guy 
in the pits, although losing a few posi­
tions, also loses a lap on the other 
leaders. 

If you happen to be scoring for the 
second place car and know that he is 
in the same lap as the car in the pits, 
now is the time to hang out the "GO!" 
sign. 

The group running a race always has 
its own team of scorers and timers re­
cording the laps. Their object is abso­
lute accuracy - they are the officials. 
However, don't ever ask an official 
scorer who's leading during the race. 
At that moment, he has no way of 
knowing. 

One method of official scoring, used 
at Nassau and again at Sebring, is 
done with mechanical flip cards. These 
cards are numbered consecutively and 
flip into sight at one second intervals. 
The large group of scorers are assigned 
individual cars to track. When a scor­
er's car comes by, he notes what time 
is on the flip card and records this. At 
the end, after extensive tabulation, the 
race results are officially compiled. 

At Sebring and Le Mans official 
hourly reports are handed out to the 
pits. If scoring a race of this kind, be 
sure and draw a line down your chart 
on the hour. This will indicate later 

( continued on following page) 
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THE RACE ON PAPER continued 

how things stood at that point, and also 
enable you to correct your chart when 
you get the official version. 

At the end of a race, as soon as the 
flag falls for the winning car, draw 
another line down the chart (just be­
fore the final empty lap squares) and 
record the remainder of the lap in the 
usual manner as the cars pass by you. 
This final line means that the cars past 
it have taken the checker. Sometimes 
a car will blow on the last lap and not 
fini sh the race at all, or change its 
position radically. If this happens, 
your "checker" line will say so. 

In a race involving more than 
twenty-five cars, it is advisable not to 
try to carry all of them. What counts 
most is the first fifteen, or in specific 
cases, the particular car you are scor­
ing for. Don't lose your head, or the 
whole chart, trying to straighten out 
a position of a car that you may have 
missed. Although this is important, it's 
not worth losing the whole thing about 
it- you can make it up later. 

The importance of lap scoring cannot 
be over-stressed. Most people around 
races don't even know what it is, or 
that it is even occurring - all they 
know is that someone, writing things 
down frantically, knows what's going 
on. So a lapscorer is usually a very 
underestimated addition to the pits, 
but actually is most instrumental in 
how that pit functions. 

One thing that a scorer cannot do, 
however, is time the races. During a 
race his concentration is such that he 
cannot become involved in this par­
ticular phase of pit work. 

Timing is itself an art. If you are 
fortunate enough to have one of those 
triple watch boards, t he procedure is 
fairly simple. These gimmicks usually 
have one lever that does all the work. 
When pressed, it stops one watch, starts 
another, and resets t he third. All a 
timer has to do in t his case is pay 
attention to things and be able to read 
the clocks. 

The "why" of timing should be fairly 
obvious. During practice it is wise to 
keep an eye on how your immediate 
competitors are running and compare 
their times to your own. Elaborate race 
strategy has often evolved from in­
practice timing. P erhaps the most fa­
mous was the stunt Alfred Neubauer 
pulled at Le Mans one year. He had a 
very obvious timing station set up for 
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all to see and seemed to be timing a 
particular car from there. In actuality, 
he had another hidden timing station 
and two identically numbered cars on 
the course. The decoy would present 
credible but slow times as taken from 
the in-view stand. At the same time 
the car actually being tested was going 
like stink and being timed accurately 
where no one else could keep track of 
it. It worked, of course, and no one 
r eally knew just how fast the Mercedes 
was going until the race itself. By then 
it was too late. 

So practice timing is vital, almost as 
important as race timing itself. 

If you are limited to one or two 
watches, and that's all, there are a 
number of ways to still keep aware of 
how the other cars are going. First, 
you will want a time for each lap your 
own charge is doing. If you have two 
single-hand stop watches, just start 
one as you stop the other, and r ecord 
the consecutive laps. If you have only 
one watch, you can still get consecutive 
laps. 

With one watch, instead of timing 
your boy in the same spot each time 
around, pick him up wherever you can. 
In other words, take his first time as 
soon as you see him start down t he 
str aight. Read the watch as fast as you 
can, reset it, and then try and pick him 
up again as he hits the S/ F line, or 
perhaps one of the corner markers. As 
he comes by again, stop the watch at 
the place where you picked him up and 
repeat the routine, taking him at a spot 
further down the line. 

On a track where visibility is fairly 
good all the way around, you can get 
every lap with your one watch. Under 
other circumstances, when you run out 
of timing points, you will have to miss 
a lap and then pick him up at the be­
ginning again. In any case-this meth­
od is more constructive than the time­
'a-lap-wait-a-lap routine usually neces­
sitated by having only one watch. 

If you have only one watch, but it is 
a split-hand timer, you are really in 
business - for now you can take every 
car on the track, every lap. 

This method is not simple, and re­
quires mathematical ministrations. It 
involves the total time of whatever is 
going on. If you are timing five cars, 
write their numbers on a piece of paper. 
Start the split-hand timer and keep the 
main hand running throughout. When 

one of your cars comes by (taken from 
one set timing point only) stop the split 
hand and record the total time shown 
on the watch opposite his number. Do 
this for each of the cars, recording the 
aggregate time plus the fraction indi­
cated by the stopped second hand. Nat­
urally, as soon as you have noted this 
fraction, join the split-hand back to the 
rr.ain hand. Your paper should look 
like this: 

Car# 
42 
56 

247 

Times each lap 
2:05.4 3:10.3 4:04.0 
3:10.0 4:02.2 5:00.6 
3: 06.2 4:00.3 5:05.1 

To find out exactly what times these 
cars are turning, you simply subtract 
preceding lap times from the following 
lap total, for each car. 

Once this method is learned it is pos­
sible to time any number of cars and 
an expert can take a whole field on the 
one split-hand clock. 

Timing during a race, of course, is 
almost mandatory if one is serious 
about competition. It is usually a mat­
ter ·of time-distance between your car 
and your closest competitors, whether 
in your own class or overall. With a lap 
chart and accurate times, your pit can 
then signal exactly how your car stands, 
and whether it can take it easy or must 
go like stink to make up the seconds. 
It is also important to take the overall 
lap times of your car as this g ives a 
fair indication of how it is performing, 
and can warn of trouble (for instance, 
if it's going around much too fast it 
can mean he's apt to blow it and should 
be slowed down.) 

One word of caution about scoring 
and timing- NEVER ARGUE WITH 
THE OFFICIAL TIMING STA ND un­
less you are absolutely sure of your 
r ecords. If the official results differ 
radically from your own version and 
you are certain that you are right, then 
present · your case. Occasionally the offi­
cials are wrong and may not check 
unless you ask them to. If you have 
been wronged, and can prove it by your 
accurate charts, they will listen, and 
r emedy the results. 

So, if you are serious about your 
r acing, a competent scorer and a timer 
in your pits will be of a great deal 
more value than an extra blonde or the 
neighbor's kids. If you can get the 
blonde to keep your lap-charts, and 
can rustle up a brunette to work the 
stop watch, you've got it made, buddy! 
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HERE IS THE WAY your chart 
might look during a 10-lap race with 
eight entries. You are driving the #7 
car, an aluminum-bodied special with a 
detuned Morris Minor engine. You are 
starting at the back of the pack and 
all that you have to do to win the race 
is to pass Walt Hansgen, Birdcage 
Maserati, #60-Max Balchowsky, Old 
Yeller Mk. II, #70-Bob Drake, Bird­
cage Maserati, #49-Ken Miles, 
Porsche RS60, #50-Jim Chaffee, Pink 
Elephant-Corvette, #25 - "Bat" Mas­
ter son, Batmobile-Corvette, #220 and 
Jack McAfee, Por°sche RSK, #88. 

The starter drops the green flag, 
your left foot comes off the clutch and 
your right foot jams down on the ac­
celerator. Everyone beats you through 
the first turn. 

1 2 3 4 5 6 7 8 9 10 

1st 60 70 70 70 70 
2nd 70 60 60 60 60 
3rd 49 49 49 49 49 

4th 50 50 50 50 
5th 25 25 25 7 
6th - ?20 7 22( 
7th 88 7 ?20 88 
8th 7 88 88 

Figure 3 - LAP FOUR : If the chart 
were stopped at this exact moment there 
would be no way of telling the actual 
sequence of cars upon the course, al­
though the overall positions are evident. 
A race chart is in a constant state of 
flux as the cars pass each other or drop 
from the race. Notice that Chaffee #25 
has disappeared from the chart. The 
scorer does not know what has hap­
pened to him, only that #25 failed to 
come by. This automatically moves you 
into fifth place. Your pit gives you the 
GO sign. 

1 2 3 4 5 6 7 8 9 10 

1st 60 70 70 70 70 70 70 .. 0 

2nd 70 60 60 60 60 60 6C 60 
3rd 49 49 49 49 49 49 49 .,9 

4th 50 50 50 50 7 7 - 7 
5th 25 25 25 7 50 SC 50 
6th - 222 7 222 222 220 220 
7th 88 7 222 88 • J!.8 1)?5 
8th 7 88 88 251 ~~ -Figure 6 - LAP EIGHT: The sequence 

now is that #70 is closing on #50 and 
cars #70 and #60 have lapped #220. 
Cars #49 and #7 are sequentially be­
hind #220, but are actually nearly a 
lap ahead. On the sixth lap McAfee #88 
pulled into the pits without crossing the 
start-finish line, so is not credited with 
having finished that lap. His number is 
circled on his last completed lap. Chaf­
fee #25 ras re-entered from his pits. 
When McAfee #88 crosses the s-f line 
coming out of the pits, he will be cred­
ited with finishing lap 6. 
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1 2 3 4 5 6 7 8 9 10 
1st 6( - l 

2nd ~c 6C 
3rd 4c 41 

4th 5( 5( 
5th 2c 2: 
6th - 22 
7th 81 7 
8th 7 BE 

Figure 1 - LAP TWO: On the first lap 
the cars came by the pits in several 
tight bunches and your scorer was un­
able to see the nwrnber on the six th 
place car. A dash was put in the space 
to keep the race order correct. During 
the second lap Balchowsky #70 took the 
lead from H ansgen #60 and yoii out­
accelerated McAfee #88. Your scorer 
caught the missing number this lap and 
added #220 to the chart where he be­
longed. 

1 2 3 4 5 6 7 8 9 10 

1st 60 70 70 70 70 70 
2nd 70 60 60 60 60 60 
3rd 49 49 49 49 49 49 
4th 50 50 50 50 - :r 
5th 25 25 25 7 C I 
6th - ~20 7 ~20 L20 I 
7th 88 7 ~20 88 88 
8th 7 88 88 2s 

Figure 4 - LAP FIVE: Arrows indi­
cate the actual sequence across the fin­
ish line. It is less confusing to record 
this on a separate sheet of paper. You 
have out-cornered Miles #50 and both 
of you have completed your fifth lap. 
Then came #70 completing his sixth 
lap, followed by #222 completing his 
fi ft h lap, in sixth place overall, behind 
#50. Then came #60 and #49 , in second 
and third spots overall, follow ed by #25 
slowly motoring past and by #88 finish­
ing his fifth lap. T his information can 
be valuable. 

1 2 3 4 5 6 7 8 9 10 

1st 60 70 70 70 70 70 70 70 
2nd 70 60 60 60 60 60 60 60 60 
3rd 49 49 49 49 49 49 49 49 49 

4th 50 50 50 50 7 7 7 7 7 
5th 25 25 25 7 50 50 50 50 50 
6th - 220 7 1220 22l 220 220 "20 
7th 88 7 220 881 fill )25 25 
8th 7 88 88 251 1'25' '88 

~ 

Figure 7 - LAP NINE: As Balchow­
sky #70 takes the checkered flag, finish­
ing his tenth lap, a "checkered flag 
line" is drawn so that all cars crossing 
the start-finish line behind him will be 
recorded to the right or below it, indi­
cating their actual finishing position 
and laps completed. If the cars held 
their present position, the sequence 
across the finish line would be 60-220-
49-7-25-88 (now out of the pits and 
across the finish line, therefore on lap 
seven) and 70 on his cool-off lap. You 
will be fourth overall. Pity! 

1 2 3 4 5 6 7 8 9 10 
1st 60 70 70 70 
2nd 70 60 60 
3rd 49 49 49 
4th 50 50 50 
5th 25 25 25 
6th - 222 7 
7th 88 7 221 
8th 7 88 

Figure 2 - LAP THREE: During the 
third lap you blasted by the Batmobile 
#220 and moved into sixth place. Bal­
chowsky #70 lapped the rear-end car 
#88 just before the start-finishing line, 
thereby completing his fourth lap a 
few seconds before McAfee finishes his 
third. As soon as #88 crosses the start­
finish line, his number will be added to 
the bottom of the third lap column. 
Your pit signals you to press #25, 
w hose engine sounds sick. 

1 2 3 4 5 6 7 8 9 10 

1st 60 70 70 70 70 70 70 
2nd 70 60 60 60 60 60 

3rd 49 49 49 49 49 49 

4th 50 50 50 50 7 7 
5th 25 25 25 7 50 
6th - 220 7 220 220 
7th 88 7 220 88 88 
8th 7 88 88j 25 I -Figure 5 - LAP SIX: Chaffee #25 pit­

ted after crossing the start-finish line, 
so his niimber was circled. Balchowsky 
#70 has just crossed the finish line, 
completing seven laps, and the chart 
at this instant shows that he has lapped 
every car except 60-49-7. We will not 
be able to tell from the chart how many 
cars each of these three have lapped 
until each of them crosses the finish 
line, completing the full lap he is on. 
With the cars on the cowrse constantly 
changing positions, this is the only time 
when the positions are "official." 

1 2 3 4 5 6 7 8 9 10 

1st 60 70 70 70 70 70 70 70 70 70 
2nd 70 60 60 60 60 60 60 60 60 7 
3rd 49 49 49 49 49 49 49 49 49 49 

4th 50 50 50 50 7 7 7 7 7 
5th 25 25 25 7 50 50 50 50 50 
6th - 220 7 220 22.( 220 ~ 020 220 
7th 88 7 220 881 I.SB.) 25 ~ 

Rth 7 SlSl SlSl ') rj ."']I:; loo 13'8 

Figure 8-FINISH: Th e situation 
completely changed on the last lap, 
after Balchowsky took the checkered 
flag . Hansgen #60 blew his engine and 
was a DNF. Drake #49, whom you had 
been slip-streaming, spun off Turn 8 
and was unable to catch you. Miles #50 
threw a wheel on the last turn and was 
another DNF. Chaffee #25 pitted with 
a seized engine and was DNF. McAfee 
#88 ran out of gas but pushed the car 
across the finish line. You finished in 
Second Place. Start thinking about beef­
ing up the car with an I setta engine ! 
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ROAD TEST /3 
Peugeot 404 

ENGINEERED FOR PLEASURE 
U

NDER A GRAY, LEADEN SKY, 
the narrow Route National wound 
its way haphazardly through the 

southeastern French countryside. The 
air was cold, damp and filled with an 
odd mixture of snow and rain that 
could best be described by the term 
"snush." 

It was hardly the most auspicious set 
of circumstances in which to make ac­
quaintance with a new car. Weather 
and road conditions such as these are 
neither conducive to comfort nor to that 
feeling of security so necessary for the 
simpatico attitude that begets instant 
liking for an automobile. 

But inside the car we were warm 
and dry and, even better, the car clung 
to the miserably slick blacktop as 
though it had been grooved into the 
pavement. Abruptly the road started to 
climb and the "snush" turned into 
patchy ice and then irito real snow -
the heavy, wet variety. Still the car 
remained controllable, admittedly with­
out that on-rails feeling, but still con­
trollable. When we got to the point 
where the depth of the snow was get-
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ting to be psychologically hazardous 
we simply turned the car around at a 
fork in the road and proceeded down 
the mountain, again without mishap or 
even the feeling of impending mishap. 
All this, mind you, was done without 
the sign of a tire chain or even a snow­
tread. 

Later, that night, we were to make 
a barreling 50-mile trip, guided by a 
Gallic type who obviously was a frus­
trated Tour de France pilot. The trip 
was made over the slick road in approx­
imately 50 minutes despite the added 
hazard of driving behind those miser­
s,ble yellow headlights that are required 
by French law. It might best be likened 
to driving through wet yellow wall­
paper, for all the usable light these 
units throw. Needless to say, these 
lights are not on U.S. models. 

Thus went our first day behind the 
wheel of the "new" Peugeot 404 on its 
native heath. It was a most impressive 
introduction. Under abominable weather 
conditions and over roads that could 
at best be charitably described as 
secondary by U.S. standards, the 404 

handled like a baby carriage. Through 
the several days that followed during 
which the car was driven over every 
conceivable type of road and in every 
possible ( and impossible) sort of 
weather, very little happened to alter 
our original high opinion of the car as 
a vehicle that is everything its de­
signers and manufacturer intended i 
should be. 

Let it be understood here and now 
that it was never intended to be a rac­
ing car, a sports car or even a rally 
car (in the European sense, that is). 
It is none of these. It was intended 
rather, to be a practical, safe, reason­
ably fast, good handling sedan of ex• 
cellent quality far day to day driving. 
It is certainly all of this. By American 
standards it might even be termed 
sporty in its handling with its mod­
erately quick steering and good road 
holding. In terms of accelerative per­
formance it is no stand-out by the U.S. 
meaning of the word, but the handling 
and roadability give it the capability of 
holding high average speeds over long 
distances. 
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Our test trip took us from Sochaux, 
where the car is manufactured, to 
Besancon (the terminus of that first 
night's dash). Then came a day's trip 
to Lyon, followed by a run up into the 
French Alps to the ski resort of Cha­
monix through snowy mountain passes 
and then back down again to Geneva. 
This was followed a day later by an 
afternoon at play on the banking and 
road circuit of Montlhery where it was 
discovered that the factory claim of a 
top speed of 88 to 90 mph was sub­
stantially accurate, our particular car 
clipping off one lap of the banking at 
89.6 mph. In short, we were able to 
give the car a wringing out on a rather 
monumental scale. It isn't often that 
one gets a chance to test a new car in 
its native land, and so get an idea of 
the thinking of the designer and the 
conditions for which it was conceived. 
In actuality, the Peugeot 404 is not a 
new car; it was launched in a mod­
erately quiet (for France, that is) way 
a year ago on a "for home consump­
tion only" basis. During the course of 
the past year various minor modifica­
tions were made to suit the car for 
export. It is making its U.S. debut in 
the New York International Automo­
bile Show as a companion piece, not a 
replacement, for the already success­
ful 403. 

Other than for the exception noted 
above, the 404 is an entirely new ma­
chine, not a rehashed, face-lifted or 
rebodied 403. From the basic structure 
to the outer skin the 404 differs from 
its predecessors, the only kinship being 
the excellent roadability, quality crafts­
manship, gearbox shift pattern (but 
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not the same ratios), and the worm 
drive rear end of the earlier Peugeots. 
Virtually every other part is different. 
But it isn't different because of dis­
satisfaction on the part of customers, 
U.S. and otherwise, with the 403. Quite 
the contrary, the 403, which is of a size 
and price to be directly competitive 
with U.S. compacts, has enjoyed a 
steadily upward sales curve with ru­
tually every car shipped to the U.S. 
sold immediately on arrival. No, the 
reason was simply that the powers 
that be in Paris and Sochaux, felt that 
a new car should be new. 

New it is. From the Pininfarina de­
signed body through the 45-degree 
canted engine to the front suspension 
things are different. 

Let's take things in the order men­
tioned and · go on from there. 

First, the body - as mentioned, it is 
a Pininfarina design with all the im­
plications involved therein. Smooth and 
with a crisp look, it is a definitely at­
tractive piece of coachwork, well put 
together. About the only criticism we 
could come up with was that it gives 
the car a sort of kinship to the new 
BMG line and the 2100 Fiat. In fact, 
the Pininfarina form is fast becoming 
so universal as to give European cars 
a "look" and, if continued, could just re­
verse the old criticism leveled at Ameri­
can cars not so many years back to the 
effect that you couldn't tell a Cadillac 
from a Chevrolet, or any other car for 
that matter. However, in the case of 
the Peugeot 404, the design is cleanly 
executed and while it doesn't exactly 
offer a unique appearance, it does make 
for an extremely attractive automobile. 

During the first year in Europe, the 
404 was offered only in muted shades 
of soliq color - blue, gray, light green 
with a few going to dealers in muted 
red and that fine Peugeot standby, con­
servative black. Plans are now made, 
however, to offer several livelier shades 
of metallic colors such as bronze, red 
and silver. Examples of these, which 
we saw in Paris, were atractive in the 
extreme and, when equipped with 
leather and synthetic interiors, carried 
an aura of luxury not seen in anything 
within a thousand dollars of the price. 

On the inside, with the_ exception of 
the leather-lined versions, the aspect 
is comfortable but not plush. The seats, 
on earlier versions too soft, are now • 
just on the firm side and seemed to 
us just fine for long cross-country hauls 
to which we subjected the car. The 
front seats are adjustable fore and aft, 
and have backs that tilt in several posi­
tions from bolt upward to what one ob­
server referred to as "full adultery." 
We can't vouch for the latter as we 
didn't test it to that extent. 

The back seats are equally comfort­
able and the legroom is more than suffi­
cient. There is also a pull-down center 
arm-rest, complete with ash tray. Ma­
terial in the standard trim is of what 
the maker refers to as Rhovyl nylon 
jersey, which to an American could be 
misleading since it looks like no jersey 
we ever saw. Good looking and comfort­
able, the cloth has a slight gripping 
action that holds the driver or passen­
ger gently in place without mussing or 
dragging clothing. 

The steering wheel is pretty normally 
(continued on following page) 

Companion pieces : Peugeot 404, left, and the older but 
still continued 403 on the right. On Peugeot test track the 
404 proved livelier, thanks to the larger, faster engine. 

The factory claim of a top speed of from 88 to 90 miles 
an hour for the 404 was borne out on the banking at 
Montlhery; several 88 mph laps were turned, one at 89.6. 
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Engine of 404 is slanted at 45 degrees to allow a lower hood line, rnaking for excellent accessibility for rninor service. 
Cutaway shows the new head and cornbustion charnber layout. Also indicated are Welch plugs opposite the intakes . 

• 

Even in deep rnountain snow the 404 handled with complete security in spite of the absence of chains or snow treads. 
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Driver's office is roomy and comfortable. Seats rake back in six 
positions. Trunk ( center) is big enough to accomrnodate at 
least two suitcases plus other irnpedirnenta. Back seat armrest 
pulls down to reveal handy ashtray. Cornbination handgrip and 
doorpull uses light thumb pressure on trigger to release lock. 
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PEUGEOT 404 
cont inu ed 

" American" in concept, being neither too horizontal nor 
overly vertical. Below it the pedals a r e slightly offset to t he 
left but not so much that the position is awkward. E ven bet­
ter ,these pedals are widely enough spaced so that there is no 
t rouble even when wearing hunting boots, as we did on 
occasion. Forward of t he wheel, in direct line of vision, 
is t he instrument grouping under a shaded cowl. E a sily 
read, it has all the instrumentation needed in a general 
purpose sedan - water t emperature and fuel level gauges, 
a speedometer, an oil pressure warning light and a clock. 

Hung on the column on the right are the shift lever and 
the direction switch, t he last of which takes getting used to 
due to long ingrained habits of reaching for t his switch 
with the left hand. The left hand is not left idle, though. 
Hung on t he left of the column is the compound light switch 
which waggles through four po;;itions to control a ll t he 
necessary lighting conditions from off through parking, 
dims, to high beams. It's a little confusing at fi rst to any 
but Frenchmen, but is soon learned. It makes sense in a 
Gallic .sort of way when you r emember that the French 
seem to detest strong lighting in any form driving only on 
parking li ghts in the cities and in the country behind those 
yellow peril s which they generally keep tu rned on the dim 
position . Thus, if it is inconven ient to operate the high 
beams you won't be tempted to use them. 

Down underneath and to the front are where the horses 
live. These, 72 of them, exerting 95 lbs. / f t . of torque, are 
housed in an entir ely new engine of 1618 cc displacement. 
This is canted 45 degrees to the right, primarily to get a 
low hood line. The radiator, too, is offset to the right , 
leaving the space on the left fo r the bat t er y. This tilting 
and offsetting leaves gobs of room for servicing all the 
accessor y equipment without having to delve down in to 
di r ty or tin-shielded innards and, since t he exhaust is on 
the right or downward side, without danger of burning 
hands - praise be. 

The engine is slung directly over the front cr ossmember­
suspension assembly, mounted at its midpoint and ti lted 
slightly rearward. The third point of the engine suspension 
is at the rear of the transmission . All thi s mounting is done 
with large rubber blocks which very effectively damp out 
resonances, of which ther e are few in this engine anyway. 

The engine it self is a gray-iron casting with wet steel 
cylinder liners which are centrifugally cast and then 
machined to size. In t hese cylinder s ride nicely cast and 
machined aluminum a lloy slipper-type solid-skirt pistons 
,vith good, sturdy connecting rods. The crank is forged, 
not cast, and is stat ically and dynamically balanced, using 
bolt-on counter weights. We can believe the bal ancing part 
since we could get no noticeable vibrat ion out of t he engine 
up to the point of valve float. 

The head is also a completely new design, u sing what the 
Peugeot engineer s refer to as an "offset spherical cap" 
form of combustion chamber. While sometimes described as 
hemispherical, it isn't - quite. What it amounts to is a 
very shallow spherical " di sh," offset in the dir ection of the 
intake valve in such a way t hat the intake valve has con­
siderably more angularit y in r espect to the bore axis than 
does the exhaust valve. The valves are actuated by extremely 
short, stiff rockr arms oper ated by offset pushrods. This 
chamber design, so cla im P eugeot engineer s, g ives a smooth, 
squish-t ype chamber performance with many of the good 
gas-flow attr ibutes of the hemispherical type of chamber. 
For those who like such good things, the head appear s com­
pletely and entir ely suitable fo r power and speed modifica.­
tions. Although it would seem tha the intake manifold is 

( continued on page 84) 
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ROAD TEST/3 
TEST DATA 

VEHICLE .............. . . . . Peugeot MODEL . . .. .. . ....... . . .. .... . 404 
PR ICE (as te sted) .... $2575. POE NY OPTIONS . . . . .. . . Miche l in " X" tires 

ENGINE: 
Type: ..................... . . . . . . Inclined 4-cylnider, 4-cycle, water cooled 
Head : . .... . Alloy, hemispherical combustion cnamoers, integral ima"e ma11 11 . 
Valves: ..................... . . . Overhead, pushrod•rocker actuated, inclined 
Max. bhp ... .. ....... . ...... . .... . ... . ... . .. .... .. . . .. . 72 @ 5400 rpms 
Max. Torque ..... ........ ............ . . .. . .. ... . . 95 ft. lbs. @ 2250 rpms 
Bore . .. .. ... . .................... . . . ................. . .. 3.3 in. 84 mm . 
Stroke .. . ... . ...... . . . ... . •.• . .• . . . ..... . ............. . 2.85 in . 73 mm . 
Displacement .... . .... . .................. . ........... 98.9 cu. in . 1618 cc . 
Compression Ratio . . . . . .. . . ................. . ....... . .. . . . . . . . . . 7.4 to 1 
Induction System: .. . ..... • .. .... . ...... . . Single downdraft Sol ex 32 PBIC A 
Exhaust System : .... . .. . . . . . . .. .4•port cast manifo ld•to-muffler•to- resonator 
Electr ica l System: .... . . . . . . . . . . .. . . . . . ..... 12v single distr ibutor igniti on 

CLUTCH: .... Single disc, conventional DIFFE RE NTIAL: . .. .... Wh ee l-&-worm 
pressure plate , carbon th rowout 

Diameter: ....... . ..... . . . . . 8. 5 in. 
Actuat ion: .... . ... . ... . . mechanica l 

Ratio : ........ ...... .. .. .. 4.2 to 1 
Dri ve Ax les (type): . .. . .. . . enclosed, 

semi-floati ng 

TRANSMISSION: . ... . . . . .. .. 4-speed , 
full -synchro , al loy case 

STEERING: .. . . . . . . . . . Rack & Pin ion 
Turns Lock to Lock: . . . . . . . . . . .. 4 
Turn Circle: . . . .. . . . .. .. . .... 32 ft. 

Ratios : 1st .............. 4.lOto l BRAKES: .. .. . . . ..... Dupl ex-Simplex 
2nd ....... . . . ... 2.20 to 1 cast-iron drums 
3rd ........ . .. . . . 1.41 to 1 Drum or Disc Diameter . . . . . . . 9 in. 
4th .............. . 1.0 to 1 Swept Area .. .... . . . ... 126.3 sq. in. 

CHASSI S: 
Frame: . . . . . . . . . . . . . . . . . . . . . . . . .. . Integral , steel , un it-welded 
Front Su spension: . . . . . . . . . . . . . . . . . ...... S1ngle , lower A, pillar coi l-shock 
Rear Su spension : ....... . . . . . .. . . ... live-ax le wi th torque tube , coil springs 
Tire Size & Type: . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . _ 6.50 x 15 

WEI GHTS ANO MEASURES 
Wheelbase: ............... 104.3 in . Ground Cl earance . . . . . . . . . .. 6 in. 
Front Track . . ..... ......... 52.6 in. 
Rear Track ...... .... . ..... 50.4 in. 
Overall Height . ... ... ........ 57 in. 
Overall Width ...... . . . . . .. . 63.9 in. 
Overall Length ...... . .. . .. 173.5 in. 

Curb Weight ......... . .... 2359 lb ' . 
Test Weight ........ . .. . . . 2682 lbs. 
Crankcase ... . . . . . . ... . . .. . 3.5 qts. 
Cooling System .... .. .... . ... 7 qts. 
Ga s Tan k ........ . ... . .. . . . 11 ga ls. 

PERFORMANCE 
0-30 ....... . .............. 6.8 sec . 0-70 . ....... . . . . ..... . .. . 26.9 se c. 
0-40 . ....... . ..... .. . . . .. 10.2 sec . 0-80 ...... .... . . ........ 35.8 sec. 
0-50 ... . ............ . .... 14. 1 sec . 0-90 . . ................ . ... - sec . 
0-60 .... . ...... . . . . .. . .. . 19.3 sec . 0-100 . .......... . .. . .... . . -sec. 
Sta nding ¼ mile 19.9 sec. @ 63 mph Top Speed (av. two-way run ) 89.6 mph 
Speed Error 30 40 50 60 70 80 90 

Actual 29 38 47 57 66.5 76 
Fuel Consumption Test : . . . ... 25 mpg RPM Red-l ine ..... . ...... 5400 rpm 
Average ................ . . . 30 mpg Speed Ranges in gears: 
Recommended Shift Points 1st . . ... ...... . . .. .. . . Oto 25 m~h 
Max. 1st. ...... .. ....... .. . 22 mph 2nd .............. .... 12 to 18 mph 
Max. 2nd. . . . . . . . . 45 mph 3rd ... . .... . .. . . . .. . . 28 to 70 mph 
Max. 3rd .... . . .. . . . . . ...... 68 mph 4th . . .. . ........ . .... 40 to 88 mph 

Brake Test , 60 % G Average, over 5 stops. 
Fade encounte red on 3rd stop. 

REFERENC E FACTOR S 
BHP per Cub ic Inch ................................ .. .............. 727 
Lbs. per BHP .. .. .. .. .. ..................... . .... .... ...... 32.7 lb. 
Piston Speed @ Peak rp m ..................... . .... ........ 2565 f t./sec. 
Swept Brake Area per Lb ............................... . . .. ... 053 sq. in . 
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Lotus Mk. XX is the Star 

T
HE SECOND ANNUAL Racing 
Car Show, put on in London by the 
British Racing and Sports Car 

Club, was an even more brilliant success 
than its predecessor. During the week 
of the show more than 63,000 people 
crowded the exhibition halls and un­
animously agreed that not only was 
Lotus the star of the show, but that 
Colin Chapman has done it again. After 
producing the all-conquering 1960 Lotus 
Formula Junior, which won all three 
English Formula Junior Championships 
last year, and the unbelievable Mk. XIX 
"Monte Carlo," Chapman unveiled his 
all new Junior, the Mk. XX. 

This young man from Cheshunt could 
have, had he wished, merely produced 
a modified version of the successful 
1960 car. Instead, he had the courage 
to let Lotus fortunes rest on a sleek 
new model, the Mk. XX. Last year's 
Junior was praised the world over by 
journalists as "the one car that can't 
possibly be improved." Chapman has 
made them eat their words, b'y not only 
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by Milt Brown & Pete Biro 

improving the improvements, but by 
producing a car with 30 percent less 
frontal area, a higher top speed and, if 
you can believe it, improved road­
holding ! 

The new Junior is easily distinguish­
able from its highly successful but boxy­
bodied predecessor by its (frankly) 
Cooperish nose section. The self-colored 
Fiberglas body is composed of four 
easily removed sections. Unlike last 
year's body work, which was made up 
of glass nose and tail sections with 
aluminum panels, this year's body is 
all glass. Many refinements to construc­
tion details make the Mk. XX a highly 
finished looking piece of equipment, 
which is more than can be said of some 
of the other marques. 

Generally speaking, the limiting fac­
tor in reducing the projected frontal 
area of a race car has always been the 
size of the human body. There is no 
sense to building a low car if the driver 
sticks out like a human air-brake. One 
often thought of method is to have the 

driver lie in a prone position, thereby 
obtaining the lowest frontal area pos­
sible, but this can be difficult for the 
driver. Chapman hasn't gone this far 
yet, but he has managed to reduce the 
effective height of the driver. Thi 
seemingly impossible feat was accom­
plished by inclining the back of the 
driver's seat 45 degrees, thus reducing 
the effective height of the driver by 
several inches. Even though the new 
model is 5 inches lower than last year' , 
only the driver's head protrudes above 
the car body. 

The driver, in his compartment, i 
surrounded by a steeply raked com­
pound curved windscreen. Immediately 
behind the driver's shoulders are two 
air intakes. The one on the left sup­
plies cool air to the two twin-choke 
Weber carburetors, while the one on 
the right supplies cool air for the in­
board mounted rear brakes. At the ex­
treme rear-end of the body an exit is 
provided so that the air will flow freely 

( continued on page 58) 
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T he star of the Racing Car Show was 
the 1961 Lotus Formu la Junior Car , a 
look at things to come fo r Formula I. 

Seat back is at 45 degree angle for 
lower driving position. The entire car 
(below), compared with 1960 Junior, 
is lower, f aster, and i t has 30 percent 
l~s-~ frontal nrea ancl corner11 better. 

J 
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T he New Lotus Mk. X X Junior uses magnesium bolt-on 
13 inch wheels in the front and 15 inch wheels in the rear. 
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LONDON RACING CAR 
SHOW continued 

through the engine compartment. 
The multi-tubular space frame is 

completely new, although it follows the 
same general layout as before , and is 
constructed of 1¾, 1 and ¾ -inch mild 
steel round and square tubes. The 
height and width have been reduced 
considerably to accommodate the new 
body shell. The Lotus-introduced scuttle 
hoop at the cowl carries over, but is 
not incorporated at the r ear of the 
frame. 

The 90-inch wheelbase, 49-inch front 
t read and the 48-inch rear tread r emain 
the same as last year's model. Overall 
length is 11 feet 7 inches, width is 57 
inches, height 2 feet 8 inches to the 
headrest. Ground clearance: 3 3/4, inches. 

The front suspension is relatively un­
changed, with unequal length A-arms 
and a separate anti-roll bar. The major 
change is the reduction in the size of 
the bolt-on mag wheels from 15 inches 
to 13 inches, reducing considerably the 
unsprung weight. Springing is by com­
bined coil spring damper units. 

The independent rear suspension is 
similar to last year's, with lateral loca­
tion of the 15-inch bolt-on mag wheels 
provided by a reversed lower A-arm 
and fixed length articulated drive shafts. 
Fore and aft location is still provided 
by the twin trailing arms. The rear 
brakes have been moved inboard to r e­
duce unsprung weight and are mounted 
to an inverted Volkswagen gearbox. A 
5.04: 1 final drive ratio and special close­
ratio gears are supplied as standard. 
Alternate final drive ratios available 
are 5.34: 1, 4. 78: 1 and 4.43: 1. The gear­
box was mounted to the engine in an 

T he complete 1961 Emeryson Junio1• 
and the Formula I chassis behind it 
are almost identical except for size of 
the wheels (13 inch vs 15 inch) and 
engines. The Junior uses a Ford 105E, 
the F ormula I uses a Coventry Climax. 
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inverted position to allow lower place­
ment of the engine gearbox mass in 
order to obtain a lower center of grav­
ity. The Renault gearbox used in the 
past was abandoned as having proved 
too fragile. Gear changes are effected 
by a r emote control gear lever mounted 
in the cockpit at the driver's right. 

The hydraulically operated brakes 
on all four wheels are no longer Alfin 
units and their diameter has been re­
duced to 8 x 1 ½ inches. This was con­
sidered necessary since last year's cars 
were over-braked and prone to locking 
wheels. 

Moving the rear brakes inboard ne­
cessitated the design of new rear hub 
castings. The new units raise the out­
board pivot point of the lower rear A­
arm 2 inches. This provides Lotus with 
the much-needed additional ground 
clearance, and should overcome the fre­
quent objections that the r ear A-arms 
were too close to the ground to be con­
sidered safe. 

The body width and height have been 
reduced to the absolute minimum so the 
car literally fits the driver like a glove. 
There wasn't sufficient room above or 
beside the driver 's legs for mounting 
the gas tank. Where did they put it? 
Simple. Chapman just reduced the 
tank's capacity to 8 gallons and placed 
it directly behind the driver, concen­
trating more weight on the r ear wheels. 

Steering is by lightweight rack and 
pinion, with a leather-covered steering 
wheel that was r educed from 15 to 13 
inches to provide adequate knuckle 
room in the extremely narrow capsule. 
The steering wheel is small enough so 
that it wouldn't look out of place on 
a Go-Kart. 

Instruments include a O to 9,000 

tachometer, an oil pres.sure gauge and 
a water temperature gauge. 

The numerous suspension refinements 
endow the Lotus Mk. XX with even 
better roadholding than its 1960 coun­
t erpart. It will get around corners 
faster, but will r equire a very skillful 
and sensitive driver to fully exploit its 
fantastic roadholding. This is fine for 
Team Lotus, having the top Formula 
Junior driver s in their ranks, but make 
it difficult for the less skillful private 
owners. 

Power is supplied by the race-proven 
Cosworth-modified Ford 105-E engine. 
The power output of this 997 cc over­
head valve four has been increased so 
that an 85 horsepower mill is now sup­
plied as standard equipment. This is a 
full five horse bonus over last year' 
delivered machines. 

A dry sump oil system is offered as 
an option for the first time. Cooling 
consists of a crossflow radiator mounted 
in the nose, with a remote header tank 
and an integral oil cooler. 

With this outstanding new Junior, it 
looks as though the boys from Cheshunt 
will be the ones to beat in '61. And, if 
last year's procedure is to be taken as a 
guide, you're also looking at the 1961 
Formula One Lotus chassis. 

While the new Lotus was the ulti­
mate star of the London Race Car 
Show, the other 72 exhibitors excited a 
great deal of interest from the 63,000 
spectators who attended. The Formula I 
and Formula Junior Emerysons were 
out for their first public showing. The 
Equipe National Beige (Belgian Na­
tional Racing Team) has purchased 
three of the Formula I cars and a 
Junior. The Formula I cars will use the 

(continued on page 82) 
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Jack Brabham's 1960 Wor ld's Championship 2.5 li ter F ormula I Couper Climax was given center stage at the auto ~hou·. 

The new B ond F ormula Junior is un­
usual in that it mounts the engine in 
;ro-nt and is also front wheel driven. 

The T riumph H erald shown by J ack 
Brabham Motors, L td. , looks stock but 
·t has a hot 1216 cc Climax engine. 

AY, 1961 

Sveedwell Svrite features an almninwn body, a longer hood with faired-in head­
lights, a newly designed tov, a curved windshield and an 1100 cc stroked engine. 

HRG came up with an overhead cam 
conversion for the F ord 105E mill , 
used in so many Formula Junior cars. 

T he highly successful Cosworth-Ford 
105E engine has both tuned exhaust 
and intake and uses a dry oil sump. 
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I T LUXURY 
A

N IMPRESSIVE BLENDI NG of classic and modern, the 
styling of the Mercedes-Benz 220 sedan makes it about 
as neat and functional a design as ever came off a 

drawing board. While our test revealed a few items we were 
critical of, there was no doubt at any time about the pure 
luxury we were riding in. The "SE" series, fuel-injected and 
possessing ten more horses than the dual-carbureted "S," 
was the subject of our scrutiny and we were more than im­
pressed with the performance that the meager 2.2 liters 
could boot out of a 3000-lb. vehicle. But this was only the 
beginning. 

Deciding there was no better way to test a Mercedes than 
on a trip, we headed out of Los Angeles for Las Vegas in 
the wee hours of the morning, racking up an average speed 
that won't be printed for fear of legal reprisals. Gas mileage 
on this high-velocity jaunt was over 19 mpg! More important 
to the potential owner was the lack of fatigue on completion 
of the trip and the feeling of security, regardless of what 
the speedometer read. 

To begin determining WHY the 220 carries an over-$5000 
price tag requires only a slow walk around it. The fit, the 
finish, the attention to detail, and the obvious richness of 
materials used, all add up to what you'd expect from a 
luxury car. Opening and closing the doors (which has be­
come a shopping criterion) will net a sound similar to that 
emanating from a well-built safe and the sealing quality is 
about the same. The glasswork is flawless and gimmicks like 
the exhaust louvers behind the rear quarter-windows, pro­
viding air circulation through the headliner and under the 
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roof, demonstrate the thoroughness with which comfort has 
been designed into the car. 

The optional leather upholstery on our test car made it 
more luxurious, but the same seat and trim design is em­
bodied in the normal cloth interior. The well-padded bucket­
in front have a small package shelf between them and an 
accessory pad may be purchased to fit this, so that three 
persons can be comfortably carried up front. Fully adjust­
able, including a crank-down back-rest, these seats still don't 
fit the average person's dimensions too well, as they're quit~ 
high and legroom under the steering wheel is minimal. 

Safety considerations almost approach a fetish; like they 
dare you to go out and crash it. The dash is padded top and 
bottom, the horn button is padded, the rear-view mirror has 
a spring-loaded breakaway hinge, all inner door handles are 
flush-mounted, and there are no unnecessary protrusions. 
All these items we agreed with, but the foam-rubber insets 
in the window-regulator handles seemed to be carrying 
things pretty far. Even the tri-cornered star atop the grille 
has a spring socket so that pedestrians won't be impaled 
when draped across the hood. If the car should roll over, 
you can grab for the support rails that run above the doors 
on both sides, though we believe they're primarily to assist 
in entry and exit. All in all, considering the high degree of 
controllability, structural strength, and the padded-cell bit, 
the 220 is about the safest package we ever rode in. 

Until this particular test, it was thought that any prizes 
for heating-defrosting-ventilation systems would have to go 

(continued on page 62) 
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Controls and instruments are well-located. H eater-ventila­
tion knobs are above radio in center, key-starter to left. 

The interior and door openings are very large for maximmn 
comfort. Note the pin-type door latch, inset handle forward . 

Elegance of classic design is retained in the pseudo radiator shell, but overall lines are functional and modern. V ertical twin 
headlights replace distinctive single lens on export cars, as only sealed-beam units meet U.S. vehicle requirements. Slots in 
fu ll wheel discs aid in circulation of cooling air over the Alfin brake drums. Note the excellent, all-around visibility. 
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Photos by AL PALOCZY 

Trunk, at left, is cavernous. Deep well 
at left would allow carrying an addi­
tional spare tire . Domes are shock wells. 

Spring-hinged hood emblem won't bust 
when you prang peasants and also frus­
trates souvenir-hunters snavping it off. 

Engine compartment had tech editor busy taking notes. Intake manifold and injectors are visible at left, mechanical pump 
in right photo. This system differs from other port-types in that injections are timed by a rack, rather than constant flow. 
Every effort is made to compensate for ambient conditions, provide quick starts, smooth idling and even acceleration. 

Drawing shows how differential housing is suspended and 
splits to form swing axles. Compensating spring is the lat­
erally-mounted coil. Trai ling arms provide stabilization. 
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FUEL INJECTED LUXURY 
continued 

strictly to U.S.-built cars, but the Mere has one equal to the 
best. It's an elaborate system that starts with a fresh-air 
scoop in the cowl (with an under-hood bypass should snow 
clog the outer one) which ducts into a high-capacity, blower­
and-core unit that occupies the majority of the firewall. The 
controls are located in the center of the dash and are well­
designed and simple to operate. The defroster system, which 
includes direct ducts in the dash aimed at the door vents, will 
de-mist the windshield in a matter of seconds but it takes 
quite a bit longer to clear the remaining glass in the car. 

Instrumentation is contained in a tower-like enclosure 
dii-ectly in front of the steering wheel. The ribbon-type 
speedo (which is actually a rotating drum) moves vertically 
and small red lines on the sides indicate maximum shift 
points. Water temperature, oil pressure, and fuel gauges 
fit neatly and legibly on both sides, with small indicator 
lights completing the panel. 

The column-mounted gearshift is a bit on the tricky side 
and takes some practice before you're sure which gear it's 
going into. It's positive and well-located, however, so devel­
oping a "feel" is all that's required. The hanging pedals 
are properly spaced and it's no trick to be able to heel-and­
toe for combination braking and downshifts. Though over 
1500 miles were Jogged during our test, one item we had to 
constantly watch was shift-points. The engine has such 
healthy torque that it just didn't seem logical to wind it 
a- tight as the red lines unless maximum acceleration was 
desi r ed. With no fuss, no muss, the quiet powerplant will 
:-,ull in high gear from 25 mph, so it's quite a temptation to 
~g it. A good deal of this is due to the very efficient fuel 

ection system. 
.Acceleration for a large sedan with an "undersized" en­

gine is strictly amazing, but it's roughly comparable to the 
average Detroit " six." Here it's easy to start considering 
how much more marketable the car would be with a four­
liter engine and r eal performance, but we must rationalize 
that the firm is dealing with a world market and not just 
catering to U.S. power-happy types. Taxes based on engine 
output and fuel costs are still extremely high in many other 
countries, making them primary considerations in even a 
luxury automobile. Ther e is certainly adequate power for 
both safety and enjoyment, so performance is far from a 
detriment. As compared to the 180D, in fact, it's a full­
blown race car. 

Cornering ability of this big sedan is so good that initial 
attempts to find the Joss-of-adhesion point were amusing. 
We barrelled into turns at it-can't-be-this-good speeds, pre­
pared for panic corrections that would keep us from either 
loosing it or dumping it, then felt foolish when the need 
never occurred. Characteristics start with a slight bit of 
under steer, then go dead neutral. When break-away does 
finally arrive, it's even and predictable. 

The front suspension consists of stamped-steel, un­
equal upper-and-lower control arms, with conventional coil 
prings and tubular shock absorbers. Thi s is a sub-frame 

assembly that, complete with engine, is bolted into the 
unitized body. The shocks connect to towers at their upper 
ends, enabling an angular, outboard mounting that, com­
bined with a torsional anti-sway bar, allows maximum 
control of the soft springing. 

The swing-axle rear suspension is especially unique. 
Basically, it's a conventional live-axle housing with the 
right axle split and jointed at its inner end. The differen­
tial case, pinned to a vertical, rubber-mounted bracket, 
actually pivots with the left axle. Working within the de­
flection angle set up by the two axles is a lateral, coil, 
compensating spring. Trailing arms anchor into the chassis 

(continued on page 76) 
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ROAD TEST /4 

TEST DATA 
VEHICLE .. . . .. . . . . . . Mercedes-Benz MODEL . ... . . . .. ... . ..... . . 220SEb 
PRICE (as tested) . . ... $5520 POE LA OPTIONS . . Rad io, upholstery, WW tires 

ENGINE: 
Type: . .. . . .. . ... . .. ... .... 6-cyl., in-line, water-cooled, four-cycle, gasoline 
Head : ..... . . .. . .•.. . . .. ... ...... . Alloy, removable, wedge chamber, 6-port 
Valves : .. .... . .. . ....... .. . . . .... ................. Sohc, rocker-actuated 
Max. bhp .. ... . . .... . ....... .. .. ... .. . ............... . 134 @ 5000 rpm 
Max. Torque .. . . .. ... ... . . . . ..... . ... . .. . . .. • .. 152.6 lb.-ft. @ 4100 rpm 
Bore ........... .... . ..•. .. .... ... . .. . . ... . .. . .....• . ... 3.15 in. 80 mm 
Stroke ....... .. .... .......... . . .. .. .. .. . ...... . . .. .. . . 2.86 in. 72.8 mm 
Displacement .. . . . ... ... . . . .. ... . . . . . . ....... . .... 133.9 cu. in. 2195 cc . 
Compression Ratio ....... . ..... .... . ... . ......... . . .... . . . ... .. 8. 7 to 1 
Induction System , . .. . ... . .... • .. ....... . Timed , mechanical , port injection 
Exhaust System: .... . ....... . ...... . 6-into-2 cast manifolds, 2-into-resonator 
Electrical System: . . . .... . .... . .... . . . 12v Bosch single, distributor ignition 

CLUTCH: .... Mechanical, single disc DIFFERENTIAL: .. Hypoid, semi-sprung 
Diameter: ..... . .... . ... . ..... n.a. Ratio: ............... . . .. 4.10 to 1 
Actuation .. .. .. . . .... . ... hydraulic Drive Axles (type): .. Swing, enclosed 

STEER I-NG: ...... .. Recirculating ball 
Turns Lock to Lock: ............ 3½ 
Turn Circle : ... . ... .. . ... . . , . 36 ft. 

TRA_NSMISSION: 4-speed, full-synchro 
Ratios: 1st .. . . . . . ..... . . 3.64 to 1 

2nd . ......... . .. . 2.31 to 1 
BRAKES: .... ATE Servo-booster, se lf-

adjusting, Allin drums. 
3rd ...... . .... . . . 1.53 to 1 
4th ........... . . . . 1.0 to 1 

Drum or disc diameter ... . .. . . 9 in. 
Swept Area . . .. ... . ... 157.4 sq. in . 

CHASSIS: Integral 
Frame : ..... . .... . ................. . . Sub-frame assemblies, front and rear 
Body: . .... . .. . ..... . .. . . ... .... ...... . ....... Unitized box-section, steel 
Front Suspension, . .. .... . ..... Unequal A-members, coil springs, tube shocks 
Rear Suspension: . . ... . . . Swing, trailing arms, coils and compensating sp r ing 
Tire S,ze & Type : ... . . . . . ............ ... .. .. 6.70 x 13 tubeless Dunlop RS 

WEIGHTS AND MEASURES 
Wheelbase ........... . . . . 108.2 in. Ground Clearance .. .. . ...... 7.87 in. 
Front Track: ..... .. . . .. . . . 57.87 in. 
Rear Track: . . ..... .. .. . ... 58.46 in. 
Overal l Height ............. 59.5 in. 
Overall Width ....... .• ... . 70.76 in. 
Overall Length ............ 192.2 in. 

Curb Weight ... .. . . . ... . .. 2980 lbs. 
Test Weight ...... .. . . .... 3290 lbs. 
Crankcase ....... . .. ....... 6.4 qts. 
Cooling System .. ....... . ... 12 qts. 
Gas Tank ...... . . . ...... . 17.2 gals. 

PERFORMANCE 
0-30 ........... . ... ... .... 3. 7 sec. 0-70 . . . .... . ... ..... . .... 16.2 sec . 
0.40 .. . . • . . .... . . . .. . ... . . 5.8 sec. 0-80 .......... . . .. . . . . . . . 21.8 sec . 
0-50 . ..... . .. . . . ....... . . . 9.0 sec. 0·90 .. ........... . .. ... .. 27 .5 sec. 
0-60 .. . ....... . . ....... . . 12.5 sec. 0-100 ....... .. . .. . ... .... 36.6 sec. 

Standing ¼ mile 18.8 sec. @ 77 mph. Top Speed (av. two-way run) 107 mph 
Speed Error 30 40 50 60 70 80 90 

Actual 28 38 49 57 70 79 87 

Fuel Consumption Test : ...... 15 mpg 
Average . .. . .. . .. .. . . ... . . . 22 mpg 
Recommended Shift Points 
Max. 1st . . .. ...... ... .. . ... 28 mph 
Max. 2nd .... . ... ..... ... .. 47 mph 
Max. 3rd . . .. . .. . . . .. . . . ... 74 mph 

RPM Red-line ... .. ... . . . . . 6000 rpm 
Speed Ranges in gears: 
1st ... ..... ..... .. . . . . o to 30 mph 
2nd ... . ..... . .... .. . 10 to 46 mph 
3rd ............ . . . . .. 22 to 75 mph 
4th ... . ... . ... .. .. . .40 to top mph 

Brake Test: 70% G Average , over 10 stops. 
Fade encountered on 7th stop. 

REFERENCE FACTORS 
BHP per Cubic Inch .... . ...... . ......... ..... .. .. .. . ....... . ....... 1.0 
Gross Weight per bhp ... . .... .... .. ... . .... •.. ... .... . . ......... 22 .2 lb . 
Piston Speed @ Peak rpm ...... .. . . . .. . ... . . . . . . ... .. • .. .. . 2385 ft. / sec. 
Swept Brake area per lb . ... ..... . .......... .... . ... .... . ... . . 053 Sq. In. 
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Competition Tuning 

LIGHT THE FUSE 

BY OCEE RITCH 

W HEN THE PORSCHE SUPER 90, 
described elsewhere in this issue, 
was brought around for inspection 

and appraisal by staff and manage­
ment, many complimentary remarks 
wer e passed and there was a general 
air of intense appreciation. One com­
ment however, floated on the soft 
Sprrng air to fall with a dull thud that 
could be heard all the way to Stuttgart. 
Admittedly, the remark came from the 
lips of an unbeliever, a refugee from 
the dank confines of a speed shop, but 
it gave off the silvery ring of truth 
and set in motion another survey on 
just how the Porsche owner can keep 
abreast of the factory. 

This individual said, "It looks like 
the factory is catching on to what the 
guys around here have been doing for 
years." 

Heresy ? 
Of course! But, if a man is going to 

protect himself in the clinches he'd bet-

UR PORSCHE 

ter keep an eye on everything including 
the referee. 

The Super 90, ultimate development 
of one of the most successful pushrod 
engine designs ever laid down, is a 
hopped up car in the familiar sense of 
the term. Unlike the hot rods that so 
many of us know intimately, it retains 
an aura of reliability, seeming to sac­
rifice nothing of the Porsche reputation 
for strength that has characterized it 
from its inception. 

That the 90 will carry on the legend 
and add confirming evidence to the tru­
ism that, "If you want to beat a Porsche 
you get a newer Porsche," goes without 
saying. But, it also confirms another 
known but not universally accepted 
premise: You can beat another Porsche 
by hopping up your Porsche. 

The reiteration that the factory looks 
with disfavor on alterations to their 
products is so tired by now that it is 
hardly worth mentioning. Let's face it , 

no factory will stand behind any article 
of manufacture which has been tam­
pered with. When you skid off the fine 
print in the guarantee you are in the 
weeds whether it's a Univac or a Uni­
cycle. However, in the past ten years 
a big reservoir of Porsche know-how 
and know-why has been built up in this 
country, and the probability that you 
will do irreparable harm from taking 
a mechanically illiterate approach to 
increasing the performance of one of 
these cars is practically nil. There is no 
greater mystery in souping a Porsche 
than there is in hopping up a Model T 
... if you follow the advice of those 
:.Vho have made and paid for early 
mistakes. 

The question then becomes, " I s it 
worth while?" 

The answer lies with the individual. 
There are those to whom modifying 
even the windshield wipers smacks of 
sacrilege. Others feel that the car is to 

Both exhaust and intake valves can be lightened and stream­
lined to aid in smoother air fiow in and out of the engine. 

Grooving main bearings 0.020 of an inch gives better oil 
distribution and increases overall reliability of the engine. 
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be enjoyed and if super performance 
gives super kicks, well, anything is 
legitimate. Short of dumping in a big 
VS or adding tailfins and a continental 
kit, we subscribe to the latter approach. 

It is a challenge to make the blood 
warm when Ferry Porsche and his 
cohorts allow some new and more pow­
erful beetle out of the shop (and one 
that you just can't afford at the mo­
ment). But this has been going on now, 
intermittently, for s6 long that we are 
anticipating him . .. with the notable 
exception of the Carrera. ( Factory pre­
pared double knockers are tough, man!) 
So, if you want to up-date your pushrod 
beetle, some or much of the appended 
data can be used as a firm guide. 

First, make a decision: What object 
do you have in mind when you say, 
'Let me hop up my Porsche?" Is it for 

overcoming what you. feel is a: power 
deficiency for ordinary touring, for par­
ticipation in organized drag racing, or 
perhaps to compete on more equal terms 
with others who happen to occupy the 
same race course at the same time? 

Remember Finagle's Law: "There is 
o such thing as a stock sports car.") 
If you merely want power for power's 
·e, there are only mechanical limits 
inhibit you. If you intend to compete 

= _ prizes under the rules of amateur 
events, there are cunningly 

. ·-ed regulations to block you here 
d there. 
The ports Car Club of America, 

t sanctioning body concerned with 
5J)Orts car racing in the U.S.; has re­
ri..."00 its rule book this year to allow a 

more liberal interpretation of what 
has been common practice anyway. The 
California Sports Car Club, an inde­
pendent group on the West Coast of 
great strength and membership, is next 
largest and is even more liberal. On 
the assumption that most of our read­
ership will be followers of one or the 
other organization, we will detail the 
modifications permissible to the Porsche 
under each set of specifications, then 
proceed to the possibilities where you 
are not in any danger of running afoul 
of a Technical Committee. 

SCCA says: You must retain the 
manufacturer's specifications for that 
make, year and model designation. These 
are given in a comprehensive book avail­
able from Tech Committees of each 
Region. And if your car is protested, 
chapter and verse can be cited from this 
bible. Listed are Models 356: 1300, 
1300S, 1500, 1500S; Models 356/ A: 
1300, 1300S, 1600, 1600S, 1500 GS, 
1500GT; Models 356/B: 1600, 1600S 
and 1600 Super 90. 

To this basic "stock" automobile you 
can add factory listed optional equip­
ment for that model. In addition, you 
may modify: 

a) make of brake and clutch linings 
b) make and size of tires (but front 

and rear must be the same) 
c) jets and chokes (venturis) of car­

buretors provided inlet flange 
diameter is the same as that pro­
vided by mfgr. Ports may be 
matched and polished. 

e) gear ratios, provided they are 
listed in mfgr's. catalog. 

In addition, the engine may be bal­
anced and the clutch can be improved. 

Porsches, because of the port layout, 
can have straight pipes installed as 
exhaust collectors. 

Not referred to, but allowable within 
tuning limits, is distributor spark ad­
vance. Keeping valve springs up to 
maximum strength, as new, and estab­
lishing factory listed maximum com­
pression ratio is also expected. 

Category classifications for 1961 
result in these designations: Carreras, 
including 1600 & Weber carburetors­
Class B. Super 90-Class C. 1500S, 
1600S-Class D. 1500N, 1600N-Class F. 
1300N, 1300S-Class G. 

At first glance these classifications 
may seem unrealistic, but in practice 
there is not such a disparity between 
1500S and 1600S as might be expected. 
The newer car's extra displacement is 
somewhat balanced by the additional 
weight of the Convertible D over the 
older Speedster. Furthermore, there are 
so few Damen in competition that to 
lump 1500N and 1600N together is also 
hardly calculated to wreak universal 
hardship. • 

The 1600N comes off fairly well by 
SCCA inasmuch as it contends in a class 
largely dominated by the MGA, which 
always makes for a good show. Consid­
ering the optional equipment now avail­
able for the Porsche, the Damen owner 
may take heart and get into competition. 
We will go into the "extras" later, but 
consider the other vehicles in SCCA 
Class F for a moment: Denzel 1300S, 

( continued on following page) 

E xtended pushrod tube, compared with standard component, 
is part of baff/,ing system to reduce oil surge on corners. 

Lengthened tube brings shrouding close to lifter guides. 
Length of extension is important and ½ -inch is optimum. 
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Fiat Abarth 850S, Turner 950 Stage II, 
Sunbeam Alpine, DB 850 & 950, plus 
the MGA as mentioned. The lineup looks 
quite sporting on paper. MGA modifi­
cations are many and ubiquitous, of 
course, but a sharp Porsche should be 
adequate. 

The Cal Club segregation runs like 
this : 1500N, 1500S and 1600N all to­
gether in Class F . 1600S: Class E. 
Carrems (all) in Class D. 

The 1600N still ha s to compete with 
the MGA under these classifications and, 
in addit ion, has the older Super, the 
Alfa Super, Elva Courier, and Lotus 
Elite (single carb) for competition. The 
1600S goes out against: Arnolt Bristol, 
Austin Healey 100, l00M, and 100-6, 
MGA Twin Cam, Morgan Plus 4, and 
Triumphs. 

Class D in Cal Club seems to be all in 
favor of the Carrera inasmuch as the 
Healey 3000 and Morgan 'Competition' 
are alone with it and, on the West Coast, 
few of the latter have been extensively 
campaigned. 

The CSCC began re-classifying ac­
cording to observed performance back 
in 1957 and as James Crow, editor of 
CSCC NOTES, club house organ, says; 
"these came out as an almost exact 
power-to-weight ratio classes. The rules 
in effect at this time, also permitted a 
single well-defined amount of breed 
improvement that any backyard me­
chanic with any pretensions to mechan­
ical know-how could accomplish by 
himself or with a minimum of expensive 
equipment or assistance. You could not 
use speed or performance options and 
you could not bring your car up to the 
latest specs within the model. Now, 
effective January 1, 1961, you can still 
make the improvements to the breed but 
factory options will be permitted, and 
you can also up-date to the latest specs 
within the model of your particular 
marque." 

Under "improvements to the breed", 
CSCC acknowledges that the power­
seeker is bound to prefer more radical 
valve timing, stiffer valve springs, 
lighter pistons and pushrods, higher 
capacity fuel pump and some combus­
tion chamber alterations. With the 
exception of the components listed above 
(and valves) all engine parts must be 
derived from the manufacturer's origi­
nal equipment. This means you must use 
a Porsche cam, for instance, although it 
may be reground to any valve timing 
you desire, but a billet cam is verboten. 

Special rulings applicable solely to 
the Porsche include permitting the use 
of the Hirth roller bearing crankshaft 
and the Carrera clutch diaphragm with 
any engine. The 1958 and later Carrera 
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V-drive for distributors can be installed 
on earlier Carreras if desired. 

The SCCA, in effect, also allows the 
Carrera clutch in pushrod models inas­
much as their concern is that the diam­
eter remain unchanged. The Carrera 
plate ("692" stamped on plate) is of 
steel rather than cast iron and is thus 
safer as well as lighter. 

As to optional equipment offered by 
the factory, the past year has seen a 
veritable revolution in this department. 
Previously, the factory, when asked for 
pushrod eng ine racing "extras", has 
replied, "Get a Carrera." Now, although 
they insist that none of the models, 
barring the OHC engine jobs, are sports 
racing machines, the Stuttgart W erke 
is providing a number of keen adjuncts 
up to and including a roll -bar! 

Here are factory options approved for 
use by the SCCA and Cal Club, all 
applicable to 1600's. 

1) Limited slip differential 
2) Knock-off wheels 
3) Bucket sport seats 
4) Velocity stacks 
5) Compensating spring (rear axle) 
In addition, the Super 90 options in-

clude GT front brakes (60mm wide 
shoes and vented backing plates), high­
lift camshaft, light alloy wheels, alumi­
num doors, hood and deck lids, enlarged 
cooling louvres in deck lid, sound­
proofing omitted and plexiglas side 
windows. 

The SCCA spec book a lso notes that 
certain cars in the 1600 series have 
aluminum doors, hood and deck lids, 
so it may be presumed that any 1600 
could be so equipped without protest. 

We have dwelt at some length on the 
legal a lter ations, since they are of in­
terest not only to the potential hero 
driver, but to the man on the street, as 
they provide a jumping-in point for 
the modifier. Strangely enough, even the 
wildest hop up techniques applied to 
Porsches will fail to produce a car 
which is unpleasant to drive on the 
street. It may be noisier, you may have 
to keep the r evs up somewhat, but the 
vehicle remains far and away more 
tractable than a full-house dealer­
originated Corvette, for instance. If you 
can overcome your squeamishness about 
piston clatter when the engine is cold, 
the grabbingest Cal Club model is still 
suitable for going marketing. Both 
George Follmer, CSCC Class E Cham­
pion in 1960 and Jay Hills, victor in 
Class C (Carrera), drive their cars to 
work through Los Angeles traffic. So, 
you can cancel another reservation, if 
you have had it, a s to the detrimental 
effects of modifying. 

The biggest bomb as far as the racer 
types have been concerned, although 
its effects have yet to be fully observed, 
is the availability of the limited slip 
differential. This piece, expensive though 

it may be, (approximately $140) seems 
almost mandatory in track competition 
and drag racing. For the street, the 
value is questionable and many driver s 
will not like the feel of the car with 
this device installed, anyway. Other 
competition items such as the aluminum 
body parts, might well be passed up by 
the casual enthusiast in favor of addi­
tional engine modifications not legal for 
racing. Actually, the most invigorating 
single piece (really, two pieces) of new 
equipment that can come into the non­
racer's hands can be designated by the 
letters and numbers 40 PII-4. 

The new Solex carburetor is an im­
proved version of the original Carrera 
dopplef allstromvergaser with a low­
speed circuit tha t makes it as smooth a 
a silk clad thigh. This good thing, along 
with the mat ing dual ma nifold, r epre­
sents about $135 (for a pair) well 
invested. And, unless you intend to race 
with the SCCA, you can affix it to any 
1600 with equanimity. Its potential v.-ill 
take care of any camshaft you may 
desire to incorporate too. 

This discussion may be running ahead 
of logical progression. We should ex­
amine the many possibilities inherent in 
Porsches; possibilities which continue to 
mount as the years pile up and new 
models are released from the barn. 

Incidentally, the 1100 and 1300 models 
a r e so rare in this country that they 
will not be treated specifica lly. If you 
should happen to own one, it is easy to 
pick out the modifications which are 
applicable. 

To begin, if a quote from the author's 
PORSCHE OWNER'S HANDBOOK 
(Floyd Clymer Pub., $4.00) can be per­
mitted: " ... tuning the stock engine to 
its peak is the first step," and it is 
surprising how many owners who com­
plain that they want improved per­
formance have never explored the pos­
sibilities of operations whi ch can be 
performed without going beneath the 
cooling shrouds. This would include 
adding spark advance, enrichening the 
fuel-air mixture and generally power­
t uning the engine on a dynamometer. 
Stock carburetor jets are a compromise 
between power and fuel economy. If 
you intend to stand on it and you wan 
something to happen, go a step or two 
rich with main and air correction jets, 
set static advance to 6 ½ • or 7° and 
alter the distributor weights so t ha t 
peak advance occurs at about 2,200; 
35° to 37° maximum lead is agreed upon 
by most Porsche tuners. The static a d­
vance setting will vary on individua l 
cars, but the timing mark on t he pulley 
rim will be about 1%2 of an inch ahead 
of the split in the crankcase. Both Su­
pers and Normals may be timed in this 
fashion, but if you have access to a 
chassis dyno, spend the money and 

( continued on page 72) 

SPORTS CAR G RAPH IC 



H&rizontal baffie plates are used in 
he sump to help keep down oil surge 

&n corners when oil is apt to end up 
in the rocker covers, not on bearings. 

L ightened flywheel (right) in pro file shows how much metal can be easily machined from stock component. Seven or eight 
">Ounds can be removed without impairing strength of flywheel and will improve the acceleration of any model Porshe. 
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Stiffer valve springs are vitally important Joi· higher rpm. 
Early Porsche dual springs are shown at right, later 1600 
springs center cmd Webco progi·essively wound spring left. 

T he eighth of an inch showing inside the gasket is the 
limit of intake porting done by West Coast Porsche tuner 
Al Cadrobbi. Manifold should be polished and matched. 
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CIUDAD DE MEXICO 
continued from page 19 

That omni-present problem of prac-
tice time never even became a topic of 
discussion. If you had chosen to take 
your entry in as early as the Monday 
before the race, the track would have 
been available. Some small problems 
did occur but they were quickly resolved. 

The organizers, in order to make the 
course more interesting to both driver 
and spectator, blocked off a very tight 
hairpin at the rear of the circuit. This 
shortened the normal 3.2 mile course to 
2.49 miles (4 kilometers). Jim Hall, 
never having driven the course before, 
experienced his own "moment of truth" 
when he got to the poorly marked junc­
tion that separated the two sections 
and suddenly decided he didn't know 
which way to go. But as I said, these 
insignificant problems were resolved 
immediately. 

Crowd control, always a problem 
amongst the enthusiastic Latins, was 
adequate but not oppressive considering 
the three different types of police and 
fully armed troops that were stationed 
around the entire course. (All of them 
polite!) It seems impossible that the 
entire organization was not staging 
races every week. Results were posted 
and copies issued on the press deck, 
generally before the next race had 
started, and lunches appeared promptly 
at noon. There were times when my 
lack of Spanish was a definite handicap, 
but there was always someone more 
than willing to explain the fine points 
( of anything) . 

On the deck above us, in the three­
tiered glass and concrete timers' stand, 
the ebulient George Montezuma was 
supplying the crowd with a rapid fire 
commentary on racing, noted visitors, 
the weather and maybe even a short 
word on lovely girls of which Mexican 
racing has its share. 

The first race was scheduled for 10 
a.m. and Luis Zalce, who by this time 
had traded his business suit for a 
jaunty cap and a set of flags, was a 
very busy man. 

Starters to the North take note 
( overworked starters, of course): Zalce 
formed the pre-grid, moved the cars to 
their track positions, flagged the race 
and supervised the lap scorers at the 
finish line. Coordinating these moves 
with the timers and the announcer by a 
radio, small enough to fit in his pocket, 
he accomplished a lot with a minimum 
of chiefs and a very few Indians. 

Jurgen Mening of Germany demol­
ished the competition in the smallest 
category, Turismo "C." In the first 
race of the day he finished his prepared 
DKW about 50 seconds ahead of the 
second place car, also a Deke. He left 
even the most casual spectator with the 
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impression that he had just witnessed 
something unusual. The little sedan had 
a very businesslike bellow not generally 
associated with three cylinder, two cycle 
engines. His eighth lap in the 10-lap 
preliminary was the fastest at 2: 57.6. 

Pedro and Ricardo Rodriguez finished 
fourth and fifth in their Gordini Dau­
phines, 1.7 seconds apart. This was the 
only time they finished out of the money 
that day. 

The Rootes Group had requested that 
they be allowed to run the cars in both 
their class and the next higher class, 
but were turned down. Given the choice 
of running in one or the other, they 
prudently stuck to the class assigned. 
The decision was further affected by 
Ricardo who was already committed to 
drive another car in the next race. 
Pedro and Ricardo spun the ten laps 
of the second race in a formation that 
would have done credit to the Blue 
Angels. Finishing two-tenths of a sec­
ond apart, they sat and waited for the 
third place car, a Citroen, nearly a full 
lap behind. 

There is one gentleman, Quintanilla 
by name, who is probably still shaking 
his fist at the Rootes store as he tootles 
by in his Sunbeam, ostensibly the same 
type of car the brothers finished six 
places and quite a few minutes ahead 
of him. 

We shall attempt to keep track of the 
Rodriguez take as it grows, and grows, 
and grows. There are now 10,000 pesos 
in the sock for placing the Sunbeam 
Rapiers first and second. Pedro is busy 
counting while Ricardo is out for the 
third race with the thought in mind of 
adding another substantial chunk to 
the kitty. 

Since most of the ten lappers had an 
average of 12 to 13 cars entered, they 
spread out rapidly and a tight dice was 
rare. The third event for the Turismo 
"A" cars, such as the Volvo, Valiant, 
and very rapid Alfa T. I.s proved to be 
another walk-away. It is often impos­
sible to check on machinery that is 
factory prepared, but comparative per­
formance is usually the giveaway, if 
there is one. Ricardo's Alfa T.I. was 
going faster than the small boxy sedan 
should ever go in the hands of the 
casual purchaser, or even a Rodriguez. 

There was talk about Conrero en­
gines, and what have you, and Ricardo 
won, of course. The total was now 
16,000 pesos with quite a few pesos left 
in the till. His fastest lap in the Alfa, 
the next class higher than the Sunbeam, 
was a 2 :44.6, as compared to 2 :39.4 in 
the Sunbeam. The second race average 
was recorded at 112.9 khp, (70.1 mph). 

One Ricardo Narvaez finished fifth in 
this event in a Volvo. This, however, 
was not his particular claim to fame. 
In the previous day's practice, he had 
entered a turn too hot and gone on his 

lid with the Volvo. With nothing more 
than a bruised shoulder to show for hL 
trouble, he pounded out the roof, re­
moved the broken glass and went right 
back at it. A small item, you might say. 

Not more than an hour before, in the 
same practice session, he was in the 
middle of the high speed banked turn 
in his Corvette. Hearing a loud and 
ominous grinding sound, he pulled into 
the pits, the entrance to which lies a 
the end of the banked turn. As the 
Corvette slowed down we watched in 
what is commonly called horrified fasci­
nation, as the knock off (yes, Virginia, 
they were wire wheels) rolled gaily 
down the pit ahead of the car. The hub 
of the wheel, between the outer and 
inner spoke lacing points, had crystal­
ized, the wheel collapsing as he came 
to a stop. A very lucky gentleman. 

The friendly, familiar face of ex­
patriate Fred Van Beuren appeared on 
the grid for the next event which in­
cluded the Grand Turismo "C" and "D • 
classifications. Fred, a resident in 
Mexico for nearly 20 years, has been a 
successful competitor at Sebring with 
Javier Valasquez in the Alfa Veloce 
for several of those years. Still with 
Alfa, he was to take home the " " 
Touring class boodle. TV-film notable 
Armando Silvestre, in the Fiat Abarth 
Monza Record, cheerfully accepted e 
"D" money. It's rather interesting to 
note that the elapsed time for most of 
the ten lap events were quite close, in­
dicating among other things that the 
course design is quite good. The first 
really significant drop in elapsed time 
came with Van Beuren's 26:59.9. 

Carlos Braniff, a member of the com­
mittee of organizers, not only works 
but races and does a fair job of it, 
finishing third in the "C" class in a 
Veloce. 

Unfortunately, the Corvette race 
turned into a parade, as Ricardo, in 
a fuel injected model, planted his foo 
very firmly in the radiator and finished 
the 10 laps before his sock had time to 
get properly soaked. The Kitty now 
stood at 22,000 pesos for the brothers 
Rodriguez. 

Exactly 10 seconds faster in the Cor­
vette than in the Sunbeam Rapier, 
Ricardo achieved his fast time, 2 :29.4 
in the second lap. Narvaez, of broken 
wheel fame, finished a creditable, if no 
inspired, second some 35.4 seconds in · 
arrears. 

To say the first Formula Junior race 
at the Autodromo was an ambitious 
undertaking would not be wholly ac­
curate. It was just short of unbeliev­
able! 

When you consider that a few months 
ago a field of cars just did not exist 
and now there were 32 Juniors on the 
entry list. Twenty-eight of these sur-

( continued on page 70) 
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Cnder the 
_ m,ericanized 

1 ood, a front 

z ·heel drive 

Front engined, front drive car is com­
plete break with Lancia tradition . 

I !TORS to the New York Inter­
national Automobile Show this month 
could take their choice of a number 

of unusual combinations of styling and 
ecllanical innovations, but one of the 

mo noteworthy would certainly be the 
new Lancia Flavia. To guess that a 
front wheel drive package lurks behind 
a grille and front elevation so com­
pletely attuned to the present trends 
in conservative design takes more 
extrasensory perception than most of 
us possess. In addition to the front drive, 
i squared off lines, dual headlights, 
high roof and lots of window area belie 
a number of features ordinarily only 
associated with high-performance rac­
ing cars. 

The Flavia, whose 1500 cc (91.5 cubic 
inch) four cylinder horizontally op­
posed engine develops 90 hp at 5,200 
rpm, is certainly not a high speed ma­
chine, rather, it is intended as a fairly 
luxurious family sedan, but the 11 inch 
disc brakes (front and rear) coupled 
to a vacuum servo unit, are capable of 
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providing mo1·e stopping power than is 
generally encountered on cars of much 
greater potential. Top speed is given as 
92 mph by the factory. The car weighs 
2,689 lbs., unladen. 

As the first front wheel drive car 
to come out of Italy in some years, and 
the first entry into the 'luxury' class 
with this engine-drive train configura­
tion, the Flavia is an interesting addi­
tion to the well-known Lancia line. 
Calculated to fit in beween the Appia 
and Flaminia models (1100 cc and 2500 
cc engines) the new sedan lists for 
$3,715. (P.O.E . Los Angeles) and is 
clearly designed for silent, comfortable 
touring. The body is of pressed-steel 
integral with the frame with a remov­
able front sub-frame which mounts the 
power package. Wheelbase is 104 
inches, tread 51 inches front, 50 inches 
rear, which makes it a 'Compact' in our 
terminology. 

The water cooled flat four engine 
has a bore and stroke combination of 

Power unit and front suspension are 
on removable portion of car's frame. 

82 x 71 millimeters (3.2 x 2.7 inches) 
and employs two camshafts to operate 
the overhead valves. The valves are in­
clined laterally and are actuated by 
bell-crank type rocker arms. The engine 
block is cast aluminum with remov­
able cast iron wet liners. Drive is 
taken by a conventional clutch with 
Lancia's patented hub, mechanically 
operated and sent through a quill shaft 
to the four speed gearbox behind the 
differential unit. 

Front suspension is by double wish­
bones and a transverse leaf spring, rear 
suspension by semi-elliptics and a rigid 
axle. This marks a clean break with 
Lancia's traditional independent sus­
pension which has also included deDion 
rear end designs on a great number of 
its products. Anti-sway bars connect the 
rear wheels and a similar arrangement 
is used at the front, all of which is 
aimed at adding stability to what might 
otherwise be an extremely soft sus­
pension. 
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vived practice, and an earlier race at 
Pueblo, to start. Only five of the cars 
that were to appear had been brought 
from the States by U.S. drivers. 

The largest Junior field to start in 
the U.S. was the 1960 Vanderbilt Cup 
race with 33 cars. It took a full season 
of racing in the U.S. to build up this 
field and there hasn't been one like it 
since. 

Two major problems were to hound 
the entrants. At the speeds involved, 
tire wear was an unknown factor. 
Tuning at an altitude of 7,347 feet can 
present some unique problems, espe­
cially with machinery that had never 
been run before, such as Jim Hall's 
Cooper and Pedro's Stanguellini. 

Jim Hall had just made a clean cut 
and coasted down the pit apron to a 
stop. He had number 1-61 in the new 
Cooper Junior series. Mechanic Frank 
Lantz fished out the lean plug for a 
look. 

"What do you see, Frank?" asked 
Jim. 

"Darned if I know," says Frank, "I 
never looked at a plug a mile and a 
half in the air before." 

The sea level boys weren't the only 
ones with problems. Ray Heppenstall 
and the Momo-assigned mechanic were 
doing a lot of skull scratching over 
Pedro's blue and silver machine before 
it started to behave. 

No incidents marred the practice ses­
sions and Ken Miles garnered himself 
quite an audience as he practiced ALL 
the lines through the 180 degree, high 
banked turn. 

Hap Sharp of Midlands, Texas, Hall's 
partner in everything from the old 
Texas sport of necktie cutting to parlor 
magic, was out in Jim's 1960 Cooper 
Junior while Jim wrung out Hap's new 
Cooper. 

They had been practicing the parlor 
magic recently by getting John Cooper 
to deliver the new car about three 
months early. This should provide them 
with about three races and plenty of 
tuning time before the big Junior go 
at Sebring. 

Ricardo and the ex-Hansgen Cooper 
were in good form and went faster and 
faster as driver, car and track got 
together. 

No special r equirements were placed 
as far as pump fuel is concerned, so 
most of the entrants ran on aviation 
gas during practice. Fuel factors 
weren't reliable by race day, but every­
one seemed to have enough information 
to make at least an educated guess. Tire 
wear on the Coopers was not too severe. 
Early concern because of the unavail­
ability of spare rubber for Ricardo's 
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car disappeared. 
Four homebuilt Juniors were en­

tered. One was a Fiat-powered machine 
with bodywork that left the distinct 
impression of someone sitting upright 
in a coffin. Three rear engined Mitter­
powered Juniors had a more sophisti­
cated design, but their reliability was 
in doubt. 

Lorenzo Bandini, of some stature in 
Italian Junior racing, was practicing 
in what is reputed to be a 1961 Stan­
guellini. For those who look for some­
thing besides beautiful coachwork in 
this machine, you may relax for another 
year. Aside from a few additional 
horsepower, it's the same rather anti-
1uated design. Even with Alfred Momo's 
excellent preparation, and the aggres­
sive driving displayed by Pedro Rod­
riguez, the car is not the equal of the 
average Lotus or Cooper. Pedro's car 
was also reputed to be one of the newer 
machines. 

Just prior to race time a strange 
bulletin appeared on the press deck to 
the effect that Stirling Moss, Jack 
Brabham and Lance Reventlow were at 
the track, Moss and Brabham on their 
way to Venezuela . No one saw the 
famous ones and old friends expressed 
some surprise that they had not. Oh 
well, who's going to argue with an 
OFFICIAL bulletin at this point. 

The Junior Race was scheduled to 
start at 4 p.m. and start it did. Presi­
dent Mateos agreed to act as official 
starter and was on hand early enough 
to talk to the crowd and tour the pits. 
Embracing both the Rodriguez boys and 
their father, the President set off down 
the pre-grid at a rapid clip, stopping 
to shake hands and talk with Ken Miles. 
A round of applause and friendly 
shouts greet Mateos during his rapid 
tour. One got the feeling that the people 
liked the man personally and not just 
the office for which he stood. 

Qualifying times put Ricardo on the 
pole position, Adolpho Valasquez in the 
center and brother Javier on the out­
side. Crowd control broke down to the 
extend that the drivers were staring 
down a solid tunnel of photographers, 
mechanics and well wishers. A last 
minute attempt was made to get the 
crowd back but was only partially 
successful. 

The President was given a short 
briefing. The noise became really deaf­
ening as he lifted his hand. 

With a vigorous slash of the green 
flag, all 28 of the multicolored machines 
seemed to leap forward in a single 
mass. The narrowness of the track 
caused some confusion and as the pack 
grew smaller in the distance, it seemed 
to bulge at the seams and several cars 
squirted out the sides onto the dirt 
shoulder. No spins or mixups however, 
and everyone seemed to make it through 

the first turn in good order. 
One machine stalled on the grid but 

willing hands got him on his way before 
the exhaust smoke cleared. It was one 
of the Mitter-tuned cars, driven by de 
Prevoisin. Three of the Mitter machines 
that were put together locally started, 
but none were to finish. 

Even in the first lap the pack began 
to spread out and only one small clump 
of cars near the center was still intact 
as the race passed into the 5th and 
6th lap. 

Since this was to be the longest Junior 
race run in the Americas, one could 
expect a fair percentage of failures in 
the rough and tumble 100 miles to fol­
low. Twenty of the 28 starters did fin­
ish, some in poor mechanical condition, 
but they finished nonetheless. 

The early lead was taken by Javier 
Valasquez, and not too far behind came 
a flying blur. On closer examination 
it turned out to be Ricardo's low-slung 
Cooper, right on schedule. Nearly stall­
ing on the grid, Ricardo caught and 
passed three-quarters of the field be­
fore he crossed the checkered stripe at 
the end of the first lap. 

The Cooper semed to be making up 
the time in the corners. Our impression 
that the Valasquez Lotus was faster in 
the straight was later verified by Ri­
cardo. The only way he was able to 
widen the gap so consistently was to 
get through the corners in the best 
shape possible and take advantage of 
the few extra mph then available. 

In discussing tactics with Jim Hall 
prior to the race, he pointed out: "With 
the very small margin of horsepower 
available, you can never afford to get 
very far behind." 

The f ellow who finds himself with a 
car that he's not sure will go the dis­
tance and knows that he's keeping fast 
company is in a neat bind. He doesn't 
know whether to go like blazes and 
hope for the best, or sit back and lose 
ground he can't regain. 

This race, on a course that had al­
ready proven itself to be very fast, 
would merely amplify the problem. 

In the 12th lap, Ricardo passed Javier 
Valasquez while Adolpho, running third 
until the 5th lap, fell to fifth. A running 
gunfight developed between Pedro's blue 
and silver Stanguellini and Hall's Brit­
ish Racing green Cooper. Pedro was 
not beyond a little violent weaving 
when it became obvious that Hall was 
helping himself to a free ride on his 
slipstream. 

The gap opened for a moment, but 
Hall recovered almost instantly, and 
in the 17th lap managed to muster 
enough suds to move the Cooper into 
third place. 

The field then stabilized and Ken 
Miles' Dolphin, running 13th, started 
a bid at the halfway point. The move 
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wa short-lived, and he wa only able 
o pick up two places when he wa side­

lined in the 28th lap. The problem ap­
peared to be a thrown rod, but a valve 
spring in the Ford 105 engine was 
foun d to be the actual culprit when the 
engine was torn down. Dolphin, a San 
Diego firm, is fielding a new design in 
1961 which they claim will be even 
lower than the new Lotus. With Miles 
at the wheel and a good engine, this 
could be a pretty tough combination. 

In the 24th lap, Pedro and Jim Hall 
once again swapped places for a single 
lap. 

. ever letting up, Ricardo opened a 
thi rty second lead over Javier Valas­
quez, and in the 27th lap succeeded in 
lapping all but t he first four places. 
Pedro took the lead again and Hall 
played the waiting game on a wheel 
:o wheel basis. 

During the earlier portions of the 
race, Javier Valasquez succeeded in 
riving the lap time as far down as 

• would go, with a 1 :38.87 (90.6 mph ) . 
Yan Beuren went into the pits on 

2 th lap with great growling noises 
the gears or r ear end. 

p harp, in the older Cooper, was 
a fine time for himself. Corning 

12th in the 5th lap, he eased 
_ Gene Towle's Lotus in the 27th 

Alvarez Murphy's in the 33rd, 
tie down in sixth place. To strain 

chine with the few laps remain-
- wo d have been poor tactics. 

e day was overcast with the fog 
mi· hanging at treetop level. As 
air got colder the battle for third 

go hotter. Prize money was paid 
~nth place in the Junior event and, 

EX p· for Sharp's upsetting the apple­
occa ionally, these positions re-

- ed stabilized after the 25th lap . 
a is, they were stabilized until 

"ro "'Ot tangled up in traffic in the 
,,- lap. Places changed so rapidly that 

:he drivers weren't sure what had 
ned until the finish line was in 

•. Ricardo was under the flag by 
rly a full lap when Hall piled across 

- e line with Pedro 1.8 seconds behind. 
.J - a few miles more and the whole 

·cmre might have been a different one. 
A few of the well placed cars came in 
-",hing for gears and perspiring over 
• at nasty sound that metal makes 

hen it's coming apart under stress. 
Latin fans have a great way of show­

ing their affection for their idols and 
Pedro was thrown up on the shoulders 
of a roaring mob and paraded the 
ength of the pits, while the wily Ri­

cardo stayed tangled up with inter­
newers. 

The Rodriguez kitty stood at 79,000 
pe os, roughly translated at $6172 U.S. 
_ ·ot a bad afternoon's work for a cou.ple 
of young fellows. You might even say 
• ey had a future. 
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INTERNATIONAL CALENDAR 
Races 

April 1961 
22 Aintree Meeting, England -

F ormula Libre. 
25 Syracuse Grand Prix, I taly -

Formula Libre. 
29-80 Virginia I nt'l Rac eways ­

SCCA National . 
80 Targa Florio, Sicily - Sports & 

Grand Tourismo. 

May 1961 
6 Silverstone Meeting, England-

Intercontinental Formula. 
6-7 California SCC road races, ten-

tative. 
18-14 Cumberland, Maryland -SCCA 

National . 
14 Monaco Grand Prix, Monte Carlo 

- Formula I voints race. 
22 Dutch Grand Prix, Zandvoort -

Formula I points race. 
27-28 Santa Barbara road races, Cali­

fornia SCC - Sports, Formu­
las Jr & Ill. 

27-28 Bridgehampton road 1·aces, Long 
Island, N.Y., SCCA National 
- Svorts, Formulas Jr & III. 

28 Nurburgring 1000 kilometer 
1·cice, Gerniany - Sports & 
Grand Tourismo. 

80 Indianapolis "500,'1 Indiana, 
FIA-USAC - Intercontinen­
tal & Indy cars. 

Rallies 
April 1961 

19-28 Geneva Rally, Switzerland 
80-May 6 Tuli1J Rally, Holland 

May 1961 
1-6 Trans-Canada Rally 
18-21 A crovolis Rally, Greece 
20-21 Golden West National R ally, 

Scm Francisco, SCCA. 
27-28 Mille Miglia R ally, I taly 

Shows 
April 1961 

1-9 International Automobile 
Show, ew York, 1 .Y. 

15-23 Philadelphia Auto Show. 

Next month's 
SPORTS CAR GRAPHIC 
will bring you 
12-Homs of Sebring-1961 by John 

Christy 
Foreign Intervention at Indy by OCee 

Ritch 
Hillclimb in the Gold Country by W. R. 

C. Shedenhelm 
Slaloms - Racing on a Dime by Dennis 

McCosh 
Road Tests of the Fiat Abarth 850, the 

Austin 850 and the Corvair Monza by 
Jerry Titus 

A complete report on the new Mercedes­
Benz 200 SE coupe and the E-Type 
GT Jaguar by Bernard Cahier 

Plus many other top sports car features! 
Watch for the June SPORTS CAR 

GRAPHIC! 

POWER AT A PRICE 
continued from page 27 

sistently tighter revving than can the 
lesser varieties, thanks to a new cooling 
layout that hauls in far more air than 
is the case with 1600 and 1600-S. Other 
changes, unseen but nonetheless present, 
that allow harder u9age are such niceties 
as nitrided bearing surfaces on both 
crank and cam, a lighter flywheel, 
stiffer valve springs, light alloy rockers, 
bearing diameters larger by five milli­
meters on three mains, an improved oil 
system, about which more in a moment, 
and last but by no means least, a new 
cylinder liner. Rather than the usual 
chrome used on the Supers, the walls of 
the S-90 cylinders are Ferral-treated 
which means that a steel coating sprayed 
over molybdenum is applied as a lining 
material. This is easier to break in t han 
chrome plate and has less tendency to 
polish, behaving more like a normal 
steel liner. 

Getting back to that oil system men­
tioned above, a new sump filter is used 
on the S-90. Similar in action to the 
magnetic filters used in the others, the 
S-90 filter has one important addition. 
This is a centrifugal valve that acts to 
trap oil in the filter compartment on 
long, hard or fast bends, thus assuring 
a constant supply of oil to the pick-up. 
This eliminates one source of trouble 
endemic with racing Porsches which 
tended to sling oil in the sump to one 
side on hard turns, thereby delivering 
a charge of air or foam to the oil pump 
and thence to hard working bearings, 
instead of lubricant. The result of a 
diet of foam in bearings need not be 
elaborated upon here. 

Actually no description of a group 
of parts or attributes can give a picture 
of their sum total, especially in this 
case. A Porsche is and always has been 
much, much more than the sum of its 
parts; the Super-90 is no exception. 
Since the first production versions, 
Porsche cars have been a yardstick for 
quality and, more, have in most in­
stances managed to instill in their 
owners a pride of possession almost 
amounting to fetishism. To achieve 
this stature, a car must be a cut above 
lesser machinery and this the Porsche 
is in virtually all its forms. 

In the case of the Super-90, the push­
rod Porsche has been given a new di­
mension even beyond the scope of the 
four-cam versions, a dimension of us­
able power at a price. Combining as it 
does the push of the Carrera DeLuxe 
with the ease of maintenance of the 
other pushrod models, the S-90 is worth 
the wait involved in getting delivery. 

J erry Titus and John Christy 
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THE BATTLE OF 
LITTLE INCHES 
continued from page 33 

are used, with alloy wheels. Steering is 
by rack and pinion, and both the oil and 
water radiators are in front. While the 
Emeryson has not yet been raced, 
promising tests have been carried out 
by Ron Flockhart and Happy Jack 
Fairman, who are very likely to be the 
regular Emeryson drivers during 1961. 
The good old Climax will supply the 
power through a Colotti-designed five­
speed gear box. Both of these two new 
cars, the Elva and the Emeryson, were 
built over 100 pounds too light for the 
new Formula and, like many other 
British competitors, will have to face 
this unusual problem before the season 
begins. Both cars are too recent and 
too untried to foresee their possibilities, 
but their efforts will be interesting to 
watch. 

Vanwall, the first British manufac­
turer to bring the World Championship 
title to England, at first did not seem 
to be interested at all in the new For­
mula, but it is almost certain that they 
are now working on a new engine which 
they would like to install in a modified 
Lotus chassis. It is doubtful, however, 
if they will be ready in time for the 
1961 season, but, then, of course, Van­
wall is always quite mysterious about 
their racing plans. Incidentally, Tony 
Vandervell, the patron of the Vanwall 
firm, was playing around last summer 
with a rear-engined Lotus in which he 
had installed his powerful 285 hp, four­
cylinder, 2500 cc engine. The results 
were staggering and the acceleration 
was fantastic, but the car was quite un­
driveable. On several occasions, the 
engine parted company with the chassis 
and the r ear axles broke. If this idea 
has not been abandoned, the Lotus­
Vanwall combination should be quite a 
rocket in the Intercontinental Formula, 
providing the thing will stay together. 

Ever since Mercedes abandoned 
Grand Prix racing, Porsche has felt 
that it was up to them to uphold Ger­
man prestige on the various race cir­
cuits of the world. As we know, the 
results have been truly remarkable in 
sports car racing. It is true, however, 
t hat except for a few major events, 
sports car racing does not receive as 
much publicity and renown in Europe 
as does pure Grand Prix racing. In 1958 
Porsche entered a modified 1500 cc 
sports car in a few Formula II races. 
Encouraged by the results, they ran 
several Formula II single-seaters in 
1959 and 1960 with considerable suc­
cess. Now, with the change in Formula 
I so favorable to them, Porsche is going· 
all out to win the World's Champion­
ship in 1961. New cars are being built 
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and a powerful 200 hp, flat eight cylin­
der engine has been developed with the 
Championship in mind. This new engine 
should be the most potent in Formula I 
racing this year, and it should be ready 
in May, just in time for the Grand Prix 
of Monaco. Jo Bonnier has signed up 
with Porsche as number one team driver 
and he will be assisted by Dan Gurney 
and Hans Hermann, making an ex­
tremely well-balanced and dangerous 
team. If the new engine proves to be as 
reliable as the old one, we don't see how 
Porsche can miss being the hottest 
team of the 1961 season. 

Borgward was very successful in 
1959 when Stirling Moss used one of 
their fuel-injected engines on his 
Cooper, but, due to financial reasons, 
they are not likely to be on the racing 
scene this year. This is most unfortu­
nate, as they surely would have been 
capable of putting out a competitive 
racing car. They have been working 
since 1959 on their 155 hp d.o.h.c. fuel­
injected engine, but just where this 
project stands today is not known. 

Mercedes-Benz has officially said, 
time after time, that they are not inter­
ested in the new 1500 cc Formula, as 
this engine size does not correspond in 
any way with any of their production 
models. Meanwhile, Mercedes has been 
keeping up the spirits of their mechan­
ics by entering, semi-officially, all the 
important rallies in Europe, and win­
ning the 1960 Rally Championship in 
the process. Mercedes has always been 
racing and always will be, but I would 
imagine that they will be more tempted 
to go racing in a big way in Grand 
Tourismo events, which seem to be 
gaining increasing favor with the pub­
lic and the race organizers. Meanwhile, 
of course, technical work and research 
is being done and there are rumors that 
they have been playing around with a 
1500 cc engine, "just in case." 

World Champion in 1952, 1953 and 
1956, Ferrari seems to have lost its 
touch with the single-seater race cars 
since Fangio won the crown for them 
in 1956. In 1960 the Ferraris were regu­
larly beaten by the British Formula I 
cars, with Monza (Phil Hill) the only 
exception, but, of course, none of the 
British teams ran at Monza. Enzo Fer­
rari's name, however, has remained 
highly respected and he has scored 
many victories in the sports car field, 
notably at Le Mans. Like Porsche, the 
Commendatore does not feel that sports 
car racing is everything and thorobred 
single seater racing cars remain very 
near to his heart. With the lack of suc­
cess of his 2500 cc Formula I cars 
lately, Ferrari has taken the opportu­
nity the new Formula offers to develop 
a brand new rear-engined car, which, in 
the two races it has entered so far, took 
one first and one third place. With in-

dependent suspension all around, the 
Ferrari uses a d.o.h.c. V-6 engine de­
veloping 175 hp, with possibilities of 
even more. Phil Hill and Wolfgang von 
Trips have signed with Ferrari again, 
and Richie Ginther will complete the 
team for some races. Once an all-Italian 
team, Ferrari now relies on two Amer­
icans and a German, showing an almost 
complete lack of top Italian driver . 
Along with Porsche, Ferrari's prospect 
are very high and some tough competi­
tion can be expected from the Prancing 
Horse this season. 

Ever since its "official" retirement 
from racing in 1958, Maserati has con­
tinued to develop new cars and engine . 
The Typo 61 "Birdcage" sports racing 
car, which has done so well both here 
and in Europe, proves that the Maser­
ati engineers have not lost their touch. 
This year, again, Maserati will not race 
officially in either sports or Grand Prix 
events, but they are still very busy mak­
ing a new r ear-engined sports car, the 
2.8 Typo 63 "Birdcage," and they have 
further developed their four-cylinder 
d.o.h.c. 1500 cc engine. This engine is 
said to develop close to 165 hp and will_ 
be used by several private Formula I 
teams this year. These include Scuderia 
Centro Sud, which will use Cooper and 
Lotus chassis, the newly formed Scu­
deria Serenissima, which will be man ­
aged by the famous Ugolini (previou Jy 
with Maserati and Ferrari ), the Tee­
Mee team, the private Cooper of Gino 
Muraron, and perhaps the Camoradi 
Team, if they decide to go in for For­
mula I racing. 

Burgess, Cabral ( a coming new Por­
tuguese driver) and perhaps Masten 
Gregory will be driving again for 
Scuderia Centro Sud. Trintignant is 
rumored to be going with Scuderia 
Serenissima, along with a new and fa t 

Italian driver named Abate, but, then 
again, may drive for BRM or for him­
self. A new French driver, Schlesser, 
will be with the Tee-Mee team along 
with Tim Parnell, son of Reg Parnell. 
The Tee-Mee cars, by the way, have a 
chassis made in England by Brian Li -
ter and a five-speed Colotti gear box. 
plus the Maserati engine. All of these 
teams should put on a good show, but 
the souped-up version of the Maserati 
engine has not yet been proved and had 
apparently just itbout r eached its max­
imum output. Maserati realizes this and 
has been working on a d.o.h.c. V-6, 
actually half of the V-12 three-liter 
engine raced a few times during the 
1957 season. This should give quite a 
bit more power than the present four 
barrel mill. 

Around the busy racing town of 
Modena, the Argentian driver, De 
Tomaso, has been working secr etly on 
a Formula I car using an air-cooled 

( continued on page 77) 
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LIGHT THE FUSE 
ON YOUR PORSCHE 
eontinued f rom page 66 

power-tune the car. Such a guide to 
output will also enable you to select 
exactly the right jets for cruising and 
f ull throttle operation. 

Basic? Certainly, but so often over­
looked. 

The most commonly asked question, 
when P orsche owners get together with 
some member of the tribe who has 
explored hop-up techniques, is, "What 
~ingle thing would you do to improve 
performance when racing is not con­
ernplated ?" 

Once the temptation to answer "Get 
a Carrera" is overcome, the problem 
can generally be dealt with under the 
heading, "Add cubic inches". The second 
part of Finagle's Law : "There is no 

bstitute for displacement", operates in 
direct inverse proportion to the size of 
he engine. You don't have too many 

robes to work with in the 1500 cc 
"cini , so an extra 100 or so is big, 

percen age-wise. If you can make the 
• cll from a 1500 to 1600 by substi­

barrels, do it. This is a simple 
-.er of a parts exchange as far as 
• es with the three-piece crankcase 

_ concerned. Older, two-piece case 
·u not accept the bigger barrels 

e later type engine. 
Your recourse, if you have a two-piece 

can be to stroke the crankshaft, 
=ing that it is the plain metal 

• g type. This is not too often done 
- uch as the majority of the older 
• es have beaucoup miles by now and 
ers would probably prefer to invest 
ewer equipment. For the record 

e,er, 0.080-inch stroke can be added 
. the welded method. Only a highly 

experienced crankshaft grinding con­
::hould be entrusted with this oper-

• n, naturally, since the journals must 
=ed to take the first undersize 

(a millimeter dimension) and 
rd chromed after the welding on of 

xtra metal. In addition, it is necessary 
notch the crankcase to allow clearance 

for r od caps and, in some engines, to 
grind t he rods to avoid interference 

·th cam lobes. Ordinarily, the extra 
. 40-inch penetration of the piston into 

· ' e combustion chamber will not bother 
the valves if stiff springs are employed, 
b it is wise to check the clearances 
by using modeling clay. With less than 

.060-inch over the valves, fly cut the 
istons for relief. 
The added two millimeters of stroke 

brings displacement up to 94.5 cubic 
inches or 1549 cc, compared with the 
1582 cc of actual displacement of the 
1600 engine. 

Any plain metal crank can be stroked, 
of course, so there is nothing to bar 
you from adding cubic centimeters and 
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torque by this method to your 1600 -
as long as it is not intended for compe­
tition! Both SCCA and CSCC bar any 
alterations to the crankshaft other than 
balancing. 

The wildest stroking job which has 
come to our attention is in the engine 
built by Norm Holtkamp, a Culver City, 
California, VW specialist. The addi­
tional stroke in this case is 0.250-inch, 
or 6 millimeters, and called for extensive 
re-working of the case and rods to 
obtain necessary clearances. This, in 
Norm's words, "was a hell of a job." 
rot satisfied with going this far, he 

also bored the cast iron barrels of a 1600 
P or sche out to 85 millimeters - the 
same diameter as the 1500 Carrera -
and installed Carrera pistons. These 
buckets, high-domed in stock form, were 
cut off, a new flat top heli-arc welded in 
place, then machined to conform with 
the pushrod head 's combustion chamber. 

Although no dyno tests have been 
run on the engine, the torque evident 
in street operation is somewhat fan­
tastic and no matter what the theoreti­
cal or actual performance might be, this 
1825 cc mill certainly qualifies as the 
world's biggest Porsche engine. 

The cooling problems which resulted 
from this modification have taken away 
some of the glamour, however, and serve 
to point up a factor that not too many 
Porsche owners seem to be aware of: 
The disparity between tolerable com­
pression ratios of air and water cooled 
engines. In adding displacement such as 
that mentioned above, if the combustion 
chambe1· is left near stock, the resulting 
compression ratio gets up in the 10.5 :1, 
plus region. This is equivalent to nearly 
12 :1, theoretical, in a conventional 
powerplant. Such elevated pressure an d 
concomitant temperatures are an im,i­
tation to scorched bits and pieces. The 
new Super 90, with it aluminum-muffed 
barrels and altered head design, is laid 
out to cope with the highest compression 
Porsche feels is advisable in the push­
rod. Keep this factor in mind when seek­
ing increased power through higher 
compression ratios. 

It is true that compression is one of 
the "five paths to power" and most 
Porsche modifiers go this route almost 
automatically. But, there are highly 
successful tuners who abstain com­
pletely. 

You are dead, of course, for club 
racing ( other than where allowed to 
improve within the marque model) as 
fas as upping compression above manu­
facturer's specs. But, as given in the 
SCCA's book, ratios can vary from 7 :1 
to 8:1 in the 1500N, 8.2:1 to 8.7:1 in 
the 1500S, 7.5:1 to 8.5:1 in the 1600N 
and 8.5:1 to 9.5:1 in the 1600S. So, take 
advantage. Assuming that you have 
checked the combustion chamber capac­
ity out and arrived at a figure over the 

58 cc mm1mum, take steps to bring it 
up to allowable maximum ratio. 

Some specialists, like Al Cadrobbi of 
Erhard's Porsche Service, Culver City, 
California, who has maintained two or 
three of the winningest cars in the L.A. 
area, advocate removing as much as 
0.080-inch from the bottom landing of 
the barrels for cars intended for street 
use. This gets a good 8.5 :1 in the 1600 
Normal and 9.5: 1 in the Super, but 
requires beveling the piston crown and 
a close inspection of over-valve clear­
ance. Cadrobbi opines that he has not 
found it necessary to deepen the cut 
in the pistons after this operation when 
W ebco progressively-wound valve 
springs are employed, however, the 
determination of the necessity for this 
flycutting will have to rest with the 
individual mechanic. 

Others, including Roger Bursch, Sci­
enti fic Automotive Service, Pasadena, 
who prepares George Follmer's Cal Club 
Class E winner, prefer to sacrifice some 
of the compression gained by increasing 
the clearance between valve head and 
the combustion chamber wall to enhance 
breathing characteristics. Roger routs 
out a few thousandths by eye based on 
experience gained in building up Ponti ­
acs for drag strip col'Jlpetition (like 105 
mph in the quarter with a Ventura 
sedan) . It helps in Porsches, too. Bursch 
also takes a cut off the tops of the valves 
for lightening and lessening the possi­
bility of piston interference. 

Every mechanic will advise that the 
combustion chamber volumes be equal­
ized as nearly as possible. (This is often 
referred to as "cc-ing the heads"). Do 
it or have it done. And, a t the fir st 
opportunity, when it becomes necessary 
to split the case for some other reason, 
perhaps, have the engine statically and 
dynamically balanceds Porsche, although 
using the selective assembly method and 
striving for good balance, does not 
achieve 100% purity. The opposed lay­
out of the engine contributes to smooth­
ness inherently, but additional 1·evs and 
longer life will be an extra r eward to 
those who spend the twenty dollars 
commonly asked for the job. 

Factory tolerances allow for a five 
gram differential in connecting rod 
weights but a balancer will bring this t o 
between one half a gram and zero for 
piston and rod assembly by selecting 
the lightest unit and removing metal 
by fil ing the rest until they agree. The 
crankshaft and flywheel are balanced 
out in the same manner, then rotated at 
high speed in a fashion similar to a 
tire balancing operation to r eveal 
minute vibrations. 

Chopping the Porsche flywheel is safe 
and contributes greatly to acceleration. 
The stock component weighs about 18 
pounds. By machining the outer (en-

( continued on page 7 4) 
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gine) face, seven to eight pounds can be 
taken off. Further drilling between the 
bolt holes has been resorted to in order 
to lose another pound or so. The only 
failure of a butchered flywheel to come 
to our attention actually came apart at 
the inner flange where it matches the 
shaft diameter. As long as this opera­
tion is being performed, it is advisable 
that the clutch-mating area be surface­
ground to assure complete plate con­
tact. Newer diaphragm plates do not 
suffer as much from warpage as the 
older type, but have the disc checked for 
truth before installing. A 0.002 of an 
inch wobble is the maximum that can be 
accepted. 

For competition or any hard driving, 
it is wise to replace the clutch cable 
with a heavy-duty type. Should you find 
yourself repeatedly losing the cable, (it 
generally occurs at the clevis) an almost 
indestructible unit can be made up from 
airplane control cable and "Unibal" rod 
ends. These are available at surplus 
stores and any aircraft parts supply 
house. Nosody will protest you for this 
modification. 

Other modifications for racing that 
do not violate the SCCA "ok as long as 
it doesn't increase performance" edict 
include extending the push-rod tubes 
almost to the followers to help prevent 
loss of oil on tight turns. Baffling the 
sump, in the conventional manner that 
has been advocated, is helpful in avoid­
ing a depletion of lubricant at the pick­
up on long sweepers, but in extremely 
sharp curves the oil can literally be 
tossed into the rocker covers to the detri­
ment of rod bearings. Roller cranks are 
less apt to seize than plain bearing 
models but it is not a sound scheme 
to try to get by without lubrication. 

The street-only driver may not be so 
concerned with this problem but he will 
appreciate the added safety factor in 
upping oil pressure to something ap­
proximating the latest model standards. 
The newer (B series) oil pump can be 
fitted into older three-piece cases, by 
merely matching the ports, to obtain a 
greater volume delivery. Constant cool­
ing can be assured by spacing the relief 
spring about ¾ of an inch, which per­
mits flow through the cooler at 45 
pounds pressure. 

And, on the subject of pressure, a 
working pressure of three pounds from 
the fuel pump is an absolute necessity 
for top performance. The elevated fuel 
requirements of racing often demand 
actually more output than the average 
pump will maintain. The Cal Club allows 
the installation of a supplemental pump 
and the general choice is a Stewart 
Warner with the adjustable-pressure 

74 

feature. In addition, to insure unre­
stricted delivery, most owners replace 
the early model shutoff-reserve cock 
(under the dash) with the 356/B type. 
Mysterious "starvation" untraceable to 
other sources can often be cured by 
changing this valve. 

From the valve to the carburetors is 
but a short trip by tube, so let us con­
sider carburetion. 

If you haven't done so already, install 
the Super venturis in your Normal. This 
applies to any model. If Solex equipped, 
say the 1500N, use the 26 millimeter 
venturis from later 32PBis or turn 
down the outer diameter of the 26 milli­
meter venturis from 40PBICs to fit. At 
the same time go the necessary steps 
richer in main and air correction jets 
(two steps, ordinarily). You may also 
have to go up a step in the idling jet 
and the pump jet (which is also a sup­
plemental high speed circuit) depending 
on the readings you obtain from spark 
plug insulators. 

In one experiment on a Super 
equipped with Solexes, the venturis 
were bored out three millimeters (to 32 
millimeters), the carburetor re-jetted 
and a gain of three horsepower at the 
wheels was noted in before-and-after 
dyno testing. This, and the practice of 
leaving the venturis out of the Zenith 
32 NDIX entirely, indicates that there 
is some distance to go before over­
carburetion sets in. 

It is extremely important that the air 
filter be absolutely clean and unrestrict­
ed on these jugs. If there is slight 
possibility of heavy air pollution (by 
dust, for example) the filters can be 
omitted entirely. 

Inasmuch as the factory now provides 
velocity stacks, it is presumed that they 
have observed the same gain from intake 
tuning that independent experimenters 
discovered. If you want to try for your­
self, the formula for determining the 
proper length of tube based on pulsa­
tions of columnar air is given in Colin 
Campbell's book, "The Sports Car, Its 
Design & Performance", but the fac­
tory-offered stacks probably assist the 
peak output at 5,000 to 5,500 rpm. 

Matching intake ports and manifolds 
is taken for granted. Some Porsches 
come through with extremely smooth 
and mated ports, others can stand a 
little work. There is nothing against 
"porting" in the hot rod sense of the 
word (unless you feel that you might 
be on the receiving end of a protest) . 
Smoothing out the passages and cutting 
around the valve guides will assist 
breathing but the limit imposed by the 
valve diameter need not be . exceeded. 
You can fall back on the eight milli­
meter stem valves, if your car is 
equipped with the ten millimeter vari­
ety, to lessen flow restrictions. 

If you are reasonably sure that you 

will never drastically over-rev the 
engine, as often occurs in the heat of 
battle on the course during down shift 
and so forth, it is possible to give qui te 
a bit of attention to lightening the 
valves and the valve train generally. The 
deletion of excess reciprocating weight 
will add revolutions to the top end and 
make swifter acceleration possible, bu 
it carries the possible penalty of break­
age. 

The most drastic example of th.is 
technique are to be found in engines 
built up by Rod Tasjian, a Porsche hob­
byist in Hollywood, and his disciples. 
Valve heads are undercut and dished 
out ("tuliped"), rocker arms are 
ground and polished and even the ad­
justing nuts are split down the middle, 
thickness-wise, to eliminate a few 
grams. Rod turns his engines 7,000 rpm 
with no ill effects, but he is going up, 
not downshifting where a hasty glance 
at the tach could be wrong. 

Many owners do substitute the older 
and lighter rocker arms for the new 
type and nearly everybody prefers the 
steel pushrods. 

The object is to make it easier to 
attain peak power rpm quickly and to 
go above the former maximum safely. 
Stiffer valve springs, to control vah-e 
float at high speed, are marketed by 
several concerns, including Webco, I -
kenderian and Art Sparks. The Webco 
setup is basically the same as Spark ; 
progressively wound single spring giv­
ing about 85 lbs. pressure closed and 
180 open, but with aluminum alloy 
washers and keepers in place of Sparks' 
steel components. The difference is 
between $37.00 per set for Webco and 
about $60.00 for the steel type. Ed Is­
kenderian, a well known camshaft 
grinder, supplies a set of inner springs 
to go with stock Porsche outer spring­
for $4.00 per set, which are preferred 
by some. This combination is good up 
to 6,000 and where there is not too much 
likelihood of going way above that 
Webco-fitted engines, depending on the 
cam, are pretty handy to 6,500. Pulling 
the stock keepers through is the hazard 
in over-revving and the Sparks choice 
of tough steel in this department reflec -
the concern of racing drivers. 

All of which brings us to the subject 
of camshafts. 

For a long time, there was nothing on 
the market that was actually superior 
to the factory Super cam, regardless of 
claims. Most of the modified Porsches 
which ran with re-grinds a few years 
ago eventually returned to the original 
equipment because of lifter trouble or 
just plain lack of horsepower. Today, 
however, it is a different story, and 
there are a couple of sticks around 
which are universally accepted and 
proven by dyno comparison. It is still 
tough to beat the Super, no mistake, 
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d if the high-lift Super 90 option be­
e readily avai lable, the grinders 

y have to go back to the dra,ving 
rds. Meanwhile we have the Isken­

erian 107 and 108, Weber's Competi­
- n and the Racer Brown ( Camshaft 

Engineering) 22A. 
Isky' 107 fits any three-piece case, 

s compatible with stock lifters and 
~ring and can be counted on for a 
~in over t he factory Super, especially 
i a modified exhaust system is installed. 
,-alve timing is a symmetrical 35°-,0•-
- •-35• (referring to intake opening I 
BTDC, clo ing ABDC and exhaust open­
inir BBDC, closing A TDC), lift at the 

alve is 0.365 of an inch. 
The 10 is a little noisier becau e of 

more abrupt ramp, provides 0.400 
. an inch lift with this timing : 40°-76• ­

- s•-40•. 
This model is often referred to as the 

"Cal Club Cam" since a big number of 
• e top Cal Club Porsches over the 
years have used the 108. Top end is 
• e big gain here and stiffer spr ings 
are mandatory. 

Weber's stick is not so radical in 
per timing but has a swift lift and 

-:::ood duration : 19°-54° -54°-19° . You can 
7,000 on the tach with this earn in 

roperly prepared engine according to 
'',eber, who has conducted ex­

, -'"e experiments on Porsche and VW 
in connection with his earn 

-,-,.-,.i;., .. activities. 
r Brown's new cam is relatively 
icized and the figures are not 

- hie but observation of a 22A 
:-e<f engine indicates tha t it is 

rb in the 2,500-5,500 rpm range 
re mo t dr ivers need the extra push. 

I· 5hould go without saying, but to 
he safe side we'll say it: There 

e to be gained by the mere instal­
of a substitute camshaft. It is 

.::sary to take advantage of the 
ed breathing potential by freeing 
rest of the system. Go to the 

um in carburetion and inlet port­
-· ,igh ten where possible and improve 
e exhaust extraction. 
RelatiYe to the latter, dynamometer 

run by Roger Bursch, comparing 
•• e tock muffler and an "equal length 

be"' ystem fabricated for his speed­
crer. revealed a flat gain of 7 road 
horsepower at 5500 rpm for the home­

rewed tubes. In racing, the -importance 
r mi type of collector cannot be over­
nirnated. Most pushrod Porsches, as 
ell as the Carreras, follow the fae­
ry' pattern for the Spyder exhaust, 

it must be borne in mind that 
x raction tuning works here in the 

;;ame manner that ram tuning does at 
he other end of the cycle. The length 
f the tubes and the tail pipe will not 

identical for 1500 and 1600 engines 
r the Carrera. Ed Barker's top notch 

(continued on page 84) 
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fo' eoV'i~R BOAT too! 

Drag boats and racers ... Powerboat maintenance .. . More power 
from the engine ... Latest news in engine carburetion ... 

Building your own engine ... Supercharging for more performance ... 
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Up to the minute action photos ... Family boating tips ... 
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PO WfR BOAT MA GA[/Nf 5959 Hollywood Blvd., Los Angeles 28, California 

0 Bill me later for $5.00 (12 issues) 

O $5.00 enclosed - send me 2 extra issues - making a total of 14 issues of POWER BOAT 

NAMe_ _____________________________ _ 

ADORE$.,_ ____________________________ _ 

CITY ________________ ZONE _ __ STAT~-------

NOTE - If you are renew ing your current subscription, please indicate date of expiration of your 

subscription _________ dote subscription runs out - can be found on mailing label. 

FUEL INJECTED LUXURY 
continued from page 63 

and connect to each axle tube, also pro­
viding a mount-pad for the regular, 
vertical coils that are the suspension 
medium. As in front, tube shocks are 
fixed close to the wheels for best 
dampening control. 

While foregoing the low-pivot fea­
tures of the 300 series swing axle, this 
design manages an exceptionally long 
"arm" from pivot to wheel, holding 
camber changes to a minimum. The 
majority of weight remains in the 
"sprung" category, as well. In appli­
cation, it's almost completely success­
ful, providing the excellent handling we 
mentioned and a fantastically smooth 
ride. 

All was not such sweetness in straight­
line driving, however. While the front 
end of our test car might have been 
slightly out - we noticed some uneven 
tire-wear - there was an annoying 
tendency to swerve with every gust of 
side-wind and a sensitivity to linear 
road-surface deviations that demanded 
constant corrections at a steady cruis­
ing speed. Steering is cushioned by a 
hydraulic dampener and has a rubbery 
feel despite a fairly fast ratio. Thus, 
these slight corrections are delicate to 
make. Some of the drifting seemed to 
be the result of action in the rear sus­
pension, too. 

A-1 in all respects were the power­
assisted brakes. Following normal Mer­
cedes t endency to go small in diameter 
but big in width, the Alfin drums have 
large, angled fins for turbo-cooling. The 
car pulled down easily in above 100-mph 
stops. Some nose-dive was present, but 
stability was excellent. It passed our 
severe t en -consecutive- stops -from-60-
mph with only slight fade and a little 
increase in pedal pressure coming in 
on the last three. This added another 
big feature to the super-safe design . 

In all, the 220 SE is a successful, 
enjoyable, quality car. It may seem 
that we've carped a bit about its few 
objectionable points, but, it's just that 
the over-all excellence makes minor 
faults glare overly bright. We don't" 
hesitate a bit to heartily r ecommend 
it as a valuable purchase. 

J erry Titus 

• THE WINNER THEY DIDN'T 
WANT TO BUILD 
continued from page 47 

The front wheels where slightly decam­
bered, the rears sat almost neutral 
with unladen gas tanks. Heim joints 
at the outer ends of the rear arms allow 
adjustment of both camber and t oe-in 
and goodly amounts of the latter were 
aiming the rear wheels inward. Good­
year sports-racing t ires, with their 
diamond-shaped tread, are used with 
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sa.==•c~ry results: 5.20 x 15's in front, 
;;·s in the rear . "We weighed 

and rear segments of the car 
,ered o,er 65% of the 1210 

- 'ln!5 rearward . Bot h gas tanks and 
• r are located centrally, so it's 

that percentage of distribu­
would ,ary much by filling the 
r and including the latter. T he 
- r. oil tank, pare tire and battery 
• te the only major weigh - up 

- and two of us easily lifted the 
- end o set it on hor es. 

point, we would ha,e liked 
Tlcry much to quiz Gurney concerning 

traits, but F owler was 
on his generalized com­
con iders it the best he 

dri,en, almost dead neutral in 
o: o,er-or-understeer and ex­

• .,.h in adhesion under all cir-

concept ther e's nothing 
about t he Mk XI X. While 

·1e, it is, as we mentioned, 
flexible machine, able t o 

·ui any kind of competition on 
of cour se or surface. It is 

racecar, built to do its job 
• rained with a minimum of 

Ther e is some conjecture 
forthcoming r ear-engined 
y offer it a challenge, but 

" to be nothing on the exist­
- is real competition. 

-:~nt ial is that Arciero, 
;:is plans to campaign the 

""money" races this season, 
con idering Formula Libre 

·- is, after all, every bit as 
ai•erage Fl car a nd, a s r eli-

-- s~dily incr eased, it may well 
:o outlast the hottest ones. N ot 
a car conceived on a " let's see" 

- J erry T itiis. 

from page 33 
- sylinder engine cr eated by an 

engineer who u sed to work for 
ra •. 
r d champion in motorcycles fo r 

years in a row, t he f amous 
:1rm of M.V. has been working 

Formula I car they would like to 
l""e driven by J ohn Surtees, three 

• es Champion on their bikes. T he 
cylinder 500 cc engine used on 
motorcycles was giving 65 hp . If 
can successfully hook three of 
together they should be able to get 

l""ery clo e to 200 hp. T his interesting 
rojed will be fo llowed with gr eat 

• ·ere t as it goes along. 
7 hi , t hen, is a good picture of the 

·on and the possibilities a s the 
1 Grand Prix season, and the new 

cc F ormula I , begin. Who will 
:abli h an early superiori t y, t he 

B ·a h, the Germans or the Italians? 
at is the question we will be able 

- an wer in these columns throughout 
• e coming months. Whichever racing 

lor comes out on top, green, red or 
,er, we are sure to witness some ex­
mely compet itive and exciting r acing 
the Grand Prix circu its of the world. 

Bernard Cahier 
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BUY DIRECT FROM THE MANUFACTURER FOR FULL VALUE 

M G-A o r Au st i n-H eo ley 4-6 cyl. $70.95 Ins. ( • 

BEST DUAL SLIDING WINDOWS .. 

M G-TD, TF (specify bow-top) $80.95* ' 61 Design. .
1 

. 
Spri te S64.95, $2.75 ppd. Ins. Porsche $70.95, $2.75 ppd. J 
Triumph TR's (speci fy mounting}, $80.95.* '-, 1 · ~ 
Jag ua r XK-120, 140 $89.95* Equip. is Approx. Doub le. All 
price5 include 8 % Excise Tax, Postage and Insurance. Shipped jf ~ w, ~ 
Freig ht Collect.* We g uarantee sa fe arrival. fl~ _,. 
Q ua lity a nd V i ta l Features for proper f it , operation, du rabi lity . Heavy gauge acry lic glass slides 
smoothly o n sta inless steel spri ngs. Heavy duty aluminum frame, no fel t , canvas or celluloid lo 
d e erior ate. Contro lled ventiation , no fogg ing; sp r ing-loaded weatherstripping . Unitized rain gutte r 
and brae et moun t ing . Pol ished to Chrome-like lustre. TD, TF, JAGUAR and TRIUMPH have leather­
gra ined padded a luminum aprons. TR window frame locks i nto w indsh ield, b low-outs prevented al 

·g speeds. Brackets ond hardware fit into existing sockets and mounti ngs. 

TAJLORED CONV ERTIBLE CANVAS TOPS - $29.95 - 39.95 Ppd. Best weatherproofing. MG, TD, TF, 
=PAJ<OILIND TOP with REAR QUARTER W INDOWS - $50.00 Ppd. 

BAKERS PLASTIC GLASS CLEANER . FIN E SCRATCHES DISAPPEAR, S2 .00 Ppd. 

S AP-BACK FENDER MIRRORS - Flat Face $4 .95; Convex $5.95. Add 50c PP. 

ENGi.NE HEAT RESISTING ENAMEL: Grey-Red-Dark Blue-Aluminum $1.75 Ppd. 

ENAMELED BADGES - 14 COLORFUL DISTINCT SHIELDS $4.95 each. Ppd. 

BRUSH-ON LEATHER COATING - Red - Black - Green, 1 pt. $3.95 

SEAT BELTS. MEETS CAA & CORN ELL LAB. SPEC. NON-SLIP BUCKLE INSTANT 
RELEASE FINGER TOUCH. $10.95, 75c PP. 

DECK LUGGAGE RACKS: Detachab le, no ho les, 28 x 18" $27.95; 35 x 18" 
$34.95; lustrous, no.rust aluminum. 

CARPETS - LUXURIOUS, HIGH PILE, UNDERLINED, RUBBER HEEL PAD. AH , Spri te, TR, MGA $29.95, 
TD $19.95 RED, BLA, Jaguar $38.95. 

RUBBER MATS: Easi ly Cut, Needs no Binding , 36 x 74, $9 .95 Ppd. (Simulated pile) (Black). 

CONVERTIBLE TOP DRESSING STAIN: Worn, d irty to ps restored, water repellent . One Qt. $2.50 Ppd . 

GAS LOCKING CAPS: Triumph & MGA Stainless Cap wi th adaptor. Fits exact ly. Each ~ ­
$10.95 Ppd. 

GRILLE GUARDS: Wraparound protection, full line. , 

FLEX UNIT:- PERMANENT TYPE, AUSTIN HEALEY 4 & 6 cyl., JAG $9 .95 ea. Double gauge, 
flexib le sta inless steel. 2 clom ps . 

MUFFLERS: Free-Flow, g lass packed, deep t hroaty sound.* A. H. Kit , Exhaust before rear w heel ; 6 cyl. 
& Spr ite $29.95. Muffler alone $19.75. AUSTIN HEALEY greater ground cleara nce. 
A . H. Kit, 4 cyl., Sing le outlet w ith pipe and clamps $20.95, Muffler alone $13.95. 
Tr iumph, speed ki t . Main Muffler and pipe $19.95; Dual outl et system, 2 mufflers $29.95. ~ 
MGA sing le S13.95; Dauphine dua l $15.50 . ~~ 

PATIO & CARPORT ATTACHED 
92" x 12' for SPORTS & COMPACTS* $89.95. Pictured with 3 
straight legs . White o nl y . 

Roof Wgt. 135 lbs. l egs 29 lbs. Total 179 lbs . 102" x 16' Support tw o 
pa irs of tw o 'V ' legs. $129.95. 
Roof Wgt . 180 lbs. legs 30 lbs. Tota l 210 lbs. 122" x 20' Support 
tw o pa irs of two ' V' legs. $1 79.95. 
Roof Wgt. 250 lbs. l egs 30 lbs. Tota l 280 lbs. Add S22.95 for Self­
Standing Extra ' V1 Legs. 
All parts and ha rdwa re ore pocked together in this O E package. 

Absolute ly not hing extra to b uy. Every po i s cu c.nd pre-punched 
accurat e ly for a ssembl y. 

CV, Stee l Frame, Bolts together - BZ Wood Frame - Pre-Fob sect ion CV, wi th a luminum siding. UT ILI TY 
BU ILDING. PR ICES ON REQUEST. Best Grade Aluminum. Modern ove rhead doors. 
Not Shown: Type BZ simu la ted wood a nd al um inated sidings . 
O ne Car Ty pe " CV" a s shown. V -cr i p Sidi ng . 

Type " BZ" {Secti on a l Doors) ove rhead 1-9 ' x 6 11 x 13/911 f our section w ood . 

WIDTH-LGTH.-HGT. Price Sh ipping Wgt. I Wood Frame WI DTH-LGTH .-HGT. Price 
10'x1 8' 10" $399.50 970 lbs. Aluminum 12'x20'x7 ' 6" $61 2.50 

12'x20' x6' 10" 477.50 1100 lbs. Galvan ized simu la ted w ood shingle - 90 .00 less 

STANDARD EQUIP. INC.: Type " CV" - l-Bx6x811 one piece wood overhead door. 
OPTIONA L: Type " CV" or " BZ" Wood Sash (Window) 2' 0"x2' 9" glazed $26.50. 
UB UTILITY SHED, AND BZ SIDING AS ILLU STRATED UTILITY SHED 
Type UB 46 4' 0" w x 6' 6" h Wood Frome & Door . A lum. Sid. & Roof, $145.50. 
Type UB 68 6' 0" w x 8' 0" 1' x 6" h Wood Frame & Door. A lum. Sid. & Roof, $185.50. 
Note , Ga lvanized Stee l UB 46 Type - $23.00 less UB 68 Type - $35.00 less (Siding). 

TERMS OF SALE: 25% Deposit, balance shipped COD Freig ht. Col lect . 
SEE US BOOTH 21 6 - N. Y. COLI SEUM, A PR IL 1 TO 9 

BAKERS Fac tory Showroom & lnstallat ,on nept Open 6 Days Floral Park 4.4445 
at 1069 Hempstead Tpke Frankl in Souare . L I . N Y 

WORLDWIDE BOX 57, DEPT. IDIFRANKLIN SQUARE, N.Y. 
Prices SUbJect to change without notice Sorry , no COD'S 
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,., 

Sports cars greatest array of authoritative, enthu­
siastic editors re-introduce the n_ew SPORTS CAR 
GRAPHIC. Capturing all the excitement of motor­
ing for fun, SPORTS .CAR GRAPHIC each month 
will bring its readers comprehensive coverage of 
sport and competition cars in depth. Behind the 
scenes; facts, photos, specifications. Complete 
coverage of all import cars. The quality winner 
in its field, the new SPORTS CAR GRAPHIC will 
go on sale at your newsstand beginning with 
the May issue. 

NOW, SPORTS CAR GRAPHIC brings you 1961 's 
Formula 1 Forecast. 
• CompetitiOf'! Tuning • Track Tests • Road Tests 
on all New Major Imports • Technical Reports 
• Coverage of all International Championship 
Races • Technical Advice • And many other 
Sports Car Features 

i 
JOHN CHRISTY - EDITOR 

Autbor and Sports car authority, John pledges SPORTS 
CAR GRAPHIC to a new high In comprehensive coverage 
of the sport. Twelve years as an automotive editor and 
author of four books, John has been a top driver with 
fourteen years of racing experience. 

W.R.C. SHEDENHELM - ASSOCIATE EDITOR 
1, Internationally known for the tongue-In-cheek humor 
of his column "Slightly Modified." Bill's racing articles 
and photo1raphs have appeared in many newspapers 
and macazines in this country, Europe and South America, 

JERRY TITUS - TECHNICAL EDITOR 
Experienced ii river/ mechanic and tech writer - will 
handle tests of racinc and road cars, plus tech analyses 
and pltside coverage of major races. Experienced sln11e­
seater and formula racinc car driver. 

BERNARD CAHIER - EUROPEAN EDITOR 
Unq■estiHalllJ the top European motorina: journalist, 
Bernard will be organizing and obtaining coverage 
throagllout the continent including all Championship 
races and all new marques and models as they appear, 
plus some excitlng surprises. 

SPECIAL CHARTER 
SUBSCRIBER OF­
FER ... 12 ISSUES 
OF SPORTS CAR 
GRAPHIC FOR 
ONLY $3.00. (Reg­
ular price $5.00 per 
year.) 

Charter Subscriber Certificate 

ORDER SPORTS 
CAR GRAPHIC on 
the BILL ME LAT­
ER, PLAN, or EN­
CLOSE $3.00 with 
your order and re• 
celve TWO EXTRA 
COPIES ; • • 14 IS­
SUES IN ALL FOR 
ONLY $3.00. 

CHARTER RATE EXPIRES JUNE 15, 1961 

SPORTS 5959 Hollywood Boulevard SC-561 CAR GRAPHIC Los Angeles 28, Calif. 

Please enroll me as a charte r subscriber for SPORTS 
CAR GRAPHIC. Send me the next 12 issues and -
0 Bill me later for $3.00 

0 $3.00 enclosed - send me 2 extra issues - making a 
total of 14 issues of SPORTS CAR GRAPHIC. 

(NAME) 

(ADDRESS) 

(CITY) 
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SPORTS CAR 
RETREADS 
World's safest retreads now 

available in 2 new tread designs 

11R-S 11 RACING CAP 
Our latest racing tread design created for 
and by race d rivers. 100% NATURAL 
RACING RUBBER specially compounded to 
our rigid specs is used to rebuild yo ur 
racing tires. Most of t he winning drivers 
use ou r " R-5" caps. 

11B-711 STREET CAP 
Our newest design created for supe rio r 
road holding , co rneri ng, long wear and 
su re-foo te d we t wea t he r tr action . A 
" street cap" fe a turi ng 100% NATURAL 
RUBBER. Now availab le a t low, competi­
tive prices. W rite today for special mail 
o rder offe r. 

Send today for money saving prices 
and special mail order offer 

GARDNER-REYNOLDS, INC. 
GR-5 • 4758 E. Olympic Blvd. 

Los Angeles 22, Calif. • AN 9-0707 

FOR REALLY CLEAR 
SIDE CURTAINS 

Here is the long-sough t clean er for p las t ic s \de 
curtain windows of sports cars and r ea r w in ­
dows of convertibles. 

CERBINI PLASTIC CLEANER 

Does t he job saf ely, surely a nd 
quickly on vinyl p lastics, Ple.xig las 
a nd Lucite windshields, etc. I t 's 
non-crazing , ant i-static a nd leaves 
no polish dust . W on 't scratch or 
soften t he s ur f ace. Works like 
mag ic to d isso lve a w ay c loudy , 
opaque film a nd stai n s. N o n ­
fl a mma ble. W r ite todav for large 
s ize can. Send $2.00 postpaid by 
check or m oney order to: 

CERBINI LABORATORIES, INC. 
68 First Street DEPT. PS New Rochelle 2, N.Y. 

DEALER INQUIRIES INVITED 

BENCH RACING 

SPRITE PUSHING 
Q: With several thousands of miles 
on my Sprite, I am beginning to en­
counter considerable oil pressure dr op 
after hard driving. I am told t hat bear­
ing r eplacement will eliminate this 
problem. Also under hard usage, the 
brakes are unsatisfactory, but t his con­
dition has existed since the car was 
new. Would you recommend that Mintex 
lining· be installed? Do you f eel that 
bearing replacement will cure my oil­
pressure problem? 

D. Kirby 
New Orleans, La. 

A . While it is possible that your bear­
ings have been pounded enough to re­
quire replacement, a rapid drov in oil 
pressur e correlated with high oil tem­
verature is a rather common vroblem 
with the Svrite engine when used in 
comvetition. T he oil gallery feeds first 
to the cam, then to the crankshaft. The 
cam is un-bushed, rides directly against 
the cast-iron block, and high tempera­
tures cause the block to expand, the oil 
viscosity to drop. Line-boring the block 
and installing heavy cam bushings will 
helv considerably. H olcling clown the 
temperature via increased cooling is 
another remedial move. In extreme 
cases both will be required. BMC did 
have an optional oil cooler for the 
Sprite, but it's been discontinued. A 
larger sump is still available. T he bush­
ing job will have to be per/ ormed by a 
machine shop. 

T he standard brakes are a bit too 
small for "hard useage" so heat-buildup 
generally plays hob with both linings 
and drums the first time you "cook" 
them. V enting the backing plates on 
the front and allowing circulation of air 
will helv to 1·educe the overheat - by 
drilling holes or f abricating a scoop -
but once the damage has been done on ly 
revlacement of drums and linings will 
eliminate difficulty. Y ou can, of course, 
increase brake effectiveness by vur­
chasing the disc-brake-and-wire-wheel 
option, bu t this goes f or around ,i450. 
A more practical alternative is to install 
the fr on t brakes f r om a late model A 40. 

E X HA UST PUZZLE 
Q: Ther e has been much discussion of 
late concerning the tuning of induction 
and exhaust systems. I understand, 
however, that t his "tuning" is only 
effective within a narrow rpm range. 
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BY JERRY TITUS 

Ther e have a lso been comments to the 
effect that such a t uned system may 
actually be a detriment when the engine 
is not operating within this specific 
range. Could you set me straight on 
this confusing issue ? 

F . G. Ga llagher 
Long I sland City, N .Y. 

A. T here are many asvects to intake 
and exhaust tuning and some of them 
are hard to fit into the vat little f or­
mulae we see kick ing around which are 
main ly concerned with diame ter and 
length of manifolds. T he efficiency and 
cubic cavacity of the cylinde1·, svecific 
cam design, and engine load are all 
of considerable imvor tance since we 
are concerned with gas velocity. T he 
latter, of course, is basically devendent 
on vressur e, negative 01· vositive. How 
well the cylinder deve lovs these vres­
sures is governed by the factors we 
just men tioned, v lus a few more that 
would only obscur e om· point here. E n­
gine revolutions become the all-im­
portant variable ancl shoiild give you 
the clue as to why tuning is effective 
only in a sv ecific range. As far as being 
a detriment elsewhere, this could only 
occur when a highly tuned design would 
vrovide less efficient flow except over 
a narrow range. Here, also, lies one of 
the fa llacies of a "dyno-tuned" engine, 
w here everything is directed toward 
that one, high peak. T he question of 
range or how well the engine can climb 
to that peak is usually much more im­
portant in actual application. F or this 
reason we see many varieties in com­
petition pive layouts that don't at first 
seem to make sense. In some cases a 
spoiler layout is used to destroy a 
strong resonance factor; in others, a 
design such as the classic four -cylinder, 
four-into-two, two-into-one system is 
used to give a lesser but still useable 
state of tune over a very wide range. 
Generally speaking, the shorter the viv­
ing, the higher the rpm at which the 
greatest scavenging effect takes vlace. 
E xcessively long or short vives can 
make a very noticeable difference in 
performance vatterns and these dif­
ferences can be used to off set cer­
tain undesirab le engine characteristics, 
either inherent or induced by modifica­
tions. A case in v oint is the use of a 
very long piv e system in some of the 
D-type Jaguars where huge port sizes 
limited the range to very high engine 
sveeds. T he long piping enhanced ver­
f ormance at the lower speeds ancl so 
widened the range at little or no cost 
in tov end power. 

SPORTS CAR GRAPHIC 
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tte:;s. I was bard to bold at h igh 
E ngines designated for it were 

:.ed .o the Types 50 and 50T and 
of them r emarkable high- peed 

- emen' carriages. 
=- • e beginning of his career :U. 

--= · did not use type numbers, and 
b.e did use them did not mean 

i • e ame sense as in the years 
·- apogee; at the end of his career 

oft.en ignored them too: the G. P . 
a.r ,,, cceeding the Type 51 was first 

_imply as the 2.8-liter. (This 
, common factory practice, by the 
y: ·o this day, if one says to Rene 

•• :..;.:5. ' ·I have a new Type 44," he 
:reply, "Oh, you have a 3-liter?") 
e new car was designed to the 
kilogram Formula and first ap­

red in 1933, fin ishing 4th and 6th 
panish G. P. It was bored out 
liters for the 1934 and '35 

;;easons and typed 59. It was a superior 
c:ar. with a top speed around 170. It 

a notable, among other things, for 
~e so-called piano-wire wheels with 
- eir almost invisible spokes. Type 59's 
,;,;-on t he Belgian, Algiers and Picardy 
G. P.'s in 1934 and in 1937 J ean-Pierre 
W imille set a startling record by lap­
ping l\Iontlhery for 162 miles at 91.13 
miles an hour, just a hair slower than 
the Mercedes-Benz record for a single 
ap. 

The 3.3 was later bored out to 3.8 
and it was ultimately replaced by the 
3-liter supercharged single-seater. (The 
59 carried two people, or one and a 
half.) The blown 4.7-liter car was al o 
a ingle-sea ter (Bugatti stayed un­
nece sarily long with the two-seater 
"'orm.) One of the 4.7's ran second in 
• ., 1936 Vanderbilt Cup. At the end 
-· re were 3.8-liter blown and 4 12-liter 
unblown single-seat G. P. cars. The 
-1. 7 with which Wimille won the 1939 
Coupe de Paris just before the war and 
the Coupe des Prisonniers just after 
i was perhaps the fastest Bugatti tha 
e,er ran. J ean Bugatti probably had a 
good deal to do with the development 
of everything from Type 59 onward. 

In 1946, when he had only a year to 
live, Ettore Bugatti designed a four­
cylinder 1500 cc blown 220 horsepO\ver 
G. P. car which was designated Type 
73C. A series of 20 was projected, but 
none was built. Two have recently been 
assembled from original parts. The 
Type 251 was a post-war Grand Prix 
car designed by Colombo. Its 2.5-liter 
straight eight engine was mounted 
t ransversely in the r ear. It showed 
some promise, but it was not developed. 

(continued on page 84) 
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So you noticed ? 

MAG WHEE LS 
make the di££ erence 

American Racing Equipment's 
formula junior wheel ... 

one of many sizes available. 

Take a close look at American Racing Equipment's 
round wheels for sports cars. Engineered and built 
to aircraft specifications to make them roun d, 
American wheels eliminate wheel hop. They offer 
more clearance for brake cooling, and they reduce 
unsprung weight for better handling and an im­
proved ride. 

Functional beauty is an equa lly rewa rding product 
of these attractive wheels. They enhance the ap­
pearance of your car, giving it a distinctive, com­
petitive quality. Mag wheels are available with a 
high luster polish . American Racing wheels offer 
the serious sports car enthusiast an opportunity 
to improve the appearance and handling of his 
car with the least amount of effort. 

R O U N D • L I G H T • s R O N G 
American wheels are used on highly successful 
formula junior cars, big bore modifieds, drag rac-
ing spo ca--s. 87 PH dragsters and street 

ac ·-es. a e a ailable or most street and 
iles. 

today tor fTee literature 

-.American Racing- G iuipmenl 
681 Florida St., Dept. G, San Francisco, Calif., AT 2-2202 
DEALERS: Your inquiries are invited 

*ACCESSORIES 
*TOPS *TONNEAUS *PERSONAL ACCESSORIES 

*FOREIGN AND SPORTS CAR ACCESSORIES 

STOP BY OUR SHOWROOM OR SEND FOR FREE BROCHURE. 

d/-cC!£1-1D't:f ~ 
~!Pil,il @3,P@!P 

17538 CHATSWORTH AVEN UE GRANADA H ILLS, CALIFORNIA EMPI RE 3 -3050 
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MERCEDES 
19O-SL 
OWNERS 
ONLY 

WIND DEFLECTORS 

e FULLY RETRACTA BLE (Pat. Pend.) 
e MERC EDES QUALITY e REA DY TO MO UNT 
e TRIPLE CHROM E PLATED 
• DETAILED MOUNTING INSTRUCTIONS 
e VENTS COLD AIR IN OR OUT AS DESIRED 
e MONE Y BACK GUARANTEE 

Postpaid in USA - Per Pair $20.00 
K & S ENGINEERING, 7541 s. Halsted , Chicago, Ill. 

POLISHED CAST ALUMINUM KNOCKOFF 
CONCOURS QUALITY - SNAPS ON DISC 
WHEELS - REPLACES HUBCAP - NO HOLES 
TO DR ILL - f or ..• 

Porsche; VW ; Triumph; 
MG TD, TF & A; Sprite; 
Va l iant; A -Healey; Alfa 

$ 34.95 per set ppd 

Mercedes- Benz, T-Bird, 
Corvette, Volvo, Jog, 
Corvoir, A m erica n Cars 

$ 39.95 per set ppd 
CALIF . RES IDENTS ADD 4 % SALES TAX 

FREE CATALOG 

Grand Prix plastic car kits (F-1 Ferra r i, Maserati, 
Connaught, Mercedes Wl96, BRM, Vanwall, Alfa, 
F-11 Gordini, Maserati 4CLT, Lago Talbot, Lotus 11, 
Aston Martin DB-3S, D-Jaguar, F-111 Cooper ..... 

$1.95 each 

Bullock Accessories Internationale 
651 o Quakertown Ave . Woodland Hill s, Ca l. 

looking 
for the 
... best? 

SPOTLITE 
BOOKS* 
Soon to be on sale at all news­
stands .. . The NEW SPOTLITE 
BOOKS • •• at t he low 2 5 ( 
prrce of only , 

each 
COMING SOON 
AT YOUR N EWSSTAND -
these " How to do it" Spotlite Books 
will help dea l with such categories 
as: 

• Custom Car Grill s 
• Model Cars 
• Hot Rod Engine Swaps 
• Custom Car Fenders and 

Head Lights 
• Custom Car Pickups 
• Hot Rod Bl owers 
• Custom Car Fins and Taillights 
• Hot Rod Dragste r Pools 

Be sure to look for the 
first series at your news­
stand soon! 
~' Published by PETERSEN 
PUBLISH ING CO. 

............... 
••• 

Publis hers of HOT ROD, MOTOR TREND, 
MOTOR LIFE, CAR CRAFT, KART, ROD & 
CUSTOM, GUNS & AMMO, POWER BOAT, 
and 'TEEN. 
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LONDON CAR SHOW 
conti nu ed from page 58 

four cylinder 1500 cc Maserat i engine 
with a five-speed Colotti gearbox. 

The chassis of the E meryson Junior 
is virtually identical to that of the 
Formula I car. The Junior mounts a 
Ford 105E engine, said to develop 95 
hp, mated to a V W gearbox with five 
close r atio gears. 

One of the most unusual J uniors was 
the new Bond, a front-engined, front­
wheel-drive car with the unit body­
frame made from Fiberglas. 

Many of the cars of the Champions 
were on display. The center of attrac­
tions was the Formula I Cooper Climax 
with which J ack Braham won his second 
World's Championship last year. It was 
mounted on a central turntable wher e • 
everyone could admire it. 

The amazing Austin A-40 of Dock 
Shepard, which won the 1960 B. R. S.­
C.C. Sedan Championship, was there. 
This extremely rapid sedan has st artled 
the drivers of 3.8 Jags and throughout 
last season frequently finishing ahead 
of all but t he fastest. Don Moore, who 
prepared the engine, has applied his 
considerable knowledge of tuning to 
obt ain 80 hp at 7300 rpm. Maximum 
speed for the A-40 is claimed to be over 
100 mph, which explains why Shepard 
could stay with the Jags on the 
str a ights. 

Peter Ashdown and the Lola once 
again proved an unbeatable combina­
tion in 1960, winning the B. R. S. C. C. 
Sports Car Championship for the sec­
ond consecutive year. With its very low 
weight, low frontal area and excellent 
roadholding, the car has proven unbeat­
able in the 1100 cc class for the last 3 
years . Everyone is eagerly awaiting the 
arrival of the new rear-engined Lola 
J unior. Not much is known about the 
car except that it will have a Ford 
105E engine and a VW gearbox with a 
special 5 speed close ratio conversion. 
Rumor has it, Eric Broadley has in­
corporated some interesting technical 
innovations into his latest brainchild. 
Only 12 Lola Juniors are to be pro­
duced during 1961 and testing of the 
prototype is planned for early February. 

A past champion was the Mercedes 
Benz Formula I car that Fangio drove 
in 1954 and 1955 for his second and 
third World Championships. A compari­
son of this brute with the tiny, fragile 
Lotus shows how far racing car design 
has progressed during the seven-year 
reign of the 2.5 liter Formula. 

The Marcos GT is still unchallenged 
as the world's ugliest coupe even though 
the body has been cleaned up for 1961. 
Besides its distinctive appearance, the 
car is unique as being the only GT car · 
with a monococque "hull" of stressed 
plywood. 

Three special GT Sprites put that 
junior Austin Healey in the 100 mph 
class. The fastest is the Gast on-modified 
Sprite with an Ashley Fiberglas hood 
and t op. The model shown was a de­
tuned version of RAM 35 with which 
Paddy Gaston won the 1000 cc class in 
the Autosport Championship for the 
second consecutive year . Zero-to-sixty 
time for t he show car is 11.5 seconds 
while the 84bhp full-racing ver sion does 
it in the amazing time of 8.8 seconds. 

J ohn Sprinzel's latest ver sion of 
the successful Sebring Sprite features 
a lightweight body of composite 
aluminum-Fiberglas construction ~ The 
doors have Fiberglas frames and alloy 
exterior panels. Th.e hood is all Fiber­
glas. The standard windshield has been 
removed and a new Fiberglas top, in­
cor porating a more steeply raked wind­
shield, is bonded permanent ly to the 
little that r emains of the steel body. 

The Speedwell GT Sprite is now in 
full production with its long hood and 
deluxe aluminum coupe body. The 
engine of this car has even been 
stretched to 1100cc. Speedwell also had 
a special ver sion of the Mini-Minor with 
60 hp on top. 

J ack Brabham Motors, Ltd ., displayed 
a quite ordinary looking Tr iumph Her­
ald Coupe. Under the hood, however, it 
has a Coventry Climax 1216 cc engine, 
plus a stronger clutch and optional disc 
brakes. 

Cosworth E ngineering had two of 
their much-modified 105E F ord engines 
which powered the successful Lotus 
J uniors last year. The latest version has 
a special rocker arm assembly and a dry 
sump oil system. To be in the running 
this year, it looks as though your Junior 
engine will need dual ignit ion, special 
cam and valve gear, special crank and 
rods and a dry sump oil system. Every­
one is predicting that b"y the end of the 
season it will produce 90 to 100 hp. 

H RG has come up with an overhead­
camshaft cylinder head conver sion for 
the 105E Ford which almost t urns it 
into a Coventry Climax. 

During 1960 the cost of modifying a 
competitive J unior engine has sky­
rocketed. This year's versions, as sup­
plied by the leading English specialists, 
will cost about $1500. It is apparent 
that today's Formula Junior cars bear 
little relationship to the inexpensive 
racing that the Formula was intended 
to provide. 

With the outstanding success of . the 
last two Racing Car Shows, the organ­
izing B.R.S.C.C. is planning to make it 
an International Show .next year. Al- , 
ready several famous Italian manuiac­
turers have inquired about obtaining 
space. It looks as though, at long last, 
racing enthusiasts will have an interna­
tional auto show of their own_. 

SPORTS CAR GRAPHIC ,. 



STA DS FOR 
IGHTFUL 

·ro ;,age 37 

e performance was adequate 
;;pon- car standards, but we 

• a many owners will want to 
hop- p route, thus making the 

e,en more critical factor. 
Por che engine is presently 

ble in he finished car for 400.00 
e:nra, brin • g he total cost to $3350.00 

a price range that makes the 
o equal in appearance, ride, 

c~iir.~~ a performance. There are 
e works to adapt a Corrair 

powerplant, possibly a hopped­
to the Devin "D" body-

_ re are ·o items we consider im­
• are left out of the "D" ; a 

heater-defroster ducting. 
ever, would be simple to in­

e tock VW gas tank i u...~ 

- ere are a least two l?'a ;: on • e 
•-e ha· bo ri in, needing 

, a hole in ~ dash. As far as the 
·er L concerned the ba ic shrouding 
of course. _ ·n on the engine and 

retain a center tunnel. A f ew 
;: in thi and some flexible ducting 
d put you in the hot air business. 

ort, we think the Devin "D" is a 
li:-.e car, with many advantages 
e drawbacks. To be fully appr e­

> must be seen and driven. If 
- appear around the country 

te . • hands to make this possible 
po ential buyer s, Devin Enterprises 

have a st ampede on their 

, FOR RACING 
inued from page 41 

• e gasoline after the oil has been 
ed, to insure a consistent mixtur e. 

Instrumentation is sparse, with only 
:un electric tachometer and a water 

- mperature gauge. 
The body is aluminum, with ide 
nels of 30-thousandths sheet and the 
re and tail sections of 60-thousandths 
eet. Body contours wer e shaped from 
-gauge 1 2-inch fl at steel strips and 
elded to the frame. The body paneling 
a then attached t o these formers with 

aircraft fastener s. It was Dr. Powell's 
·rst experience with aluminum form­
ng, having used Fibreglas in t he con­

;;truction of his other cars. The car was 
ainted bright red and was ready for 

first race. The car weighs 975 pounds, 
·th 50/50 weight distribution. 
The t otal investment was $2000 and 

about nine months work. The Powell car 
·::a won one race and has proven it s 
ability to stay up with the factory jobs. 
But, like any special builder , Dr. P owell 
- inks he can build the next one even 

tter . He has already started to do so. 

THE 

TH ~,~ 
·-;!.i· 

l ._ 

a ts Distributor 
)\ 

' • .{fi N ew, D-Type 750 , 850 and 1000cc engine 
parts in stock for immediate de livery. 

/ LARGEST INVENTORY IN U.S. 

S ¢ or com lete illustrated catalog 

teve E . Gray 

THE COMPLETE BOOK OF HOT RODDING 

224 PAGES 

$5.95 POSTPAID 

CLIP AND M AIL TODAY! 

Over 200 pages of the most exciting hot rodding 
materi a l ever compiled in one volume ! Complete 
is truly the word to describe this a mazing book . 
For beginners and seasoned Hot Rodders, from 
basic theory to the latest in techn iques. THE COM­
PLETE BOOK OF HOT RODDING covers the entire 
field in detail. Authored by automotive magazine 
publisher Robert E. Petersen and the ed ito rs of 
Hot Rod Magazine, this master reference is cer­
ta in to provide you w ith scores of ideas YO U CAN 
USE. Get it now! 

r----------------------
1 Petersen Publishing Co. SG-561 
I 5959 Hollywood Blvd ., Los Angeles 28, Calif . 

I Enclosed is $ ____ @ $5.95 each postpaid. Please 

I se nd me __ copies of THE COMPLETE BOOK OF HOT 
I RODDING. 

I Pleose Print 

I NAM"---------- - -,----- ----
1 I ADD Ess, _ _ ___ ______ _,_o E.__ 

I Cl , _________ _ .STAT~---- --

CARROLL SHELBY SCHOO OF 6 
Do You Want to Become a Racing Driver 

BUT 
ow How to Begin? 

Carroll elby no offers individual instruction 
in For ula and Sports Car Road Racing 

1. BEGINNERS' CLASSES 
2. ADVANCED CLASSES 

In your own ca r or ours. Your classroom, the World 
Famous Riverside Raceway! Send $ 1.00 for il lust rat ed 
brochure with complete informat ion. Price refu ndable 
upon ent ry in class. Mail inquiries to: 

r 

CARROLL SHELBY SCHOOL OF RACE CAR DRIVING 
5850 Hollywood Blvd. • Dept. 1402 • Hollywood 28, Calif. 

Carroll Shel by, Le Mans winner, 
1959 - USAC Na tiona l Cham­
pion, 1960 - S.C.C.A. National 
Champion (mod if ied ), 1956. 

INSTANT GOODIES 
AUTO TOP LIFT 

for Hardtops ........ $9.95 
FREE CATALOG 

Everyth ing for Sportscars, 
Corvettes, small T-Birds, and 
imported cars. 

" JAMES AUTO SPECIALTIES 
Box 151 M, Pasadena, Calif. 

,..,,.. 

HAVE PORSCHE-W ILL TRAVEL 
Pe r sona l ized ca rds printed ~ 
with th is s l ogan. Al so av ai l - HAVE PORSCHE 
ab l e : T riu mph , MG , H ea l ey, 
Corvette , T - B ird , Sp rite, WILL TRA\'[l 
Vo l ks w age n , Ghia, J ag u a r , 
Al f a, S aab , V o lvo , R e n a ult , WIR[,(1'WR. llAXE PUNTED Hi:.Ri':) 

A lpine, Fer r a r i, G o- K art , '------,=--'~ 
~g~~;, g~;~iier, Scs:!~;~ (25 CMSISI, /'19 
Car. Ca lling ca rd s , ( Illu s-
t rat ion appr ox . l / 3 si ze) pr in t ed wi t h y o u r full na m e, 
nam ing your ca r , an d illu strat ion o f spo r t s, f o r eig n ca r , 
e t c. Se nd $1.00 f or 25 ca rd s; $2 .50 f o r 100. Ph one num• 
be r printed - 25c ex tra. LEV-LIT E ELECTRONI CS, 144 
WO L FSWAM P R D ., DEPT, 13, LONGMEA DOW , M ASS . 
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PEUGEOT 404 
continued from page 55 

integral, the situation isn't quite 
as unhappy as it looks. Each of the 
four intake ports is faced on the 
outside of the inner manifold passage 
by a Welch plug that can be easily 
removed - voila! An intake passage 
per cylinder suddenly appears. What 
with four exhaust passages also per 
cylinder, it might seem that many good 
things can be done by those who would. 
Just thought we'd mention it in passing. 

One other point of interest befor e 
taking leave of the engine is the ex­
haust syst em. This is given a strange 
sort of tuning entirely di,fferent from 
the usual concept. Basically the system 
consists of a normal, cast iron log mani­
fold open at the rear to the exhaust 
pipe and muffler. The tuning lies in the 
fact that it is also open at the front 
end. This end empties into a fairly 
large closed resonance chamber that 
has no outlet whatever - just the inlet. 
The claim is made that this chamber 
added two to four horsepower to the 
engine's output. Requests for elucida­
tion brought only Gallic shrugs and 
vague answers that only confused the 
issue. We can only venture an opinion 
and suggest that the action is entirely 
mechanical in that it would seem to 
Jessen the pressure on the forward two 
cylinders and create a gas cushion that 
might tend to bounce the gas slugs 
rearward. This is just a guess, however, 
and we'd like to hear from any en­
gineers on the subject. 

The driveline of the 404 has also 
been changed in that the transmission 
has been given a change of gears. 
Where in the 403 the lower three gears 
were widely spaced with third gear 
direct and fourth an overdrive, the 404 
transmission now has alJ three lower 
gears indirect and closer spaced with 
fourth a direct gear. To take advantage 
of this, the worm drive rear end has 
been raised to 4.2 to 1. The box is dead 
silent at all speeds and in all gears. 
We stood in a room where every box is 
taken for testing and saw several 
taken up to 7000 rpm in each gear with 
hardly an audible sound, scarcely mov­
ing the large sound meter on t he wall. 

The other major new aspect of the 
404 is the front suspension set-up. The 
entir e front assembly, as mentioned, 
forms a single unit. This includes the 
front crossmember, the steering gear­
box, the engine and the suspension sys­
tem. This last consists of a lower link 
with a locating control arm and a 
t elescopic pillar t opped by a coil spring. 
The action is somewhat similar to a 
sliding pillar suspension but differs in 
that the wheel and hub do not move up 
on a fixed pillar but are attached to a 
very large t elescopic shock absorber 
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that al ,;o acts as an upper locating 
member. The lower link is ball jointed 
and the hub, wheel and lower shock 
combination pivot on this. The result is 
almost nil wheel deflection on roll. The 
net effect is that it handles beautifully 
on the road with no tendency to plow 
out or to hop. 

When all this is boiled down into 
what the 404 actually is, we find a car 
that, as mentioned, does exactly what 
it was intended it should do. It cruises 
at high speeds for mile after mile, 
silently and effortlessly on very little 
gas and without tiring the driver or 
passengers. It is, moreover, one of the 
very best looking medium sized cars on 
anybody 's road today. All this, coupled 
with the quality of workmanship and 
material, make the Peugeot 404 about 
as much car as one could, in a moment 
of the most rash optimism, expect to 
get for the money involved. Or for $500 
more for t hat matter. 

THE RACING 
BUGATTIS 

-John Christy 

continued from page 81 

The reason that no recital of the facts 
can convey the substance of the Bugatti 
legend, or destroy it, either, is that 
t he legend is based on intangibles. It 
is not important that t he claim of the 
Type 35 Bugatt i to being the greatest 
r acing car of all time is no longer 
valid. It still is one of the greatest and 
it will be when rubber-tired gasoline­
engined race-cars seem as odd as four 
horse chariots seem now. More, it 
carries the mark, it moves with the 
aura of the strange, imperious man 
who conceived it; of the devoted, long­
working men who made it, the Marcos 
and Friderichs and the hundreds of 
others; of the gallants who drove it, 
Brivio, Chiron, Dreyfus, Varzi, Nuvo­
lari, Veyron, Lehoux, Howe, Czaykow­
sky, Divo, Constantini, Etancelin, 
Benoist, Sommer, Williams, Eyston, 
Campbel], Conneli, Goux, Trintignant, 
De Vizcaya, Baccoli, Itier, Juneck and 
so many others. Contained in it is 
some of the air of the unique little 
enclave in Bas-Rhin in which it was 
built, where, during the golden years, 
as Rene Dreyfus has said, one might 
f eel that one was not a citizen of 
France, but of Bugatti's own small but 
enchanting domain. The car is precious 
because it proves the truth of the 
legend on which it feeds: these people 
did exist, they did move, in a t ime 
which can never be paralJeled, in a 
place the like of which no one could 
hope to recreate today. And then there's 
the way the thing looks, and sounds, 
and moves . . . a Bugatti, after all, a 
Bugat1 • of Molsheim, and :u: anycl: .ng 
less. - K en W. Purdy 

LIGHT THE f,\_; ~- E 
ON YOUR POHS~HE 
continued from page 75 

car suffered from aJ! nn"c·.mial tla! ··,,0t 
in the middle of the r ::ing0 d "e:r he : ,, .. 
stalled a theoretically 'beautifo\ s1; t or 
pipes and it would nearly come to ::. 
halt in certain turns. By add1,,g· tt:1all 
reverse cones to the tips, the cond·;t icn 
was corrected and the car r etu rned t o 
winning form. So, experimen,;,,ti0n is 
stiJJ in order in this department. 

Having gone from the c1J.r bin·et ors 
to the tailpipes, we find oursel ves with 
thi s question: "How much shall I do '!" 

To answer, we have set up a few 
budget categories and obtained anproxi­
mations of cost s. These can, nec,,.;;sa r ily, 
be no more than pre-estimates (but not 
too far out in left field), becau se of the 
attitude taken by differ ent mechanics. 
Some regard such tinkering as almost a 
hobby and tend to lower their shop time 
charges below straight repair wor:-:, 
others wili make it pay, cf course. If 
you can handle any portion of th ~ work 
yourself, the savings will be obY:ous. 

Assume that our subject is '.\ '.;.i,<! 

1600 Super. 
# 1. For the beginner: Remo\? c. nd 

r efit engine, raise compression, re-jci; 
carburetors, match and polish pori ;, 
power-tune ............. ............................. $10v 

#2. Same as above but add : cl10p 
flywheel, touch up valves, install. stiffer 
(Isky) springs, Carrera clutch ........ $150 

#3. Top this off with: Balancn en­
gine, raise oil pressure, new oil pr,mp, 
new shut off cock, Webco springs .. .. $200 

#4. Install re-ground cam, plus 
above ................... .. .... ..... ........ $250 to $275 

If we had begun with a 1600 N (cast 
iron barrels) we could have sp-.,nt a 
little more and had it bored out approx­
imately 0.090 of an inch, fitted with 
J & E pistons and stuck on the Super 
carburetors and manifolds. This com­
bination comes on nicely with about 75 
road horsepower at 5500 rpm and does 
not run the bill up too much. 

The combination of a 107 cam, port ­
ing, polishing, balancing, r ejetting and 
power tuning will get the above­
mentioned 75 road horsepower from 
nearly any 1600S. This · r eri,rP,R!·J1t,f a .,,., 
gain of 15 percent over stock output 
(most cars of this type .register be­
tween 60 and 63 horsepower on this 
particular dyno) and is completely safe 
as far as any over-stres,iing migh t be 
concerned. P erformance must, of ('OU.rs;, 

be experienced to be believed, but such 
a Convertible D has turned the quarter 
mile at 85 mph in 15.60 sec. 

Next time the hot rod boys hol d a 
drag session, try your own beetle 
against this yardstick and then s,,e j f 

it wouldn't be eminently desirah) ,., tc, 
follow some of the tips iPcorpor-a· -:d 
here and Jig-ht tt fm,c yc>u 1·~clf. 

---------
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THE MERCEDES-BENZ 220SE 
~CANDO THINGS OTHER CARS CANNOT 

:-.. -: 
:,:>" . 

This picture demonstrates a very unusual feature of the Mercedes-Benz 220SE. 
(E means Einspritzmotor ... fue l injection.) Unlike most cars, Mercedes-Benz has 

four-wheel independent suspension for safer cornering and greater comfort. 
Moreover, its rear axle (a swing axle) employs a horizontal spring , perfected 
in racing for cornering. The 220SE can keep its equilibrium when other cars 
start to slide. 

There's something else the 220SE can do for you and your passengers. It 

adds, to the creature comforts and spirited performance of the car, the inde­
finable pride of motoring beh ind the silver star of Mercede?-Benz. 

~~~ ~:",~1w2:L~~~~1~:f: --~~--~ 
•• 9~: • • ME.RCEDES-BENZ SALES,. INC. 

SEE MER CED ' S) BEN 7 ':~ RS AT YOUR NEAREST EALER 

F° oR 1~ .. ~ EU~OPEAN DELIVERY. W E WILL SE r.V ICE YOUR ~AR ON v o ·lJ~ RETU RN HOME. 

'• ;;. ,.:'i 

DIAMOND 
JUBILEE 
- 75THYEAR -

1886-1961 



Porsch~ is performance! Pc ·sche 
, is pleasure! Porsche is a masu~rful 
blend of power-comfort--,nd 
elegance often copied but never 

equalled. Why not drive one 
and discover for yourself what 

we mean when we say, "A ll it 

shares with other cars is the road!" 

__ ._...;:.,, 

~ c::::J F=I 5i c:::: ~ E5 

. Dealers fr~m coast to coast 

in U. S. and Canada. 
Porsche of America Corporation, 

527 Madison Avenue, N. Y. 22, N . Y. 
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