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Introduction

bout 10 years ago, a fairly small minority of auto-

motive writers realized that the focus of interest in
old cars had shifted—or was shifting—dramatically. To
editorial colleagues reared in a different age, they
preached that the emphasis of coverage should move
away from the antiques and Classics of the pre-WW ||
years, and toward the more interesting of the postwar
cars. Generally, these pleas fell on deaf ears: the ‘‘post-
war fanatics’' were dismissed as a gaggle of dirty-fin-
gernailed upstarts without taste or understanding.

No longer.

Take any random sample of car enthusiasts today,
and ask them to pick their favorite 30-year period in
automotive history. The vast majority will probably
select a span bounded roughly by 1940 and 1970. To-
day, there are more cars from 1940-70 being preserved
and restored (and more clubs devoted to them) than
from all previous years put together. Publications that
haughtily dismissed post-1940 models as unworthy 10
years ago are now struggling to regain readers lost to
other publications that responded faster and earlier to
the surging interest in postwar cars. Today, the prewar-
oriented car book is the exception, instead of the rule.

The reason for the prominence of the 1940-70 era has
little to do with the period’s technological significance.
The automobile as we know it today was developed
largely during the 1930s, not the '40s or '50s. (The clos-
est contemporary equivalent to a '30s-style revolution
in car design started in the late 1970s, as the U.S. indus-
try began a massive move toward high-efficiency engi-
neering with the emphasis on better space utilization
and fuel economy through smaller size, lighter weight,
and greater attention to vehicle aerodynamics.) One
automotive writer has characterized the 1940-70 period
as Part lll in a three-part drama. In Part | (1900 through
World War 1), we experimented with all manner of ap-
proaches to personal transportation, using engines
running on electricity and steam as well as gasoline. In
Part Il (roughly, the ‘‘between-the-wars’’ period), we
settled on the internal-combustion engine, and then
proceeded to perfect it and the components around it.
In Part 111 (1940-1970), we didn’t create anything funda-
mentally new at all—only better and better versions of
basic concepts laid down in the '30s.
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Why then all the fuss about these later cars? The
cause of this sociological quirk is uncommonly appar-
ent: nostalgia. The millions who grew up with these
cars are now at their peak earning level—which means
discretionary income. A person with fond memories of a
1940 LaSalle, a 1950 Kaiser, or a 1960 Studebaker will
find it infinitely more fascinating—and desirable as a
collector’s item—than a 1930 Pierce-Arrow or a 1920
Peerless.

Call it a temporary fad if you like. But there is evi-
dence to suggest this is not the passing craze antique
cars were in the '30s and '40s, or Classics were in the
'40s and early '50s. The advent of government regula-
tions and the increasing automotive sameness that
resulted mean relatively few cars of the 1970s will be
worth remembering—or saving—in the future. Of
course, there were interesting cars, even great cars,
built during that decade. Some are still around today,
and others will no doubt appear in the future. But the
broad spectrum of interest that surrounds the cars of
1940-70 is missing. One indication is today’s younger
enthusiasts, who are looking even farther back in time
than their fathers for automotive excitement. Young
people not yet born when the last '57 Chevy rolled off
the line are finding their passion in a fuel-injected Bel
Air coupe, for example. The Milestone Car Society,
devoted to recognizing the finer automobiles of the
post-1945 period, has cut off its consideration of cars
built after 1967—the last year before federal regulations
took hold.

Writing this book has been gratifying for those of us
who were part of that small, vocal minority ten years
back. We believed that what were then called “‘special-
interest cars’’ deserved a place in history. This book
provides such a place. Yet, while its publication fulfills
that goal, this book is also something we welcome out
of necessity. As writers and researchers, and as enthu-
siasts, having all these facts at hand in one volume will
perhaps be the greatest reward of all.

Genesis of an Era

Ironically, the styling and engineering developments
of 1940-70 were almost wholly the result of lessons
learned during the greatest economic disaster in mod-
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ern history. The Depression may have meant the end for
many automobile producers, but it forced the survivors
to think, plan, and invent. In so doing, they altered the
shape of the American automobile almost completely.

During the 1930s, the industry parted company with
clumsy, unsynchronized manual transmissions; com-
plicated sleeve-valve engines; ancient wood-and-fabric
bodies; mechanical brakes; and solid front axles. In
their place came synchromesh gears, semi-automatic
and fully automatic transmissions, side-valve and over-
head-valve engines, all-steel bodies composed of fewer
and larger panels welded together, hydraulic brakes,
and independent front suspension. As roads improved,
buyers demanded more speed, so higher-revving
engines were needed. This led to new foundry and
engine-building techniques that guaranteed high-rpm
reliability. Cars could then be geared higher to travel
faster. The advent of automatic shiftless transmissions
made it less important to gear and ‘‘cam’’ a car so the
lazy driver could pull away from a crawl without chang-
ing out of **High.”” Aswe learned how independent front
suspensions and rubber engine mounts could help ab-
sorb road shocks, we were able to design stiffer chas-
sis, which made overall construction tighter and more
solid. Compared to its 1930 forebear—an upright box
on artillery wheels wheezing along on four or six small
cylinders—the automobile of 1940 was a sleek torpedo
on slotted steel wheels, with more room inside, a longer
wheelbase, and a vibration-free, rubber-mounted
engine—and it was a good 20 mph faster.

In the process of thinning out industry ranks, the
Depression years largely determined the nature of the
major producers as we know them today—and selected
those independents strong enough to survive. Ever
since its founding by W. C. Durant in 1908, General
Motors had been striving for managerial and creative
decentralization through its division structure. While
Henry Ford ruled his strongly centralized company
almost singlehandedly, the division concept put GM
ahead in production during the early 1920s. Only after
Henry Ford Il took over his grandfather’s troubled firm
in 1945 did Ford begin to decentralize—and to rebuild.

Walter P. Chrysler was an old GM man, and saw the
light very early on. Although Chrysler Corporation was
founded in the '20s, it came of age during the '30s. Fol-
lowing a division structure not unlike GM’s, Chrysler
built the second largest car company in the nation dur-
ing the decade, and it remained so until the early 1950s.

By 1940, only a few independent manufacturers were
left. After the war there were just four, all with high
hopes: Nash, Hudson, Packard, Studebaker. Together
with newcomer Kaiser-Frazer and later joined by Cros-
ley and Willys, the independents enjoyed as much as a
15-percent market share in the late '40s and early '50s.
But it didn’t last. Nash’s president George Mason was
the only high-ranking executive among the indepen-
dents who could envision the benefits of merger. He had
managed to add Hudson to his empire in 1954, thus
forming American Motors, but died before he could

meld in Packard and Studebaker. One by one, the other
independents vanished, though Studebaker-Packard
lasted longer than most. Only AMC is still hanging on,
and seems destined to survive as a producer of “‘spe-
cialty’ models not offered by the ‘Big Three."

The 1940s

Although classic four-square styling was largely
abandoned after World War Il, some of its finest expres-
sions appeared in 1940-42: the senior Packards, the
Hupp Skylark and Graham Hollywood, and the last pro-
duction LaSalle. Other cars, like the sleek Fords and
Mercurys of 1940, offered near-perfection in line and
form. Chrysler’'s 1949 products, boxy and upright, sym-
bolized that corporation’s concern for ample interior
space within compact exterior dimensions.

The modern V8 engine was perhaps the most signifi-
cant engineering development of the decade. Of
course, V8s had been around for years—at Cadillac
since 1915, and at Ford since 1932. But these were rela-
tively heavy, long-stroke, low-compression engines,
known for smoothness rather than performance. In
1949, Cadillac and Oldsmobile pioneered a new gener-
ation of V8s, the forerunners of the powerplants found
in most large US cars today. America’s light, efficient,
and powerful V8 soon became famous worldwide for its
performance and reliability.

The '40s also offered traditionally designed engines
for those who preferred them. Packard’'s magnificent
356 cubic-inch straight eight and Cadillac’s 346 V8
were L-head units known for quietness and smooth
operation. Both are highly prized by today’s collectors
and enthusiasts.

Most engines of the 1940s, however, were plain side-
valve inline sixes and eights that may not have been
revolutionary, but were dependable and economical.
The 230- and 170-cid sixes sold by Plymouth and Stude-
baker, respectively, served their makers well right on
through the '50s, and were well-known for thriftiness.
Studebaker’s powerplant was a traditional winner in the
Mobilgas Economy Run.

Racing was not emphasized by the industry as a
whole during the '40s, but many individuals recorded
performances that indicated the competition potential
of certain production models. The supercharged
Graham of 1940-41 was among the fastest cars powered
by a conventional side-valve six. The Hudson Super
Six, the Graham’s postwar counterpart, could reach
speeds that far exceeded what was normally expected
from six cylinders. Oldsmobile and Cadillac achieved
early competition success with their overhead-valve
V8s. Cadillac scored an unbelieveable 10th- and 11th-
place finish at the grueling 24 hours of Le Mans in 1950.
Oldsmobile’s fast, lightweight 88 dominated stock-car
racing from 1949 through 1951.

Another extremely important engineering highlight of
the '40s was the increasing use of the modern auto-
matic transmission. Before, there had been only semi-
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automatics. Oldsmobile offered one in 1937, then
dropped it in 1938 for Hydra-Matic—the most success-
ful completely shift-free transmission of all time. Chrys-
ler enthusiastically marketed its Fluid Drive (which
eliminated most shift motions) well into the 1950s. Ford
was conservative, and stayed with the manual gearshift
(both with and without overdrive) for all 1940-49 Fords
and Mercurys. It offered the GM-built Hydra-Matic for
the 1949 Lincoln, but did not manufacture an automatic
of its own until 1951. Nash and Kaiser-Frazer stayed
with stickshifts until 1950, then gave in and purchased
Hydra-Matic, too. Hudson also bought the GM trans-
mission, but not until 1951.

Two independents that did strike out with automatics
of their own were Packard and Studebaker. Packard’s
Ultramatic was the only such unit developed entirely by
an independent without any help from a transmission
firm. It was a smooth-shifting gearbox, but not amen-
able to the extra power delivered by later Packard
engines. Studebaker teamed up with Detroit Gear to
create a fine three-speed automatic, but it didn’t arrive
until 1950.

GM really had the automatic market to itself in the
1940s. Cadillac began offering Hydra-Matic in 1948;
Buick debuted its Dynaflow Drive the same year.
Though smooth in operation, Dynaflow was not in the
same performance league as Hydra-Matic.

The '40s were years of attrition and false starts for the
smaller automakers. American Bantam, Hupmobile,
and Graham all ceased production well before World
War Il—and did not return afterward. Willys-Overland,
which offered conventional passenger cars through the
1942 model year, came back after the war with an inter-
esting line of Jeep-like vehicles. These included the
unique Jeepster that appeared for 1948—the last true
touring car in the American industry. The decade’s
best-known failure was the Tucker—a brilliant concept
that nevertheless saw no more than a few dozen copies.
For years, the assumption was that the Tucker had been
killed—prematurely—by General Motors and its
cohorts. Yet even though its admirable design caused
the big manufacturers a bit of concern, it was not actu-
ally a serious threat to them. Whether the car could
have been realistically produced at the price Preston
Tucker claimed will probably never be known.

The 1950s

A lot of people think the cars of the '50s are respon-
sible for the sorry state of the automotive scene today.
Critics tell us they were heavy, ungainly, dumb-looking
beasts with no—or at best few—redeeming virtues. Yet,
they were nowhere near as uniformly bad as skeptics
like to insist. In fact, several important advances were
made between 1950 and 1960.

Consider, for example, torsion bar suspension, short-
stroke V8s, efficient automatic transmissions, and unit
construction—which we tried and liked—and air sus-
pension, tailfins, and pushbutton transmissions—which
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we tried, disliked, and discarded. Notwithstanding the
emphasis on chrome-laden gimmickry, the 1950s also
brought some innovative new body styles such as the
two- and four-door pillarless hardtop, and the all-steel
station wagon that became (for the first time in its his-
tory) more like a car than a truck.

If these years are remembered for some of the indus-
try’'s worst styling excesses, they also were marked by
some of the finest automotive designs of all time: the
Studebaker “‘Loewy coupes,’’ the Continental Mark II,
the Darrin-styled Kaisers, the two-seat Thunderbirds.
Finally—and this may come as a surprise—American
cars of this decade are considered by many experts to
have been safer than cars had ever been before. Maybe
the seatbelts, padded dashes, and dished steering
wheels weren't merely sales gimmicks after all.

There's something else about these automobiles that
even their admirers often fail to mention, perhaps
because it's so obvious. These cars have an intrinsic
character—a special appeal—which the industry some-
how lost in the late '60s. They were different—vastly dif-
ferent—from the cars of today. This was probably the
last decade when a manufacturer dared sell something
clearly unique, like the “*Step-down" Hudson, the tiny
Nash Metropolitan, or the fiberglass Woodill Wildfire.
Cars of the '50s were also built differently: interiors
were trimmed in comfortable mohair or genuine
leather; bodies were made of heavy-gauge steel. Their
makers shunned things like plastic, cardboard, and
decals. While the average family car of 1950-59 prob-
ably handled as sloppily as everyone said it did, it was
also built with more pure integrity than its more nimble
successors. Every piece of trim met every other piece
precisely where intended. Each door, trunklid, and
hood closed with aresounding clunk, swinging shut on
vault-like hinges. Collectors still discover rust-free
examples with six-figure mileage, and interiors, paint,
and mechanical components in approximately the
same shape as when the car left the factory a quarter
century ago. And this, despite the industry’s reputation
for haphazard assembly quality in the latter years of the
decade.

The 1960s

The '60s do not really seem that long ago, and head-
lines from that turbulent era are still fresh in many mem-
ories. It's not at all difficult to remember the cars: the
18-foot-long luxury hardtops, the bucket-seat sporty
compacts, the personal cars, the ponycars, and the
muscle cars of 1960-69. An incredible assortment of
types streamed out of the factory gates in those years.
There was a car for every taste and budget—anything
from the $1700 Metropolitan to the $18,500 Crown
Imperial limousine.

Government demands that the industry clean up ex-
haust emissions and make cars safer were good ideas,
even if the legislation that followed was often contro-
versial. But the mandates that took effect in the late
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'60s also guaranteed an end to the uninhibited experi-
mentation that characterized the early years of the
decade.

In a way, the public had as much to do with the
decline of innovation as the government. What incen-
tive was there for automakers to develop something
really new or different when buyers seemed interested
mainly in performance, styling, and “‘pizzazz?’’ Con-
sider the record. After generating high initial interest,
the sophisticated Corvair was soon forgotten—long
before Ralph Nader came along. Buyers yawned at the
first Pontiac Tempest, not sure what to make of its
all-independent suspension and rear-mounted
transaxle. The Tempest sold well, but it might have
done even better with a more ordinary drivetrain. In
1966, Oldsmobile introduced its radical, superbly
engineered front-wheel-drive Toronado—which was
consistently outsold by the conventionally designed
Buick Riviera. Pontiac’s overhead-cam six of 1966, an
engine that offered as good a balance between econ-
omy and performance as any engine on the market, was
almost completely ignored as most customers insisted
on big-block V8s.

Sales records aside, there is something significant
about the technological tours de force of the '60s:
nearly all of them came from General Motors. There are
many reasons for this. The decline of the independents
after World War Il (the mergers and demise of Nash and
Hudson, Packard and Studebaker, plus the disappear-
ance of Kaiser and Willys) radically altered the nature
of the industry. Soon, the high-volume manufacturers
discovered there were not just one or two kinds of buy-
ers, but six or eight. The result was a raft of new sizes
and concepts designed for distinct segments of the
market—and new categories like compact, sporty-com-
pact, intermediate, standard, luxury, and personal-spe-
cialty. Yet ironically, all this variety gradually blurred
the distinction in price or status between makes. What
had happened was that the market had subdivided after
about 1955, but hadn’t really expanded. This can be
seen in the production figures. Chevrolet, for example,
wasn’t actually turning out any more cars in 1970 than it
did in 1960, but it was building a far greater variety of
models.

General Motors was best ableto adapt to this new sit-
uation. Ford had its successes—the Mustang, the Con-
tinental Mark IIl, and the Torino—but they were tri-
umphs of packaging or marketing, not technology. But
GM had grown so large by the mid-'60s that it could just
as easily produce either unusual, technically interest-
ing designs like the Corvair or Toronado or boringly or-
dinary cars like the Chevy Il or Impala.

Despite the domination of the market by GM and
Ford, a few specialty manufacturers operated profit-
ably during the '60s by appealing to small but signifi-
cant groups of buyers overlooked by the industry
giants. The Avanti Il has continued to occupy its own
market niche up to the present day, long after its parent

company fell apart. The original Shelby GT-350 was lit-
tle more than a re-engineered Mustang designed by a
former racer who believed there was a tiny—but
vocal—market for all-out performance. Checker still
sells 6000 cars a year to practical folk looking for taxi-
cab toughness and simplicity. Brooks Stevens found
that others shared his dream of driving a “‘modern clas-
sic,”” and would buy an Excalibur.

Buyers did not always react enthusiastically to im-
portant engineering advances in the 1960s, but they did
become more discriminating in their judgments of gim-
micky or useless features. As the decade began, the
public almost immediately started rejecting such things
as tailfins, pushbutton transmissions, retractable hard-
tops, and chrome-encrusted super-cruisers. Rapidly,
new models appeared from the likes of Pontiac, Lin-
coln, Dodge, and Chevrolet—cars that illustrated that
good design means more than a five-pound hood orna-
ment. The early compacts proved that the industry
could still build practical cars—and that they could be
designed to sell—after a generation of offering
impractical ones. The sporty compacts brought
home a pointthe Europeans had long accepted: the best
car is not necessarily the biggest. Heading into the
1970s, it was clear that America’'s automotive values
were slowly beginning to change. As events were
to prove, the changes couldn’t have been more timely.

Today and Tomorrow

Few in the American automobile industry are pre-
pared to predict where we go from here. On the one
hand, there is the threat of foreign competition, chiefly
from Japan. At its worst it could leave the United
States in the same position as Great Britain: dependent
on imports, and without a native industry able to re-
spond quickly enough to changing conditions. On the
other hand, there is the possibility that the events of the
'70s—fuel shortages, inflation, the near-deaths of AMC
and Chrysler—may have taught Americans a lesson.
Already it is evident that government regulation in all
phases of life enjoys far less public support than it did
10 years ago. That appliesto the cars we drive as much
as anything else. Ten years from now, we may well find
ourselves blazing a new trail of plenty, instead of roam-
ing around on the rim of disaster. Time and the degree
of common sense we choose to apply will be the deci-
sive factors.

This book makes no prediction about the future. It
does, however, succinctly describe where we’ve been
and what we've done—the mistakes, the successes, the
good cars, the great cars, the awful cars. If certain deci-
sions had been different, would the outcomes have
been altered? They might have been, but hindsight is
cheap and far too easily indulged. In this context, it is
perhaps well to recall the admonition of George Santa-
yana—that those who ignore the mistakes of the past
are bound to relive them.



Qualifications
and Exceptions

ven the best system of terminology and classifica-

tion has its exceptions. For the major makes sec-
tion, the intent was to include every volume manufac-
turer that did business in America between 1940 and
1970. Thus, Graham and Hupmobile, for example, are
listed even though both were active only briefly in 1940,
and produced just a handful of cars. Similarly, there is a
listing for AMC, activated as a separate nameplate in
1965, though it didn’t become American Motors’ only
make until 1970.

Several makes usually considered “‘minor’’ by the in-
dustry are the first exceptions. Avanti Il, Checker,
Excalibur, and Shelby are all treated as major makes,
even though their production was a mere fraction of
total industry volume. The reasoning was partly subjec-
tive, and tempered by present conditions. Avanti I,
Checker, and Excalibur are still in business today.
Though their volume isn’t likely to increase, any make
still in production 10 or more years since 1970 war-
ranted more than a mere notation among the “‘minors,”
in our view. As for Shelby, that make expired in 1970,
but in some years its volume was quite considerable for
a tiny company—not to mention the impact of the cars
themselves.

Canadian-built cars are not included here, but again
there is an exception: the 1965-66 Studebaker, which
was nominally a Canadian product in those years. This
decision was made on the grounds that Studebaker had
been too much a part of the American scene in previous
years to leave out its last cars. The problem, of course,
is that if Canadian Studebakers are listed, then Cana-
dian Plymouths, for example, should be included, too.
An argument, though perhaps lame, can be made for
the 1965-66 Studebakers, because including them ef-
fectively caps a story; lumping in Canadian Plymouths
would only have exceeded the basic scope of this book.

A different problem arises in deciding how to treat
major models of certain makes—cars substantially dif-
ferent in technology or character from the company’s
usual products. For improved clarity and coverage, the
unique rear-engined Corvair and the singular Corvette
sports car have their own chapters apart from ““Chevro-

8

let.”” Likewise, the Ford Mustang and Thunderbird ap-
pear separately from “Ford.”” But this led to more ex-
ceptions: the Kaiser Darrin is not listed separately from
Kaiser, for example. Another reason for treating Cor-
vair, Corvette, Mustang, and Thunderbird individually
is thatthe main Chevrolet and Ford entries were already
enormous.

The Nash Metropolitan involved two more excep-
tions. Because of its individual character, many author-
ities consider it distinct from other Nash models. Yet, it
was labeled a Nash until 1958, when that nameplate dis-
appeared and Metropolitan became a make in its own
right. For convenience, all the Metropolitans are
grouped in one place as a second chapter after Nash.
On the other hand, there was no need to do the same
thing with Hudson’s compact Jet, or the Valiant (offi-
cially, a separate make in 1960, and a Plymouth model
from 1961). Though smaller than their relatives in the
Hudson and Plymouth lines, the Jet and Valiant were
not, in our view, ‘‘substantially different "enough, either
technically or in character, to warrant such treatment.
In other cases, industry terminology is followed. The
1956 Clipper, for example, has its own entry as a make
because Studebaker-Packard registered it as such, and
created separate Clipper franchises that year. The 1956
Clipper was nearly identical to the 1955 version except
that it was, strictly speaking, not a Packard. So, all
non-1956 Clippers are found under Packard.

Continental was also a distinct make in 1956-60, and
again with release of the Mark IIl in 1968. Although its
modern-day status is vague, there was no problem sep-
arating appropriate models from Lincoln in the period
covered.

With AMC (the make, not the corporation), the same
principle applies. American Motors used the nameplate
“Rambler” almost exclusively from 1957 through 1965;
the 1965 Ambassador and Marlin both bore Rambler
script and emblems. In 1966-67, however, these models
had new ‘“AMC’ identification. In 1968, the Rebel,
AMX, and Javelin also appeared as AMC products and
not as Ramblers. In 1970, the Rambler name disap-
peared entirely in favor of AMC. Thus, the reader will



find the 1965 Marlin, for example, discussed under
““Rambler,” and the 1966-67 Marlins under “*‘AMC."”

The editors were fairly groggy by the time they ar-
rived at Willys, but unfortunately this make posed some
of the most serious problems encountered. Officially,
the Willys passenger car ended after 1955 with the expi-
ration of the domestic Aero-based models. But a steel-
bodied station wagon continued to be offered through
1961—variously called a Willys, a Kaiser Jeep, and a
Jeep. From 1963 on, Jeep Corporation marketed the
four-wheel-drive Wagoneer much like a passenger
model, and in 1967 Kaiser-Jeep Corporation re-
leased the Jeepster 2, designed in the image of the 1948
original.

Most industry sources and the collector hobby con-
sider the 1948-51 Jeepster a passenger car, but none
list the Jeep wagons, Wagoneer, or Jeepster 2 as such.
They are all defined as ‘‘trucks.” Including the original
Jeepster might seem to imply including the wagons,
Wagoneer, and Jeepster 2 as well. The problem was
that by leaving in those models, the book would be
opened up to similar contemporary competitors like the
Ford Bronco or International Scout, which were defi-
nitely beyond our scope. Ultimately, it was decided to
make two more exceptions: the original Jeepster and
Aero passenger cars are the only Willys models
discussed.

Chapter Texts

The general text for each entry presents a detailed
account of each make’s history. There is, we think,
sound reason for this even in a reference work. Too of-
ten ““encyclopedias’ simply report statistics. But to un-
derstand what was done, it is essential to know how and
why it was done, and what the result was. Therefore, a
cumulative total of 40 years’ research has been sur-
veyed for information on the designers, engineers, and
executives who shaped these cars; the reasons why
they did what they did; the alternative plans they re-
jected; and the successes or failures that followed.
Each chapter is intended to offer a concise, yet com-
plete, description of each major manufacturer—a basic
outline for the casual user, a quick education for the
uninitiated, and a solid review for the expert. In the pro-
cess of writing these entries, the authors and contri-
butors have attempted to puncture many hoary automo-
tive legends — that the Corvair was torpedoed by Ralph
Nader, for example, or that Studebaker was a victim of a
plot at Ford. So much ignorance has been prepetuated
by inexpert or poorly researched accounts in the past
that the temptation to set down reliable facts was too
great to resist.

Photographs

Selecting photographs for a work like this can be
more difficult than editing text. Limited space and the
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great variety of cars offered by the larger companies
mean it is not always possible to provide a truly repre-
sentative sample for each model year over such a broad
time span. While this book cannot contain the detailed
photographic references of a single-make history, the
most important and influential models are shown.

Unlike some other automotive encyclopedias, this
one includes pictures of selected prototypes, experi-
mentals, and show cars as well as production models—
all clearly labeled as such. The reasons are the inordi-
nate interest in such non-production designs among
today's enthusiasts, and the importance of these
proposals as benchmarks. While there are hundreds,
even thousands, of styling studies for each model and
model year among most of the major makes, there are
those interesting or key design ideas that either
evolved into production or were abruptly dismissed.
The prototypes selected represent the industry at its
best and its worst in line with the major goal of this
book: to present a broad, clear, and factual account of
the American automobile industry.

Tables

At the end of each chapter is a series of tables listing
every model and body style offered by each make in the
1940-1970 period. Of all the elements in a book like
this, charts are the most time consuming, and pose the
greatest problems of style and accuracy. Space
naturally plays a part in the choice of material to be in-
cluded. The object was to provide, at a glance, the data
most readers would be likely to require in a hurry:
models, wheelbases, body styles, weights, prices,
model year production, and engine availability. In using
the tables, the reader should keep the following in
mind:

Series or Model Entries

Each group of body styles is listed under a series or
model heading. This indicates the factory model or se-
ries code number (where applicable), name, and wheel-
base (in inches). Code numbers posed many problems.
On several occasions, it was unclear whether a code
applied to the series or model as a whole, or to specific
body styles—or both. In rare instances where they were
misleading or irrelevant, the code numbers were omit-
ted. Where a code applies to both model/series and
body style, the first part is shown with the model/series
and the second with the body style. An example is
Dodge from 1959 onward. Officially, the 1959 Coronet
six-cylinder club sedan was designated by the factory
as MD1-L21, but “MD1-L" applied to all Coronet sixes,
and ‘21" only to the club sedan. The number is divided
accordingly.

In the '60s, some code systems became more com-
plex, so numbers are listed as the situation required. In
1961, for example, codes for the Dodge Lancer follow
1959 practice because there was only one of each. But
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the 1961 Dart Six series consisted of Seneca, Pioneer,
and Phoenix sub-series. In this case, only the series
number "‘RD3" is shown in the heading, the rest of the
designation appearing alongside each individual body
style. In reality, a 1961 Dart six Phoenix hardtop coupe
was RD3-H434; it is shown as model RD3, body style
H434.

Body Styles

For best readability, it was important to limit each en-
try to one line. To do this the following standard abbre-

viations were adopted:

abbreviation meaning

A/S auxiliary seats

bus cpe business coupe

cpe coupe

comm commercial, as in special-order
chassis

conv cpe two-door convertible coupe

conv sdn four-door convertible sedan

div division window, as for
limousines

fstbk fastback, torpedo

form formal, as in sedan

htp cpe two-door hardtop (pillarless)

htp sdn four-door hardtop (pillarless)

htp wgn hardtop wagon (two- or four-
doors)

J/B jet-back, early form of fastback

limo limousine

proto prototype

rdstr two-door, two-seat roadster

sdn 2d two-door sedan

sdn 4d four-door sedan

sptcpe sport coupe

spt sdn sport sedan

T/B trunk-back or notchback sedan

util utility, as in sedan (two-door)

wgn 2d two-door station wagon

wagn 4d four-door station wagon

The reader should assume that all body styles except

sports cars and small models like American Bantams
are of five- or six-passenger capacity. Exceptions are
specified. There were also cases, Cadillac in particular,
where it was necessary to indicate the number of side
windows to differentiate between otherwise identical
body styles. These various abbreviations are as follows:

abbreviation meaning

P (7P, 8P, etc.) number of passengers
(maximum)

S (2S, 3S, etc.) number of seats (used mainly
for wagons)

W (4W, 6W) number of side windows
Engine designations follow a consistent pattern of
one letter and one digit (except for Corvair). The letter
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is for configuration, the digit, for the number of cylin-
ders:

abbreviation

L (L6, L8, etc.) inline or “‘straight’”’ engine

V (V6, V8, etc.) V-type engine

Manufacturers often differed in treating engine op-
tions. Some grouped both standard and extra-cost en-
gines under the same model code;others listed engines
separately and even gave them separate model num-
bers. The charts follow the practice each manufacturer
used for a given model year. Pontiac sixes and eights,
for example, were always separate models and are
shown as such. Plymouth engines were usually differ-
ent options within the same model, and are combined.
This difference is emphasized by spelling out and capi-
talizing the words “'Six”" and "Eight” in cases like
Pontiac, or using the abbreviations L6 and **V8"' in a
case like Plymouth.

Where engine options are combined, prices shown
are for six-cylinder models only. Production figures are
for the total number of that model built, regardless of
engine.

meaning

Weight

The column marked ‘“‘wght’” shows the initial adver-
tised curb weight (not adjusted for passengers, fuel, or
cargo) for each body style, as shown by industry
sources, usually the National Automobile Dealers As-
sociation (NADA). The reader may expect these figures
to differ slightly from other published figures, because
weights varied depending on equipment fitted, or even
the scales used.

It is important to note, however, that when more than
one engine was offered, the curb weight has been aver-
aged. For example, the 1955 Chevrolet Bel Air converti-
ble weighed 3315 pounds as a six and 3285 pounds as a
V8. Our listed weight is the average: 3300 pounds.
Usually the choice of engine did not change curb
weight by more than 100-150 pounds. Averaging was
deemed necessary for maximum readability.

Prices

Figures shown in the price column are based on ini-
tial advertised delivered prices according to NADA and
similar comtemporary sources. Like weights, prices
varied during most model years. When more than one
standard engine was available, however, prices were
not averaged. Instead, the least expensive standard ver-
sion (usually a six) is shown.

Model Year Production

The question most often asked about older cars (and
one of the most important for a reference work) is:
“How many did they make?’’ The answer is not always
clear-cut, as production figures have been the subject
of research—and some dispute—among automotive



historians for several decades. The figures listed, how-
ever, have been thoroughly researched and cross-
checked.

Note that only model year production figures, not
calendar year figures are used throughout this book in
both the tables and the text. The reason for this is that
calendar year totals always include some portion of at
least two model years, which creates confusion when
comparing one make with another. Model year figures
normally represent production of only a single line of
cars marketed as the 1949, 1959, 1969, etc. models.

Comparing production figures strictly on a model
year basis reveais some surprises. For example, Ford
outproduced Chevrolet in model year terms more often
than is commonly thought—and Plymouth nearly passed
Ford as number-two producer on at least three
occasions. A summary of model year production (quan-
tities of 1000 cars or more) is found atthe end of the ma-
jor makes section.

Production by make received long and painstaking
analysis. Too often in the past, lists of production fig-
ures have been based solely on company handouts,
which are often misleading and sometimes inaccurate.
The 1953 Buick Skylark, for example, is listed by Buick
(and at least one other source) as the ‘*‘Roadmaster
Anniversary Convertible.”” The contradictions and
false trails of factory lists were fully explored, and com-
pared to other lists from a dozen different sources.
Sometimes, it was discovered that there were cars built
that weren't “‘officially’ listed; in other cases, models
were listed but not actually produced.

There were a few cases where it was possible to go
beyond known information by estimating, such as
where a company listed a combined total for two or
three model years. Such Ilumping serves nobody.
Where we felt confident to do so, production was pro-
portioned over individual model years. The usual stan-
dard for these breakdowns was calendar year output in
cases where it very nearly coincided with model year
output (usually when a model year began in January
rather than September or October).

In some instances, available factory figures included
non-production models, usually styles intended for
production but not produced in volume. These are
included in the charts and are clearly labeled as
non-production. While not all companies include
non-production models, the ones available are shown
for completeness.

There were a few cases where even estimating
proved impossible, or where a large group of models or
body styles were lumped together. It is hoped that fu-
ture editions of this book will be able to make some of
these figures more specific.

Engine
Under each set of model year listings is a list of stan-

dard (S) and optional (O) engines and their model or
series availability. Other basic information provided
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includes configuration (L or V), number of cylinders,
displacement (to the nearest 0.1 cubic inch), bore and
stroke (to the nearest .01 inch), and SAE gross horse-
power. In cases where there was more than one stan-
dard engine, all are shown as “S."

Additions and Corrections

Much care has been taken in compiling this book to
insure a high degree of accuracy. Nevertheless, addi-
tional research may yield data or conclusions other
than those presented here. The publishers welcome
additions and suggestions. They may be addressed to
Richard M. Langworth, Box 385, Contoocook, New
Hampshire 03229, or to CONSUMER GUIDE® maga-
zine, 3841 West Oakton Street, Skokie, Illinois 60076.

—Richard M. Langworth
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Allstate s>

heodore V. Houser, Sears vice-president for mer-

chandising, had a seat on the board of Kaiser-Fra-
zer. In 1949, Houser discussed with K-F the possibility
of offering one of Willow Run’s automobiles under the
Allstate name. Sears wanted to sell a complete car,
along with parts and accessories forit, at the new auto
shops then opening up adjacent to its retail stores. A
hookup with Kaiser-Frazer was a natural. At the time,
Houser was buying Homart enamelware from Kaiser
Metals Company, in which Sears held a 45-percent
share.

The first Allstate proposals were simply the large
1949 K-F cars bearing different logos. Until the compact
Henry J arrived for 1951, Sears remained dubious. The
Henry J, however, was exactly what T. V. Houser had
been looking for—a low-priced, uncomplicated, easy-
to-service car.

Kaiser-Frazer president Edgar F. Kaiser managed to
convince his dealers to accept a department store as a

1952 Deluxe two-door sedan

1952 Deluxe two-door sedan
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competitor, and the Allstate was announced in Novem-
ber 1951. It was the only new make for 1952, and the
first car offered by Sears since its high-wheeler of 1912.
In an apparent attempt to feel out the market with a pilot
program, Sears concentrated Allstate promotion on the
Southeast, although the car was available nationally
through the 1952 Sears catalog.

Based strictly on the Henry J, the Allstate featured a
distinctive front-end treatment by designer Alex Tremu-
lis, special Allstate badges, and a major interior up-
grading that followed Sears' practice of improving on
proprietary products. K-F's interior specialist, Carleton
Spencer, used quilted saran plastic combined with a
coated paper fiber encapsulated in vinyl—a material
he'd discovered in use on the transatlantic telegraph
cable. It seemed impervious to normal wear, and was
superior to the upholstery material used in most Henry
Js.

The cars wore Sears-Allstate tires and tubes, bat-

Allstate proposal based on a large K-F model

1952 Deluxe interior



February 1952 proposal by Brooks Stevens for Allstate wagon

teries, and spark plugs, each with the appropriate guar-
antee: 18 months for the tires, 24 months for the battery,
and 90 days or 4000 miles for the whole car (the stan-
dard K-F warranty). Allstates were usually fitted with
trunklids and dashboard gloveboxes, items that were
found less often on Henry Js. The basic and standard
models lacked the opening trunk. The more expensive
Deluxe Six had armrests and a horn ring, which were
not available or optional on the lower-priced versions.

Sears aggressively marketed the Allstate with five
trim variations (against four for the Henry J) and two dif-
ferent L-head engines—a six and a four. The lowest-
priced 1952 Allstate (the basic Four) was priced just be-
low the standard Henry J.

For 1953, there was little change. A full-width rubber-
covered pad was added across the instrument panel,
and the taillights were relocated to the rear fenders.
The line was reduced to just three models—two Fours
and the Six.

Allstate

But the idea failed. Whether it failed because people
didn’t take to buying cars in department stores, or be-
cause of the narrow marketing approach in the South-
east, is difficult to determine. Both factors probably
contributed. Only 1566 Allstates were built for 1952; the
count was 797 when Sears canceled the project in
early 1953. Exact model-by-model production figures
are no longer available, so the figures shown in the ta-
bles are estimates based on reliable sources.

The Allstate’s demise killed Sears’ plans for future
models. Among these were two proposals for a two-
door station wagon, one by industrial designer Brooks
Stevens, the other by Gordon Tercey of K-F Styling.

Today, Allstates are extremely rare, and are consid-
ered more desirable than comparable Henry Js be-
cause of this. In 1971, Allstate Insurance purchased one
of the Sears’ cars for historical purposes. In the '60s it
would have been hard to convince the folks at Sears
parts counters that the car had ever existed.

Allstate Specifications

1952
A2304 Four (wb 100.0) Wght Price Prod
110 basic sdn 2d 2,300 1,395 200
111 std sdn 2d 2,300 1,486 500
113 Deluxe sdn 2d 2,300 1,539 200
A2404 Six (wb 100.0)

basic sdn 2d 2,325 1,594 200
115 Deluxe sdn 2d 2,325 1,693 466
1952 Engines borexstroke bhp availability
L4,134.2 3.11x4.38 68 S-Allstate Four
L6,161.0 3.13 3.50 80 S-Allstate Six

1953

A3304 Four (wb 100.0) Wght Price Prod
210 std sdn 2d 2,405 1,528 200
213 Deluxe sdn 2d 2,405 1,589 225
A3404 Six (wb 100.0)

215 Deluxe sdn 2d 2,455 1,785 372
1953 Engines borexstroke bhp availability

L4,134.2 3.11x4.38 68 S-Alistate Four

L6,161.0 3.13x3.50 80 S-Allstate Six




American Bantam i e

mericans have rarely bought really tiny cars in

great numbers. Of the various firms that have tried
to make a go of minicars, the one that lasted the longest
was American Austin, which became American Bantam
in 1935.

Sir Herbert Austin came to America from Britain in
1929, seeking a company to build his famous Austin
Seven under license. He met with the city fathers of But-
ler, Pennsylvania, who were looking for new industry—
and Butler became the Austin's home. Although Detroit
was already the mecca of the American automotive in-
dustry, Sir Herbert chose Butler because of its advan-
tages for a small operation. It was close to the East
Coast, so getting imported components from dock to
factory would be easy. It also had a solid labor force.
(Austin also considered an early feeler from Manches-
ter, New Hampshire.) By 1930, Austin had set up shop in
a factory that had once housed the Standard Steel Car
Company.

American Austins were produced through 1934, but
the company'’s first year was by far its best. About 8500
cars left the assembly line in 1930. After that, produc-
tion never exceeded 5000. The firm was troubled by
precarious finances and several reorganizations.
Despite claims that 180,000 initial orders had been re-
ceived, officials probably never expected to reach De-
troit-style production levels. The original minimum
figure Sir Herbert set—for the first 10 years of opera-
tion—was only 50,000 cars, and the firm did average
that many cars during its first five years.

But in 1934, American Austin went into receivership;
it had not been able to recover from the Depression. For

1940 American Bantam Panel Delivery
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almost two years it looked like the car from Butler
would be history. Then Roy S. Evans, a hard-driving
salesman who earlier had sold 8 percent of the firm's
production, bought the company. He looked for a novel
trademark to symbolize his car's durability and rugged-
ness, and chose the bantam rooster. The American
Austin was duly renamed the American Bantam.

While American Austins were close copies of their
British cousins, the Bantams were quite different.
Alexis de Sakhnoffsky created the Bantam's handsome
styling: a horizontal-bar grille painted body color, pon-
toon fenders, a smooth rear apron, and an attractively
restyled dash. For his work, de Sakhnoffsky charged a
fee of only $300, and Roy Evans tooled the entire Ban-
tam line for a total cost of only $7000.

The original Austin engine was also altered for the
Bantam. Babbit bearings replaced the earlier car’'s
more expensive roller bearings, and full-pressure lubri-
cation with mechanical pump feed was used. Drivetrain
modifications included a sturdy new three-speed gear-
box with synchromesh on second and third gears. The
rear axle was a semi-floating Hotchkiss type with spiral
bevel gears. Ross cam-and-lever steering was a
marked improvement over the old-fashioned Austin
steering. The frame and cross members were heavier
than the Austin’s, and the clutch was revised for
smoother operation.

Initial production comprised roadsters and coupes
only. A later addition was the Boulevard Delivery. This
style mated the front end of the roadster with its
dropped beltline to a square-cut panel box trimmed
with tiny carriage lamps. This car was ‘‘open drive,”



American Bantam Specifications

1940-41 American Bantam convertible sedan

1939-40 American Bantam Boulevard Delivery

that is, it had a snap-on top for covering the driver’s
compartment in inclement weather. Another interesting
creation was Alex Tremulis’ Riviera drophead convert-
ible. It began as a custom built for Roy Evans and ended
up in limited production. (Neither model made the “‘offi-
cial” list, though they were available.)

Unfortunately, these novel creations were not
enough to brake a long slide, and the early '40s were
American Bantam'’s last years as a car producer. The
most important feature for the 1940 line was me-

American Bantam

chanical. A three-main-bearing crankshaft replaced the
old two-bearing design. This significantly improved re-
liability at high speeds. The engine was also enlarged
slightly by increasing the stroke. The company quoted
a 0-30 mph time of only 5.5 seconds, and was not exag-
gerating. When the Bantam's light weight is taken into
account, it's easy to see why it was so quick.

Other changes for 1940 included improved mechan-
ical brakes with no brake anchor pins. This eliminated
feedback without increasing pedal effort. Monroe hy-
draulic shocks were added, plus Goodyear airfoam seat
cushions in deluxe models. A less desirable change af-
fected the headlamps. From a conventional position be-
tween the hood and fenders, they moved outboard to
the tops of the fenders—an aesthetically displeasing
position.

There were slightly fewer offerings in the 1940 line
than the year before. Three coupes, a roadster, a con-
vertible, and a wagon were listed. Panel trucks, Rivi-
eras, and the Boulevard Delivery were also sold in small
quantities. But amere 800 American Bantams were sold
for 1940. The 1941 line, with only 138 estimated sales,
was a continuation of the 1940 models.

What saved American Bantam was World War Il. In
late 1939, the company successfully adapted its Penn-
sylvania National Guard scout car to the Army’'s GP
(General Purpose) specification. The result was a go-
anywhere four-wheel-drive vehicle weighing only 1300
pounds. Working prototypes of what would be known
as the Jeep were on the road by 1940. Though Bantam
wouldn’t make as many of them as Ford and Willys-
Overland, it does get the credit for the Jeep’s original
design. (Willys-Overland lost a court case in which it
claimed to have been the inventor.)

When the war ended, Roy S. Evans left the company,
after deciding not to resume civilian car production—in
retrospect, a wise move. The firm built trailers until
1956, when the plant was sold to the Armco Steel
Corporation.

1940 1941

Series 65 (wb 75.0)—800 built Wght Price Prod Series 65(wb 75.0)—138 built Wght Price Prod
65 cpe 1,261 399 65 cpe 1,261 399

65 Master cpe 1,275 449 65 Master cpe 1,275 449

65 conv cpe 1,340 525 65 convcpe 1,340 525

65 Master rdstr 1,211 449 65 Master rdstr 1,211 449

65 conv sdn 1,296 549 65 convsdn 1,296 549

65 wgn 2d 1,400 565 65 wgn 2d 1,400 565

1940 Engine bore xstroke  bhp  availability 1941 Engine borexstroke bhp availability

L4, 50.1 2.26x3.13 22 S-all L4,50.1 2.26x3.13 22 S-all



American Motors Corp.
Kenosha, Wisconsin

AMC

merican Motors first marketed cars with the AMC

label in 1966, when the ""Rambler’ prefix for the
Ambassador and Marlin was dropped. In 1968, the Reb-
el lost its Rambler name too, and the new AMX and Jav-
elin were added to the company’s stable. The Rambler
nameplate appeared for the last time in 1969 on the final
edition of the Rambler American design that had ap-
peared in 1964. In 1970, this was replaced by the Hornet
and Gremlin.

The top-of-the-line 1966 Ambassador was a facelifted
version of the redesigned 1965 Rambler Ambassador. It
was one of the better efforts from the studios of Richard
A. Teague, AMC vice-president for styling. A graceful-
looking car, it rode a wheelbase four inches longer than
the 1964 Ambassador’s. A special model for '66 was the
elegantly appointed DPL hardtop, which had reclining
bucket seats, fold-down center armrests, pile carpet-
ing, and an extensive list of accessories. Officially, the
DPL was amodel in its own right, not an Ambassador. It
became the Ambassador DPL in 1967.

Ranked below the DPL were the regular Ambassador
sedans, wagons, hardtops, and one convertible, avail-
able in the 880 and 990 series. All were offered with the
long-running “‘Typhoon" 232-cid six, or with a choice
of two optional V8 engines, in 287- and 327-cid sizes.
Only the 270-bhp 327 V8 required premium gasoline.

1966 Ambassador DPL hardtop coupe

1966 Ambassador 990 convertible
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Although most Ambassadors were ordered with auto-
matic transmission, a few were equipped with a three-
speed manual transmission or AMC's “‘Twin Stick”
overdrive. A four-speed synchromesh gearbox was also
marketed for the Ambassador 990 and DPL.

The big Ambassador evolved nicely through the late
'60s. For 1967, wheelbase was lengthened and semi-
fastback styling with slightly rounder body contours
was adopted. In 1968, the hood was refined and a new
model sequence appeared: Ambassador, Ambassador
DPL, and Ambassador SST. New frontal styling, which
included a sculptured hood, plastic grille, and horizon-
tal quad headlights, arrived in 1969. The 1970 version
was restyled with new rear fenders and taillamps on se-
dans and hardtops, and new roof panels and taillamps
on wagons. By 1969, the Ambassador’'s wheelbase
had grown to 122 inches, and air conditioning was
standard.

AMC made an unsuccessful try at the booming per-
sonal-car market with the radically styled 1965 Rambler
Marlin, renamed AMC Marlin for 1966-67. Styled by
Teague, the Marlin was a huge fastback based on the
intermediate Rambler Classic chassis of '65-'66 and
borrowing some of its front-end sheetmetal. It featured
rakishly shaped rear side windows and C-pillar styling.
The '66 model was changed only slightly. It had a new

1967 Ambassador DPL hardtop coupe

1966 Ambassador 990 station wagon



1967 Marlin fastback coupe

1968 Rebel SST convertible

grille, a sway bar was adopted for six-cylinder models,
and an optional black vinyl-covered roof treatment was
offered. The 1967 Marlin was the last of the line. It was
fully restyled and a much more handsome car because
of its longer wheelbase shared with that year's Ambas-
sador. Measuring 6.5 inches longer than 1965-66 Mar-
lins, it was perhaps the nicest-looking of the three. But
it remained a very low-production item. Fewer than
5000 and 3000 Marlins were built for 1966 and 1967, re-
spectively. Marlin offered some sports car features (op-
tional four-speed transmission, tachometer, bucket
seats, and engines ranging up to 280 bhp), but it lacked
a sports car’s taut, precise handling and small, efficient
size.

A more successful innovation was the 1968 Javelin, a
ponycar in the Mustang image. It was beautifully
shaped and exciting. More important, it was successful:
over 56,000 units were built that year, helping AMC re-
cover from a four-year sales slump. With its standard
232 six, the Javelin cruised at 80 mph; with the optional
290 V8, it could do 100 mph. The Javelin’s optional **Go
Package' included a 343 V8 with four-barrel carbure-
tor, dual exhausts, power front disc brakes, heavy-duty
suspension, and wide tires. So equipped, the car would
run from 0 to 60 mph in eight seconds, and approach
120 mph maximum. The Javelin was roomier, larger,
and longer than its Mustang, Camaro, and Barracuda
rivals. Its styling was cleaner, too.

The Javelin was facelifted for 1969 with a slightly al-
tered grille. In 1970, it received a “‘twin-venturi'’ grille,
revised wheel covers, and a new hood with simulated
air scoops. Sales were not as impressive in 1969-70 as
they were in 1968 because of additional competition in
the ponycar market—notably a sleek new Camaro.

An exciting mid-1968 introduction was the AMX, a

AMC

1967 Marlin fastback coupe

1968 Javelin fastback coupe

two-seat coupe based on the Javelin bodyshell and rid-
ing a special shorter wheelbase. AMC introduced a
new 390-cid V8 for the AMX with 315 bhp and 425 foot-
pounds of torque. It included a forged-steel crankshaft
and connecting rods. The standard engine was a 290
V8, and the 343 was available as an option. The AMX’s

1968 Javelin SST fastback coupe

1968 Javelin fastback coupe
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AMC

1968 AMX two-seat fastback coupe

1968 Ambassador SST four-door sedan

1968 Ambassador SST hardtop coupe

tight suspension, comprehensive instrumentation,
bucket seats, and optional four-speed gearbox made it
a genuine sports car, and it did well in competition. As
with the Marlin, the AMX’s best styling came in its last
year. The 1970 models were smoothly integrated and
looked the part of a serious sports car. Production was,
however, much lower than management had expected.
The car never sold well, and production for all three
years failed to top 20,000 units. As good as it was,
American Motors was probably the wrong company to
sell a performance car like the AMX. (The company has
revived the AMX name from time to time for its sporty
models in the 1970s.)

Another new AMC make for 1968 was the Rebel, in-
troduced the year before as a Rambler model taking
over from the Classic. Rebel was AMC'’s intermediate
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1968 Rebel SST convertible

1968 Rebel SST hardtop coupe

1969 Rebel SST hardtop coupe

with a 114-inch wheelbase. A variety of six-cylinder and
V8 engines was offered. Prices were competitive, start-
ing at around $2500. Sedans, hardtops, wagons, and a
convertible were available in three series. Rebel was
the only AMC line to offer a convertible in 1968, but few
were built: only 377 in the 550 series and another 823 in
SST guise. In fact, these would be AMC's last convert-
ibles. The 1969 lineup was trimmed to two series—ba-
sic and SST. A wider track and a new grille, plus a re-
styled rear deck andtaillights, were the only changes of
note.

For 1970, Rebel sedans and hardtops were length-
ened two inches to accommodate redesigned roof pan-
els and rear fenders, and new taillights appeared. In
addition to the basic and SST series, AMC again went
after the performance crowd with “The Machine’'—a



1969 Ambassador SST four-door sedan

1969 Javelin SST fastback coupe

1970 AMX two-seat fastback coupe

Rebel with a difference. This car packed the company’s
most potent V8, a four-speed Hurst-linkage transmis-
sion, and a 3.54:1 rear axle ratio. The two-door hardtop
body featured a Ram-Air hood scoop, a special red-
white-and-blue paint treatment, and 15-inch mag
wheels with raised-white-letter tires. An 8000-rpm tach-
ometer, dual exhausts, low-back-pressure mufflers,
and a definite front-end rake completed this expensive
package. Although The Machine certainly had a per-
formance image, the racing honors went to the Javelin.
Mark Donohue drove a Javelin SST to the Trans-Am
championship that year.

American Motors spent $40 million, a million man-
hours, and three years to design its new compact for
1970. The car was dubbed Hornet, the firsttime that time-
honored name had been seen since the last Hudsons in

AMC

1970 Javelin fastback coupe

1970 Hornet two-door sedan

1970 Gremlin two-door sedan

1957. Entirely new from the ground up, the Hornet came
as a two- or four-door sedan on a 108-inch wheelbase,
and both six and V8 engines were available. Hornet
sales for the year were 92,458—a strong showing that
helped the company’'s sagging finances. But on the
whole, Kenosha still lost money that year—$58.2 million
on sales of over $1 billion. ‘

In April 1970, another new model arrived, intriguingly
named the Gremlin. As the first ““‘subcompact’ intro-
duced by an American automaker it sold well, and over
26,000 moved out before the short model year ended in
mid-1970. The Gremlin carried AMC’'s most economical
six-cylinder engine and attractive prices. Its styling was
based on the Hornet's. Ahead of the B-pillar, the two
cars were quite similar, but the Gremlin had a truncated
rear end. Overall, the car’s appearance was controver-
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AMC

1970 Rebel SST hardtop coupe

sial. Stylist Teague insisted the Gremlin's unorthodox
design was the only way to go. ““Nobody would have
paid it any attention if it had looked like one of the Big
Three,” he said.

With the Hornet and Gremlin, American Motors be-
gan to switch from being a *“‘full-line’’ automaker to a
specialty producer of compact and subcompact cars.
This was the approach that had been so profitable for
the firm in the early '60s. The Rebel and AMX appeared

1970 Ambassador DPL four-door sedan

for the last time in 1970. Though the company dallied
with the low-selling Ambassador and the Rebel's Mata-
dor replacement for most of the '70s, it soon reached
the conclusion that it could not compete model-for-
model with the Big Three. Further specialization—
which meant dropping the Javelin, Matador, and Am-
bassador and introducing the later Pacer, Concord,
Spirit, and Eagle models—marked AMC'’s slow climb
back toward profitability in the '70s.

AMC Specifications

1966

Marlin (wb 112.0) Wght Price Prod
6659-7 fstbk cpe 3,050 2,601 4,547
Ambassador 880 (wb 116.0)*

6685-2 sdn 4d 3,006 2,455

6686-2 sdn 2d 2,970 2,404

6688-2 wgn 4d 3,160 2,759
Ambassador 990 (wb 116.0)*

6685-5 sdn 4d 3,034 2,574

6687-5 conv cpe 3,462 2,968

6688-5 wgn 4d 3,180 2,880

6689-5 htp cpe 3,056 2,600

DPL (wb 116.0)*

6689-7 htp cpe 3,090 2,756

1966 Engines  bore xstroke bhp availability

L6, 232 3.75x3.50 145 S-Marlin

L6, 232 2.75%3.50 155 S-Ambassador

V8, 287 3.75x3.25 198 O-all

V8, 327 4.00x3.25 250/270 O-all

“Total 1966 calendar year 279,225; includes Rambler American and Classic

models and early 1967 production.

1967
Marlin (wb 118.0) Wght Price Prod
6759-7 fstbk cpe 3,342 2,963 2,545

Ambassador 880 (wb 118.0)* Wght Price Prod
6785-2 sdn 4d 3,279 2,657
6786-2 sdn 4d 3,310 2,519
6788-2 wgn 4d 3,486 2,962
Ambassador 990 (wb 118.0)"

6785-5 sdn 4d 3,324 2,776
6788-5 wgn 4d 3,545 3,083
6789-5 htp cpe 3,376 2,803
Ambassador DPL (wb 118.0)"

6787-7 conv cpe 3,434 3,143
6789-7 htp cpe 3,394 2,958

1967 Engines bore x stroke bhp availability

L6, 232 3.75x3.50 145 S-Marlin

L6, 232 3.75x3.50 155 S-Ambassador; O-Marlin
V8, 290 3.75%x3.28 200 S-Amb. conv; O-others
V8, 343 4.08 x3.28 235 O-all

V8, 343 4.08x3.28 280 O-all

*Total 1967 calendar year 229,058; includes Rambler American and Rebel
models and early 1968 production.

1968

Rebel 550 (wb 114.0)* Wght Price Prod
6815 sdn 4d 3,062 2,443

6817 conv 2d 3,195 2,736 377
6818 wgn 4d 3,301 2,729

6819 htp cpe 3,117 2,454

Rebel 770 (wb 114.0)*

6815-5 sdn 4d 3,074 2,542

6818-5 wgn 4d 3,306 2,854




==

Wght Price Prod
6819-5 htp cpe 3,116 2,556
Rebel SST (wb 114.0)*
6817-7 convcpe 3.427 2,999 823
6819-7 htp cpe 3,348 2,775
AMX (wb 97.0)*
6839-7 fstbk cpe 2S 3.097 3.245 6.725
Javelin (wb 109.0)—56,462 built
6879-5 fstbk cpe 2,826 2,482
6879-7 SST fstbk cpe 2,836 2,587
Ambassador (wb 118.0)*
6885-2 sdn 4d 3,193 2,820
6889-2 htp cpe 3,258 2,892
Ambassador DPL (wb 118.0)*
6885-5 sdn 4d 3,265 2,920
6888-5 wgn 4d 3.475 3,207
6889-5 htp cpe 31821 2,947
Ambassador SST (wb 118.0)*
6885-7 sdn 4d 3,496 3,151
6889-7 htp cpe 3,530 3,172
"Total 1968 calendar year 268,439; includes Rambler American and early
1969 production.
1968 Engines  borexstroke bhp  availability
L6, 232 3.75x3.50 145  S-Javelin, Rebel exc SST
L6, 232 3.75x%3.50 155 S-Amb exc SST
V8, 290 3.75x3.28 200 S-Rebel SST, Amb SST; O-all
V8, 290 3.75x3.28 225  S-AMX; O-Javelin
V8, 343 4.08x3.28 235 O-Rebel, Ambassador
V8, 343 4.08x3.28 280  O-AMX Javelin, Rebel, Amb
V8, 390 4.17x3.57 315 O-all
1969
Rebel (wb 114.0)" Wght Price Prod
6915 sdn 4d 3,062 2,484
6918 wgn 4d 3,301 2,817
6919 htp cpe 3,117 2,496
Rebel SST (wb 114.0)*
6915-7 sdn 4d 3,074 2,584
6918-7 wgn 4d 3,306 2,947 -
6919-7 htp cpe 3,140 2,598
AMX (wb 97.0)*
6939-7 fstbk cpe 2S 3,097 3,297 8,293
Javelin (wb 109.0)—40,675 built
6979-5 fstbk cpe 2,826 2,512
6979-7 SST fstbk cpe 2,836 2,633
Ambassador (wb 122.0)*
6985-2 sdn 4d 3,276 2914
Ambassador DPL (wb 122.0)*
6985-5 sdn 4d 3,358 3,165
6988-5 wgn 4d 3,561 3,504
6989-5 htp cpe 3,403 3,182
Ambassador SST (wb 122.0)*
6985-7 sdn 4d 3,508 3,605
6988-7 wgn 4d 3,732 3,998
6989-7 htp cpe 3,566 3,622

*Total 1969 calendar year 242,898; includes Rambler American and early

1970 production.

1969 Engines bore xstroke  bhp

availability

AMC

L6.232 3.75x3.50 145 S-Javelin, Rebel

L6, 232 3.75x3.50 155 S-Amb, Amb DPL; O-Rebel
V8, 290 3.75%x3.28 200 S-Amb SST; O-Amb, Reb, Jav
V8,290 3.75x3.28 225  S-AMX; O-Javelin

V8, 343 4.08x3.28 235 O-Rebel, Ambassador
V8, 343 4.08x3.28 280 O-AMX, Jav, Rebel, Amb
V8, 390 4.17x3.57 SHlS) O-AMX, Jav SST, Amb SST
1970*

Hornet (wb 108.0) Wght Price Prod
7005-0 sdn 4d 2,748 2,072
7006-0 sdn 2d 2,677 1,994
Hornet SST (wb 108.0)

7005-7 sdn 4d 2,765 2,221
7006-7 sdn 2d 2,705 2,144
Rebel (wb 114.0)

7015-0 sdn 4d 3.129 2,636
7018-0 wgn 4d 3.356 2,766
7019-0 htp cpe 3,148 2,660
Rebel SST (wb 114.0)

7015-7 sdn 4d 3,155 2,684
7018-0 wgn 4d 3,375 3,072
7019-7 htp cpe 3,206 2,718
Rebel Machine (wb 114.0)

7019-0 htp cpe 3,650 3,475
AMX (wb 97.0)

7039-7 fstbk cpe 2S 3,126 3,395
Gremlin (wb 96.0)

7046-0 sdn 2d 2,497 1,879
7046-5 sdn 2d 2,557 1,959
Javelin (wb 109.0)

7079-5 fstbk cpe 2,845 2,720
7079-7 SST fstbk cpe 2,863 2,848
7079-7 SST/Trans-Am fstbk cpe 3,340 3,995
Ambassador (wb 122.0)

7085-2 sdn 4d 3.328 3,020
Ambassador DPL (wb 122.0)

7085-5 sdn 4d 3,523 3,588
7088-5 wgn 4d 3,817 3,946
7089-5 htp cpe 3:555 3,605
Ambassador SST (wb 122.0)

7085-7 sdn 4d 3,557 3,722
7088-5 wgn 4d 3,852 4122
7089-5 htp cpe 3.606 3.739

*Total 1970 calendar year 276,110; includes early 1971 production.

1970 Engines borexstroke  bhp

availability

L6, 199 3 75x3.00 128
L6, 232 3.75%3.50 145
L6, 232 3.75%x3.50 155
V8, 304 3.75x3.44 210
V8, 360 4.08x3.44 245
V8, 360 4.08x3.44 290
V8, 390 4.17x3.57 325
V8, 390 4.17x3.57 340

S-Hornet, Gremlin

S-Hornet SST, Rebel, Javelin;

O-Hornet, Gremlin

S-Amb; O-Hornet, Rebel
S-DPL, SST; O-all exc AMX

O-Rebel, Amb, Jav

S-AMX; O-Reb, Amb, Jav
O-AMX, Jav, RebSST,Amb SST
S-Rebel Machine; O-all




Avanti Motor Corp.
South Bend, Indiana

Avanti Il

tudebaker fled to Canada in 1963. Leo Newman

and the late Nathan Altman had been partners in
one of the oldest Studebaker dealerships in the country.
Two years later, Newman and Altman resurrected the
Avanti, Studebaker's greatest car of the '60s.

The Studebaker Avanti, designed by ateam of stylists
working under Raymond Loewy, had been a failure in
the marketplace. But it was loved by hardcore Stude-
baker enthusiasts—the only Studebaker in two genera-
tions to have inspired such interest. Before it was
phased out by Studebaker, the Avanti had captured vir-
tually every major U.S. Auto Club speed record, includ-
ing a 170.78-mph flying-mile at Bonneville. Newman
and Altman decided the Avanti was too good to lose.
So, they bought the name, the production rights, and
the tooling for it, along with a portion of Studebaker’s
abandoned factory in South Bend. Production of a
revised version called the Avanti |l commenced in late
1965. The goal was an output of 300 cars a year. That
figure was never achieved, but production has been
adequate and consistent ever since.

Unlike its predecessor, the Avanti |l has been a
commercial success. The car’s fiberglass body panels
insured there would be no expensive sheetmetal dies
to maintain. Construction could be done by hand on a
miniature assembly line so each car could be built care-
fully and tailored to each customer’s personal specifi-
cations. Altman, a born salesman, reveled in the Avanti
Il business. Visitors to the factory would frequently find
him with telephone in hand, talking long-distance to an

1966 Avanti Il sport coupe
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affluent customer about individualizing his car.

The Avanti Il is still in production today, though its
base price at this writing has soared to about $23,000.
In the 1960s, it was a far better buy: prices began at
$6550. And in those days, even the most dedicated
devotee of high living would have been hard put to push
the price of a tailor-made Avanti Il past $10,000, though
Newman and Altman tried their best to help. The option
list included a Hurst four-speed shifter, power steering,
air conditioning, electric window lifts, tinted windshield
and rear window, AM/FM radio, Eppe fog or driving
lights, limited-slip differential, Magnum 500 chromed
wheels, and a variety of Firestone and Michelin bias-ply
and radial tires. The basic Avanti |l came with vinyl trim,
but textured ‘*‘Raphael viny!l’" could be ordered for $200
extra. Genuine leather seats and door panel trim cost
$300, and full leather trim went for $500. Paint color
could be ordered to suit any preference.

Although early Avanti lls used the same modified
Studebaker convertible frame as the original Avanti,
they were not powered by Studebaker V8s. The supply
had dried up when Studebaker left South Bend. Instead,
the factory switched to the Chevrolet 327 cubic-inch V8
in Corvette tune. Displacement was later enlarged to
350 cid. Buyers could choose either a fully synchro-
nized Borg-Warner four-speed manual transmission or
Avanti's ‘“‘power-shift’” automatic, designed to permit
manual selection of first and second gears. All these
mechanical changes were hidden from view under a
body that was almost identical with that of the original



Avanti. The main visual clues for identifying the new
model were its more level stance (Altman’'s customers
disliked the original’'s noticeable front-end rake), the
addition of a Roman numeral Il to the Avanti script, and
reduced-radius wheel openings.

The Corvette engine provided excellent performance
for the aerodynamic four-place grand tourer. A typical
0-60 mph acceleration time for an Avanti Il with auto-
matic was under nine seconds; with a 3.54:1 rear axle
ratio, the car could achieve 125 miles per hour. The
Chevy V8 was lighter than the old Studebaker engine,
and this improved front/rear weight distribution from
the 59/41 of the original car to 57/43 for the Avanti |l.
The new car stili understeered, but final oversteer could
be induced by a judicious poke at the throttle. The
front-disc/rear-drum brakes resisted fade, and provided
nearly 1 G deceleration from 80 mph in a panic stop.
Obviously Newman and Altman cared about safety as
much as straight-line performance.

The Avanti Il sold to a somewhat different clientele
than Studebaker's version. In the 1960s, its $6500 base
price was Cadillac Eldorado money. The original Avanti
had sold for $4445, which was Chrysler territory. New-
man and Altman realized this difference meant a
change in market appeal. Accordingly, their promotion

Avanti Il Specifications

1965

(wb 109.0) Wght Price Prod
spt cpe 3,217 6.550 21

1965 Engine borexstroke bhp availability

V8, 327.0 4.00x3.25 300 S-all

1966

(wb 109.0) Wght Price Prod
sptcpe 3,181 7,200 77

1966 Engine borexstroke bhp availability

V8, 327.0 4.00x3.25 300 S-all

1967

(wb 109.0) Wght Price Prod
spt cpe 3,217 7,200 60

1967 Engine borexstroke bhp availability

V8, 327.0 4.00x3.25 300  S-all

Avanti Il

1968 Avanti |l sport coupe

was aimed at the customer interested more in ‘‘per-
sonal-luxury’’ than performance.

On the open road, the Avanti Il was in its element.
Road testers gave it points for safety, quietness, struc-
tural rigidity, and a ride that was firm but comfortable.
“In this day of great concern over automotive safety,”
wrote John R. Bond in 1966, ‘‘the Avanti |l should make
new friends, for obviously there was more thought giv-
en to safety in its conception than in most American
cars. Good brakes, sensible interior design and decent
handling impart security to the driver ... It's a better
car than it was three years ago."

1968

(wb 109.0) Wght Price Prod
spt cpe 3,217 6,645 89

1968 Engine borexstroke bhp  availability

V8, 327.0 400x3.25 300 S-all

1969

(wb 109.0) Wght Price Prod
spt cpe 3,217 7.145 103

1969 Engines borexstroke bhp  availability

V8, 327.0 4.00%x3.25 300 S-all

V8, 350.0 4.00x3.48 300 O-all

1970

(wb 109.0) Wght Price Prod
spt cpe 3,342 7,500 111

1970 Engine borexstroke bhp availability

V8, 350.0 400 3.48 300 S-all




Buick

uring the 1940s, Buick was GM's number-two pro-
ducer atter Chevrolet, and usually fourth in the in-
dustry behind the *“Big Three’—Chevy, Ford, and
Plymouth. The division normally turned out upwards of
300,000 cars a year. After the war, as GM endured an
extended strike, Buick took awhile to regain momen-
tum, but by 1949 it was producing nearly 400,000 cars.
In 1950, it would top half a million.
“Valve in Head—Ahead in Value'’ was Buick’s slo-
gan, and the cars reflected that characteristic through-
out the '40s. They were big, but only slightly ostenta-

Flint, Michigan

1940 Series 80 Limited Streamlined formal sedan

Buick Division, General Motors Corp.

tious. For those who felt status was everything, there
was always Cadillac. Buick's buyers were, for the most
part, professional people, a loyal group that returned to
the cars from Flint time and time again. The prewar line
was one of the widest in Buick’'s history, one that
wouldn’t be matched in scope until well into the 1950s.

For 1940, the Buick lineup was divided into four se-
ries, bearing names as well as numbers. The Series 40
Special ranged from simple sedans to spectacular open
styles. The Series 50 Super comprised a smaller num-
ber of models, including a wood-bodied estate wagon.

1941 Series 90 Limited eight-passenger sedan

1941 Series 70 Roadmaster convertible phaeton 1941 Series 60 Century business coupe

1941 Series 60 Century four-door sedan 1941 Series 70 Roadmaster four-door sedan
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Specials and Supers rode a 121-inch wheelbase, and
were powered by the 248 cubic-inch Buick five-main-
bearing straight eight, a smooth and respected
powerplant.

The larger cars were the Series 60 Century, Series 70
Roadmaster, and the Series 80 and 90 Limiteds, all
powered by a 320.2-cid engine, also with five main
bearings. The long sedans and limousines used a 140-
inch wheelbase.

A number of interesting special bodies were of-
fered for 1940, some of them for the last time. The crop
of convertible sedans had started to thin out by the start
of the decade, and the last in the Century line appeared
that year. The Super and Roadmaster versions con-
tinued for one more season. In the Limited series, Buick
built just 14 Streamlined Sedans, with fastback styling
reminiscent of the Lincoln-Zephyr. More popular was
the Limited convertible sedan or phaeton, which had
conventional ‘“‘trunkback’ styling and sold for $1952.
Buick sold just seven streamlined phaetons and 250
trunkbacks. Similar body alternatives were offered for
the formal sedans.

Custom bodies occasionally appeared in 1940, but
not as regular catalog offerings. Rakish town cars from
Brewster, one of which rode the Series 90 chassis, were
not identified as Buicks at all. But the Series 90 Brew-
ster Buick was the first to earn coveted ‘‘Classic”
status from the Classic Car Club of America. Buffalo’s
Brunn Company also designed custom models, includ-
ing a fairly conventional town car body on the Roadmas-
ter chassis—strictly a one-off.

Buick had a banner year in 1941. Model year produc-
tion totaled 374,000 units. Leading the line was a beau-
tiful series of opulent customs by Brunn on the Limited
chassis. These included a phaeton, town car, landau
brougham, and full landau. Most flamboyant was the
Brunn convertible coupe, offered to dealers for $3500.
At that price, only the prototype was sold. The car
was significant because of its ‘‘sweep-spear’ side
motif, which prefigured a postwar production
styling trademark.

The Roadmaster lineup continued unchanged in
1941, while the Century series was trimmed of its con-
vertible, convertible sedan, and club coupe. The station
wagon shifted from the Super to the Special series, but
nevertheless sold for about $200 more than its 1940
counterpart. Specials were split into two sub-series: the
40, which rode a 118-inch wheelbase,and the 40Aon a
121-inch span.

The 1941 Special/Super 248-cid engine featured a
new piston design that provided better compression of
the fuel/air mixture before combustion and a corre-
sponding increase in horsepower. Available for the 40A
Special touring sedan and sedanet was Compound
Carburetion, two carburetors with a progessive link-
age, which further boosted horsepower to 125. Com-
pound Carburetion was standard on other models, re-
sulting in 165 bhp for the Century, Roadmaster, and
Limited. The 1941 chassis design was a carryover for all
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Harley Earl’s Y-Job show car

1942 Series 70 Roadmaster convertible coupe

but the Limited, which used a new X-member frame. No
Buick was yet available with automatic transmission.

Styling was evolutionary, marked mainly by a bolder,
heavier grille and revised ports along the sides of the
hood. One new idea was the fastback, offered as the
40A Special and Century touring sedan, business
coupe, and sedanet. It did away with anachronisms of
the “trunkback’ age. Apparently it appealed to the pub-
lic: over 100,000 Special fastback touring sedans
were sold.

World War |l came at the wrong time for Buick. Car
production ended after February 2, 1942. The new mod-
els had been completely restyled along the lines of Har-
ley Earl’s Y-Job show car, and were much sleeker than
any that had gone before. A wide, low, vertical-bar
grille arrived, and would be continued on postwar mod-
els through 1954. Fastback, or ‘“‘torpedo,” styling was
more popular than ever. The Century put in its last ap-
pearance until 1954, and was available in only two
styles, both fastbacks. The streamlined models con-
tinued to dominate Special sales, and also appeared as
sedanets in the Super and Roadmaster Series.

Most '42 Buicks featured Harley Earl’'s new “‘Airfoil”
front fenders, which swept back through almost the en-
tire length of the car to meet the leading edge of the
rear fenders. Limiteds and Specials lacked the full-
sweep treatment, but their fenders extended back well
into the doors. Streamlining had truly arrived in Flint.

Cars built after January 1, 1942 used painted metal
instead of plated parts, as per government order. On
Specials and Supers, cast-iron pistons were used in
place of aluminum ones. Base horsepower dropped to
110 bhp (118 with Compound Carburetion). By the time
production ground to a halt, more than 92,000 of the
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1942 models had been built. Production would not be-
gin again until October 1945,

When cars started rolling off the Flint lines again,
there were no exotic Brunn customs. Only standard
production bodies were offered. Buick built a mere
2482 cars in the closing months of 1945. But production
picked up the following year when more than 150,000
units were built. Naturally, the postwar cars were
warmed-over '42s, but were available in a few new body
styles: sedans and sedanets in Special, Super, and
Roadmaster guise; Super and Roadmaster converti-
bles; and a Super estate wagon. Styling was cleaned
up. Most models bore single instead of double side
moldings, a simpler grille, and the first of Buick's dis-
tinctive ‘‘gunsight’”’ hood ornaments. Wheelbase
choices, now without a Limited in the field, were re-
stricted to 121 inches for the Special, 124 for the Super,
and 129 for Roadmaster. Compound Carburetion was
not offered, so Specials and Supers were both rated at
110 bhp. This combination of models, wheelbases, and
engines would endure through 1948 with only minor
changes in horsepower.

Undoubtedly, Buick's production potential in the
early postwar years was left unexploited. The Special,
which would set many records in the 1950s, actually ac-

1946 Roadmaster sedanet

1946 Special sedanet

1947 Roadmaster convertible coupe
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counted for the smallest number of sales in this period.
Supers were the most popular. The Special did not out-
strip the Super in production until 1950, when it became
Buick’'s biggest success story. By 1954, it would help
the division surpass Plymouth.

Styling changes for the 1947-48 models were mini-
mal, since GM planned to introduce its first all-new
postwar cars for 1949. The '47 Buicks were marked by a
wing-top grille that gave them a very low look. A new,
more elaborate crest appeared above it. In 1948, Spe-
cials received a full-length belt molding; Supers and
Roadmasters acquired chrome fender nameplates. In-
strument panel gauges were gold-colored, and steering
wheels were three-spoke, flexible types with semi-cir-
cular horn rings. The most important news in 1948 was
Dynaflow, Buick's excellent automatic transmission. It
was offered as a $244 option on the Roadmaster only.
Demand for this torque-converter automatic was so
high the division had to double its planned production.
By 1950, Dynaflow was being fitted to 85 percent of all
Buicks sold.

The long-awaited 1949 design helped model year
production surge to 324,276 units, right behind the
Chevy-Ford-Plymouth trio. The '49s were sleek and
graceful compared to their predecessors, and re-

1949 Roadmaster Riviera hardtop coupe

1950 Special sport coupe



viewers agreed they were worth all the attention they
got. Harley Earl's Art & Colour Studio had successfully
adapted aircraft fuselage lines to an automobile. Only a
hint of the separate rear fender remained on the Super
and Roadmaster (the Special retained 1948 fender styl-
ing). The new bodies featured the first of Buick’s now-
legendary portholes, an idea inspired by Ned Nickles of
Earl's staff. Easily, the most eye-catching model was
the Roadmaster Riviera. Together with Cadillac’s
Coupe deVille and Oldsmobile’s Holiday, it was the first
mass-production hardtop in the modern sense, and
ushered in a new trend that would eventually make the
convertible obsolete. Roadmaster Rivieras were good-
looking, luxurious cars with beautiful pillarless roof-
lines. They were available with either conventional
straight side moldings or with sweep-spear trim. The
latter quickly became another Buick trademark.

With the emphasis mainly on styling, the '49 Buicks
were much the same mechanically as the earlier post-
war models. The Special’s horsepower remained at 110
bhp, the Super’s at 115. Supers equipped with Dynaflow
also got higher 6.9:1 compression heads for an output
of 120 bhp. The Roadmaster had been raised to 150 bhp
in 1948, and it continued in that form with Dynaflow
Drive standard. Bodies remained unaltered for the most
part. The woody wagon was reworked to fit the new
styling. Although the result was very pleasing, the
wagon sold in small numbers.

Thanks to the 1942 redesign, Buick emerged from the
war in fine fettle. While nearly all manufacturers were
forced to stay with their prewar designs, Flint’s styling
was technically only one year old in 1945 and still fairly
fresh. Packard, by contrast, was left with a two-year-old
design in its very handsome Clipper, and felt obliged to
undertake a severe facelift by 1948. Buick was able to
stretch out its ’42 tooling through the 1949 Special—
and come back with a brand-new model for 1950. One
year makes a difference.

Three different styling periods, a 50th anniversary,
and the advent of V8 engines marked Buick history in
the '50s. Throughout the decade, Buicks were big,
powerful, and sometimes garish cars. They reflected
what could be considered as either the best contempo-
rary thinking—or the worst depravity of those glittery
years before the advent of compacts, pollution controls,
and safety regulations. Buicks of the '50s were very dif-
ferent from the division’s present-day cars. Yet both
generations share a tradition of quality, high perfor-
mance in their class, and product lines carefully or-
chestrated to fit the times and the market.

The 1949 restyling adopted by all General Motors
lines resulted in the lowest, sleekest Buicks in history.
But there was more to come in 1950. If '49 had been the
Year of the Porthole, 1950 was the Year of the Sweep-
spear. Through 1953, the lineup comprised the Special,
Super, and Roadmaster series. The Special was sleekly
styled and competitively priced, designed to catch
third-place Plymouth in the production race. Yet it be-
gan the decade as a rather utilitarian series. Attractive,
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1950 Roadmaster four-door sedan

1950 Super Riviera hardtop coupe

1951 Super Deluxe two-door sedan

1951 Special sport coupe

LeSabre show car of 1951

27



Buick

sporty hardtops and convertibles were added later. The
pioneering two-door Riviera hardtop of 1949 continued
in Super and Roadmaster trim. and was extended to the
Special by 1951. The Riviera name was also applied to a
very well-proportioned four-door sedan in the Super
and Roadmaster series riding a special extended

1952 Special Riviera hardtop coupe

1953 Skylark convertible coupe

1953 Roadmaster four-door sedan

1954 Century four-door sedan
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wheelbase. There were also two woody wagons offered
with wooden body parts made of mahogany and white
ash. They were big, expensive haulers: the 1953 Road-
master estate wagon cost $4031 and weighed 4315
pounds.

For all 1950-52 models and the '53 Special, Buick
continued to rely on its aging but proven valve-in-head
straight eight. Displacement, compression, and horse-
power varied from model to model. The base Special
engine of 1950 produced 115 bhp, or 120 bhp with Dy-
naflow automatic. Supers and the 1951-53 Specials of-
fered up to 143 bhp. Roadmasters used a hefty 320-cid
version that put out 170 bhp at 3800 rpm by 1952.

Dynaflow Drive (some called it “*Dyna-slush’) had
been introduced as a standard Roadmaster item in late
1947. It became increasingly popular on other models
at around $200 extra. Its torque converter system de-
pended on induced rotation of a drive turbine through
an oil bath by a facing crankshaft-driven turbine. Dyna-
flow was smooth, but none too exciting in performance.
The Twin-Turbine Dynaflow of 1953 was more positive
in operation. By the end of the decade, an even better
Triple-Turbine setup was offered across the board as a
$296 option. But Dynaflow in all its forms couldn’t de-
liver acceleration like Hydra-Matic, and was therefore
handicapped in an age of horsepower and hot rods.

Golden Anniversary year 1953 was significant. It saw
the arrival of power steering, a 12-volt electrical system,
and a fine new overhead-valve V8 for the Super and
Roadmaster. The engine was an oversquare design of
322 cid developing up to 188 bhp thanks to an industry-
topping 8.5:1 compression ratio.

That year also saw the debut of the limited-edition
Skylark sports convertible, a car for flashy Hollywood
types and Texas oil barons. Buick made only 1690 of
them, priced at an extraordinary $5000 each. Many cus-
tom features were standard, including wraparound
windshield and special bodywork.

Skylark was another of those Harley Earl styling proj-
ects for which GM had long been famous. Typical of
company thinking, it was designed for the broadest
possible appeal. Instead of being a two-seat sports
car—which accounted for only 0.27 percent of the mar-
ket in 1953—it was a luxurious, sporty ‘‘personal’’ four-
seater like Ford’'s post-1957 Thunderbirds and Buick's
own Riviera of the '60s. Like the similar Oldsmobile Fi-
esta and Cadillac Eldorado, the Skylark was a large
chopped-and-sectioned convertible. Four inches were
removed from windshield height, and the top was cor-
respondingly lower. Skylark was much cleaner-looking
than standard Buicks. It had no portholes and no
hubcaps, but sported the Kelsey-Hayes chrome
wire wheels that were coming into fashion
throughout the industry by 1953.

Skylark was back again the following year, but the '54
version was much less radical and sold for only $4483.
It arrived with tack-on tailfins and huge, chrome-plated,
die-cast taillight housings. Its full circular wheel cut-
outs approximated those of the Wildcat || show car. But



apparently, the '54 Skylark was less impressive than the
'53. for only 836 were sold and the model was discon-
tinued for 1955.

Buick's show cars of the '50s were among the wildest
in the industry. Led by the XP-300 and the LeSabre of
1951, they were rolling laboratories—test vehicles for a
number of unique ideas.

Both the XP-300 and the LeSabre used an experi-
mental 215-cid aluminum V8. This was not a forerunner
of the 215 V8 of the early '60s, but rather a very special
job, exactly square with 3.25-inch bore-and-stroke di-
mensions. It boasted a 10:1 compression ratio and over
300 bhp. Induction was boosted by a Roots-type super-
charger. All this meant a combination of methanol and
gasoline had to be used for fuel.

Styling on these two showpieces was radical. On a
116-inch wheelbase, LeSabre sported the wraparound
windshield and *‘Dagmar’’ bumpers that would be fea-
tured on production models a few years later. The
XP-300 sat on a 115-inch-wheelbase chassis and fea-
tured a concave grille and mesh-backed headlamp na-
celles that would be seen on the '54s.

Meanwhile, Buick production was pushing relent-
lessly toward the industry’'s number-three spot. The di-
vision brokean all-timerecordin calendar year 1950with
more than 550,000 cars. Flint built 531,000 units in 1954,
and found itself trailing only Chevrolet and Ford—a po-
sition it had not held since 1930. In 1955, output hit
781,000, another record and nearly 50 percent higher
than the previous best figure. This success was based
largely on the Special, which had become one of the in-
dustry’s best sellers.

Special sales began to take off with the arrival of a
264-cid V8 in 1954. In the industry’s banner year of
1955, Specials were everywhere. Over 380,000 were
made, including 155,000 Riviera two-door hardtops, the
single most popular model of the day. The entire Buick
line had been restyled in 1954, with a longer, squarer
body style and wraparound windshield. That only
helped keep sales booming.

Buicks became really fast cars in 1954, too. The Cen-
tury series reappeared with a 195-bhp V8 in the
smaller, lighter Special bodyshell. It immediately be-
came the “*hot’" Buick.

Four-door and two-door Rivieras joined the Special
and Century series in 1955, followed by Super and
Roadmaster versions in 1956. The rest of the industry
had to play catch-up while Buick dealers enjoyed un-
precedented success.

The mild 1956 facelift left the line relatively un-
changed, and the cars didn’t sell as well as the year be-
fore. The division added model year designation to ex-
terior nameplates beginning in '56. This practice was
later abandoned after customers complained it made
last year’'s model obsolete even sooner than without it.
With the horsepower race in full swing, the '56s were
the most powerful Buicks yet. The Special delivered
220 bhp, the rest of the line had 255. A '56 Century
could leap from 0 to 60 mph in 10.5 seconds and top 110

Buick

mph—and every model in the line could do at least
100 mph.

The line was fully restyled again in 1957. Ed Rags-
dale, Buick's general manager. never said how much
the retooling had cost, but it must have run several hun-
dred million. Yet, despite the most sweeping alterations
since 1949, the '57s didn't sell particularly well, pos-
sibly because Buick's rivals were pressing hard. At

1955 Century convertible coupe

Centurion show car of 1956

1956 Roadmaster Riviera hardtop sedan

1956 Special four-door sedan
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1957 Century Caballero hardtop wagon

1957 Roadmaster convertible coupe

1958 Limited hardtop coupe

1959 Electra 225 convertible

1959 LeSabre hardtop sedan
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Chrysler, Virgil Exner's tailfinned ‘‘Forward Look’ had
been introduced. Highland Park was selling almost as
many 1956 cars as it had sold in 1955, and Plymouth
was forging its way back into third place. But the '57
Buicks were clean, well-styled automobiles. Model ad-
ditions were few but interesting: the four-door hardtop
Caballero station wagon in the Century and Special
series, and a Series 75 Roadmaster based on the Series
70, offering every possible accessory except air condi-
tioning as standard. Series 75s came with Dynaflow,
power steering, power brakes, flexible-spoke steering
wheel, dual exhausts, automatic windshield washers
and wide-angle wipers, backup lights, clock, special
interior with deep-pile carpeting, and a host of other
features. Though 1957 was a good year for Buick, it was
even better for Plymouth, which knocked Flint out of
third place for the first time in three years.

In those days, the answer to sales problems was to
pile on more chrome. Thus, the ugliest Buicks in history
materialized for 1958. From a monstrous grille that con-
tained 160 chrome squares within a huge shell, to hast-
ily contrived chrome-draped tailfins, it was a ghastly
looking machine(and the revived Limited series in par-
ticular). It didn't sell, but the '58 recession was probably
more to blame than the awful styling. Buick production
dropped to 240,000 units, and the division slipped be-
hind Oldsmobile to fifth place. Air suspension was of-
fered, but seldom ordered. Altogether, '58 was a very
bad year.

So was 1959. But while the '58 design had been taste-
less, the '59 went the other way in a peak year for Buick
styling. Though dominated by the now-omnipresent
tailfin, the new design was at least smooth, clean, and
fairly dignified (the grille had fewer chrome squares,
too). Buick now shared the corporate A-body with other
GM lines, but it wasn’t obvious. Gone were the tradi-
tional model names: the Special was renamed LeSabre,
the Century became Invicta, the Super and Roadmaster
were dubbed Electra and Electra 225. At the bottom
end, LeSabre and Invicta retained the old Special/Cen-
tury body styles. The hardtop wagon, which hadn’t sold
well, was dropped. The two Electras were priced down
quite a bit from 1958, and rode slightly shorter wheel-
bases. Buick was called 1959's most changed car, and
the change was for the better.

There were some new mechanical developments that
year: a 401-cid V8 with 325 bhp was offered for the up-
per three models, a 364 V8 for the LeSabre. Power
brakes and steering were standard on Electras, a $150
option for the other series. Air conditioning was a $430
extra. Air suspension, for the rear only, was still not
popular.

Significantly, Buick dealers were selling more Opels
in 1959 than ever before. The captive German import
assigned to Buick in 1958 grabbed an increasing num-
ber of customers as people saw penalties in oversize,
overweight automobiles. But Buick Division was al-
ready planning its own compact, the 1961 Special /Sky-
lark, and its star would rise again.



1960 LeSabre four-door sedan

1961 Special four-door sedan

1961 LeSabre hardtop sedan

For Buick, the 1960s were very successful years. The
division built about 250,000 cars in 1960, ranking ninth
in the industry. For the 1969 model year Buick built
more than 665,000 units, and enjoyed a tight hold on
fifth place. The improvement was due in part to the de-
but of the Special and Skylark, and in part to increased
production of the larger models. For example, some
56,000 Electras came off the lines in 1960; nearly
159,000 in 1969. LeSabre production was about 152,000
units in 1960, and nearly 198,000 in '69. The Wildcat,
which replaced the Invicta in 1964, began at the 35,000
level but almost doubled that figure by 1969.

The 1961 Special was one of the ‘‘second-wave’” GM
compacts—the Buick-Oldsmobile-Pontiac cars that fol-
lowed the 1960 Chevrolet Corvair. The Special’'s first
engine was a 215-cid aluminum-block V8 that was light,
smooth-running, efficient, and economical. This quiet,
powerful engine would have a long life. After GM sold
manufacturing rights to British Leyland, it went on in
modified form to power Rover sedans in the late '60s
through the 1976 3500 sedan and V8 Land-Rover of
1980.

To profit from the sporty-car market pioneered in
1660 by the Corvair Monza, Buick introduced the
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1962 Special Deluxe convertible coupe

1962 Electra 225 hardtop coupe

1963 Wildcat hardtop sedan

mid-1961 Special Deluxe Skylark. This coupe had
bucket seats, deluxe trim, vinyl-covered roof, and a
185-bhp version of the aluminum V8. More than 12,000
were sold before the end of the model year. In 1962,
Buick introduced a Skylark convertible and an optional
Borg-Warner four-speed transmission—and watched
sales increase to more than 42,000.

In the early part of the decade, the big Buicks
changed dramatically. The 1960 LeSabre, Invicta, Elec-
tra, and Electra 225—-sedans, station wagons, two-door
and four-door hardtops, and convertibles—were heavy
iron objects of dubious styling merit, basically face-
lifted '59s. Their 1961 replacements had shorter wheel-
bases, weighed 100 to 200 pounds less, and looked
much cleaner. In 1962, the Wildcat appeared as a spe-
cialty model based on the Invicta. It was a two-ton, 123-
inch-wheelbase luxury hardtop priced at nearly $4000,
equipped with bucket seats, vinyl roof, and distinctive
exterior trim. It was well received and returned for 1963.
Fewer that 31,500 Invictas were sold that year. From
1964 on, Wildcat was Buick's middle full-size series.

Production of the top-of-the-line Electra steadily in-
creased throughout the '60s. Buick offered two Electras
in '61—the basic model, and the longer, more luxurious
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1963 Riviera hardtop coupe

1964 Wildcat hardtop coupe

1964 Riviera hardtop coupe

1965 LeSabre Custom hardtop coupe
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Electra 225 (named for its overall length). In 1962, the
base model was dropped, and all Electras became
'225s’"; the division then concentrated on fewer offer-
ings. Electras were powered by Buick’s largest engine,
the 401-cid V8. Its output was 325 bhp at 4400 rpm for
1960-63.

During these years, Buick styling was hardly excep-
tional. But the 1963 Riviera, a personal-luxury sports
coupe, changed the division's stodgy image almost
overnight. Many people felt that Bill Mitchell, chief of
GM styling, had created one of the best automotive
shapes of all time.

The Riviera’s origins can be found in Mitchell’s proj-
ect to revive the LaSalle, Cadillac’s low-priced cousin,
which had disappeared after 1940. Numerous render-
ings and clay models had been completed—notably, an
experimental convertible shown at the 1955 Motorama
featuring a LaSalle-type grille. Designed by Buick styl-
ist Ned Nickles, it was named LaSalle Il. Although it
never went into production, it encouraged GM to build
a “‘personal-luxury’ competitor to Ford’s Thunderbird.
Ultimately, management tapped Buick to design and
build it. Cadillac didn’t have the facilities, Chevrolet
was enjoying record sales, and Oldsmobile and Pontiac
were occupied with other things. Buick sales needed a
shot in the arm, though. The name Riviera was a nat-
ural, having been associated with the make since 1949.

The Riviera borrowed some of its design features
from various sources. For example, English custom
coachwork inspired its razor-edged body styling. But
the finished product was handsome and individual. The
final clay model was approved by early 1961, and a pro-
duction run of 40,000 was scheduled for the 1963 model
year. Riding a 117-inch wheelbase, Riviera was about
14 inches shorter than other Buicks. The 325-bhp 401
V8 was standard in its debut year. A 425-cid powerplant
with up to 360 bhp was a 1964 option. Transmission was
two-speed Turbine Drive in '63; three-speed Twin-Tur-
bine Hydra-Matic was used from 1964 on.

The Riviera’s handling was well up to its perfor-
mance. Standing quarter-mile time was 16 seconds at
85 mph with the standard V8; 15.5 seconds and 90-plus
mph with the 360-bhp engine.

In 1964, Buick's compact line was restyled and en-
larged. Wheelbases went up to 115 inches for sedans,
120 inches for station wagons. There were new en-
gines, too: a 225-cid V6 with 155 bhp and a 300-cid V8
with 210 bhp. The plush Skylark was now considered
part of the Special series, though it is listed individually
in our model year production charts. People liked the
luxury it offered. By 1964, Skylark was rapidly becom-
ing Buick’s most popular compact. The production
ratio of Skylarks to Specials was about 9 to 10 in 1964.
From 1965 on, Skylark pulled away. By 1969, Buick was
building nearly five Skylarks to every one Special.

The large Buicks—LeSabre, Wildcat, and Electra—
were lengthened for 1964, although there was no
change in wheelbase. The LeSabre’s standard engine
became a 300-cid V8. Wildcats were the hot rods of the



family, since they carried the 401-cid Electra engine in
the lighter, shorter LeSabre chassis. As such, the Wild-
cat was Buick's performance model, much like the
Century had been in the '50s. Riviera, meanwhile, re-
mained basically unchanged, though a 425-cid V8 was
added to the option list.

In the first half of the decade, Buick production rose
by 50 percent, the division climbing from ninth to fifth
place. And instead of a limited lineup of large cars
priced just below Cadillac, Buick offered full-size and
intermediate models, plus the unique Riviera. Riviera
sales consistently ran at 35,000 to 40,000 units a year. In
1965, Riviera’'s headlights were hidden behind the
grille, and the taillights were integrated with the rear
bumper.

The year 1965 was significant in other ways, too.
Numerous trim and model variations were offered so
the buyer could custom-build his Buick. There were
standard, Deluxe, and Skylark versions of the compact
Special, with V6 or V8 engines, priced from about $2350
to $3000; and V8 Special Sportwagons in the
$3000-$3200 range. The Wildcat was offered with stan-
dard, deluxe, and Custom trim packages as a sedan,
hardtop sedan, and coupe, and as a deluxe and Custom
convertible. LeSabres and Electra 225s came in stan-
dard and Custom versions. The most expensive Buick
was the Electra 225 Custom convertible, priced at
$4440. LeSabres were fitted with the 300-cid V8; Wild-
cats and Electras had the big 401.

An important performance option for '65 was the
Gran Sport package for Riviera and Skylark. Gran
Sports were equipped with $250 worth of roadability im-
provements. Fitted with oversize tires, Super-Turbine
300 automatic transmission, and the Wildcat 401 en-
gine, the Skylark Gran Sport was every inch a grand
touring car. The Riviera version was, of course, even
grander. Using the 425-cid engine, it could reach 125
mph on the straight. Motor Trend magazine pronounced
it superb in every category: ‘‘It goes and handles better
than before, and that's quite an improvement.”

There were many changes for the 1966-67 Riviera. Al-
though the crisp, razor-edged body was now much
more massive, it rode a wheelbase only two inches
longer than that of the 1965 model. The second-genera-
tion model’s smooth sheetmetal, clean hidden-head-
light grille, and large windows melded to create an im-
pressive effect. Yet it sold for only about $4400—an
amount that seems unbelievably low today.

Riviera was Buick’s main news in '66 because the
rest of the line was mostly a carryover. Modest facelifts
of grilles, side trim, and taillights were the only altera-
tions again in '67. Riviera got a new grille with a hori-
zontal crossbar and redesigned parking lights. Spe-
cials and Skylarks, which continued with the 225 V6 or
the 300 V8, were distinguished by different grilles.

For 1967, Buick introduced one of its largest engines
ever: the 430-cid V8 standard on Wildcat, Electra, and
Riviera. It had no more horsepower than previous en-
gines, but it ran more smoothly and quietly. Also new

Buick

Riviera Silver Arrow show car of 1965

1966 Electra 225 hardtop coupe

1966 Special Deluxe four-door sedan

1967 Riviera GS hardtop coupe

1967 Special Deluxe four-door sedan
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1968 Electra 225 hardtop coupe

1968 LeSabre convertible

1968 Skylark Custom hardtop sedan 1969 Riviera hardtop coupe

was a 400-cid cast-iron V8 for the Special/Skylark chas- units, and the division ranked fifth in the industry.

sis. This powerplant appeared in a sporty series with In 1968, Skylark dominated sales among the “small”
bucket seats dubbed GS400, offered as a convertible, Buicks, although by then it had grown from compact to
hardtop, or pillared coupe. An identical hardtop with intermediate size. A record number were built for the
the 340 engine appeared as the GS340. Sales were ex- model year. The junior editions used three different
cellent. Model year production came to over 560,000 wheelbases: 112 inches for Special and Skylark two-
1969 Sportwagon four-door station wagon 1969 GS400 hardtop coupe

1969 Wildcat Custom hardtop coupe 1969 Electra 225 hardtop coupe
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doors, 116 inches for four-doors and Special Deluxe
station wagons, and 121 inches for Sportwagons.
Again, a group of Gran Sport models was fielded. They
were the GS350 hardtop, and the GS400 hardtop and
convertible. The V6 gave way to a 250-cid Chevy six, but
compression was lowered to meet emissions require-
ments. There was a new 350-cid V8 with 280 bhp for the
GS350. It also powered LeSabres, which rode the
wheelbase length they'd had in 1960. The 430 was still
reserved for Wildcat, Electra, and Riviera.

Buick’s restyling for its 1968 big cars included new
divided grilles, altered rear bumpers, and concealed
windshield wipers. Skylarks and Specials were given a
down-sloped side contour line and new grilles. The Rivi-
era got a much heavier divided grille and was not quite
as clean-looking as it had been in 1966-67. The senior
cars featured bodyside moldings somewhat reminis-
cent of the old sweep-spear of the '50s. Many Buicks
kept with tradition in another way—stylized ‘‘venti-
ports,”’ a design trademark dating from the '40s.

No engine changes were made for the record-break-
ing 1969 model year when Buick produced more than
665,000 cars—its highest output for any year in the
60’s. The Electra 225, Wildcat, and LeSabre were given
new bodies with ventless side glass and busier grilles.
Gran Sports and Sportwagons, meanwhile, were all but
separate models now. GS350 and GS400 hardtops and
convertibles, plus Sportwagons with two or three bench
seats, were offered as in 1968. LeSabres remained
structurally unchanged, but the Wildcat was switched

1970 Estate Wagon four-door station wagon

1970 GS455 hardtop coupe

Buick

back from the Electra chassis to the LeSabre's, and
handling was improved.

With this hot-selling lineup, Buick stood pat for 1970.
Skylark, Sportwagon, Gran Sports, Wildcat, Electra
225, and the inevitable Riviera were continued. A new
model designation was the Estate Wagon, actually a
pair of upper-class haulers designed to do battle with
the likes of the Chrysler Town & Country. The full-size
linereceived new grilles, bumpers, and lights. Interme-
diates were restyled with a longer hood, shorter deck,
and different grilles for each series. The '70 Riviera had
a thin-line vertical-bar grille extending below the
bumper. The big hardtop also reverted to exposed
headlamps and adopted a longer hood and wider rear
window than in 1969. Altered bumpers completed the
package.

Mechanically, the big news in 1970 was an enormous
455 V8, the largest ever, which gulped premium gas at
the rate of 12 mpg and was offered with compression
ratios of at least 10:1. The last mammoth V8 Buick
would build, the 455 was available in three versions
with up to 370 bhp. In one of these guises it was stan-
dard on the GS and LeSabre 455, Riviera, Electra 225,
Wildcat, and both Estate wagons.

Buicks of the '60s and 1970 were remarkably consis-
tent from year to year in both design and engineering.
The division never needed sensational engineering or
styling breakthroughs (other than the Riviera) to main-
tain its sales position—a tribute to the sound design
and value of its cars.

1970 Riviera hardtop coupe

1970 Wildcat Custom convertible
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Buick Specifications

1940

Series 40 Special (wb 121.0) Wght Price Prod
41 sdn 4d 3,660 996 68,816
41C spt phtn 3.755 1,355 597
41T taxi 3,700 1,000 48
46 bus cpe 3,505 895 12,382
46C conv cpe 3,665 1,077 3,763
46S spt cpe 3,540 950 8,401
48 sdn2d 3,605 955 20,768
Series 50 Super (wb 121.0)

51 sdn 4d 3,790 1,109 97,226
51C spt phtn 3,895 1,549 534
56C conv cpe 3,785 1,211 4,604
56S spt cpe 3,735 1,058 26,462
59 wgn 4d 3,870 1,242 501
Series 60 Century (wb 126.0)
61 sdn 4d 3,935 1,210 8,708
61C sptphtn 4,050 1,620 203
66 bus cpe 3,800 1,128 44
66C conv cpe 3,915 1,343 550
66S spt cpe 3,765 1,175 96
Series 70 Roadmaster (wb 126.0)

71 sdn 4d 4,045 1,359 13,733
71C spt phtn 4,195 1,768 238
76C conv cpe 4,055 1,431 612
76S sptcpe 3,990 1,277 3,972

 Series 80 Limited (wb 133.0)

80C Streamlined spt phtn 4,540 1,952 7
81 sdn 4d 4,440 1,553 3,898
81C T/B spt phtn 4,540 1,952 250
81F T/B form sdn 4,455 1,727 270
87 Streamlined sptsdn 4d 4,380 1,553 14
87F Streamlined form sdn 4,455 1,727 7
Series 90 Limited (wb 140.0)
90 sdn 4d, 8P, A/S 4,645 2,096 828
90L limo 8P, A/S 4,705 2,199 634
91 sdn 4d 4,590 1,942 418
1940 Engines borexstroke bhp  availability

L8, 248.0 3.09x4.13 107  S-40,50

L8, 320.2 3.44x4.31 141 S-60, 80, 90

1941

Series 40 Special (wb 121.0) Wght Price Prod
41 sdn 4d 3,730 1,052 92,528
41SE sdn 4d 3,790 1,134 13,402
46 bus cpe 3,630 935 9,201
46S sedanet 3,700 1,006 88,148
46SSE sedanet 3,690 1,063 9,614
49 wgn 4d 3,980 1,463 850
Series 40A Special (wb 118.0)

44 bus cpe 3,530 915 3,261
44C conv cpe 3,780 1,138 4,309
44S sptcpe 3,590 980 5,290
47 sdn 4d 3,670 1,021 14,139
Series 50 Super (wb 121.0)

51 sdn 4d 3,770 1,185 58,638
51C conv phtn 4,014 1,555 508
56 bus cpe 3,620 1,031 2,452
56C conv cpe 3,810 1,267 12,391
56S spt cpe 3,670 1,113 19,876

Series 60 Century (wb 126.0) Wght Price Prod
61 sdn 4d 4,025 1,288 15,136
66 bus cpe 3,870 1,195 222
66S sedanet 3.920 1,241 5,547
Series 70 Roadmaster (wb 128.0)
71 sdn 4d 4,010 1,364 10,553
71C conv phtn 4,469 1,775 326
76C conv cpe 4,045 1,457 1,869
76S sptcpe 3,920 1,282 2,834
Series 90 Limited (wb 139.0)
90 sdn 4d, 8P, A/S 4,680 2,360 906
90L limo 8P, A/S 4,760 2,465 669
91 sdn 4d 4575 2,155 1,231
91F form sdn, A/S 4,665 2,310 296
1941 Engines borexstroke bhp availability
L8, 248.0 3.09%x4.13 115 S-40A, 40 exc SE
L8,248.0 3.09%x4.13 125 S-50, 41SE, 46SSE
L8, 320.2 3.44x4.31 165 S-60, 70, 90
1942
Series 40A Special (wb 118.0) Wght Price Prod
44 util cpe 3,510 990 461
44C conv cpe 3,790 1,260 1,788
47 sdn 4d 3,650 1,080 1,652
48 bus sedanet 3,555 1,010 559
48S fam sedanet 3,610 1,045 5,990
Series 40B Special (wb 121.0)
41 sdn 4d 3,760 1,120 17,397
41SE sdn 4d 3,785 1,200 2,288
46 bus sedanet 3,650 1,020 1,408
46S fam sedanet 8,705 1,075 11,856
46SSE fam sedanet 3,725 1,130 1,809
49 wgn 4d 3,925 1,450 327
Series 50 Super (wb 124.0)
51 sdn 4d 3,890 1,280 16,265
56C conv cpe 4,025 1,450 2,489
56S sedanet 3,800 1,230 14,629
Series 60 Century (wb 126.0)
61 sdn 4d 4,065 1,350 3,319
66S sedanet 3,985 1,300 1,232
Series 70 Roadmaster (wb 129.0)
71 sdn 4d 4,150 1,465 5,418
76C conv cpe 4,300 1,675 5l
76S sedanet 4,075 1,395 2,475
Series 90 Limited (wb 139.0)
90 sdn 4d, 8P, A/S 4,710 2,445 150
90L limo 8P, A/S 4765 2,545 250
91 sdn 4d 4,665 2,245 215
91F form sdn 4,695 2,395 85
1942 Engines borexstroke bhp availability
L8, 248.0 3.09x4.13 110 S-40A, 40B exc SE
L8, 248.0 3.09%x4.13 118 S-50, 46SSE, 41SE
L8, 320.2 3.44x4.31 165 S-60, 70, 90
1946
Series 40 Special (121.0) Wght Price Prod
41 sdn 4d 3,720 1,580 1,650
46S sedanet 3,670 1,622 1,350
Series 50 Super (wb 124.0)
5i sdn 4d 3,935 1,822 77,724
56C conv cpe 4,050 2,046 5,987




Wght Price Prod
56S sedanet 3,795 1,741 34,425
59 wgn 4d 4,170 2,594 748
Series 70 Roadmaster (wb 129.0)
71 sdn 4d 4,165 2,110 20,864
76C conv cpe 4,345 2,347 2,587
76S sedanet 4,095 2,014 8,292
1946 Engines borexstroke bhp  availability
L8, 248.0 3.09x4.13 110 S-40, 50
L8,320.2 3.44x4.31 144 S-70
1947
Series 40 Special (wb 121.0) Wght Price Prod
41 sdn 4d 3,720 1623 18,431
46S sedanet 3,760 1,611 14,603
Series 50 Super (wb 124.0)
51 sdn 4d 3,910 1,929 83,576
56C conv cpe 4,050 2,333 28,297
56S sedanet 3,795 1,843 46917
59 wgn 4d 4,170 2,940 2,036
Series 70 Roadmaster (wb 129.0)
71 sdn 4d 4,190 2,232 47,152
76C conv cpe 4,345 2,651 12,074
76S sedanet 4,095 2,131 19,212
79 wgn 4d 4,445 3,249 529
1947 Engines borexstroke bhp availability
L8,248.0 3.09x4.13 110  S-40,50
L8, 320.2 3.44x4.31 144 S-70
1948
Series 40 Special (wb 121.0) Wght Price Prod
41 sdn 4d 3,705 1,809 14,051
46S sedanet 3,635 1,735 11,176
Series 50 Super (wb 124.0)
51 sdn 4d 3,855 2,087 53447
56C conv cpe 4,020 2,518 19,017
56S sedanet 3,770 1987 33,819
59 wgn 4d 4,170 3,127 2,018
Series 70 Roadmaster (wb 129.0)
71 sedan 4d 4,160 2,418 47,569
76C conv cpe 4,315 2,837 11,503
76S sedanet 4,065 2,297 20,649
79 wgn 4d 4,460 3,433 350
1948 Engines borexstroke bhp availability
L8, 248.0 3.09%x4.13 110  S-40
L8, 248.0 3.09 4.13 115  S-50
L8,320.2 3.44x4.31 144 S-70
1949
Series 40 Special (wb 121.0) Wght Price Prod
41 sdn 4d 3,695 1,861 5,940
46S sedanet 3,625 1,787 4,687
Series 50 Super (wb 121.0)
51 sedan 4d 3,835 2,157 136,423
Series 40 Special (wb 121.0
56C conv cpe 3,985 2,583 22,110
56S sedanet 3735 2,059 66,250
59 wgn 4d 4,100 3,178 1,847

Buick

Series 70 Roadmaster (wb 126.0) Wght Price Prod
71 sdn 4d 4,205 2,735 55,242
76C conv cpe 4,370 3,150 8,244
76R Riviera htp cpe 4,420 3,203 4,343
76S sedanet 4,115 2,618 18,537
79 wgn 4d 4,490 3,734 653
1949 Engines  bore xstroke bhp availability

L8,248.0 3.09x4.13 110 S-40

L8, 348.0 3.09x4.13 115/120 S-50

L8,320.2 3.44x4.31 150 S-70

1950

Series 40 Special (wb 121.5) Wght Price Prod
41 sdn 4d 3,710 1,941 1,141
41D DelLuxe sdn 3,735 1,983 141,396
43 J/B sdn 4d 3,715 1,809 58,700
43D DelLuxe J/B sdn, 4d 3,720 1,952 14,335
46 J/Bcpe 3,615 1,803 2,500
46D Deluxe J/B cpe 3,665 1,899 76,902
46S J/B sedanet 3,655 1,856 42,935
Series 50 Super (wb 121.5)

51 sdn 4d 3,745 2,139 55,672
56C conv cpe 3,965 2,476 12,259
56R Riviera htp cpe 3,790 2,139 56,030
56S J/B sedanet 3,645 2,041 10,697
59 wgn 4d 4115 2,844 2,480
Series 50 Super (wb 125.5)

52 sdn 4d 3,870 2212 114,745
Series 70 Roadmaster (wb 125.3;72-130.3)

71 sdn 4d 4,135 2,633 6,738
72 Riviera sdn 4d 4,220 2,738 54,212
75R Riviera htp cpe 4,135 2,633 2,300
76R Riv DelLuxe htp cpe 4,245 2,854 8,432
76C conv cpe 4,345 2,981 2,964
76S J/B sedanet 4,025 2,528 2,968
79 wgn 4d 4,470 3,407 420
1950 Engines  borexstroke bhp availability

L8,248.0 3.09x4.13  115/120 S-40

L8,263.3 3.19x4.13  124/128 S-50

L8, 320.2 3.44x4.31 152 S-70

1951

Series 40 Special (wb 121.5) Wght Price Prod
41 sdn 4d 3,605 2,139 999
41D Deluxe sdn 4d 3,680 2,185 87,848
45R Riviera sdn 2d 3,645 2,225 16,491
46C conv cpe 3,830 2,561 2,099
46S sptcpe 3,600 2,046 2,700
48D Deluxe sdn 2d 3,615 2,127 54,311
Series 50 Super (wb 121.5; 52-125.5)

51 sdn 4d 3,755 2,356 10,000
52 Riviera sdn 4d 3,845 2,437 92,886
56C conv cpe 3,965 . 2,728 8,116
56R Riviera sdn 2d 3,765 2,356 54,512
56S Deluxe sdn 2d 3,685 2,248 1,500
59 wgn 4d 4,100 3,133 2212
Series 70 Roadmaster (wb 126.3; 72R-130.3)

72R Riviera sdn 4d 4,240 3,044 48,758
76C conv cpe 4,355 3,283 2911
76 MR Rivierahtp cpe 4,185 3,051 809




Buick

Wght Price Prod
76R Riv htp cpe, hydraulic controls 4,235 3,143 12,901
79R wgn 4d 4,470 3,780 679
1951 Engines  bore xstroke bhp availability
L8, 263.3 3.19x4.13  120/128 S-40
L8,263.3 3.19x4.13  124/128 S-50
L8.320.2 3.44x4.31 152 S-70
1952
Series 40 Special (wb 121.5) Wght Price Prod
41 sdn 4d 3,650 2,209 137
41D Del.uxe sdn 4d 3,665 2,255 63,346
45R Riviera htp cpe 3,665 2,295 21,180
46C conv cpe 3,850 2,634 600
46S spt cpe 3,605 2,115 2,206
48D sdn 2d 3,620 2,197 32,684
Series 50 Super (wb 121.5; 52-125.5)
52 sdn 4d 3,825 2,563 71,387
56C conv cpe 3970 2,869 6,904
56R Riviera htp cpe 3,775 2,478 55,400
59 wgn 4d 4,105 3,296 1,641
Series 70 Roadmaster (wb 126.3;72R-130.3)
72R sdn 4d 4,285 3,200 32,069
76C conv cpe 4,395 3,453 2,402
76R Riviera htp cpe 4,235 3,306 11,387
79R wgn 4d 4,505 3,977 359
1952 Engines  bore x stroke bhp availability
L8, 263.3 3.19x4.13 120/128 S-40
L8, 263.3 3.19x4.13 124/128 S-50
L8, 320.2 3.44x4.31 170 S-70
1953
Series 40 Special (wb 121.5) Wght Price Prod
41D Deluxe sdn 4d 3,710 2,255 100,312
45R Riviera htp cpe 3,705 2,295 58,780
46C conv cpe 3,815 2,553 4,282
48D DeLuxesdn 3,675 2,197 53,796
Series 50 Super (wb 121.5; 52-125.5)
52 Riviera sdn 4d 3,905 2,696 90,685
56C conv cpe 4,035 3,002 6,701
56R Riviera htp cpe 3,845 2,611 91,298
59 wgn 4d 4,150 3,430 1,830
Series 70 Roadmaster (wb 121.5; 72R-125.5)
72R Riviera sdn 4d 4,100 3,254 50,523
76C conv cpe 4,250 3,506 3,318
76R Riviera htp cpe 4,125 3,358 22927
76X Skylark conv cpe 4,315 5,000 1,690
79R wgn 4d 4,315 4,031 670
1953 Engines  borexstroke bhp availability
L8, 263.3 3.19x4.13 125/130 S-40
V8, 322.0 400x3.20 164,170 S-50
V8, 322.0 4.00x3.20 188 S-70
1954
Series 40 Special (wb 122.0) Wght Price Prod
41D DelLuxe sdn 4d 3,735 2,265 70,356
46C conv cpe 3,810 2,563 6,135
46R Riviera htp cpe 3,740 2,305 71,186
48D DelLuxe sdn2d 3,690 2,207 41,557
49 DelLuxe wgn 4d 3,905 3,163 1,650
Series 50 Super (wb 127.0)
52 Riviera sdn 4d 4,105 2,711 41,756
56C conv cpe 4145 2,964 3,343

Wght Price Prod
56R Riviera htp cpe 4,035 2,626 73,531
Series 60 Century (wb 122.0)
61 sdn4d 3,805 2,520 31,919
66C conv cpe 3,950 2,963 2,790
66R Riviera htp cpe 3,795 2,534 45,710
69 wgn 4d 3,975 3,470 1,563
Series 70 Roadmaster (wb 127.0)
72R Riviera sdn 4d 4,250 3,269 26,862
76C conv cpe 4355 3,521 20,404
76R Riviera htp cpe 4,215 3,373 3,305
Series 100 Skylark (wb 122.0)
100M conv cpe 4,260 4,483 836
1954 Engines bore xstroke bhp availability
V8, 264.0 3.63x3.20 143/150 S-40
V8,322.0 4.00x3.20 177 /182 S-50
V8, 322.0 4.00x3.20 195/200 S-60
V8, 322.0 4.00x3.20 200 S-70, 100
1955
Series 40 Special (wb 122.0) Wght Price Prod
41 sdn 4d 3,745 2,291 84,182
43 Riviera htp sdn 3,820 2,409 66,409
46C conv cpe 3,825 2,590 10,009
46R Riviera htp cpe 3,720 2,332 155,818
48 sdn 2d 3,715 2,233 61,879
49 wgn 4d 3,940 2,974 2,952
Series 50 Super (wb 127.0)
52 sdn 4d 4,140 2,876 43,280
56C conv cpe 4,280 3,225 3,527
56R Riviera htp cpe 4,075 2,831 85,656
Series 60 Century (wb 122.0)
61 sdn 4d 3,825 2,548 13,269
63 Riviera htp sdn 3,900 2,733 55,088
66C conv cpe 3,950 2,991 5,588
66R Riviera htp cpe 3,805 2,601 80,338
68 sdn 2d 3,795 2,490 270
69 wgn 4d 3,995 3,175 4,243
Series 70 Roadmaster (wb 127.0)
72 sdn 4d 4,300 3,349 31,717
76C conv cpe 4,415 3,552 4,739
76R Riviera htp cpe 4,270 3,453 28,071
1955 Engines  bore xstroke bhp availability
V8, 264.0 3.63x3.20 188 S-40
V8, 322.0 4.00x3.20 236 S-50, 60, 70
1956
Series 40 Special (wb 122.0) Wght Price Prod
41 sdn 4d 3,790 2,416 66,977
43 Riviera htp sdn 3,860 2,528 91,025
46C conv cpe 3,880 2,740 9,712
46R Riviera htp cpe 3,775 2,457 113,861
48 sdn 2d 3,750 2,357 38,672
49 wgn 4d 3,945 2,775 13,770
Series 50 Super (wb 127.0)
52 sdn 4d 4,200 3,250 14,940
53 Riviera htp sdn 4,265 3,340 34,029
56C conv cpe 4,340 3,544 2,889
56R Riviera htp cpe 4,140 3,204 29,540
Series 60 Century (wb 122.0)
61 sdn 4d 3,930 exp 1
63 Riviera htp sdn 4,000 3,025 20,891



Wght Price Prod

63D Riviera DelLuxe htp sdn 4,000 3,041 35,082

66C conv cpe 4,045 3.306 4721

66R Riviera htp cpe 3.890 2,963 33.334

69 wgn 4d 4,080 3.256 8,160

Series 70 Roadmaster (wb 127.0)

72 sdn 4d 4,280 3.503 11,804

73 Riviera htp sdn 4,355 3.692 24,779

76C conv cpe 4,395 3,704 4,354
. 76R Riviera htp cpe 4,235 3,591 12,490

1956 Engines  bore xstroke bhp availability

V8, 322.0 4.00x3.20 220 S-40

V8, 322.0 4.00x3.20 255 S-50, 60,70

1957

Series 40 Special (wb 122.0) Wght Price Prod

41 sdn 4d 4,012 2,660 59,739

43 Riviera htp sdn 4,041 2,780 50,563

46C conv cpe 4,082 2,987 8,505

46R Riviera htp cpe 3,956 2,704 64,425

48 sdn 2d 2,596 2,596 23,180

49 wgn 4d 4,292 3,047 7,013

49D Caballero wgn 4d 4309 3,167 6,817

Series 50 Super (wb 127.5)

53 Riviera htp sdn 4,356 3,681 41,665

56C conv cpe 4,414 3,981 2,065

56R Riviera htp cpe 4,271 3,536 26,529

Series 60 Century (wb 122.0)

61 sdn 4d 4137 3,234 8,075

63 Riviera htp sdn 4,163 3,354 26,589

66C conv cpe 4234 3,598 4,085

66R Riviera htp cpe 4,081 3,270 17,029

68 sdn 2d 4,080 exp 2

69 Caballero wgn 4d 4,423 3,706 10,186

Series 70 Roadmaster (wb 127.5)

&) Riviera htp sdn 4,469 4,053 11,401

73A Riviera htp sdn, 1-piece

backlight 4,455 4,066 10,526

76C conv cpe 4,500 4,066 4,363

76R Riviera htpsdn 4,374 3,944 3,826

76A Riviera htp sdn, 1-piece

backlight 4,370 3.944 2,812

Series 75 Roadmaster (wb 127.5)

75 Riviera htp sdn 4,539 4,483 12,250

75R Rivierahtp cpe 4,427 4,373 2,404

1957 Engines  borexstroke bhp availability

V8, 364.0 4.13x3.40 250 S-40

V8, 364.0 4.13x3.40 300 S-50, 60, 70, 75

1958

Series 40 Special (wb 122.0) Wght Price Prod

41 sdn 4d 4115 2,700 48238

43 Rivierahtpsdn 4,180 2,820 31,921

46C conv cpe 4,165 3,041 5,502

46R Riviera htp cpe 4,058 2,744 34,903

48 sdn2d 4,063 2,636 11,566

49 wgn 4d 4,396 3,154 3.663

49D Caballero htp wgn 4d 4,408 3,261 3,420

Series 50 Super (wb 127.5)

53 Riviera htp sdn 4,500 3,789 28,460

56R Riviera htp cpe 4,392 3.644 13,928

Series 60 Century (wb 122.0)

61 sdn 4d 4,241 3.316 7.241

Buick

Wght Price Prod
63 Riviera htp sdn 4,267 3,436 15,171
66C conv cpe 4,302 3,680 2,588
66R Riviera htp cpe 4,182 3,368 8,100
68 sdn 2d 4,189 exp 2
69 Caballero htp wgn 4d 4,498 3,831 4,456
Series 75 Roadmaster (wb 127.5)
75 Riviera htp sdn 4,668 4,667 10,505
75C conv cpe 4,676 4,680 1,181
75R Riviera htp cpe 4,568 4,557 2,368
Series 700 Limited (wb 127.5)
750 Riviera htp sdn 4,710 5112 5,571
755 Riviera htp cpe 4,691 5,002 1,026
756 conv cpe 4,603 5,125 839
1958 Engines  bore xstroke bhp availability
V8, 364.0 4.13x3.40 250 S-40
V8, 364.0 4.13x3.40 300 S-50, 60, 75, 700
1959
4400 LeSabre (wb 123.0) Wght Price Prod
4411 sdn 2d 4,159 2,740 13,492
4419 sdn 4d 4,229 2,804 51,379
4435 wgn 4d 4,565 3,320 8,286
4437 htp cpe 4,188 2,849 35,189
4439 htp sdn 4,266 2,925 46,069
4467 conv cpe 4,216 3,129 10,489
4600 Invicta (wb 123.0)
4619 sdn 4d 4,331 3,357 10,566
4635 wgn 4d 4,660 3,841 5,231
4637 htp cpe 4,274 3.447 11,451
4639 htp sdn 4373 SI5HIS 20,156
4667 conv cpe 4,317 3,620 5,447
4700 Electra (wb 126.3)
4719 sdn 4d 4,557 3,856 12,357
4737 htp cpe 4,465 3,818 11,216
4739 htp sdn 4,573 3,963 20,612
4800 Electra 225 (wb 126.3)
4829 Riviera htp sdn 4632 4,300 6,324
4839 htp sdn 4,641 4,300 10,491
4867 conv cpe 4,562 4,192 5,493
1959 Engines borexstroke bhp availability
V8, 364.0 4.13x3.40 250 S-LeSabre
V8, 401.0 4.19%x3.64 325 S-others
1960
4400 LeSabre (wb 123.0) Wght Price Prod
4411 sdn 2d 4,139 2,756 14,388
4419 sdn 4d 4219 2,870 54,033
4435 wgn 4d, 2S 4,568 3,386 5,331
4437 htp cpe 4,163 2915 26,521
4439 htp sdn 4,269 2,991 35,999
4445 wgn 4d, 3S 4574 . 3,493 2,222
4467 conv cpe 4,233 3,145 13,588
4600 Invicta (wb 123.0)
4619 sdn 4d 4,324 3,357 10,839
4635 wgn 4d, 2S 4,644 3,841 3,471
4637 htp cpe 4,255 3,447 8,960
4639 htp sdn 4,365 EHN S 15,300
4645 wgn 4d, 3S 4,679 3,948 1,605
4667 conv cpe 4,347 3,620 5,236
4700 Electra (wb 126.3)
4719 sdn 4d 4,544 3,856 13,794




Buick

Wght Price Prod
4737 htp cpe 4,453 3,818 7.416
4739 htp sdn 4,554 3,963 14,488
4800 Electra 225 (wb 126.3)
4829 Riviera htp sdn 4,653 4,300 8,029
4839 htp sdn 4,650 4,300 5,841
4867 conv cpe 4,571 4,192 6,746
1960 Engines boreXxstroke bhp availability
V8, 364.0 413x3.40  235/250 S-LeSabre
V8, 401.0 4.19x3.64 325 S-others
1961
4000 Special (wb 112.0) Wght Price Prod
4019 sdn 4d 2,610 2,384 18,339
4027 sptcpe 2,579 2,330 4,232
4035 wgn 4d 2,775 2,681 6,101
4045 wgn 4d, 3S 2,844 2,762 798
4119 Deluxe sdn 4d 2,632 2,519 32,986
4135 Deluxe wgn 4d 2,794 2,816 11,729
4317 Skylark spt cpe 2,687 2,621 12,683
4400 LeSabre (wb 123.0)
4411 sdn 2d 4,033 2,993 5,959
4435 wgn 4d 4,450 3,623 5,628
4437 htp cpe 4054 3,152 14,474
4439 htp sdn 4,129 3,228 37,790
4445 wgn 4d, 3S 4,483 3,730 2,423
4467 conv cpe 4,186 3,382 11,951
4469 sdn 4d 4,102 3,107 35,005
4600 Invicta (wb 123.0)
4637 htp cpe 4,090 3,447 6,382
4639 htp sdn 4,179 3,515 18,398
4667 conv cpe 4,206 3,620 3,953
4700 Electra (wb 126.0)
4719 sdn 4d 4,298 3,825 13,818
4737 htp cpe 4,260 3,818 4,250
4739 htp sdn 4333 3,932 8,978
4800 Electra 225 (wb 126.0)
4829 Riviera htp sdn 4,417 4,350 13,719
4867 conv cpe 4,441 4,192 7,158
1961 Engines borex stroke bhp availability
V8, 215.0 3.50x2.80 155 S-Special (Slylark 185 bhp)
V8, 364.0 4.13x3.40  235/250 S-LeSabre
V8,401.0 4.19x3.64 325 S-others
1962
Special (wb 112.1) Wght Price Prod
4019 sdn 4d 2,666 2,358 23,249
4027 cpe 2,638 2,304 19,135
4035 wgn 4d 2,876 2,655 7,382
4045 wgn 4d, 3S 2,896 2,736 2,814
4067 convcpe 2,858 2,587 7,918
4119 Del sdn 4d 2,648 2,593 31,660
4135 Del wgn 4d 2,845 2,890 10,380
4167 Del conv cpe 2,820 2,879 8,332
4347 Skylark htp cpe 2,707 2,787 34,060
4367 Skylark conv cpe 2,871 3,012 8,913
LeSabre (wb 123.0)
4411 sdn 2d 4,041 3,091 7,418
4439 stp sdn 4,156 3,369 37,518
4447 htp cpe 4,054 3,293 25,479
4469 sdn 4d 4104 3,227 56,783
Invicta (wb 123.0)
4435 wgn 4d 4,471 3,836 9,131

Wght Price Prod
4639 htp sdn 4,159 3,667 16,443
4645 wgn 4d, 3S 4,505 3.917 4,617
4647 spt cpe 4,077 3,733 10,335
4647 Wildcat sptcpe 4,150 3,927 2,000
4667 conv cpe 4,217 3,617 13,471
Electra 225 (wb 126.0)
4819 sdn 4d 4304 4,051 13,523
4829 Riviera htp sdn 6W 4,390 4,448 15,395
4839 htp sdn 4,309 4,186 16,734
4847 htp cpe 4,235 4,062 8,992
4867 conv cpe 4396 4,366 7,894
1962 Engines borexstroke bhp availability
V6, 198.0 3.63x3.20 135 S-Special
V8,215.0 3.50x2.80 155 S-Special Deluxe
V8,215.0 3.50x2.80 185 S-Skylark
V8,401.0 4.19x3.64 265/280 S-LeSabre, Invicta
V8, 401.0 4.19x3.64 325 S-Electra
1963
Special (wb 112.1) Wght Price Prod
4019 sdn 4d 2,696 2,363 21,733
4027 cpe 2,661 2,309 21,886
4035 wgn 4d 2,866 2,659 5,867
4045 wgn 4d, 3S 2,903 2,740 2,415
4067 conv cpe 2,768 2,591 8,082
4119 Del sdn 4d 2,720 2,521 37,695
4135 Del wgn 4d 2,854 2,818 8,771
4347 Skylark sptcpe 2,757 2,857 32,109
4367 Skylark conv cpe 2,810 3,011 10,212
LeSabre (wb 123.0)
4411 sdn 2d 3,905 2,869 8,328
4435 wgn 4d 4,320 3,526 5,566
4439 htp sdn 4,007 3,146 50,420
4445 wgn 4d, 3S 4340 3,606 3,922
4447 htp cpe 3.924 3,070 27,997
4467 conv cpe 4,052 3,339 9,975
4469 sdn 4d 3,970 3,004 64,995
Wildcat (wb 123.0)
4639 htp sdn 4,222 3,871 17,519
4647 htp cpe 4,123 3,849 12,185
4667 conv cpe 4,228 3,961 6,021
Invicta (wb 123.0)
4635 wgn 4d 4,397 3,969 3,495
Electra 225 (wb 126.0)
4819 sdn 4d 4241 4051 14,268
4829 pillarless sdn 4,284 4,254 11,468
4839 htp sdn 4272 4,186 19,714
4847 htp cpe 4,153 4,062 6,848
4867 conv cpe 4,297 4,365 6,347
Riviera (wb 117.0)
4747 sptcpe 3,988 4,333 40,000
1963 Engines borexstroke bhp availability
V6, 198.0 3.63x3.20 135 S-Special, Special Deluxe
V8,215.0 3.50x2.80 155 O-Special Deluxe, Skylark
V8, 215.0 3.50x2.80 200 S-Skylark, O-all Specials
V8,401.0 4.19x3.64  265/280 S-LeSabre
Vv8,401.0 4.19x3.64 325 S-Invicta, Wildcat, Electra,

Riviera

1964

Special (wb 115.0; wgns-120.0)

4027 cpe

Wght
2,991

Price Prod

2,343

15,030



Buick

Wght Price Prod LeSabre (wb 123.0) Wght Price Prod
4035 wgn 3266 2,689 6,270 45237 htp cpe 3,753 3,030 15,786
4067 conv cpe 3,108 2,605 6,308 45239 htp sdn 3,809 3,090 18,384
4069 sdn 4d 3,008 2,397 17,983 45269 sdn 4d 3,788 2,948 37,788
4127 Del cpe 3006 2,457 11,962 45437 Cus htp cpe 3,724 3,100 21,049
4135 Del wgn 4d 3,285 2,787 9,467 45439 Cus htp sdn 3,811 3,166 23,394
4169 Del sdn 4d 3,026 2,490 31,742 45467 Cus convcpe 3,812 3,325 6,543
3227 gky: sptcpe 3,057 2,680 42,356 45469 Cus sdn 4d 3,777 3,024 22,052
7 kyl convcpe 3,175 2,834 10,225 _

4369 Skyl sdn 4d 3,070 2,669 19,635 Wildcat (wb 126.0)
4255 Skyl Spt Wgn 3,557 2,989 2,709 46237 htp cpe 3988 3,286 6,031
4355 Skyl Spt Wgn 3,595 3,161 3,913 46239 htp sdn 4,089 3,346 7,499
4265 Skyl Spt Wgn 4d 3S 3689 3,124 2,586 46269 sdn 4d 4058 3,182 10,184
4365 Skyl Spt Wgn 3,727 3,286 4,446 46437 Del htp cpe 4,014 3,340 11,617

46439 Del htp sdn 4075 3,407 13,903
LeSabreXybi 23,0) 46467 Del conv cpe 4069 3,502 4616
4439 htp sdn 3730 3,122 37,052 46469 Del sdn 4d 4046 3,285 9,765
4447 htp cpe 3,629 3,061 24,177 46637 Cus htp cpe 4047 3,566 15,896
4467 conv cpe 3,787 3,314 6,685 46639 Cus htp sdn 4160 3,626 14,878
4469 sdn 4d 3,693 2,980 56,729 46667 Cus conv cpe 4,087 3,727 4,398
4635 wgn 4d 4352 3,554 6,517
4645 wgn 4d, 3S 4362 3,635 4,003 Electra 225 (wb 126.0)

: 48237 htp cpe 4208 4,082 6,302
Jidcati(wh 123,0) 48239 htp sdn 4284 4206  12.842
4639 htp sdn 4,058 3327 33358 48269 sdn 4d 4261 4,071 12,459
4647 htp cpe 4003 3,267 22,893 48437 Cus htp cpe 4228 4,265 9,570
4667 conv cpe 4,076 3,455 7.850 48439 Cus htp sdn 4344 4389 29932
4669 sdn 4,021 3,164 20,144 48467 Cus conv cpe 4325 4,440 8,505
Electra 225 (wb 126.0) 48469 Cus sdn 4d 4272 4,254 7,197
4819 sdn 4d 4212 4,059 15,968 Riviera (wb 117.0)

4829 plllarless sdn 4,238 4,261 11 ,663 49447 htp cpe 4.036 4.408 34,586
4839 htp sdn 4229 4,194 24,935
4847 htp cpe 4,149 4,070 9,045 1965 Engines  borexstroke bhp availability
4867 conv cpe 4,280 4,374 7,181 V6, 225.0 3.75%3.40 155 S-Special, Skylark
Riviera (wb 117.0) V8, 300.0 3.75x3.40 210/250 S-Special, Skylark, LeSabre
4747 s 3.951 4385 BTees V8, 401.0 4.19x3.64 325 S-Wildcat, Electra, Riviera
' . : V8, 425.0 4.31x3.64  340/360 O-Wildcat, Electra Riviera

1964 Engines  borexstroke bhp availability 1966
V6, 225.0 3.75x3.40 155 S-Special
V8, 300.0 3.75x3.40  210/250 S-LeSabre 4400, Special Special (wb 115.0; wgns-120.0) Wght  Price Prod
V8, 401.0 1 '1391 x3.64 325 S-LgS 4600, Wildcat, Elec 43307 cpe 3,009 2,348 9,322
V8, 425.0 .31x3.64 340(0-360)S-Riv; O-LeS 4600, Widct, Elec 43335 wgn 4d 3296 2,695 1,451
1965 43367 conv cpe 3,092 2,604 1,357

) _ 43369 sdn 4d 3,046 2,401 8,797
Special (wb 115.0) Wght Price Prod 43407 cpe 3,091 2.418 5719
43327 cpe 2977 2,343 12,945 43435 wgn 4d 3399 2,764 3,038
43335 wgn 4d 3,258 2,688 2,868 43467 conv cpe 3,223 2,671 2,036
43367 conv cpe 3,087 2,605 3,357 43469 sdn 4d 3,148 2,471 9,355
43369 sdn 4d 3,010 2,397 13,828 43507 Del cpe 3,009 2,432 2,359
43427 cpe V8 3,080 2.414 5,309 43517 Del htp cpe 3,038 2,504 2,507
43435 wgn 4d 3,365 2.759 3,676 43535 Del wgn 4d 3,290 2,783 824
43467 conv cpe 3,197 2.676 3,365 43569 Del sdn 4d 3,045 2,485 5,573
43469 sdn 4d 3,117 2,468 8,121 43607 Del cpe 3,112 2,502 4,908
43535 Del wgn 4d 3242 2,787 1,677 43617 Del htp cpe 3,130 2,574 10,350
43569 Del sdn 4d 3016 2,669 11,033 43635 Del wgn 4d 3427 2,853 7,592
43635 Del wgn 4d 3369 2,858 9,123 43669 Del sdn 4d 3,156 2,655 27,909
43669 Del sdn 4d 3,143 2,561 26,299 Skylark (wb 115.0; wgns -120.0)
R 21k (4011 pi05wans-120.9) 44255 wgn 4d 3713 3025 2,469
44255 wgn 4d 3,642 2,989 4,226 44265 wgn 4d, 3S 3,811 3,173 2,667
44265 wgn 4d, 38 3,750 3,123 4,669 44307 cpe V6 3,034 2,624 1,454
44327 cpe 3,035 2,537 4,195 44317 htp cpe 3069 2,687 2,552
44337 htp cpe 3,057 2,680 4,549 44339 htp sdn 3,172 2,846 1,422
44367 conv cpe 3,149 2,834 1,181 44367 conv cpe 3,158 2,837 608
44369 sdn 4d 3,086 2,669 3,385 44407 cpe 3,145 2,694 6,427
44427 cpe 3,146 2,608 11,877 44417 htp cpe 3,152 2,757 33,326
44437 htp cpe 3,198 2,751 47,034 44439 htp sdn 3,285 2,916 18,873
44455 Cus wgn 4d 3,690 3,160 8,300 44455 Cus wgn 4d 3,720 3,155 6,964
44465 Cus wgn 3S 3,802 3,285 11,166 44465 Cus wgn 4d, 3S 3,844 3,293 9,510
44467 convcpe 3,294 2,905 10,456 44467 conv cpe 3,259 2,904 6,129
44469 sdn 4d 3,194 2,740 22,335 44607 GScpe 3,479 2,956 1,835



Buick

Wght Price Prod
44617 GS htp cpe 3.428 3.019 9,934
44667 GS conv cpe 3,532 3.167 2,047
LeSabre (wb 123.0)
45237 htp cpe 3.751 3,022 13.843
45239 htp sdn 3,828 3,081 17,740
45269 sdn 4d 3,796 2,942 39.146
45437 Cus htp cpe 3,746 3.109 18,830
45439 Cus htp sdn 3,824 3,174 21,914
45467 Cus conv cpe 3,833 3.326 4994
45469 Cus sdn 4d 3.788 3.035 25,932
Wildcat (wb 126.0)
46437 htp cpe 4,003 3,326 9.774
46439 htp sdn 4,108 3,391 15,081
46467 conv cpe 4,065 3.480 2,690
46469 sdn 4d 4,070 3,233 14,389
46637 Cus htp cpe 4,018 3,547 10,800
46639 Cus htp sdn 4,176 3,606 13,060
46667 Cus conv cpe 4,079 3,701 2,790
Electra 225 (wb 126.0)
48237 htp cpe 4,176 4,032 4,882
48239 htp sdn 4,271 4,153 10,792
48269 sdn 4d 4,255 4,022 11,740
48437 Cus htpcpe 4,230 4211 10,119
48439 Cus htp sdn 4323 4332 34,149
48467 Cus conv cpe 4,298 4,378 7.175
48469 Cus sdn 4d 4,292 4,201 9,368
Riviera (wb 119.0)
49487 htp cpe 4,180 4,424 45,348
1966 Engines borexstroke bhp availability
V6, 225.0 3.75x3.40 160  S-Special, Skylark
V8, 300.0 3.75x3.40 210  O-Special, Skylark
V8, 340.0 3.75x3.85 220  S-4440wagon, LeSabre
V8, 401.0 4.19x3.64 325  S-Skylark GS, Wildcat, Electra
V8, 401.0 4.19x3.64 340 S-Riviera; O-Wildcat, Electra
1967
Special (wb 115.0; wgns-120.0) Wght Price Prod
43307 cpe 3,071 2,411 6,989
43335 wgn 4d 3,343 2,742 908
43369 sdn 4d 3,077 2,462 4,711
43407 cpe 3,173 2,481 8,937
43435 wgn 4d 3.425 2,812 1,688
43469 sdn 4d 3,196 2,532 5,793
43517 Del htp cpe 3,127 2,566 2,357
43569 Del sdn 4d 3,142 2,545 3,650
43617 Del htp cpe 3,202 2,636 14,408
43635 Del wgn 4d 3,317 2,901 6,851
43669 Del sdn 4d 3,205 2,615 26,057
Skylark (wb 115.0; wgns-120.0)
34017 GS340 htp cpe 3,283 2,845 3,692
44307 cpe V6 3,137 2,665 894
44407 cpe V8 3,229 2,735 3,165
44417 htp cpe 3199 2,798 41,084
44439 htp sdn eheyae) 2,950 13,721
44455 wgn 4d 3,772 3,202 8,554
44465 wgn 4d, 3S 3,876 3,340 10,529
44467 conv cpe 3.335 2,945 6,319
44469 sdn 4d 3,324 2,767 9,213
44607 GS400 cpe 3.439 2,956 1,014
44617 GS400 htp cpe 3,500 3,019 10,659
44667 GS400 conv cpe 3,505 3,167 2,140
LeSabre (wb 123.0)
45239 htp sdn 3,878 3,142 17,464
45269 sdn 4d 3,847 3,002 36,220

Wght Price Prod
45287 htp cpe 3,819 3,084 13,760
45439 Cus htp sdn 3.873 3.236 32,526
45467 Cusconv cpe 3.890 3.388 4,624
45469 Cus sdn 4d 3,855 3,096 27,930
45487 Cus htp cpe 3.853 3.172 22,666
Wildcat (wb 126.0)
46439 htp sdn 4,069 3,437 15,110
46467 conv cpe 4,064 3,536 2,276
46469 sdn 4d 4,008 3,277 14,579
46487 htp cpe 4,021 3.382 10,585
46639 Cus htp sdn 4,119 3.652 13.547
46667 Cus conv cpe 4,046 3.757 2913
46687 Cus htp cpe 4,055 3.603 11,871
Electra 225 (wb 126.0)
48239 htp sdn 4,293 4,184 12,491
48257 htp cpe 4,197 4,075 6,845
48269 sdn 4d 4,246 4,054 10,787
48439 Cus htp sdn 4,336 4,363 40,978
48457 Cus htp cpe 4,242 4,254 12,156
48467 Cus conv cpe 4,304 4,421 6.941
48469 Cus san 4d 4312 4,270 10,106
Riviera (wb 119.0)
49487 htp cpe 4,189 4.469 427,799
1967 Engines  bore x stroke bhp availability
V6, 225.0 3.75%3.40 160 S-Special, Skylark
V6, 300.0 3.75x3.40 210 O-Special, Skylark
V8, 340.0 3.75%x3.85 220/260  S-4400 wgn, LeS: O-Sky!
V8, 401.0 4.19x3.64 340 S-GS400
V8, 430.0 4.19x3.90 360 S-Wildcat, Electra, Riviera
1968
Special Deluxe (wb 116.0; 2d-112.0) Wght Price Prod
43327 cpe 3,185 2,513 21,988
43369 sdn 4d 3,277 2,564 16,571
43435 wgn 4d 3,670 3,001 10,916
Skylark (wb 116.0; 2d-112.0)
43537 htp cpe 3,240 2,688 32,795
43569 sdn 4d 3,278 2,666 27,387
44437 Cus htp cpe 3,344 2,956 44,143
44439 Cus htp sdn 3,481 3,108 12,984
44467 Cus conv cpe 3,394 3,098 8,188
44469 Cus sdn 4d 3877 2,924 8,066
Sportwagon (wb 121.0)
44455 wgn 4d 3,975 3,341 10,530
44465 wgn 4d, 3S 4,118 3.499 12,378
Gran Sport (wb 112.0)
43437 GS350 htp cpe 3,375 2,926 8,317
44637 GS400 htp cpe 3,514 3,127 10,743
44667 GS400 conv cpe 3,547 320Ul 2,454
LeSabre (wb 123.0)
45239 htp sdn 3,980 3,281 18,058
45269 sdn 4d 3,946 3,141 37,433
45287 htp cpe 3,923 3,223 14,992
45439 Cus htp sdn 4,007 3:875 40,370
45467 Cus conv cpe 3,966 3,504 5,257
45469 Cus sdn 4d 3,950 3,235 34,112
45487 Cus htp cpe 3,932 3,311 29,596
Wildcat (wb 126.0)
46439 htp sdn 4,133 3576 15; 158
46469 sdn 4d 4,076 3.416 15,201
46487 htp cpe 4,065 3,521 10,708
46639 Cus htp sdn 4,162 3,791

14,059



Wght Price Prod

46667 Cus conv cpe 4,118 3.873 3,572
46687 Cus htp cpe 4,082 3.742 11,276
Electra 225 (wb (126.0)
48239 htp sdn 4,270 4,330 15,376
48257 htp cpe 4,180 4221 10,705
48269 sdn 4d 4,253 4,200 12,723
48439 Cus htp sdn 4,314 4,509 50,846
48457 Cus htp cpe 4,223 4,400 16,826
48467 Cus conv cpe 4285 4,541 7976
48469 Cus sdn 4d 4,304 4,415 10,910
Riviera (wb 119.0)
49487 htp cpe 4,222 4,615 49,284
1968 Engines borexstroke bhp availability

.L6,250.0 3.88x3.53 155 S-Special Del, Skylark
V8, 350.0 3.80x3.85 230 S-Swgn, Sky Cus, LeS;O-Spec,Sky
V8, 350.0 3.80x3.85 280 S-GS350;0-SpDel, Sky, LeS, Swgn
Vv8,401.0 4.19x3.64 340 S-GS400, Sportwagon 400
V8, 430.0 4.19x3.90 360 S-Wildcat, Electra, Riviera
1969
Special Deluxe (wb 116.0; 2d-112.0) Wght Price Prod
43327 cpe 3.216 2,562 15,268
43369 sdn 4d 3,182 2,613 11,113
43435 wgn 4d 3,736 3,092 2,590
43436 luxury wgn 4d 3,783 3.124 6,677
Skylark (wb 116.0; 2d-112.0)
43537 htp cpe 3,240 2,736 38,658
43569 sdn 4d 3,270 2,715 22,349
44437 Cus htp cpe 3.341 3,009 35,639
44439 Cus htp sdn 3,477 3,151 9,609
44467 Cus conv cpe 3,398 3,152 6,552
44469 Cus sdn 4d 3.397 2,978 6,423
Sportwagon (wb 121.0)
44456 wgn 4d 4,106 3,465 9,157
44466 wgn 4d, 3S 4,321 3,621 11,513
Gran Sport (wb 112.0)
43437 GS350 htp cpe 3,406 2,980 4,933
44637 GS400 htp cpe 3,549 3,181 6,356
44667 GS400 conv cpe 3,594 3.325 1,776
LeSabre (wb 123.2)
45237 htp cpe 3,936 3,298 16,201
45239 htp sdn 3,983 3,356 17,235
45269 sdn 4d 3966 3,216 36,664
45437 Cus htp cpe 4,018 3,386 38,887
45439 Cus htp sdn 4,073 3,450 48,123
45467 Cus conv cpe 3,958 3,579 3,620
45469 Cus sdn 4d 3,941 3,310 37,136
Wildcat (wb 123.2)
46437 htp cpe 3,926 3,596 12,416
46439 htp sdn 4304 3,651 13,805
46469 sdn 4d 4,102 3.491 13,126
46637 Cus htp cpe 4134 3,817 12,136
46639 Cus htp sdn 4,220 3,866 13,596
46667 Cus conv cpe 4,152 3,948 2,374
Electra 225 (wb 126.2)
48239 htp sdn 4294 4,432 15,983
48257 htp cpe 4,203 4,323 13,128
48269 sdn 4d 4,238 4,302 14,521
48439 Cus htp sdn 4,328 4,611 65,240
48457 Cus htp cpe 4,222 4,502 27,018
48467 Cus conv cpe 4,309 4,643 8,294
48469 Cus sdn 4d 4,281 4,517 14,434

oI

[

Riviera (wb 119.0)

49487 htp cpe

1969 Engines  bore xstroke
L6, 250.0 3.88x3.53
V8, 350.0 3.80x3.85
V8, 350.0 3.80x3.85
V8, v8, 401.0 4.19x3.64
V8, 430.0 4.19x3.90
1970

Skylark (wb 116.0; 2d-112.0)
43327 cpe

43369 sdn 4d

43537 350 htp cpe
43569 350 sdn 4d
44437 Cus htp cpe
44439 Cus htp sdn
44467 Cus conv cpe
44469 Cus sdn 4d
Sportwagon (wb 116.0)
43435 wgn 4d

43436 luxury wgn 4d
Gran Sport (wb 112.0)
43437 htp cpe

44637 455 htp cpe
44667 455 conv cpe
LeSabre (wb 124.0)

45237 htp cpe

45239 htp sdn

45269 sdn 4d

45437 Cus htp cpe
45439 Cus htp sdn
45467 Cus convcpe
45469 Cus sdn 4d
46437 Cus 455 htp cpe
46439 Cus 455 htp sdn
46469 Cus 455 sdn 4d
Estate Wagon (wb 124.0)
46036 wgn 4d

46046 wgn 4d, 3S
Wildcat Custom (wb 124.0)
46637 htp cpe

46639 htp sdn

46667 conv cpe
Electra 225 (wb 127.0)
48239 htp sdn

48257 htp cpe

48269 sdn 4d

48439 Cus htp sdn
48457 Cus stpcpe
48467 Cus conv cpe
48469 Cus sdn 4d
Riviera (wb 119.0)

49487 htp cpe

1970 Engines  bore x stroke
L6,250.0 3.88 3.53
V8, 350.0 3.80x3.85
V8, 350.0 3.80x3.85
V8, 350.0 3.80 3.85
V8, 455.0 4.31x3.90
V8, 455.0 431 3.90

Buick

Wght Price Prod
4,199 4,701 52.872
bhp availability
155  S-SD cpe & sdn, Skylark
230 S-SDwgn, Sky Cus, LeS
280 S-GS350; O-LeS, SW, SD, Sky
340 S-GS400; O-Sportwagon
360 S-Riviera, Electra, Wildcat
Wght Price Prod
3250 2,685 18,620
3.311 2,736 13,420
3,277 2,859 70,918
3320 2,838 30,281
3435 3,132 36.367
3.565 3,220 12,411
3499 3,275 4,954
3499 3,101 7,113
3,775 3,210 2,239
3,898 3,242 10,002
3,434 3,098 9,948
3,562 3,283 8,732
3,619 3,469 1,416
3866 3,419 14,163
4,018 3,477 14,817
3,970 3,337 35,404
3,921 3,507 35,641
3,988 3,571 43,863
3,947 3,700 2,487
3950 3,431 36,682
4,066 3,675 5,469
4,143 3,739 6,541
4,107 3,599 5,555
4,691 3,923 11,427
4,779 4,068 16,879
4,099 3,949 9,447
4,187 3,997 12,924
4214 4,079 1,244
4,296 4,592 14,338
4214 4,482 12,013
4,274 4,461 12,580
4,385 4,771 65,114
4,297 4,661 26,002
4,341 4,802 6,045
4,283 4,677 14,109
4,216 4,854 37,336
bhp availability
155 S-Skylark, Skylark 350
260 S-LeS, Sky Cus, SW;O-Sky
285 O-LeS, Sky, Sportwagon
315 S-GS; O-LeS, Sky, Swgr.
350/360 S-GS455
370 S-Widct, Est Wgn, LeS 455,

Elec, Riv




Cadillac

adillac was founded in late 1902 by Henry Martyn

Leland, a brilliant engineer with prior experience
at Ford and Oldsmobile. The first cars were single-cyl-
inder models. The four-cylinder Cadillac 30 was intro-
duced in 1909, and remained in production until 1915,
During this period, Leland’'s emphasis on parts stan-
dardization came to the notice of the young auto indus-
try. In England, three Cadillacs were disassembled,
their components mixed up, and three complete cars
reassembled from the pieces. This won Cadillac its first
Dewar Trophy, and was the source of its slogan, **'Stan-
dard of the World.”

In 1909, Cadillac became part of the fledgling Gen-
eral Motors Corporation. In those days, it was an upper
middle-priced car, not directly competitive with Pack-
ard and Pierce-Arrow, but always a high-quality item.
The company’s pioneer V8 engine of 1915 set new stan-
dards for smoothness, compactness, power, and relia-
bility. Sales increased through the late Teens and '20s.
By 1930, Cadillac was competing directly with Packard
at the top of the luxury class. That was the year it intro-
duced the outstanding V16 engine. Later, a V12 was
produced as well. The Depression led to several bad
years after 1929. At one point, General Motors actually

Detroit, Michigan

1940 Series 72 Fleetwood five-passenger formal sedan

1940 Series 60 Special four-door sedan
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Cadillac Motor Car Division, General Motors Corp.

considered discontinuing its highest-priced car. But
sales recovered by the mid-'30s, and by the start of the
'40s Cadillac was firmly established as a leading Ameri-
can luxury make. Cadillac never built a middle-priced
model like the Packard One Twenty—LaSalle was a
Cadillac product, but did not carry its ‘‘parent’'s’” name.
Consequently, Cadillac outstripped Packard as a lux-
ury-car builder by 1935, and has remained the nation's
leading prestige make right on through to the present.

Some of Cadillac's most important engineering de-
velopments, as well as many of its most beautiful auto-
mobiles, made their debut in the '40s. The decade be-
gan with the last of the opulent V16s and no fewer than
four variations of Bill Mitchell's brilliant 60 Special.
Like Buick, Cadillac offered facelifted models in 1940
and '41, then brought out a completely restyled line for
1942. This put the division in a good position to resume
civilian car production after World War II.

Most 1940 Cadillacs were relatively plain-looking—
almost Chevrolet-like at the front end, with simple bar-
type grilles. One exception was the V16 Series 90,
which had an eggcrate grille that would inspire postwar
styling. The V16 shared its 141-inch wheelbase (the
longest for Cadillac up to that time) with the V8 Series

1940 Sixteen (Series 90) five-passenger town sedan

1940 Series 62 convertible sedan



1940 Series 75 Fleetwood convertible coupe

75. The V12 models had been discontinued earlier. Ex-
cept for their engines, the Series 90 and 75 offered an
identical lineup of two coupes, a convertible, a touring
sedan with and without divider window, a trunkback
convertible sedan, formal sedans for five or seven pas-
sengers, and a variety of seven-passenger sedans. The
big difference was price. A basic Series 75 five-passen-
ger sedan sold for $2995, while the same car in V16
guise cost $5140. The price spread was not really justi-
fied by the powerplant, for the Cadillac 346 cubic-inch
V8 was one of the smoothest engines anywhere. V16
sales were therefore low, and 1940 proved the last year
for this exotic engine.

One step down from the 90 and 75 was the Series 72,
mounted on a 138-inch wheelbase. The 72 would also
be making its last appearance that year. It offered
slightly fewer models priced between $2670 and $3695.
The 72 was an impressive and well-designed automo-
bile, but its market was limited due to competition from
the more luxurious 75. Even counting 75s, Cadillac pro-
duced only a little over 2500 long-wheelbase models. In
later years, when the 75 was mainly a limousine line,
production often neared 5000 units per year.

The crisp 60 Special, with its thin door and window
pillars and squared-off roofline, was the first direct evi-
dence of young Bill Mitchell’s talent. Later, in 1958,
Mitchell would relieve the legendary Harley Earl as GM
chief of styling; his rise to prominence isdue directly to
the success of this, his first production design.

The 60 Special came in many varieties for 1940. Both
the town sedan and Imperial (division-window sedan)
could be ordered with a sunroof; the town car was avail-
able with either painted metal or leather-covered rear
roof. Only 15 town cars were built, however. The bulk of
60 Special production was the basic sedan, which ac-
counted for 4472 units.

Least expensive of the 1940 Cadillacs was the 62,
which came as a coupe, convertible, and convertible
sedan or touring sedan, ranging in price from $1685 up
to $2195. Mounted on a 129-inch wheelbase, the 62 ac-
counted for the bulk of Cadillac sales, and was chiefly
responsible for the division’'s success in 1940, as in
later years. It was cleanly styled, lushly upholstered,
and offered a broad variety of body styles designed to
appeal to every buyer.

Cadillac

1941 Series 60 Special four-door sedan

All Cadillacs except the Series 90 shared the 346-cid,
90-degree L-head V8 first seen in 1936. Using a unit
block and cast-iron crankcase, it featured three main
bearings with counterweights and dual downdraft car-
buretors. The 346 was heavy, but reliable and excep-
tionally smooth-running. It developed 135 horsepower
for the 62 and 60 Special, and was tuned for 140 bhp on
the 72 and 75.

The Cadillac V16 was also an L-head, but built on a
narrow 135-degree angle. With 431 cid it delivered 185
bhp. Like the V8, it was made of cast iron and had dual
carburetors. But it featured nine main bearings, and
separate manifolding for each cylinder block. Each
bank of cylinders also had its own water pump and dis-
tributor. It was a big, impressive engine, typical of mo-
toring’s classic age—but its best days were long past.
Cadillac had not produced more than 300 V16s a year
since 1931. After 1940, the V16 became dispensible.

A significant and attractive model change occurred
for 1941. Cadillac's companion make, LaSalle, was re-
placed by the relatively low-priced Series 61. This was a
marketing decision based on the success of Packard’s
contemporary One Ten/One Twenty and the Lincoln-
Zephyr—but the 61 was every inch a Cadillac, and only
moderately underpriced compared to the 62. Packard
continued to build medium-priced models long after
World War II, while Cadillac (and Lincoln) kept its cars

194| Series 62 convertible sedan

45



Cadillac

1941 Series 62 convertible coupe

strictly in the luxury bracket. As aresult, Packard's rep-
utation as fine-car builder diminished in the '40s, and
disappeared entirely in the '50s.

The 1941 models wore a fresh face—a complex egg-
crate grille with the central section most prominent.
This remained a Cadillac styling tradition into the
1970s. Taillights were also made more prominent, and
one of them concealed the gas filler cap—another long-
running feature. All '41s used the 346 V8, rated at 150
bhp. The departure of the V16 and Series 72 allowed the
division to reduce the number of chassis, and only three
wheelbases were used. The 75 rode a 136-inch wheel-
base, the 67 a 138, and all other models a 126. Three

1942 Series 63 four-door sedan

1942 Series 60 Special four-door sedan
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axle ratios were offered: the 3.77 and 4.27 were stan-
dard, while the 3.36 was for Hydra-Matic on the short-
wheelbase models. Higher compression and more
horsepower meant that most '41 Cadillacs could
achieve a genuine 100 mph. Their 0-60 mph accelera-
tion times averaged around 14 seconds—impressive
performance 40 years ago.

The formula of V8s only and a broad price span
helped Cadillac reach all-time record production for
calendar 1941—66,130 units. This was only 6700 units
short of Packard, which was selling a much higher pro-
portion of lower-priced models. Much of the increase,
of course, was due to the new 61. But the 62 line was
also up dramatically—and Cadillac had added a Series
63 four-door that accounted for another 5000 sales. The
outstanding 60 Special scored a healthy 4100 units,
even though it was offered only as a sedan or division-
window town car.

The 1942 lineup was similar in specification but had a
brand-new look. Long pontoon fenders appeared, run-
ning back into the front doors. Matching rear fenders
were blended into the rear doors on four-door models.
Fastback styling, which had appeared on the 1941 Se-
ries 61, was now extended to the 62. Before production
was curtailed by the war, Cadillac built 16,511 cars. In
February 1942, the firm converted to war work and
made tanks, aircraft engines, and munitions until V-J
Day.

1946 Series 62 four-door sedan

1947 Series 62 convertible
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Resuming civilian operations took several months
after the war ended. The division managed to build only
1000 Series 61 sedans before the end of that year. In all,
just 31,944 of the 1946 models were made. These were
only slightly changed in appearance from the 1942 ver-
sions, but model offerings were greatly reduced. The 63
and 67 series were eliminated, along with the division-
window 60 Special. What remained were the fastback
61s, fastback or notchback 62s, 60 Special, and the 75.
Hydra-Matic transmission had become optional in 1941.
It remained optional through 1949 on all models.

For one more year, Cadillac continued to rely on its
prewar styling, so the '47s were quite similar to the
'46s. The main visual differences were round instead of
rectangular parking lights, and script instead of block-
letter fender nameplates. The 60 Special lacked the
previous model’s three vertical chrome louvers behind
the rear side window; the 1947 Series 75 omitted the
stainless-steel-trimmed running boards formerly used.
Prices were $150 to $200 higher than in 46, mainly due
to postwar inflation. Production had now regained its
prewar stride, and nearly 60,000 units were built for the
calendar year. In model year totals, the 62 carried most
of the volume, with just under 40,000 units.

Then came 1948—the year of the tailfin. Cadillac
designers Bill Mitchell, Harley Earl, Frank Hershey, and
Art Ross had been inspired before the war by the then-
secret P-38 Lockheed Lightning pursuit fighter. During
the war, a skeleton crew played with ideas for postwar
styling that would incorporate the plane’s features—
pontoon front fenders, pointed noses, cockpit-like
curved windshields, and tailfins.

Besides Cadillac’s tailfin, the P-38 influence would
be seen at other GM divisions. Oldsmobile, for exam-
ple, adopted an engine-scoop motif for the headlamp
bezels of its “‘Futuramic’ 1949 models. But the fin had
the most lasting impact on Cadillac styling. Said Bill
Mitchell: ““From a design standpoint the fins gave
definition to the rear of the car for the first time. They
made the back end as interesting as the front, and es-
tablished a longstanding Cadillac styling hallmark.”

On the 1948 Cadillac, the tailfin was the finishing
touch on a magnificent overall design package. At the
front, the traditional grille shape was retained, made
more aggressive by a larger eggcrate pattern and a
more shapely hood. The lines of the roof and fenders
were clean, curvaceous, and beautiful from every
angle. Attention was given to the interior as well: the
1948 dashboard was dominated by a huge, ornate
drum-type housing for the speedometer, minor gauges,
and controls. This lasted only a year, because it was
complicated and costly to produce. For 1949, it was
replaced by a simplified dash duplicating the grille
shape, a design followed closely for the next eight
years.

Cadillac stayed with the 47 model and body style
lineup for 1948, but there was a new addition the next
year: the Coupe deVille. A $3497 entry in the 62 series,
it joined Oldsmobile’s Holiday and Buick’s Riviera as

1948 Series 62 convertible

1948 Series 62 club coupe (sedanet)

1948 Fleetwood Series 60 Special four-door sedan (prototype)

1948 Fleetwood Series 75 seven-passenger imperial sedan

the first production hardtops. Cadillac sold 2150 of
them in 1949—a higher percentage of production than
either Holiday or Riviera. The idea was to combine the
airiness of a convertible with the snugness of a closed
car—and it succeeded admirably. It started a trend that,
by the late '50s, would dominate industry body styles.
(There was also one 60 Special Coupe deVille built on
the 133-inch wheelbase strictly as an experimental
model.)

Following Cadillac's styling revolution of 1948, the
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1949 Series 6l club coupe (sedanet)

1949 Series 62 convertible

1949 Series 62 Coupe deVille hardtop coupe

1950 Series 61 four-door sedan

1950 Fleetwood Series 60 Special four-door sedan
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exciting overhead-valve V8 of 1949 was the second
punch in a potent one-two combination delivered
directly to Packard, Lincoln, and Chrysler Imperial. De-
signed by Ed Cole, Jack Gordon, and Harry Barr, it was
the product of ten years' concentrated research and ex-
perimentation. The goals had been to reduce weight
and increase compression to take advantage of the
higher-octane fuels promised after the war. This dic-
tated the valve arrangement, a stroke shorter than the
bore, wedge-shaped combustion chambers, and “slip-
per’’ pistons. The latter, developed by Byron Ellis,
traveled low between the crankshaft counterweights,
allowing for short connecting rods and low reciprocat-
ing weight.

The new V8 displaced 331 cid and developed 160
bhp. Although this was a mere 10 percent numerical in-
crease over the old L-head engine, there were other
factors in the ohv's favor. Though built of cast iron, it
weighed nearly 200 pounds less than its predecessor.
Compression ratio was just 7.5:1, yet it was capable of
being pushed to as high as 12:1 should the fuel become
available. It produced more torque and delivered 14
percent better fuel economy. It was durable and reli-
able. And it could be bored and stroked to much larger
displacements. The relatively light 62 model with this
powerplant could clock 0-60 mph times of around 13
seconds and easily top 100 mph.

Driven by Sam and Miles Collier, a 1950 Cadillac fin-
ished 10th overall at Le Mans—a performance un-
matched by any other luxury make. Its speed down the
Mulsanne Straight was around 120 mph; average speed
was 81.5 mph. Briggs Cunningham also raced a
Cadillac at Le Mans that year—a streamlined special.
He was even faster than the Colliers, but lost top gear
and slid in some corners, resulting in an 11th-place
finish.

Another enthusiastic Cadillac booster was Edward
Gaylord of Chicago, amateur racer, later co-designer of
the Gaylord automobile. ‘| owned one of the 1950 61s
with stickshift and 3.77 rear axle ratio,”” Gaylord said,
“along with a new Jaguar XK-120. The Cadillac was the
faster car up to about 90 mph. My Cadillac set what was
then a stock-car record at the original quarter-mile drag
races in Santa Ana, California . . . The only competi-
tion | had in acceleration was from the small 135-horse-
power Olds 88 coupe, but the Cadillac engine was
substantially more efficient both in performance and
economy.”

The best styling in the industry and the new V8 put
Cadillac firmly atop the luxury-car field. So well did the
V8 meet its needs that Cadillac retained the 331-cid
size through 1955. But the V8 gained over 100 horse-
power in the 1949-55 period—ultimately reaching 270
bhp in the '55 Eldorado.

The good styling didn't last. The most unfortunate
aspect to '50s Cadillacs was the gradual decline from
smooth design to chrome-laden glitter. The trend
peaked in 1958-59; areturn to more conservative archi-
tecture began in the 1960s. But the Earl/Mitch-



1951 Series 62 Coupe deVille hardtop coupe

1951 Series 62 convertible

1951 Fleetwood Series 60 Special four-door sedan

ell/Hershey/Ross styling of 1948 was so good that not
much facelifting was needed to keep it fresh. As
Mitchell said, “‘a traditional look is always preserved. If
a grille is changed, the tail end is left alone; if a fin is
changed, the grille is not monkeyed with.”

Through 1953, styling changes were fairly minor: a
new grille and a one-piece windshield in 1950, small
auxiliary grilles under the headlamps in 1951, a winged
badge in that spot for 1952, ““Dagmar’ bumpers and a
one-piece rear window in 1953.

The model lineup didn’t change much either. The 62
series, accounting for most sales, comprised a four-
door sedan, coupe, Coupe deVille (hardtop) and
convertible; the 60 Special was a sedan with its own
130-inch wheelbase (down from 133 in 1949); the 75
limousine and sedan rode a wheelbase of 146.8 inches.
The latter were updated for the first time in 1950; during
1948-49 the smaller Cadillacs had new styling, but the

Cadillac

1952 Series 62 convertible

1952 Series 62 four-door sedan

1953 Series 62 convertible

75 retained prewar lines. Low production precluded
early amortization of the prewar dies.

The Cadillac 61, on a short 122-inch wheelbase, was
available in 1950-51 in sedan or sedanet (coupe) form.
Manual shift was standard and the 61 was priced $575
less than the 62. But by 1952, the division no longer
needed a price leader—sales of the ‘‘standard’ model
62 were more than adequate. The 61 was accordingly
dropped, never to appear again.

A feature at General Motors in 1953 was the ultra-ex-
pensive, Motorama-inspired limited edition: Buick's
Skylark, Oldsmobile's Fiesta, and Cadillac’'s Eldorado.
Only 532 of the latter were built, largely because each
one sold for atowering $7750. Like Buick’s Skylark, the
Eldorado featured a custom interior and special cut-
down panoramic windshield. A metal lid covered the
top when lowered. It was indeed a striking car, and it
prefigured many styling features of the near future.
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1953 Fleetwood Series 60 Special four-door sedan

1953 Series 62 Eldorado convertible

1954 Fleetwood Series 75 eight-passenger sedan

1954 Fleetwood Series 60 Special four-door sedan

Model year 1954 saw a major restyle—longer, lower,
and wider cars with more power. Wheelbases were
lengthened throughout the line, even on the Series
75. Power output on the V8 was up to 230 bhp. Cadillac
reduced the price of an Eldorado to $4738 and made
more of them—2150 units. Sales doubled for 1956,
when the Eldorado line doubled to include the Seville
coupe and Biarritz convertible, each priced at $6556.
From 1955 onwards, Eldorados were distinctively styled
with sharply pointed fins above round taillights. The
rest of the line continued to use the small taillight-and-
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1954 Series 62 convertible

1955 Series 62 Eldorado convertible

1955 Series 62 Coupe deVille hardtop coupe

1956 Series 62 Sedan deVille hardtop sedan

fin design that had become a Cadillac tradition.
Division sales had topped 100,000 cars for the first
time in 1950, and continued to improve through the
middle years of the decade. In 1955, Cadillac sold
140,777 units, the highest ever. Even this was only a
temporary plateau. Production would break 200,000 in
the '60s, and 223,000 by 1969. Despite momentary chal-
lenges—a revitalized Imperial in 1957, a crisp new Lin-
coln Continental in 1961—Cadillac was never really
threatened as the standard of the luxury-car world.
Neither Lincoln nor Imperial ever built more than 40,000



1956 Series 62 Eldorado Seville hardtop coupe

1956 Series 62 four-door sedan

1957 Series 62 Eldorado Biarritz convertible

1957 Fleetwood Series 60 Special hardtop sedan

cars in one year; at Cadillac, that would be considered
a good quarterly output.

The line was restyled again for 1957, this time in-
spired by the Eldorado Brougham and Park Avenue
show cars. The production 1957 Eldorado Brougham
sold for a princely $13,074. One of Cadillac’'s most
interesting cars, it had descended from the Orleans,
Parx Avenue, and Brougham showmobiles of 1953-55.
It was a pillarless sedan with center-opening doors and
a brushed stainless-steel roof—the latter one of Harley
Earl's favorite touches. The Brougham also featured

Cadillac

1957 Series 62 Eldorado Seville hardtop coupe

1957 Eldorado Brougham hardtop sedan

1957 Fleetwood Series 75 nine-passenger limousine
3

1958 Fleetwood Series 60 Special hardtop sedan

quad headlights—a first for the industry, shared with
Nash and Lincoln that year.

Mechanically, the Brougham’s most unique feature
was its air suspension, designed by engineers Lester
Milliken and Fred Cowin. Based on systems used for
commercial vehicles since 1952, it employed an air
“spring’’ ateach wheel. The spring consisted of a dome
air chamber, rubber diaphragm, and pistons. The
domes were fed by a central air compressor, and were
continually adjusted for load and road conditions by
valves and solenoids. These devices kept the
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1958 Series 62 Eldorado Seville hardtop coupe

Cadillac’s futuristic Cyclone “"dream car’’ from 1959

1959 Eldorado Brougham hardtop sedan (by Pininfarina)

Brougham level and smoothed its ride. The system dif-
fered from those offered optionally by other GM divi-
sions because it was an open arrangement: it took in air
from the outside.

But the cost and complexity of air suspension proved
too high in relation to its benefits. The air domes
leaked, and dealer replacements were frequent. In
many Broughams the system was simply rooted out in
favor of conventional coil springs. Four years later, air
suspension was dropped.

The Brougham itself, after two years of production
totaling 704 units, was completely restyled and final
assembly farmed out to Pininfarina in Italy. Only 99
were built in 1959, 101 in 1960.

Styling for 1958 was typical of GM that year, and
among the most garish ever seen. The cars were big,
heavy, laden with brightwork, and far less memorable
than, say, the 1953 Eldorado or the Eldorado
Brougham. Sales were poor, due probably to the
nationwide recession rather than the styling, which
was, after all, in vogue. Production, at 121,778 units,
was lower than it had been since 1954. The DeVille be-
came a 62 sub-series, pillar sedans were temporarily
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1959 Series 62 hardtop coupe

1959 Series 62 six-window hardtop sedan

1959 Eldorado Biarritz convertible

eliminated, and the 62 line was expanded by a special
four-door with an extended deck.

Cadillac’s durable V8, which had been bored out to
365 cid for 1956, was developing 310 bhp by 1958. All
models that year were available with cruise control,
high-pressure cooling system, two-speaker radio with
automatic signal-seeking, and automatic parking brake
release. There was even a special show Eldorado with a
“thinking’’ convertible top that raised itself and the side
windows when a sensor spotted raindrops.

The restyling for 1959 resulted in tailfins of near-
ridiculous proportions, but there were some suspen-
sion improvements, a new 390-cid engine, and better
power steering. The lineup included convertibles, hard-
top two-doors, and four- and six-window hardtop se-
dans. This was the last year for the old 75 chassis,
which was updated in 1960. Prices were generally
higher than before, with 62s at around $5000 and
Eldorados going for $7400 and up. But Cadillac built
138,000 cars for calender 1959, a fair improvement on
its 1958 showing.

The line was facelifted for 1960, with a more re-
strained look than the chrome-laden '59. The grille was



1960 Fleetwood Series 60 Special hardtop sedan

1960 Eldorado Brougham hardtop sedan (by Pininfarina)

1961 Fleetwood Series 60 Special hardtop sedan

cleaner and the tailfins were reduced in height. A carry-
over feature was a choice of rooflines on hardtop se-
dans in the 62 and DeVille series. Prices throughout the
line were not changed from the year before. Nor were
there any changes in mechanical specifications. The
stahdard horsepower rating was still 325; the Eldorado
offered 345. Cadillac had dropped to 10th place in pro-
duction in 1958, but stayed 10th again in 1960. It would
continue to hold 10th place—an impressive position for
a luxury make—until 1965. Model year 1960 was the last
for the limited-edition Eldorado Brougham. Manage-
ment was already working on a successor that would
sell in higher numbers and would, therefore, be more
profitable.

In 1961, styling began showing the influence of
William Mitchell, who favored a more chiseled look
than Harley Earl and was not terribly enamored of
chrome. The '61s were cleaner than any Cadillac had
been in years. The grille was reduced in size to a
modest grid between the headlights. The wraparound
windshield was abandoned (except for the Series 75),
yet Mitchell contrived to improve visibility. The model
range also thinned: the Eldorado Seville was dropped

Cadillac

1961 Series 62 hardtop coupe

J

1962 six-window Sedan deVille hardtop sedan

1963 four-window Sedan deVille hardtop sedan

along with the Brougham. The sole remaining Eldorado
was the Biarritz convertible, but the '61 edition used the
standard 325-bhp engine.

At General Motors, the early '60s was a period of little
styling change: the corporation had found what it
wanted and was holding on to it. Predictably, Cadillac
changed little for '62. Tailfins were lowered, and
cornering lights were added to the front fender. Detail
trim changes included a slightly flashier grille and a
thin bright metal molding low on the bodysides. The
roofline was squared off on some models; backup, turn,
and stop lights were combined in panels that showed
white in the daylight. New models were the 62 Town
Sedan and the DeVille Park Avenue, a pair of short-
deck four-door hardtops. The engine remained un-
changed, but a new dual braking system appeared with
separate front and rear hydraulic lines. Cadillac pro-
duced about 160,000 cars, some 23,000 more than the
previous year.

The long-running V8 was revised for 1963 for the first
time in 14 years. Displacement, bore, and stroke were
unchanged, as were valves, rocker arms, cylinder
heads, and connecting rods. But everything else was
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different. The new block was stiffer, but 50 pounds
lighter, than its predecessor. There was a lighter,
stronger crankshaft. Accessory mounting points were
relocated for improved accessibility. The reworked
engine added little to Cadillac’s already top-class per-
formance, but it was smoother and quieter by far. And
performance was already of a high order. The 1963
models would reach 115-120 mph, do 0 to 60 mph in 10
seconds and 0 to 80 mph in 16 seconds, and return
about 14 miles per gallon. Most impressive was their
near-silence at high speed—many testers held them
superior to Rolls-Royce in this respect.

The 1963 model was, generally, a departure from re-
cent styling traditions. The fins were still there, but
lower than ever; a bulkier full-width grille contained
parking lights built into grille extensions under the
headlamps. New body panels and side moldings cre-
ated a more slab-sided look than past models. The rear

1964 Fleetwood Eldorado Biarritz convertible

1964 Series 62 hardtop coupe

1964 Fleetwood Series 75 nine-passenger limousine
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end was more massive, with elongated vertical taillight
and backup light housings.

Prices rose only slightly in 1963, and Cadillac re-
mained an excellent buy for the money. Standard
equipment included Hydra-Matic, power steering,
power brakes, heater, remote-control outside mirror,
and backup lights. A six-way power seat became stan-
dard on Eldorado; power windows were standard on all
models except 62 sedans and coupes. Even power vent
windows were offered. The specifications included
self-adjusting brakes, cornering lights, and turn signal
indicators atop the front fenders. Remarkably, the 62
still cost as little as $5026. Even the Eldorado Biarritz
was only $6608. Production topped 164,000 in calendar
1963.

Revisions were minor for '64. New, lower tailfins—the
last true Cadillac fins—created an unbroken beltline,
accentuating length. There was a body-color horizontal

1965 Calais hardtop coupe

1965 Fleetwood Eldorado convertible

1965 Sedan deVille hardtop sedan
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grille divider bar, and new taillamp housings with the
usual assortment of red and white lights. Cadillac’'s
new Comfort-Control heating/air-conditioning system
maintained a set temperature regardless of outside
conditions. It has been on the Cadillac options sheet
ever since. Sales were around 165,000, slightly higher
than 1963 and still good for 10th place in the industry.

Cadillac had a resounding year in 1965, producing
close to 200,000 cars. But it was a banner year for the
rest of the industry too, and even this output was only
good for 11th place. The Series 62, which had been
around since 1940, was finally put to rest; its place was
taken by the Calais. DeVille, Eldorado, 60 Special, and
75 were continued. The last three comprised the Fleet-
wood series. Each bore Fleetwood nameplates, a
wreath-and-crest medallion, broad bright rocker panel
and rear quarter moldings, and rectangular pattern rear
appliqués. A new Fleetwood Brougham offered a vinyl

1966 Fleetwood Seventy-Five limousine

1966 Coupe deVille hardtop coupe

1966 Fleetwood Brougham four-door sedan

roof with ““‘Brougham’’ script on the rear roof pillars.

The major styling change for 1965 was a longer,
lower silhouette and the disappearance of tailfins. The
60 Special regained its customary 133-inch wheelbase,
after using the standard 129.5-inch-wheelbase chassis
from 1959. Rear styling consisted of a straight bumper
and vertical lamp clusters. There was a new flush-top
contour on the rear quarter panels, and curved-glass
side windows. Horsepower was now up to 340 bhp, giv-
ing Cadillac the highest power-to-weight ratio in the
industry. On all models except the 75 there was dual driv-
ing range Turbo Hydra-Matic and a perimeter-type
frame. All Cadillacs featured a sonically balanced ex-
haust system. Prices were still remarkably stable.
They'd risen only a few dollars since 1961.

In 1966, Cadillac had its first 200,000-car year. For the
January-December period, 205,001 were assembled.
The 1966 was a mild facelift of the '65 design, with new
front bumper, new grille, and integrated vertical tail-
light housings. The perimeter frame was now adopted
for the 75, which was fully restyled for the first time
since 1959. Variable-ratio power steering, which pro-
vided maximum assist at low speed and minimum at
cruising speed, was introduced for all models. Another
new option was carbon-cloth seat heating pads. The
Fleetwood Brougham moved up one step by adopting
the 133-inch 60 Special wheelbase; it was more
luxuriously trimmed, and priced about $320 higher.

Management changes occurred rapidly in 1965-66.
Chief engineer Fred Arnold retired in 1965, after a long
andrich career, succeeded by Carleton A. Rasmussen.
The following year saw general manager Harold G.
Warner retire in favor of Kenneth N. Scott. Scott was re-
placed six months later by Calvin J. Werner, who re-
mained general manager until 1969. In July of that year,
he was relieved by George R. Elges.

The new front-wheel-drive Eldorado of 1967 was the
most significant single Cadillac model of the '60s.
Based on the Oldsmobile Toronado, which had ap-
peared the year before, it was a new concept in the lux-
ury field. Front drive gave it outstanding roadability; Bill
Mitchell gave it magnificent styling. In market orienta-
tion, it was the long-awaited replacement for the
1957-60 Eldorado Brougham. Six years of careful plan-
ning and research were behind it.

The Eldorado project began with a 1959 styling exer-
cise code-named XP-727, which underwent several re-
thinks during 1960-62. By early 1962, it was decided
that front-wheel drive would be used, and prototypes
developed with that consideration in mind. For awhile,
Cadillac considered calling the new car LaSalle, but
ultimately picked Eldorado, a more current name with
greater public recognition. Clay model XP-825, with
razor-edged lines and a formal roofline, was the direct
predecessor of the production front-drive Eldorado.

Compared with the Toronado, the new Eldorado’s
1967 introduction was, in typical Cadillac fashion, very
low-key. Cadillac preferred it that way, and it used the
extra lead time to make some improvements on the

o)



Cadillac

Toronado package. The Eldorado rode better than the
Toronado, yet it handled at least as well. Its front sus-
pension consisted of torsion bars, A-arms, and tele-
scopic shocks; rear suspension was by semi-elliptic
leaf springs with four shock absorbers—two horizontal,
two vertical. The chassis featured self-leveling control
and radially vented caliper front disc brakes.

On its own relatively compact 120-inch wheelbase,
the Eldorado sold for $6277. Cadillac, orchestrating its
debut with traditional precision, targeted the car for ten
percent of total production, or about 20,000 units. The
actual 1967 mode! year figure was 17,930. Sales held at
over 23,000 in 1968, 1969, and 1970. The Eldorado
quickly became established as a technological tour de
force—the ultimate Cadillac. And, unlike the Eldorado
Brougham before it, it made money from the day
it appeared.

The remainder of the 1967 line was broken down into

1967 Fleetwood Eldorado hardtop coupe

1967 Fleetwood Brougham four-door sedan

1967 Coupe deVille hardtop coupe
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the usual Calais, DeVille, and Fleetwood series. Front
ends were revised and given a forward-rake grille and
fenders. Line-wide features were mylar printed circuits
for the instrument panel, automatic level control (stan-
dard on all Fleetwoods), cruise control, and tilt steering
wheel. Bolstered by the new Eldorado, Cadillac built
213,161 cars for the calendar year.

In 1968, the focus was on the engine again: an all-
new 472-cid V8 with 375 bhp. Designed around govern-
ment emission control requirements, the 472 was exten-
sively proven, running the equivalent of 500,000 miles
in laboratory testing. Other mechanical features for '68
were hidden windshield wipers and several new safety
devices, most mandated by the government.

Major styling changes for the 1968 Eldorado were a
new grille, longer hood, side marker lights, and larger
taillights. Other models were also given a longer hood,
along with arevised grille and a trunklid designed to in-

1968 DeVille convertible

1968 Hardtop Sedan deVille hardtop sedan

1968 Fleetwood Eldorado hardtop coupe



crease cargo capacity. The new engine was not as
economical as the old one, but it was capable of pro-
pelling a Coupe deVille from 0 to 100 mph in
27.8 seconds.

In 1969, Cadillac broke back into the top ten pro-
ducers with a record 266,798 units for the calendar
year. It passed both Chrysler and American Motors,
moving into ninth place. The Eldorado’s front end was
revised, its headlights no longer hidden as in 1967-68.
The other models were completely restyled, with a new
body and squarer roofline. Headlamps were now hori-
zontal instead of vertical. Parking lights wrapped
around at the front, the grille was new, and the hood
was longer. A somewhat unpopular change was the
elimination of front vent windows. Prices ranged from
just over $5400 for the Calais to well over $10,000 for
the 75 limousine.

Eldorado had a new engine for 1970, and a badge

Eldorado Biarritz Town Coupe show car, 1968

1969 Fleetwood Eldorado hardtop coupe

1969 Fleetwood Brougham four-door sedan
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reading '‘8.2 litres’’ (500 cubic inches) to prove it. The
largest production-car engine in the world, it developed
400 bhp and 550 pounds-feet of torque. Other models
retained the 472 V8 with 375 bhp. New mechanical fea-
tures included integral steering knuckle, bias-ply fiber-
glass-belted tires, a radio antenna imbedded in the
windshield, and more safety features. All Cadillacs now
came equipped with energy-absorbing steering col-
umn, pushbutton seatbelt buckles, shoulder harnesses,
head restraints, hazard flashers, folding front seatback
latches, backup lights, side marker lights, and reflec-
tors. Cadillac offered an anti-theft ignition key warning
buzzer, and anti-theft steering column/transmission
lock with starter switch.

Stylewise, the major changes for 1970 were a new
grille with bright vertical accents over a cross-hatch
pattern, new horizontal chrome trim on parking lights,
winged crests instead of “*Vs'’ on hoods of the DeVille

1969 Coupe deVille hardtop coupe

1970 Coupe deVille hardtop coupe

1970 Hardtop Sedan deVille hardtop sedan
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and Calais, and new taillamps. The Eldorado grille was
narrower and separate from the headlamps, while its

taillamps were more slender than in 1969.

Cadillac’s performance was disappointing in 1970.
Calendar year output dropped over 100,000 units, put-

ting the division back in 11th place behind Chrysler and
AMC. Still, Cadillac had out-produced Lincoln 3-1 and
Imperial 15-1 in a year that had been generally quiet for
the industry as a whole. As before, Cadillac reigned
supreme as America’'s number-one luxury car.

Cadillac Specifications

1940

Series 62 (wb 129.0) Wght Price Prod
6219 sdn 4d 4,065 1,745 4,302
6227 cpe 2-4P 3,975 1,685 1,322
6229 conv sdn 4,265 2,195 75
6267 conv cpe 4,080 1,795 200
62 chassis

Series 60 Special (wb 127.0)

6019F division sdn 4,110 2,230 110
6019S sdn 4d 4,070 2,090 4472
6053LB town car-leather back 4,365 3,820 6
6053MB town car-metal back 4,365 3,465 9
Series 72 (wb 138.0)

7219 sdn 4d 4,670 2,670 455
7219F division sdn 4,710 2,740 100
7223 sdn 4d, 7P 4,700 2,785 305
7223L livery sdn 7P 4,700 2,690 25
7233 imperial sdn 7P 4,740 2,915 292
7233F formal sdn 7P 4,780 3,695 20
7233L livery imp sdn 7P 4,740 2,825 36
7259 formal sdn 4,670 3,695 18
72 comm chassis (wb 165.0) 275
Series 75 (wb 141.3)

7519 sdn 4d 4,900 2,995 155
7419F division sdn 4,940 3,155 25
7523 sdn 4d, 7P 4,930 3,210 166
7529 convsdn?7P, T/B 5110 3,945 45
7533 imperial sdn 7P 4,970 3,360 338
7533F formal sdn 7P 4,970 3,995 42
7539 town sdn 4,935 3,635 14
7553 town car 7P 5,195 5,115 14
7557 cpe 2-4P 4,785 3,280 15
75578 cpe 4,810 3,380 12
7559 formal sdn, T/B 4,900 3,995 48
7567 conv cpe 4915 3,380 30
75 chassis 3
75 comm chassis (wb 161.0) 52
Sixteen (wb 141.3)

9019 sdn 4d 5,190 5,140 4
9023 sdn4d, 7P 5,215 5,270 4
9029 convsdn, T/B 5,265 6,000 2
9033 imperial sdn 7P 5,260 5,420 20
9033F formal sdn 7P, T/B 5,260 6,055 20
9039 town sdn, T/B 5,220 5,695 1
9053 towncar 7P, T/B 5,330 7,175 2
9057 cpe 2-4P 4,830 5,340 2
90578 cpe 4,930 5,440 1
9059 formal sdn, T/B 5,190 6,055 2
9067 conv cpe 2-4P 4,970 5,440 2
90 chassis 1

1940 Engines borexstroke bhp availability

V8, 346.0 3.50x4.50 135 S-62, 60S

V8, 346.0 3.50x4.50 140 S-72,75

V16,431.0 3.25x3.25 185 S-Sixteen

1941

Series 61 (wb 126.0) Wght Price Prod
6109 sdn 4d 4,065 1,445 10,925
6109D delsdn4d 4,085 1,535 3,495
6127 cpe 3,985 1,345 11,812
6127D del cpe 4,005 1,435 3,015
61 chassis 3
Series 62 (wb 126.0)

6219 sdn 4d 4,030 1,495 8,012
6219D del sdn 4d 4,050 1,585 7,850
6227 cpe2-4P 3,950 1,420 1,985
6227D delcpe 2-4P 3,970 1,510 1,900
6229D conv sdn 4,230 1,965 400
6267D convcpe 4,055 1,645 3,100
62 chassis 4
62 comm chassis (wb 163.0) 1,475
Series 63 (wb 126.0)

6319 sdn 4d 4,140 1,695 5,050
Series 60 Special (wb 126.0)

6019 sdn 4d 4,230 2,195 3,878
6019F division sdn 4,290 2,345 220
6053LB town car 4,485

60 chassis

Series 67 (wb 138.0)

6719 sdn 4d 4,555 2,595 315
6719F division sdn 4,615 2,745 95
6723 sdn 4d, 7P 4,630 2,735 280
6733 imperial sdn 7P 4,705 2,890 210
Series 75(wb 136.0)

7519 sdn 4d 4,750 2,995 422
7519F division sdn 4,810 3,150 132
7523 sdn 4d, 7P 4,800 3,140 405
7523L business sdn 9P 4,750 2,895 54
7533 imperial sdn 7P 4,860 3,295 757
7533F formal sdn 7P 4915 4,045 98
7533L business imperial sdn 7P 4,810 3,050 6
7559 formal sdn 4,900 3,920 75
75 chassis )
75 comm chassis (wb 163.0) 150
1941 Engine borexstroke bhp  availability

V8, 346.0 3.50x4.50 150 S-all



1942

Series 61 (wb 126.0) Wght Price Prod
6107 clubcpe 4,035 1,450 2,482
6109 sdn 4d 4115 1,530 3.218
Series 62 (wb 129.0)

6207 club cpe 4,105 1,545 515
6207D club cpe 4125 1,630 530
6267D conv cpe 4,365 1,880 308
6269 sdn 4d 4,185 1,630 1,780
6269D sdn 4d 4,205 1,705 1,827
Series 63 (wb 126.0)

6319 sdn 4d 4115 1,745 1,750
Series 60 Special (wb 133.0)

6069 sdn 4d 4,310 2,265 1,684
6069F division sdn 4,365 2,415 190
60 chassis 1
Series 67 (wb 138.0)

6719 sdn 4d 4,605 2,700 200
6719F division sdn 4,665 2,845 50
6723 sdn 7P 4,680 2,845 260
6733 imperial sdn 7P 4,755 2,995 190
Series 75 (wb 136.0)

7519 sdn 4d 4,750 3,080 205
7519F division sdn 4,810 3,230 65
7523 sdn 4d, 7P 4,800 3,230 225
7523L business sdn 9P 4,750 2,935 29
7533 imperial sdn 7P 4,860 3,875 430
7533F formal sdn 7P 49i5 4,215 80
7533L business imperial sdn 9P 4,860 3,080 6
7559 formal sdn 4,900 4,060 60
7.5 chassis 1
75 comm chassis (wb 163.0) 425
1942 Engine bore xstroke  bhp  availability

V8, 346.0 3.50x4.50 150  S-all

1946

Series 61 (wb 126.0) Wght Price Prod
6107 club cpe 4,145 2,052 800
6109 sdn 4d 4,225 2,176 2,200
61 chassis 1
Series 62 (wb 129.0)

6207 club cpe 4,215 2,284 2,323
6267D conv cpe 4,475 2,556 1,342
6269 sdn 4d 4,295 2,359 14,900
62 chassis 1
Series 60 Special (wb 133.0)

6069 sdn 4d 4,420 3,095 5,700
Series 75 (wb 136.0)

7519 sdn 4d 4,860 4,298 150
7523 sdn 4d, 7P 4,905 4,475 225
7523L business sdn 9P 4,920 4,153 22
7533 imperial sdn 7P 4,925 4,669 221
7533L business imperial sdn 9P 4,925 4,346 17
75 comm chassis (wb 163.0) 1,292
1946 Engine bore xstroke  bhp  availability

V8, 346.0 3.50x4.50 150  S-all

1947

Series 61 (wb 126.0) Wght Price Prod
6107 clubcpe 4,080 2,200 3,395

Cadillac

Wght Price Prod
6109 sdn 4d 4165 2,324 5,160
Series 62 (wb 129.0)
6207 club cpe 4,145 2,446 7,245
6267 conv cpe 4,455 2,902 6,755
6269 sdn 4d 4,235 2,523 25,834
62 chassis 1
Series 60 Special (wb 133.0)
6069 sdn 4d 4,370 3,195 8,500
Series 75 (wb 136.0)
7519 sdn 4d 4,875 4,471 300
7523 sdn 4d, 7P 4,895 4,686 890
7523L business sdn 9P 4,790 4,368 135
7533 imperial sdn 7P 4,930 4,887 1,005
7533L business imperial sdn 9P 4,800 4,560 80
75 chassis 3
75 comm & bus chassis (wb 163.0) 2,623
1947 Engine borexstroke bhp availability
V8, 346.0 3.50x4.50 150  S-all
1948
Series 61 (wb 126.0) Wght Price Prod
6107 club cpe 4,068 2,728 3,521
6169 sdn 4d 4,150 2,833 5,081
61 chassis 1
Series 62 (wb 126.0)
6207 club cpe 4125 2912 4,764
6267 conv cpe 4,449 3,442 5,450
6259 sdn 4d 4,179 2,996 23,997
62 chassis 2
Series 60 Special (wb 133.0)
6069 sdn 4d 4,356 3.820 6,561
Series 75 (wb 136.0)
7519 sdn 4d 4,875 4,779 225
7523 sdn 44, 7P 4,878 4,999 499
7523L business sdn 9P 4,780 4,679 90
7533 imperial sdn 7P 4,959 5,199 382
7533L bus imperial sdn 9P 64
75 chassis 2
75 comm chassis (wb 163.0) 2,067
1948 Engine borexstroke  bhp availability
V8,346.0 3.50x4.50 150  S-all
1949
Series 61 (wb 126.0) Wght  Price Prod
6107 club cpe 3,838 2,788 6,409
6169 sdn 4d 3915 2,893 15,738
61 chassis 1
Series 62 (wb 126.0)
6207 club cpe 3,862 2,966 7.515
6237 Coupe de Ville htp cpe 4,033 3,497 2,150
6267 conv cpe 4,218 3,442 8,000
6269 sdn 4d 3,956 3,050 37,977
62 chassis 1
Series 60 Special (wb 133.0)
6037 Coupe de Ville htp cpe 4,200 exp 1
6069 sdn 4d 4,129 3,828 11,399



Cadillac

Series 75 (wb 136.0)

7519 sdn 4d 4,579 4,750 220
7523 sdn 4d, 7P 4,626 4970 595
7523L business sdn 9P 4,522 4,650 35
7533 imperial sdn 7P 4,648 5,170 626
7533L business imperial sdn 9P 4,573 4,839 25
75 chassis 1
86 comm chassis (wb 163.0) 1,861
1949 Engine borexstroke bhp availability

V8, 331.0 3.81x3.63 160  S-all

1950

Series 61 (wb 122.0) Wght Price Prod
6137 club cpe 3,829 2,761 11,839
6169 sdn 4d 3,822 2,866 14,931
61 chassis 2
Series 62 (wb 126.0)

6219 sdn 4d 4,012 3,234 41,890
6237 club cpe 3,993 3,150 6,434
6237D Coupede Ville htp cpe 4,074 3,523 4,507
6267 conv cpe 4,316 3,654 6,986
62 chassis 1
Series 60 Special (wb 130.0) -

6019 sdn 4d 4,136 3,797 13,755
Series 75 (wb 146.8)

7523 sdn 4d, 7P 4,555 4,770 716
7523L business sdn 9P 4,235 exp 1
7533 imperial sdn 7P 4,586 4,959 743
86 comm chassis (wb 157.0) 2,052
1950 Engine borexstroke bhp availability

Vv8,331.0 3.81x3.63 160  S-all

1951

Series 61 (wb 122.0) Wght Price Prod
6137 club cpe 3,829 2,810 2,400
6169 sdn 4d 3,827 2917 2,300
Series 62 (wb 126.0)

6219 sdn 4d 4,062 3,528 55,352
6237 cpe 4,081 3,436 10,132
6237D Coupe De Ville htp cpe 4,156 3,843 10,241
6267 conv cpe 4,377 3,987 6,117
62-126 chassis 2
Series 60 Special (wb 130.0)

6019 sdn 4d 4,234 4,142 18,631
Series 75 (wb 146.8)

7523 sdn 4d, 8P 4,621 5,200 1,090
7523L business sdn 9P 4,300 exp 30
7533 imperial sdn 8P 4,652 5,405 1,085
86 comm chassis (wb 157.0) 2,960
1951 Engine borexstroke bhp availability

Vv8,331.0 3.81x3.63 160  S-all

1952

Series 62 (wb 126.0) Wght Price Prod
6219 sdn 4d 4,140 3,684 42,625
6237 cpe 4173 3,587 10,065

Wght Price Prod
6237D Coupede Ville htp cpe 4,203 4,013 11,165
6267 conv cpe 4,416 4,163 6,400
Series 60 Special (wb 130.0)
6019 sdn 4d 4,255 4,323 16,110
Series 75 (wb 146.8)
7523 sdn 4d, 8P 4,698 5,428 1,400
7533 imperial sdn 8P 4,733 5,643 800
8680S comm chassis (wb 157.0) 1,694
1952 Engine borexstroke bhp availability
V8, 331.0 3.81x3.63 190  S-all
1953
Series 62 (wb 126.0) Wght Price Prod
6219 sdn 4d 4,225 3,666 47,640
6237 cpe 4,320 3,571 14,353
6237D Coupe de Ville htp cpe 4,320 3,995 14,550
6267 conv cpe 4,500 4,144 8,367
6267S Eldorado conv cpe 4,800 7,750 532
62 chassis 4
Series 60 Special (wb 130.0)
6019 sdn 4d 4,415 4,305 20,000
Series 75 (wb 146.8)
7523 sdn 4d, 8P 4,830 5,408 1,435
7533 imperial sdn 8P 4,850 5,621 765
8680S comm chassis (wb 157.0) 2,005
1953 Engine borexstroke bhp availability
V8, 331.0 3.81x3.63 210  S-all
1954
Series 62 (wb 129.0) Wght Price Prod
6219 sdn 4d 4,370 3,933 34,252
6219S DeVille htp sdn proto 1
6237 htp cpe 4,365 3,838 17,460
6237D Coupe de Ville htp cpe 4,405 4,261 17,170
6267 conv cpe 4,610 4,404 6,310
6267S Eldoradoconv cpe 4,815 4,738 2,150
62 chassis 1
Series 60 Special (wb 133.0)
6019 sdn 4d 4,500 4,863 16,200
Series 75 (wb 149.8)
7523 sdn 4d, 8P 5,055 5,875 889
7533 imperial sdn 8P 5,105 6,090 611
8680S comm chassis (wb 158.0) 1,635
1954 Engine borexstroke bhp availability
V8, 331.0 3.81x3.63 230  S-all
1955
Series 62 (wb 129.0) Wght Price Prod
6219 sdn 4d 4,370 3,977 45,300
6237 htp cpe 4,358 3,882 27,879
6237D Coupe de Ville htp cpe 4,424 4,305 33,300
6267 conv cpe 4,627 4,448 8,150
6267S Eldorado conv cpe 4,809 6,286 3,950
62 chassis 7
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Series 60 Special (wb 133.0) Wght Price Prod Wght Price Prod
6019 sdn 4d 4,540 4,728 18,300 6237D Coupe de Ville htp cpe 4,705 5,251 18,414
g 6237S Eldorado Seville htp cpe 4,910 7,500 855
UL ) 6239 htp sdn 4675 4891 13335
7523 sdn 4d, 8P 5,020 6,187 1,075 6239E htp sdn (ext. deck) 4,770 5,079 20,952
7533 limo 8P 5113 6,402 841 6239 Sedan de Ville htp sdn 4,855 5,497 23,989
8680S comm chassis (wb 158.0 1,975 6267 conv cpe 4,856 5,454 7,825
. e 6267S Eldorado Biarritz conv cpe 5,070 7,500 815
1955 E borex stroke bh, availabilit ) y
- ngines 3r8 3’63 252 Sv62 GOSV 62 chassis & exp sdn 206
8,331.0 .81x3. -62, /) . )
V8,331.0 3.81x363 270  S-Eldorado Series 60 Special (wb 133.0)
6039 htp sdn 4,930 6,232 12,900
Series 70 Eldorado Brougham (wb 126.0)
1 956 7059 htp sdn 51315 13,074 304
Series 62 (wb 129.0) Wght Price Prod Series 75 (wb 149.8)
6219 sdn 4d 4430 4296 26,666 7523 sdn 4d, 9P 5360 8460 802
6237 htp cpe 4420 4201 26,649 7533 limo 9P 5425 8,675 730
6237S Eldorado Seville htp cpe 4,665 6,556 3,900 . EL
6239D Sedan de Ville htp cpe 4550 4,753 41,732 1958 Engine  borexstroke  bhp  availability
6267 conv cpe 4,645 4,766 8,300 V8, 365.0 4.00x3.63 310 S-all
6267S Eldorado Biarritz conv cpe 4,880 6,556 2,150
62 chassis 19
Series 60 Special (wb 133.0) 1959
6019 sdn4d SRIORs Od T 2000 Series 62 (wb 130.0) Wght Price  Prod
Series 75 (wb 149.8) 6229 htp sdn 6W 4770 5080 23461
7523 sdn 4d, 8P 5,050 6,613 1,095 6237 htp cpe 4,690 4,892 21,947
7533 limo 8P 5,130 6,828 955 6239 htp sdn 9W 4,835 5,080 14,138
8680S comm chassis (wb 158.0) 2,025 6267 conv cpe 4,855 5,455 11,130
1956 Engines borexstroke bhp availability e RORISSn 60
V8, 365.0 400x3.63 285 S-62,60S,75 e Yille(wior 3.0)
V8, 365.0 4.00x3.63 305 S-Eldorado 6329 htp sdn 6W 4,850 5,498 19,158
6337 htp cpe 4,720 5,252 21924
6339 htp sdn 4W 4,825 5,498 12,308
1957 Eldorado (wb 130.0)
Series 62 (wb 129.5) Wght  Price  Prod S =G Gl ey e
6467 Biarritz conv cpe 7,401 1,320
22270 gtp cpe 4,565 4,677 25120 6929 Brougham htp sdn 13,075 99
237 oupe de Ville htp cpe 4,620 5,116 23,813 . |
62375 Eldorado Seville htp cpe 4810 7286 2,100 Series 60 Special (wb 130.0)
6239 htp sdn 4,595 4,781 32,342 6039 htp sdn 4,890 6,233 12,250
6239D Sedan de Ville htp sdn 4,655 5,256 23,808 Series 75 (wb 149.8)
6239S Eldorado Seville htp cpe 4,810 7,286 4 i
6267 conv cpe 4,730 5,293 9,000 6723 sdn 4d, 9P 5,490 9,533 710
6267S Eldorado Biarritz convcpe 4,930 7,286 1,800 6733 limo 9P 5,570 9,748 690
62 chassis & export sdn 385 6890 comm chassis (wb 156.0) 2,102
Series 60 Special (wb 133.0) 1959 Engines borexstroke bhp availability
6039 htp sdn 4,735 5,614 24,000 V8, 390.0 4,00x3.88 325 S-62, DeVille, 60S, 75
Series 70 Eldorado Brougham (wb 129.0) V8, 330.0 :08p53 .58 345 S-Eldorado
7059 htp sdn S5E3ilS 13,074 400
. 1960
Series 75 (wb 149.8) -
Series 62 (wb 130.0) Wght Price Prod
7523 sdn 4d, 8P 5,340 7,440 1,010
7533 limo 8P 5,390 7.678 890 6229 htp sdn 6W 4,805 5,080 26,824
8680S comm chassis (wb 156.0) 2,169 6237 htp cpe 4,670 4,892 19,978
. . 6239 htp sdn 4W 4,775 5,080 9,984
1957 Engines borexstroke bhp  availability 6267 conv cpe 4.850 5.455 14,000
V8, 365.0 4.00%x3.63 300 S-62,60S,70 62 chassis & export sdn 38
V8, 365.0 4.00x3.63 825 S-Eldorado DeVille (Wb 130'0)
6329 htp sdn 6W 4,835 5,498 22,579
6337 htpcpe 4,705 5,252 21,585
1958 6339 htp sdn 4W 4,815 5,498 9,225
Series 62 (wb 129.5) Wght Price Prod Eldorado (wb 130.0)
6237 htp cpe 4,630 4,784 18,736 6437 Seville htp cpe 7,401 1,075



Cadillac

Wght Price Prod
6467 Biarnitz conv cpe 7,401 1,285
6929 Brougham htp sdn 13,075 101
Series 60 Special (wb 130.0)
6039 htp sdn 4,880 6,233 11,800
Series 75 (wb 149.8)
6723 sdn 4d, 9P 5,475 9,533 718
6733 limo 9P 5,560 9,748 832
6890 comm chassis (wb 156.0) 2,160
1960 Engines borexstroke bhp  availability
V8, 390.0 4.00x3.88 325  S-62, DeVille, 60S, 75
V8, 390.0 4.00x3.88 345  S-Eldorado
1961
i Series 62 (wb 129.5) Wght Price Prod
6229 htp sdn 6W 4,680 5,080 26,216
6237 htp cpe 4,560 4,892 16,005
6239 htp sdn 4W 4,660 5,080 4,700
6267 conv 4,720 5,455 15,500
62 chassis 5
DeVille (wb 129.5)
6239 htp sdn 6W 4,710 5,498 26,415
— 6337 htp cpe 4595 5252 20,156
6339 htp sdn 4W 4,715 5,498 4,847
6399 Town Sedan htp 6W 5,498 3,756
Eldorado (wb 129.5)
6367 Biarritz conv cpe 6,477 1,450
Series 60 Special (wb 129.5)
6039 htp sdn 4,770 6,233 15,500
Series 75 (wb 149.8)
6723 sdn 4d, 9P 5,390 9,533 600
6733 limo 9P 5,420 9,748 926
6890 comm chassis (wb 156.0) 2,204
1961 Engine borexstroke bhp availability
V8, 390.0 4.00x3.88 325 S-all
1962
Series 62 (wb 129.5) Wght Price Prod
6229 htp sdn 6W 4,640 5,213 16,730
6239 htp sdn 4W 4,645 5213 17,314
6247 htp cpe 4,530 5,025 16,833
6267 conv cpe 4,630 5,588 16,800
6289 Town Sedan htp sdn 4,590 5,213 2,600
DeVille (wb 129.5)
6329 htp sdn 6W 4,660 5,631 16,230
6339 htp sdn 4W 4,675 5,631 27,378
6347 htp cpe 4,595 5,385 25,675
6389 Park Avenue htp sdn 4,655 5,631 2,600
Eldorado (wb 129.5)
6367 Biarritz conv cpe 4,620 6,610 1,450
Series 60 Special (wb 129.5)
6039 htp sdn 6W 4,710 6,366 13,350
Series 75 (wb 149.8)
6723 sdn 4d, 9P 5,325 9,722 696
6733 limo 9P 5,390 9,937 904
6890 comm chassis (wb 156.0) - 2,280
1962 Engine borexstroke  bhp avaiIaBiIity
V8, 390.0 4.00x3.88 325 S-all

1963

Series 62 (wb 129.5) Wght Price Prod
6229 htp sdn 6W 4,610 5214 12,929
6239 htp sdn 4W 4,595 5214 16,980
6257 htpcpe 4,505 5,026 17,786
6267 conv cpe 4,545 5,590 17,600
62 chassis 3
DeVille (wb 129.5)

6329 htp sdn 6W 4,650 5,633 15,146
6339 htp sdn 4W 4,605 5,633 30,579
6357 htp cpe 4,520 5,386 31,749
6389 Park Avenue htp sdn 4,590 5,633 1,575
Eldorado (wb 129.5)

6367 Biarritz conv cpe 4,640 6,608 1,825
Series 60 Special (wb 129.5)

6039 htp sdn 4,690 6,366 14,000
Series 75(wb 149.8)

6723 sdn 4d, 9P 5,240 9,724 680
6733 limo 9P 5,300 9,939 795
6890 comm chassis (wb 156.0) 2,527
1963 Engine borexstroke bhp availability

V8, 390.0 4.00x3.88 325  S-all

1964

Series 62 (wb 129.5) Wght Price Prod
6229 htp sdn 6W 4,575 5,236 9,243
6239 htp sdn 4W 4,550 5,236 13,670
6257 htpcpe 4,475 5,048 12,166
6267 convcpe 4,545 5,612 17,900
DeVille (wb 129.5)

6329 htp sdn 6W 4,600 5,655 14,627
6339 htp cpe 4W 4,575 5,655 39,674
6357 htpcpe 4,495 5,408 38,195
Eldorado (wb 129.5)

6367 Biarritz conv cpe 4,605 6,630 1,870
Series 60 Special (wb 129.5)

6039 htp sdn 4,680 6,388 14,550
Series 75 (wb 149.8)

6723 sdn 4d, 9P 5,215 9,746 617
6733 limo 9P 5,300 9,960 808
6890 comm chassis (wb 156.0) 2,639
1964 Engine borexstroke bhp  availability

V8, 429.0 4.13x4.00 340 S-all

1965

Calais (wb 129.5) Wght Price Prod
68239 htp sdn 4,500 5,247 13,975
68257 htp cpe 4,435 5,059 12,515
68269 sdn 4d 4,490 5,247 7,721
DeVille (wb 129.5)

68339 htp sdn 4,560 5,666 45,535
68357 htpcpe 4,480 5,419 43,345
68367 conv cpe 4,690 5,639 19,200
68369 sdn 4d 4,555 5,666 15,000
Eldorado (wb 129.5)

68467 conv cpe 4,660 6,738 2,125
Sixty Special (wb 133.0)

68069 sdn 4d 4,670 6,479 18,100



Cadillac

Seventy-Five (wb 149.8) Wght Price Prod Wght Price Prod
69723 sdn 4d, 9P 5,190 9,746 455 68367 convcpe 4,600 5,736 18,025
69733 limo 9P 5,260 9,960 795 68369 sdn 4d 4,680 5,785 9,850
69890 comm chassis (wb 156.0) 2,669 Eldorado (wb 120.0)
1965 Engine bore xstroke  bhp  availability 69347 htp cpe 4.580 6,605 24528
V8, 429.0 4.13x4.00 340 S-all Sixty Special (wb 133.0)
1966 68069 sdn 4d 4,795 6,583 3,300
. . 68169 Fleetwood Brougham sdn 4d 4,805 6,899 15,300
Calais (wb 129.5) Wght Price Prod .
Seventy-Five (wb 149.8)
68239 htp sdn 4,465 5,171 13,025
68257 htp cpe 4,390 4,986 11,080 69723 sdn 4d, 9P 5,300 10,629 805
68269 sdn 4d 4.460 5171 4,575 69733 limo 9P 5,385 10,768 995
' 69890 comm chassis (wb 156.0) 2,413
DeVille (wb 129.5) - —
1968 Engine borexstroke bhp availability
68339 htp sdn 4,515 5,581 60,550
68357 htp cpe 4,460 5,339 50,580 V8, 472.0 4.30x4.06 SJits) S-all
68367 conv cpe 4,445 5,555 19,200
68369 sdn 4d 4535 5581 11,860 1969
Eldorado (wb 129.5) Calais (wb 129.5) Wght Price Prod
68467 conv cpe 4,500 6,631 2,250 68247 htp cpe 4,555 5,484 5,600
Sixty Special (wb 133.0) 68349 htp sdn 4,630 5,660 6,825
68069 sdn 4d 4615 6378 5455 DeVille (wb 129.5)
68169 Fleetwood Brougham sdn 4d 4,665 6,695 13,630 68347 htp cpe 4,595 5,721 65,755
; 68349 htp sdn 4,660 5,954 72,958
ty-F 149.8 ) 3
o cntyRRCWD 149:8) 68367 convcpe 4590 5905 16,445
69723 sdn 4d, 9P 5,320 10,312 980 68369 sdn 4d 4,640 5,954 7,890
69733 limo 9P 5,435 10,521 1,037
69890 comm chassis (wb 156.0) 2,463 Eldorado (wb 120.0)
1966 Engine borexstroke  bhp availability 69347 htp cpe 4,550 6.711 23,333
V8, 429.0 413x4.00 340 S-all Sixty Special (wb 133.0)
68069 sdn 4d 4,765 6,779 2,545
1967 68169 Fleetwood Brougham sdn 4d 4,770 7,110 17,300
Calais (wb 129.5) Wght  Price Prod Seventy-Five (wb 149.8)
69723 sdn 4d, 9P 5,430 10,841 880
68247 ht 4,447 5,040 9,085 ] ' 1 '
Syl htp S AP R - B 69733 limo 9P 5555 10979 1,156
68269 sdn 4d 4.499 5215 2865 69890 comm chassis (wb 156.0) 2,550
DeVille (wb 129.5) 1969 Engine borexstroke bhp availability
68347 — 4.486 5392 52905 V8, 472.0 4.30x4.06 375  S-all
68349 htp sdn 4,532 5,625 59,902
68367 conv cpe 4,479 5608 18202 1970
e 200 Sometd 4534 5625 8800 (cajais (wb 129.5) Wght Price  Prod
St oTeeTiRD120.0) 68247 htp cpe 4620 5637 4724
69347 htp cpe 4,500 6,277 17,930 68249 htp sdn 4,680 5,813 5,187
Sixty Special (wb 133.0) DeVille (wb 129.5)
68069 sdn 4d 4,678 6,423 3,550 68347 htp cpe 4,650 5,884 76,043
68169 Fleetwood Brougham sdn 4d 4,715 6,739 12,750 68349 htp sdn 4,725 6,118 83,274
; 68367 conv cpe 4,660 6,068 15,172
-F 5
e voty-Five (yb 149.8) 68369 sdn 4d 4690 6118  7.230
69723 sdn 4d, 9P 5,344 10,360 835
69733 limo 9P 5436 10,571 965 Eldorado (wb 120.0)
68490 comm chassis (wb 156.0) 2,333 69347 htp cpe 4,630 6,903 28,842
1967 Engine borexstroke bhp availability Sixty Special (wb 133.0)
V8, 429.0 4.13x4.00 340  S-all 68089 sdn 4d 4,830 6,953 1,738
1968 68189 Fleetwood Brougham sdn 4d 4,835 7,284 16,913
Seventy-Five (wb 149.8)
Calais (wb 129.5) Wght Price Prod 69723 sdn 4d, 9P 5530 11,039 876
68247 htp cpe 4,570 5,315 8,165 69733 limo 9P 5630 11,178 1,240
68249 htp sdn 4,640 5,491 10,025 69890 comm chassis (wb 156.0) 2,506
DeVille (wb 129.5) 1970 Engines borexstroke bhp availability
68347 htp cpe 4,595 54552 63,935 V8,472.0 4.30x4.06 375  S-allexc Eldorado
68349 htp sdn 4,675 5,785 72,662 V38, 500.0 4.30x4.30 400 S-Eldorado



Checker coe oo con

hecker, the Kalamazoo builder of taxicabs and air-
port limousines, began marketing passenger cars
in 1960. The company’s practical four-door, the Su-
perba, had the same upright, tank-like styling that had
become familiar to anyone who’'d ever seen a taxi.
Checker president Morris Markin was steadfast: there'd
be no change to this utilitarian, but unattractive, design
from year to year as long as there were customers who
wanted a car with a taxi’s reliability and durability. The
Superba’s design dated back to the A8 taxicab of 1956.
The engine used in Checkers of this era was of Con-
tinental Motor Company design, roughly the same as
that used in Kaisers of the late-1940s and 1950s. It dis-
placed 226 cubic inches, but was offered with either
side or overhead valves. The side-valve version had a
7.3:1 compression ratio, and produced 80 horsepower
at 3100 rpm. The ohv engine had an 8.0:1 compression
ratio and an output of 122 bhp at 4000 rpm. Either
engine could be ordered in 1960 for the same price.
The 1960 Checker Superba was available as a four-
door sedan and a four-door station wagon, in standard
or Special form. The Special came with upgraded in-
terior trim. True to its taxicab heritage, the Superba
sedan had a pair of jump seats in the rear compartment
and could carry up to eight adults. The wagon’s rear
seat could be folded up or down by means of an elec-
tronic servo controlled from the dashboard. This gim-
mick, and its different bodywork, made the Checker
wagon about $350 more expensive than the sedan.
For 1961, the Superba Special was renamed

1965 Marathon four-door sedan

1970 Marathon DelLuxe four-door sedan
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Marathon. The sedan’s 15-inch wheels were replaced
by 14-inchers for a slightly lower ride height. The over-
head-valve engine became standard on station
wagons. Prices did not change. Air conditioning cost
$411 extra; power steering was a $64 option. Like
Checker cabs, the Superba and Marathon had a full
bank of gauges, a spartan but well-padded interior,
wide doors, and a spacious rear compartment.

The same four offerings were continued for 1962. The
only change was a return to 15-inch wheels for the
sedans. In 1963, ouput on the overhead-valve engine
was increased to 141 bhp at 4000 rpm. Prices rose
in 1964—about $100 across the board. Optimistically,
Checker decided to introduce a $7500 Town Custom
limousine on a 129-inch wheelbase in '62. In addition to
a glassed-off driver’'s compartment, the limousine of-
fered a full range of power options. Production was
limited, probably because demand for this most expen-
sive of taxis was low.

The Superba name was dropped in 1964, which was
also the last year for the old 226-cid engine. Checker
than switched to Chevrolet engines for 1965: a 230-cid
six, a 283 V8, and a 327 V8. The Town Custom
limousine was still offered, but only on special order.
The optional 283 V8 cost $110 extra, automatic trans-
mission was priced at $248, and overdrive cost $108.

The 1966 Checker added a deluxe sedan, and a
lower-priced limousine at $4541, temporarily reestab-
lishing its four-model lineup. These two models were
dropped the following year. The deluxe sedan was
revived for 1968, and the deluxe limousine reappeared
for 1969.

Checkers became faster cars during these years as
their Chevy V8s became increasingly more potent. The
big 350 was producing 300 bhp when Checker intro-
duced it as an option in 1969; emission controls cut out-
put to 250 bhp in its 1970 form, however. Prices for the
optional engines were usually low: In 1968, these were
$108 for the 307 and $195 for the 327.

Sales were moderate for Checker in the '60s,
although adequate to sustain the level of production the
firm desired—6000 to 7000 units a year. Checker's best
year of the decade was 1962, when 8173 cars were built.
Most of these, of course, were sold as commercial taxis.

Morris Markin, Checker’'s founder, never waivered
from his goal to build a tough taxicab. If he could also
sell a few of them as passenger cars, so much the bet-
ter. But the fickle public, he insisted, would never con-
trol Checker styling or engineering. (It isn't widely
known, but Nathan Altman once made overtures to
Checker as a possible builder of his Avanti Il. Markin,
however, said the Avanti was too ugly to sell.)

Markin died in 1970. His son David then took over the
company’s operations.



Checker Specifications
1960—6,980 built, inc taxis

Superba (wb 120.0) Wght Price Prod
sdn 4d 3,410 2,542
Special sdn 4d 3,410 2,650
wgn 4d 3,780 2,896
Special wgn 4d 3.780 3,004
1960 Engines  bore xstroke bhp availability
L6, 226.0 3.31x4.38 80 S-all
L6, 226.0 3.31x4.38 122 O-all
1961—5,683 built, inc taxis
Superba (wb 120.0) Wght Price Prod
sdn 4d 3,320 2,542
wgn 4d 3,570 2,896
Marathon (wb 120.0)
sdn 4d 3,345 2,650
wgn 4d 3,615 3,004
1961 Engines  bore x stroke bhp availability
L6, 226.0 3.31x4.38 80 S-all
L6, 226.0 3.31x4.38 122 S-wgn; O-sdn
1962—8,173 built, inc taxis
Superba (wb 120.0) Wght Price Prod
sdn 4d 3,320 2,642
wgn 4d 3,570 2,991
Marathon (wb 120.0)
sdn 4d 3,345 2,793
wgn 4d 3,615 3,140
Town Custom (wb 129.0)
limo 8P 5,000 7,500
1962 Engines  bore xstroke bhp availability
L6, 226.0 3.31x4.38 80 S-all
L6, 226.0 3.31x4.38 122 O-all
1963—7,050 built, inc taxis
Superba (wb 120.0) Wght Price Prod
sdn 4d 3,485 2,642
wgn 4d 3,625 2,991
Marathon (wb 120.0)
sdn 4d 3,485 2,773
wgn 4d 3,625 3,140
Town Custom (wb 129.0)
limo 8P 5,000 7,500
1963 Engines  bore xstroke bhp availability
L6, 226.0 3.31x4.38 80 S-all
L6, 226.0 3.31x4.38 141 O-all
1964—6,310 built, inc taxis
Marathon (wb 120.0) Wght Price Prod
sdn 4d 3,625 2,814
wgn 4d 3,720 3,160
Town Custom (wb 129.0)
limo 8P 5,000 8,000
1964 Engines bore xstroke bhp availability
L6, 226.0 3.31x4.38 80 S-all
L6, 226.0 3.31x4.38 141 O-all

1965—6,136 built, inc taxis

Checker

Marathon (wb 120.0) Wght Price Prod
sdn 4d 3,360 2,793
wgn 4d 3,450 3,140
Town Custom (wb 129.0)
limo 8P 4,800 8,000
1965 Engines  borexstroke bhp availability
L6, 230.0 3.88x3.25 140 S-all
V8, 283.0 3.88x3.00 195 O-all
V8, 327.0 4.00x3.25 250 O-all
1966—1,056 built; 5,761 inc taxis
Marathon (wb 120.0) Wght Price Prod
A12 sdn 4d 3,400 2,874
A12E Deluxe sdn 4d 3,800 3,567
A12E limo 8P 3,800 4,541
A12W  wgn 4d 3,500 3,500
1966 Engines bore xstroke bhp availability
L6, 230.0 3.88x3.25 140 S-all
V8, 327.0 4.00x3.25 250 O-all
1967—935 built; 5,822 inc taxis
Marathon (wb 120.0) Wght Price Prod
A12 sdn 4d 3,400 2,874
A12W  wgn 4d 3,500 3,075
1967 Engines borexstroke bhp availability
L6, 230.0 3.88x3.25 140 S-all
V8, 327.0 4.00x3.25 250 O-all
1968—992 built; 5,477 inc taxis
Marathon (wb 120.0) Wght Price Prod
A12 sdn 4d 3,390 3,221
A12E Deluxe sdn 4d 3,590 3,913
A12W  wgn 4d 3,480 3,491
1968 Engines  borexstroke bhp availability
L6, 230.0 3.88x3.25 140 S-all
V8, 307.0 3.88x3.25 200 O-all
V8, 327.0 4.00x3.25 275 O-all
1969—760 built; 5,417 inc taxis
Marathon (wb 120.0) Wght Price Prod
A12 sdn 4d 3,390 3,290
A12W  wgn 4d 3,480 3,560
DelLuxe (wb 129.0)
A12E sdn 4d 3,590 3,984
A12E limo 8P 3,802 4,969
1969 Engines borexstroke bhp availability
L6, 230.0 3.88x3.25 155 S-all
V8, 327.0 4.00x3.25 235 O-all
V8, 350.0 4.00x3.48 300 O-all
1970—397 built
Marathon (wb 120.0) Wght Price Prod
A12 sdn 4d 3,268 3,671
A12W wgn 4d 3,470 3,941
Marathon DelLuxe (wb 129.0)
A12E sdn 4d 3,378 4,364
A12E limo 8P 3,578 5,338
1970 Engines  borexstroke bhp availability
L6, 230.0 3.88x3.25 155 S-all
V8, 350.0 4.00x3.48 250 O-all



Chevrole

eneral Motors' fastest-selling make had its first

million-unit calendar year in 1927. The division
produced 1,750,000 cars, overpowering Ford, which
was in the throes of transferring from Model T to Model
A. Ford recovered, but only briefly. In the Depression
era, Chevy outsold its rival almost every year, and by
1939 was clearly established as America’'s number-one
car. The pattern continued throughout the '40s. Chevro-
let produced a million 1941 models; by model year 1950
it had almost topped 1.5 million.

Competitiveness was evident in the 1940 line. The
cars were thoroughly facelifted with what Chevrolet
called Royal Clipper styling. Though not a drastic
change from the past, it was sufficiently fresh to make
the cars much newer-looking than the '39s. A new Spe-
cial DeLuxe series was created for the top of the line,
and included a convertible that was not available the
previous year. The soft-top was quite successful: nearly
12,000 copies were sold.

Special and Master DelLuxe lines came standard with
Knee-Action, the independent front suspension devel-
oped in 1934 by Maurice Olley. Chevrolet had reintro-
duced a cheaper model with a solid front axle in 1935,
and this remained available through 1940, when it was
called the Master 85. Both Master series were available
as business coupes and two- and four-door sedans; the
Master 85 included a woody wagon. The top-line Spe-
cial DeLuxe also came in wagon form. These wagons,
of course, were far different from today’s all-steel wag-
ons. Wooden construction made them heavy, ungainly,
and hard to maintain. Later, Chevrolet and Plymouth
would lead the trend to all-steel station wagons.

The engine that powered all Chevrolets of the '40s
had evolved from a design first seen in the 1920s, and
helped Chevy dislodge Ford from the number-one spot.
It was developed by Ormond E. Hunt from an earlier de-
sign by Henry Crane. A light L-head, it had originally
produced 46 horsepower. It was nicknamed the ‘‘Stove-
bolt Six™" for its slotted-head bolts or stove bolts. It was
also known as the ‘“Cast-lron Wonder’ because of its
cast-iron pistons.

In 1934, this powerplant got the name Blue Flame Six
along with a longer stroke that boosted horsepower to
80. The 1940 configuration arrived in 1937, when the
Blue Flame was redesigned for nearly square cylinder
dimensions. Improvements over earlier versions in-
cluded four (instead of three) main bearings, shorter
length, and better oil and water pumps. In 1941, the
Blue Flame’s output was boosted to 90 bhp at 3300 rpm,
and this is how it remained through the '40s and into the
'50s.

The Blue Flame Six gained an undeserved reputation
as a sluggard. In reality, it was capable of surprising
performance. One man who proved it was Juan Manuel

Detroit, Michigan
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Fangio, later one of the world’s great Formula One driv-
ers. In 1940, Fangio won the 5900-mile Buenos Aires-
Lima road race in his Chevy coupe, averaging 53.6
mph. His car was seen again after the war, and took
three more first-place victories.

In model year production, 1941 was also a million-car
year for Chevrolet. The division fielded the body/chas-
sis combination that would carry it through 1948: 116-
inch wheelbase, Knee-Action on all models, 90-bhp six,
and attractive new styling by Harley Earl’s Art & Colour
Studio. The Master 85 series was dropped. The Master
DelLuxe and Special DelLuxe retained the 1940 body
styles. The Fleetline four-door sedan was a special ad-
dition, and 34,000 were sold that year. It was distin-
guished by a new, more formal-looking roofline with
closed-in rear quarters, a takeoff on styling ideas first
seen on the Cadillac 60 Special. The engine's 90 bhp
was obtained by means of a 6.5:1 compression head,
new pistons, and reduced combustion chambers.
Valves, rocker arms, and water pump were also
reworked.

Further refinements to the '41 styling were made for
'42: fenders were extended back into the front doors as
on the more expensive GM cars; and a smart, clean
grille replaced the somewhat busy '41 rendition. The
model line stayed mostly the same, but new names were
added: Stylemaster for the lower-priced Master DeLuxe
coupes and sedans; Fleetmaster for the Special De-
Luxe. An offshoot of the upper series was the Fleetline,
comprising a new torpedo-style two-door Aerosedan
and a conventionally styled four-door Sportmaster se-
dan. Both were distinguished by triple bands of bright-
work on front and rear fenders.

Civilian car production stopped in February 1942.
Chevrolet's model year total up to then was 254,885
units, of which only 45,472 were produced in calendar
year 1942. In the Special DelLuxe series, only a handful
of convertibles, wagons, and business coupes were
built. Because they are so rare, 1942 Chevys are highly
sought-after by collectors today.

Production at GM was hampered after the war by
strikes and material shortages. If you count Chevy’s
tiny output in 1945 as a calendar year, it was outpaced
by Ford by about three to one. But after that, Chevy was
on top again, even though its 1946-48 cars were only
slightly modified versions of the '42 design.

The differences were slight, but they were there. The
'46s had fewer grille bars and a hood emblem with up-
right instead of horizontal wings. Parking lights were
rectangular, fitted horizontally into the lower corners of
the grille instead of vertically as before. The model line-
up wentunchanged, although the old Master series was
simply called Stylemaster. This line comprised two- and
four-door sedans, sport coupe, and business coupe.



Fleetmaster sedans, coupes, convertible and wagon,
and the Fleetline Aerosedan and Sportmaster were all
continued.

It was during this period that Chevrolet experimented
with and rejected a new rear-engine small car code-
named Cadet. The design team was led by Maurice Ol-
ley. Several different configuraticns were considered.
After spending a few million dollars on development,
management concluded there was no market for it.
Ford had reached the same conclusion at about the
same time. Neither of the two giants fielded a small car
until 1960, when the Corvair and Falcon were
introduced.

Styling for each of the next two model years was ba-
sically arerun of 1946. There was no change in the line-
up of four Stylemasters, five Fleetmasters, and two
Fleetlines, except for increased prices. But there were
detail appearance changes. For 1947, the horizontal

1940 Master DeLuxe four-door Sport Sedan

1941 Master DelLuxe two-door Town Sedan

1942 Special DeLuxe Fleetmaster five-passenger coupe
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grille bars were wider, the nameplate went from the bot-
tom to the top of the grille, the hood medallion was now
horizontal, and side hood and beltline moldings were
eliminated. For 1948, the grille acquired a central verti-
cal bar rising to the base of the top horizontal molding
with a small ““Chevrolet” emblem near its top. The
1947-48 Fleetlines had horizontal chrome moldings on
front and rear fenders; Sportmaster sedans had pivot-
ing wind wings in the rear doors.

Although there was little visible change at Chevy dur-
ing this period, the division that had written the indus-
try’s greatest success story was never known for stand-
ing pat, or for making wrong decisions. Management
was changing, and new ideas were being discussed for
the future: sports cars, hardtop convertibles, and all-
steel station wagons.

In June 1946, Nick Dreystadt, former Cadillac general
manager, replaced M. E. Coyle as general manager of

1946 Stylemaster four-door Sport Sedan

1947 Fleetmaster four-door Sport Sedan

1948 Fleetline two-door Aerosedan
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Chevrolet. Dreystadt encouraged development of new
models, and with a forceful engineering program
brought new life to a make that had a rather stodgy im-
age by then. But Dreystadt unexpectedly died two years
later, and his successor, W. E. Armstrong, resigned
early because of illness. Thomas H. Keating then
stepped up. He followed Dreystadt’s policies and spoke

1949 DeLuxe Styleline four-door Sport Sedan

1950 DeLuxe Styleline four-door Sport Sedan

1951 DeLuxe Styleline Bel Air hardtop coupe

1951 DeLuxe Styleline four-door sedan
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bullishly about Chevrolet's future. Soon after Keating
took over, Edward N. Cole joined the team as Chevy's
chief engineer.

The first order of business after the war was to
change Chevy's look completely. GM had scheduled its
first corporate postwar redesign for the 1949 model
year, and Chevy's version was among the most attrac-
tive. Although wheelbase was actually an inch shorter,
the '49 was cleanly styled from nose to tail and looked
much more streamlined than the 1948 model. Its two-
piece windshield was curved and two inches lower;
fenders swept back smoothly through the cowl and
doors, while the rear fenders rolled forward. Suspen-
sion revisions and a lower center of gravity made the
'49 one of the best-handling Chevrolets ever—probably
superior to that year's Plymouth and Ford. The '49s
were also beautifully put together. The precise fit of
body panels, the way the shifter snicked cleanly
through the gears, and the car’s positive response to
controls testified that engineers and production people
had gone to extremes to make them *‘right.”

For the first time in years, the model line was over-
hauled for 49. The less expensive Series 1500GJ com-
prised the Special Styleline and the fastback Special
Fleetline sedans.The more luxurious Series 2100GK in-
cluded the Deluxe Styleline models—two- and four-
door sedans, a coupe, convertible, and two station
wagons. One of the wagons was trimmed with wood,
one was all-steel, both carried eight passengers. This
series also offered a pair of fastback sedans named
DelLuxe Fleetline, a two-door and a four-door. Initially,
the fastbacks sold well, but as time went on they fell out
of favor, and disappeared at the end of 1952.

In the 1950s, Chevrolet evolved from staid family car
to hot performance machine. The division moved from
dull sedans to fast, sporty cars. Chevy also dropped
from number-one in the industry to number-two—but
only briefly.

Most of Chevrolet’s decisions between 1950 and '59
were the right ones. It was right to build the Bel Air, first
as asingle hardtop and later as a separate series. It was
highly successful, dominating production by 1957. It
was right to build the 265 and 283 cubic-inch V8s, the
engines that changed Chevrolet’'s performance reputa-
tion almost overnight. And it was right to market the Im-
pala, because it added strength to the top of the line.
Chevrolet would no longer be just one of the “low-
priced three’: now, it was an alternative for those who
previously would have bought Pontiacs, Dodges, or
Mercurys.

The 1950-52 period saw the last of the traditional low-
cost, low-suds Chevys; 1953-54 saw a transition; 1955 a
revolution. In the early years, the Special accounted for
about 15-20 percent of total production. The costlier
DelLuxe accounted for the rest, and offered a wide vari-
ety of models. Specials came in two- or four-door se-
dans, coupes, and business coupes known as Style-
lines, and two- and four-door fastback sedans called
Fleetlines. The DelLuxe lineup had no business coupe,
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but offered wagon, hardtop, convertible, and the Fleet-
line fastbacks.

Fleetlines did well enough in the seller's market of
1946-50, but the fastback fad had faded by the early
'50s. Accordingly, Chevrolet phased them out. The last
was a two-door in the '52 Deluxe series, and relatively
few were made. As rapidly as the fastbacks disap-
peared, Bel Air hardtops took their place. Chevrolet
was a year ahead of Ford and Plymouth in introducing a
pillarless coupe, and sales were brisk. All 1950-52
Chevys were powered by the hoary old ‘‘stovebolt six."
By this time, the 216.5-cid mill had been coaxed up to
92 bhp at 3400 rpm, or 105 bhp at 3600 when teamed
with optional Powerglide two-speed automatic. Prices
in those years were competitive and styling was consis-
tent, varying only in minor details like grille, taillights,
and side moldings.

In 1953, all GM cars got a major facelift, but Chevy

1952 DelLuxe Styleline four-door sedan

1952 DeLuxe Styline two-door sedan

1953 Bel Air four-door sedan

and Pontiac looked newest. Chevy renamed the Special
the One-Fifty and the Deluxe became the Two-Ten; the
Bel Air was made a series in its own right with a full
range of body styles. The big news that year was the
Corvette, America’s first postwar sports car (see sepa-
rate chapter). The Blue Flame Six was revised again,
with much higher compression giving up to 115 bhp. It
was continued through the '50s and beyond, grinding
out as much as 145 bhp. It was sound and reliable, but
not very exciting. Ed Cole's V8 took care of that.
Without question, the 265-cid V8 that appeared for
1955 was one of the industry's milestone engines.
Though designed to be efficient and cheap to build, it
was really one of those “‘blue sky'' projects of the type
that comes along only once or twice in an engineer’s
career. Said Cole, ‘| had worked on V8 engines all my
professional life. | had lived and breathed engines.
[ Motor engineer Harry F.] Barr and | were always say-

1953 Bel Air convertible

1954 Bel Air four-door sedan

1954’s Nomad show car — forerunner of Nomad wagons
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1955 Bel Air Nomad two-door station wagon

1955 Two-Ten hardtop coupe

1958 styling preview—Biscayne show car, 1955

ing how we would do it if we could ever design a new
engine. You just know you want five main bearings—
there's no decision to make. We knew that a certain
bore-stroke relationship was the most compact. We
knew we'd like a displacement of 265 cubic inches . ..
And we never changed any of this. We released our en-
gine for tooling direct from the drawing boards—that’s
how crazy and confident we were.”

Cole and Barr had reason to be enthusiastic. The 265
weighed even less than the six. It had low reciprocating
mass, which allowed high rpm; die-cast heads with in-
tegral, interchangeable valve guides; aluminum slipper
pistons; and a crankshaft of forged pressed-steel in-
stead of alloy iron. It performed beautifully, putting out
162 bhp at 4400 rpm, or 180 bhp at 4600 with Power-pak
(a four-barrel carburetor and dual exhausts). It became
the basis of all the great Chevy engines of the immedi-
ate future: the 225-bhp '56 Corvette and the bored-out
fuel-injected 283 of 1957, the first mass-production
engine with one horsepower per cubic inch. Chevrolet
developed a new 348-cid V8 as a big-car option for
1958, and it was a good one. But the 283 remained the
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1956 Bel Air hardtop sedan

1956 Bel Air Nomad two-door station wagon

1957 Bel Air convertible

best-known, best-loved engine of the period, earning
Chevy a reputation for performance it had never en-
joyed with the sixes.

Powerglide automatic, a torque converter using the
Dynaflow principle, was an increasingly popular option
in those years at a price under $200. Smooth in opera-
tion, itwas well-suited to all butthe high-powered mod-
els. These were available with a manual or stick-over-
drive, three-speed Turboglide automatic from 1957 on,
and an all-synchromesh four-speed manual starting in
1959.

Styling was as much a part of the mid-1950s picture
as engineering. Harley Earl’s Chevy design team—
Clare MacKichan, Chuck Stebbins, Bob Veryzer, Carl
Renner, and others—worked under Earl’'s guideline:
“Go all the way, then back off.” Though the '55 didn’t
reach production looking the way it had in fanciful ren-
derings, it wasn’t far off. The beltline dip and wrap-
around windshield had been inspired by the Cadillac
Eldorado, Oldsmobile Fiesta, and Buick Skylark limited
editions of 1953; the eggcrate grille had been inspired
by Ferrari and was one of Earl’s favorite touches. The
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1957 Two-Ten four-door sedan

1957 One-Fifty two-door utility sedan

1957 Bel Air Nomad two-door station wagon

grille was unpopular with the public though, so the '56
version was broader, brighter, and more conventional.

Carl Renner was the man responsible for a unique
hardtop wagon called the Bel Air Nomad. Actually, it
was too impractical as a wagon, too bulky as a hardtop.
But it was the ideal stylistic blend of both. If it didn't sell
well, it was more because two-door wagons were gen-
erally less popular than four-doors rather than lack of
appeal. The Nomad was relatively expensive, but there
had never been such a beautiful wagon. Had anybody
else builtit, the Nomad would probably be quite rare to-
day. Volume, however, was relatively high: 8386 were
built for 1955; 7886 for '56, 6103 for 1957.

A mild facelift came about for '56, another in '57.
Both Ford and Plymouth were completely restyled in
1957, so Chevrolet suffered by comparison. Yet record
market penetration of close to 28 percent was achieved
in 1956, and the '57 facelift was a good one. The en-
gines previously described had the go to match the
looks. A '57 Bel Air four-door hardtop with the 270-bhp
engine would streak from 0 to 60 mph in 9.9 seconds,
do the quarter-mile in 17.5 seconds, and run up to well

1958 Impala hardtop coupe

1958 Bel Air hardtop sedan

1958 Biscayne four-door sedan

over 110 mph. The lighter One-Fifty with the injected V8
was even faster.

Properly equipped, the 1955-57 Chevy was, and is, a
formidable competitor on the race track. Before the
Automobile Manufacturers Association recommended
the industry withhdraw from organized racing in 1957,
Chevy did quite well on NASCAR and other circuits. At
the 1957 Daytona Speed Weeks, it added more achieve-
ments. In Class 4 (213 to 259 cubic inches) Chevrolets
won the first three places in the two-way flying-mile; in
Class 5 (259 to 305 cubic inches) they took 33 outof 37
places, with the bestcar averaging 131.076 mpg. Chevy
also won the Pure Oil Manufacturers Trophy in '57 with
574 points, against only 309 for runner-up Ford.

The effects of the racing ban didn’t take long. For
1958, Chevy back-pedaled on performance with a line
of softer, more luxurious cars. Most reviewers were
unhappy. Said Tom McCahill of Mechanix Illustrated,
“When an ad man can’t write about his product’s suc-
cess at Pikes Peak, Daytona Beach or Darlington, or
how fast it gets away from a traffic light, what's he got
left? All he can do is tell about the hand-woven Indian
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rugs on the floor, the Da Vinci sculptured door handles,
or the ‘ten miles per gallon’ it averaged under the feath-
erfoot of a professional economy jockey.”

McCahill was right. The '58 Chevys were longer,
lower, wider, heavier . . . and slower. The division was
reaching for a new market sector—the solid, substan-
tial Pontiac-types it had never gone after before—with
such cars as the Impala. People who bought Impalas,
then as now, didn’t care about performance or han-
dling. They wanted size and comfort. The Impala
delivered.

Despite a rough year for the U.S. economy in '58,
Chevy managed to build over 1.1 million cars: 60,000
were Impalas. That was a decent showing for a new
series consisting of only a hardtop and convertible. The
One-Fifty was renamed Delray; Biscayne replaced the
Two-Ten title. Bel Air was still top of the line, with Im-
pala as a sub-series for '58 only. ““Station Wagon'' be-
came a separate series with no fewer than five models:
the two-door Yeoman; four-door Yeoman, Brookwood,
and Nomad; and the nine-passenger Brookwood. The
'58 Nomad wasn't the same car it had been in 1955-57. It
was now just a conventional wagon, and it remained so
through 1961, its last year.

Chevrolet probably deserves credit for bucking the
tailfin trend in 1958, but the stylists made up for it the
following year with an overdecorated bat-wing tail. The
result was a rear deck, as Tom McCahill said, “'big
enoughto land a Piper Cub.” It could have been worse.
Carl Renner said one 1959 proposal called for an up-
right, Edsel-like grille and was one of the ugliest things

1959 Biscayne two-door sedan

1959 Impala four-door sedan
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he'd ever seen. As it turned out, the front end of the '59
was relatively mild, but the rear was a thing from an-
other world. This was the year Ford beat Chevy in
calendar year production, so Chevrolet's rear end was
a lot more subdued for 1960.

Delray disappeared in 1959, leaving the Biscayne,
Bel Air, Impala, and Station Wagon in the lineup. All
rode a 119-inch wheelbase, the longest in postwar his-
tory. The growth between 1957 and 1959 was amazing.
Wheelbases were up by four inches, length by nearly
eleven inches, width by seven inches, and weight in-
creased by 300 pounds. The '59s were the first of the
overstuffed generation that would live on for the next 15
years. Only recently has GM been weaning the public
from these enormous vehicles. At the time, of course,
they made a degree of sense. In order to compete, the
low-priced three—Ford, Chevy and Plymouth—needed
larger and larger dimensions, cars the size of Cadillacs
and Lincolns that would sell at half the price. Chevy led;
Ford and Plymouth followed suit.

During the 1960s, Chevrolet expanded into at least
five new market areas: compacts with the Corvair and
Chevy Il, intermediates with the Chevelle, super
stockers with the Malibu and Impala SS, luxury full-size
models with the Caprice, and ‘“‘ponycars’ with the
Camaro. (The Corvette and Corvair are different
enough to be treated separately.) Each new product of
the decade was carefully designed to fill a basic need.
Nearly every one succeeded.

Moving into so many new markets would seem to im-
ply increased production. The division did set some

1960 Impala convertible

1961 Impala two-door sedan



records during the decade. But it was only producing
some 500,000 more cars at the end of the '60s than it
had been at the beginning, despite introducing four
new lines in different size categories. Actually, the mar-
ket had been subdivided. The departure of the inde-
pendent automakers and the rise of compacts, sporty
compacts, and intermediates in the '60s generated
more competition than there had been in the '50s. In
many cases, Chevy was competing against itself or
other GM divisions.

Chevrolet offered a wide range of cars by the end of
the decade, built on just four wheelbases: 108 inches
for the Corvair and Camaro, 110 for the Chevy Il and
Nova, 115 for the Chevelle, and 119 for the big Chevro-
lets. The only exception was the 1968-72 Chevelle. Like
other GM compacts of those years, it used a 112-inch
wheelbase for two-door models and a 116-inch wheel-
base for the four-doors.

The big Chevrolet progressed from overstyled out-
rageousness to clean, crisp elegance. The '60 model
was a facelift of the horrendously finned '59 edition.
The fins were cropped and completely disappeared for
'61. By 1963, there was a new sculptured body with-
out a trace of the outlandish '50s. Without a change in
wheelbase, the large Chevrolet grew bulkier in the last
years of the decade, but was deftly styled nonetheless.
Another complete restyle in 1965 brought flowing lines
and a slight upward sweep to the rear quarter panels.
This shape continued until 1969, when a new look was
fashioned with elliptical wheel openings, emphasized
by subtle bulges. The prettiest full-size Chevy of the
period might be the 1962. It had straight, correct lines
and interesting roof styling with ““bow’’ sculpturing like
a raised convertible top.

Biscayne was still the price leader, but buyer interest
fell during the decade. The Bel Air had become the mid-
priced big Chevrolet in 1959 but its sales also de-
creased in the '60s. The top-line Impala had rapidly
become the most popular single model in the United
States. Its best sales year of the decade was 1964, when
889,600 units were built.

One Impala worthy of particular attention is the per-
formance-bred Super Sport of 1962-67. Like Corvair
and Camaro, the Impala SSis already a collector’s item.

The concept was simple: take the big, 119-inch stan-
dard-wheelbase chassis, add sporty styling touches,
and offer options designed to enhance performance
and handling. The Impala SS was available as either a
two-door hardtop or convertible. A six-cylinder engine
was offered, but only 3600 were equipped with one in
1965. The exterior featured special SSemblems and de-
leted the regular Impala’s rocker panel brightwork.
Vinyl bucket seats and a central gearshift console were
standard. Tachometer and sport steering wheel were
optional. Big-displacement V8s were offered, like the
famous 409 that developed 425 bhp. Equipped with ex-
citing handling options like stiffer springs and shocks,
sintered metallic brake linings, four-speed gearbox,
and ultra-quick power steering, the Impala SS was the

1962 Impala convertible

1962 Chevy Il 300 two-door sedan

1963 Impala convertible

1963 Chevy Il 100 two-door sedan

1964 Impala hardtop coupe

Chevrolet
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Prototype for 1964 Chevelle Malibu four-door sedan

1965% Caprice hardtop sedan

1965 Impala hardtop coupe

1966 Caprice hardtop sedan

highest-performance big Chevy in history.

But it didn't last. Government regulations, a decline
in demand for race-bred automobiles, and the in-
creased popularity of smaller sporty cars all combined
to do in the Impala SS after 1967. Production fell rapidly
during the five model years. Meanwhile, Chevrolet had
found a far more lucrative market by dolling up the Im-
pala with the best grades of upholstery and trim, and
calling it Caprice. This top-of-the-line Chevy arrived in
1965 and captured some 180,000 buyers in 1966.

Next in Chevrolet's size hierarchy of the '60s was the
intermediate Chevelle, introduced in 1964 to compete
against Ford’'s Fairlane. The Chevelle was conven-
tional: front engine, rear drive, coil springs in front, leaf
springs in the rear. It provided almost as much interior
room as the Impala, but had a more sensibly sized ex-
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terior. In effect, it was a revival of the ideally propor-
tioned, middle-wheelbase ‘‘classic’’ Chevrolet of
1955-57. Sales went nowhere but up, from 328,400 units
in its first year to nearly 440,000 by 1969. The addition of
numerous performance options and its own SS varia-
tions only enhanced Chevelle’'s appeal.

Third down the size scale was the 110-inch-wheel-
base Chevy Il. It had been rushed into production for
1962 as a stopgap against Ford's Falcon, which was
handily trimming Corvair in the compact market. While
Corvair appealed mainly to car enthusiasts, Falcon
pleased the much broader range of average buyers.
Chevy lls were available with a 153-cid four-cylinder
engine with 90 bhp, or a 194-cid 120-bhp six. (Falcons
had only six-cylinder powerplants.)

Chevrolet hoped to outflank and outproduce Ford in
this segment. But through 1966, Chevy |ls outnumbered
Falcons only once, in 1963. Between 1963 and '64,
sales dropped nearly 50 percent, due partly to competi-
tion from the Chevelle. A spate of Super Sport models
didn’'t help. By the middle of the decade, Chevy Il
seemed destined for oblivion.

Then in 1968, Chevy gave its compact an all-new
body with a 111-inch wheelbase for two-door coupes
and four-door sedans. The new cars were known by
the name of the previous top-line series, Nova. Backed
by a strong ad campaign and competitive prices, the
Chevy |l Nova made a comeback. The division concen-
trated on just the two body styles, which sold as fast as
they could be built. Sales were up to 201,000 units in
1968, the best year since '63. The Chevy Il title was
dropped, and the basic design continued as the Nova
through 1979, when it was replaced by the front-wheel-
drive Citation.

The Camaro isone ofthe more interesting Chevrolets
of the '60s, and potentially the most collectible (aside
from Corvettes). Introduced for 1967, it was an immedi-
ate hit. Production topped 220,000 cars the first year,
followed by 235,100 for 1968, and 243,100 for 1969.

The Camaro was born out of a need to replace the ail-
ing Corvair. Despite the beautiful styling and impres-
sive performance of the all-new 1965 models, Corvair
was no threat to Ford's incredibly successful Mustang
in the burgeoning ‘‘ponycar’’ market. Furthermore, the
Corvair was expensive to build; it was entirely different
in concept and technology from mainstream Chevrolet
models. Six months after the '65s arrived, division man-
agers decided Corvair would be allowed to fade away.
Its replacement would be a conventional front-engine
sporty car—the ultimate solution to the Mustang.

The Camaro’'s design became the responsibility of
William L. Mitchell, GM's vice-president of styling, and
head of the corporation’s Styling Staff. There was no
better team of designers in the industry during this
period. The look that resulted—flat nose, chiseled pro-
file, chopped-off rear deck, and low roofline—was
exactly right. The Camaro appealed to those who
wanted a four-seater with handling to match its
straight-line performance.



1967 Impala hardtop coupe

1967 Camaro hardtop coupe

1967 Chevy Il Nova SS hardtop coupe

1968 Impala convertible

The Camaro was more than a new Chevrolet: it was a
new concept. Mustang had pointed the way, and GM
has never been reticent about borrowing a good idea.
Some 81 factory options and 41 dealer-installed acces-
sories were offered so the buyer could tailor the car to
taste and budget. Prices started at $2466 f.o.b. for the
140-bhp six-cylinder coupe and $2704 for the converti-
ble. The 155-bhp, 250-cid six cost $26 extra; the 210-
bhp 327 V8 was an additional $106. Next on the list was
a 350-cid V8 with 295 bhp, exclusive to Camaro in '67.
(Later, it became the most popular Corvette power-
plant.) To get it, the buyer had to order the Super Sports
package.

The SS option cost $211 and included a tight suspen-
sion (stiff springs and shocks), D70-14 Firestone Wide
Oval tires, modified hood with extra sound insulation,

Chevrolet

1968 Camaro convertible

1968 Chevy Il Nova coupe

1968 Chevelle SS 396 hardtop coupe

1969 Chevelle SS 396 hardtop coupe

SS emblems, and special hood striping. Early in the
model year, the L-35 Chevrolet 396-cid V8 and Turbo
Hydra-Matic became available at a cost of nearly $400.
Scores of other options tempted buyers: custom carpet-
ing, bucket seats, fold-down back seat, a special
interior group, full instrumentation, and console-
mounted shifters for the Turbo Hydra-Matic, heavy-duty
three speed manual or four-speed manual. For $105,
the Rally Sport package added a hidden-headlight
grille, special taillights and emblems, aluminum rocker
panel moldings, black-painted rocker bottoms, and
miscellaneous trim. There were five different wheels
and wheel covers, three types of steering wheels, plus
headrests, shoulder belts, tinted glass, radios, heater,
air conditioning, clock, cruise control, and a vinyl-
covered roof for hardtops. Mechanical options included
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1969 Impala Custom hardtop coupe

1969 Nova coupe

1969 Camaro 2-28 hardtop coupe

1970 Caprice hardtop coupe

sintered metallic brake linings, ventilated front disc
brakes, vacuum brake booster, power steering, fast-
ratio manual steering, stiff suspension, Positraction,
and a dozen different axle ratios. Without too much
trouble, a Camaro’s price could be boosted to $5000.

The Camaro wasn't significantly changed in 1968 or
'69, although interim facelifts were proposed. The ulti-
mate restyling was scheduled for 1970. The '68 model
received a new horizontal grille texture, ventless side
glass, and restyled taillights. For 1969 there were slim-
mer body contours, lower front and rear wheel open-
ings, a V-shaped grille, and a new rear styling.

A successful competition Chevrolet of these years
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1970 Monte Carlo hardtop coupe

1970 Nova coupe

1970 Chevelle SS 396 hardtop coupe

1970 Camaro sport coupe

was the Z-28 Camaro, which won 18 of 25 Sports Car
Club of America Trans-Am races and was Trans-Am
sedan class champion in 1968 and 1969. Vincent W.
Piggins, veteran competition engineer, had convinced
management a car should be built expressly for SCCA
sedan racing. Piggins combined the 327 V8 block with
the 283 crankshaft to get a bore and stroke of 4x3
inches for a displacement of 302.4 cubic inches. Offi-
cially, this engine delivered 290 bhp at 5800 rpm
(actually it was more like 350) and 290 pounds-feet of
torque at 4200 rpm. This engine was combined with
heavy-duty suspension, front disc brakes, metallic-
lined rear drums, 11-inch clutch, close-ratio four-speed
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transmission with a2.20:1 first gear, quick steering, and
wide Corvette wheels. The hood was reworked to in-
crease airflow to the carburetor.

The Z-28 name came from the package's option num-
ber (not from Zora Arkus-Duntov, the famed Corvette
engineer). It was a whale of an automobile for about
$3300. Few Z-28s were intended for the general public,
of course; the object was to win the Trans-Am
championship. But production quickly climbed, from
602 in 1967 to 7199 in 1968 and 19,014 in 1969. The
Z-28s are the ultimate performance Camaros. A decade
or two from now, they will be one of the ultimate collec-
tor's Chevys.

In 1970, Chevrolet entered the personal-luxury field
with the Monte Carlo and fielded an all-new Camaro. A
65-day strike prevented the division from outproducing
Ford for the calendar year, but the 12-month total of
near 1.5 million cars was respectable nonetheless.

The cleanly styled Monte Carlo hardtop sat on the
116-inch wheelbase used for the Chevelle four-doors.
Fitted with the 350-cid V8 as standard, it was available
with a variety of luxury and performance options to suit
every buyer. Numerous engine choices were offered,

Chevrolet Specifications

1940

KB Master 85(wb 113.0) Wght Price Prod
bus cpe 2,865 659 25,734
Town Sedan 2d, T/B 2915 699 66,431
Sport Sedan 4d, T/B 2,930 740 11,468
wgn 4d, 8P 3,106 903 411

KH Master DelLuxe (wb 113.0)
bus cpe 2,920 684 28,090
Sport Coupe 2,925 715 17,234
Town Sedan 2d, T/B 2,965 725 143,125
Sport Sedan 4d, T/B 2,990 766 40,924

KA Special DeLuxe
bus cpe 2,930 720 25,537
Sport Coupe 2,945 750 46,628
conv cpe 3,160 898 11,820
Town Sedan 2d, T7/B 2,980 761 205,910
Sport Sedan 4d, T/B 3,010 802 138,811
wgn 4d, 8P 3,158 934 2,493

1940 Engine bore x stroke bhp availability

3 L6,216.5 3:50x 3.75 85 S-all

1941

AG Master DelLuxe (wb 116.0) Wght Price Prod
bus cpe 3,020 712 48,763

up to the huge 454-cid V8. At a base price of nearly
$3000, the Monte Carlo sold well: over 130,000 copies
in its first year, against a mere 40,000 of Ford's
Thunderbird. Of course, the T-Bird was considerably
more costly, but the Monte Carlo must be judged a
success.

Shorn of its Chevy Il designation, the Nova was face-
lifted for 1970, receiving a fine-mesh grille and large
front, side, and rear lights. The intermediate Chevelle
was vastly altered, and now bore a family resemblance
to the full-size models. It had a divided grille, sculp-
tured sides, and was offered as both a hardtop and a
fixed-pillar coupe. The big-car sales emphasis was still
on the luxurious Impala and Caprice; Biscayne and Bel
Air were reduced to one four-door sedan each, offered
with either six or V8.

The brilliant new 1970 Camaro was introduced in the
spring of that year; the 1969 model was sold through the
previous December. The new Camaro brought dramatic
European-inspired GT styling to the ponycar field. Over
143,000 examples were sold that year. Its styling was so
good that it was still around with surprisingly few
changes ten years later.

Wght Price Prod

cpe 3,025 743 79,124
Town Sedan 2d 3,050 754 219,438
Sport Sedan 4d 3,090 795 59,538

AH Special DelLuxe (wb 116.0)
bus cpe 3,040 769 17,602
cpe 3,050 800 155,889
conv cpe 3,285 949 15,296
Town Sedan 2d 3,095 810 228,458
Sport Sedan 4d 3,127 851 148,661
wgn 4d, 8P 3,410 995 2,045
Fleetline sdn 4d 3,130 877 34,162

1941 Engine borex stroke bhp availability

L6,216.5 3.50x3.75 90 S-all

1942

BG Stylemaster (wb 116.0) Wght Price Prod
cpe 2P 3,055 760 8,089
cpe 5P 3,060 790 17,442
Town Sedan 2d 3,090 800 41,872
Sport Sedan 4d 3,110 840 14,093

BH Fleetmaster (wb 116.0)
cpe 2P 3,070 815 1,716
cpe 5p 3,085 845 22,187
conv cpe 3,385 1,080 1,182
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Wght Price Prod Wght Price Prod
Town Sedan 2d 3,120 855 39,421 2134 conv cpe 3,340 1,750 20,471
Sport Sedan 4d 3,145 895 31441 FK Fleetline (wb 116.0
wgn 4d, 8P 3.425 1095 1,057 ine (wb 116.0)
. 2113 Sportmaster sdn 4d 3,150 1,492 64,217
BHFleetline (wb 116.0) 2144 Aerosedan 2d 3100 1434 211,861
Aerosedan 2d 3,105 880 61885 1948 Engine  bore xstroke bh availabilit
Sportmaster sdn 4d 3,165 920 14530 9 P y
- L6,216.5 3.50%x3.75 90 S-all
1942 Engine bore x stroke bhp availability
L6,216.5 3.50%x3.75 90 S-all
1949
1946 GJ Special Styleline (wb 115.0) Wght Price Prod
. 1502 Town Sedan 2d 3,070 1,413 69,398
) P P . - '
DJ Stylemaster (wb 116.0) Wght rice rod 1503 Sport Sedan 4 3,090 1 460 46,334
Sport Sedan 4d 3,175 1,205 75,349 1504 bus cpe 3,015 1,339 20,337
Town Sedan 2d 3,170 1,152 61,104 1524 spt cpe 3,030 1,418 9,310
sptcpe 3,130 1,137 19,243 . . I
bus cpe 3.105 1.098 14267 GJ Special Fleetline (wb 115.0)
1552 sdn 2d 3,060 1,413 58,514
DK Fitetmaster(wg 116.0) 1553 sdn 4d 3095 1460 36,317
Sport Sedan 4d 39225 1,280 73,746 .
Town Sedan 2d 3190 1225 56,538 GK DeLuxe Styleline (wb 115.0)
sptcpe 3,145 1,212 27,036 2102 Town Sedan 2d 3,100 1,492 147,347
conv cpe 3,445 1,476 4,508 2103 Sport Sedan 2d 3,125 1,539 191,357
wgn 4d, 8P 3,465 1,712 804 2109 wgn 4d, wood body 3,485 2,267 3,342
. 2119 wgn 4d, steel body 3,465 2,267 6,006
DK Fleetline (wb 116.0) 2124 spt cpe 3065 1,508 78785
Sportmaster sdn 4d 3,240 1,309 7,501 2134 conv cpe 3,375 1.857 32,392
3,165 1,249 57,932 ]
eI GK DelLuxe Fleetline (wb 115.0)
. h ilabili
1946 Engine bore x stroke bhp availability 2150 sdn 2d 3.100 1492 180,251
L6,216.5 3.50x3.75 90 S-all 2153 sdn 4d 3,135 1,539 130,323
1949 Engine bore x stroke bhp availability
1947 L6,216.5 3.50%x3.75 90 S-all
EJ Stylemaster (wb 116.0) Wght Price Prod
Sport Sedan 4d 3,130 1,276 42,571 1950
Town Sedan 2d 3,075 1,219 88,534 . . .
spt cpe 3,060 1,202 34.513 HJ Special Styleline (wb 115.0) Wght Price Prod
bus cpe 3,050 1,160 27,403 1502 Town Sedan 2d 3,085 1,403 89,897
1503 Sport Sedan 4d 3,120 1,450 55,644
LS ALE A CAT LY 1504 bus cpe 3,025 1,329 20,984
Sport Sedan 4d 3,185 1,345 91,440 1524 spt cpe 3,050 1,408 28,328
Town Sedan 2d 3,125 1,286 80,128 . .
spt cpe 3,090 1281 59 661 HJ Special Fleetline (wb 115.0)
conv cpe 3,390 1,628 28,443 1552 sdn 2d 3,080 1,403 43,682
wgn 4d, 8P 3,465 1,893 4,912 1553 sdn 4d 3,115 1,450 23,277
EK Fleetline (wb 116.0) HK DelLuxe Styleline (wb 115.0)
Sportmaster sdn 4d 3,150 1,371 54,531 2102 Town Sedan 2d 3,100 1,482 248,567
Aerosedan 2d 3,125 1,313 159,407 2103 Sport Sedan 4d 3,150 1,529 316,412
. - 2119 wgn 4d, steel body 3,460 1,994 166,995
1947 E
ngine bore x stroke bhp availability 2124 spt cpe 3,090 1.498 81536
L6,216.5 3.50%x3.75 90 S-all 2134 conv cpe 3,380 1,847 32,810
2154 Bel Air htp cpe 3,225 1,741 76,662
HK DelLuxe Fleetline (wb 115.0)
1948
2152 sdn 2d 3,115 1,482 189,509
FJ Stylemaster (wb 116.0) Wght  Price Prod 2153 sdn 4d 3,145 1,529 124,287
1502 Town Sedan 2d 3,095 1,313 70,228 1950 Engine  boreXx stroke bhp availability
1503 Sport Sedan 4d 3,115 1,371 48,456
1504 bus cpe 3045 1244 18396 162165 SR e
1524 spt cpe 3020 1,323 34,513
FK Fleetmaster (wb 116.0) 1951
2102 Town Sedan 2d 3,110 1,381 66,208 . . .
2103 Sport Sedan 4d 3.150 1.439 93.142 JJ Special Styleline (wb 115.0) Wwght Price Prod
2109 wgn 4d, 8P 3,430 2,013 10,171 1502 sdn 2d 3,095 1,540 75,566
2124 sptcpe 3,050 1,402 58,786 1503 sdn 4d 3,130 1,595 63,718




Wght Price Prod
1504 bus cpe 3,040 1,460 17,020
1524 spt cpe 3,060 1,545 18,981
JJ Special Fleetline (wb 115.0)
1552 sdn 2d 3,090 1,540 6,441
1553 sdn 4d 3,130 1,594 3,364
JK DeLuxe Styleline (wb 115.0)
2102 sdn 2d 3,110 1,629 262,933
2103 sdn 4d 3,140 1,680 380,270
2119 wgn 4d 3,470 2,191 23,586
2124 spt cpe 3,115 1,647 64,976
2134 conv cpe 3,380 2,030 20,172
2154 Bel Air htp cpe 3,225 1,914 103,356
JK DelLuxe Fleetline (wb 115.0)
2152 sdn 2d 3,125 1,629 131,910
2153 sdn 4d 3,155 1,680 57,693
1951 Engine bore x stroke bhp availability
L6,216.5 3.50x3.75 92 S-all
1952
KJ Special Styleline (wb 115.0) - Wght Price Prod
1502 sdn 2d 3,085 1,614 54,781
1503 sdn 4d 3,115 1,670 35,460
1504 bus cpe 3,045 1,530 10,359
1524 spt cpe 3,050 1,620 8,906
KK DeLuxe Styleline (wb 115.0)
2102 sdn 2d 3,110 1,707 215,417
2103 sdn 4d 3,145 1,761 319,736
2119 wgn 4d 3,475 2,297 12,756
2124 spt cpe 3,100 1,726 36,954
2134 conv cpe 3,380 2,128 11,975
2154 Bel Air htp cpe 3.215 2,006 74,634
KK DelLuxe Fleetline (wb 115.0)
2152 sdn 2d 3,110 1,707 37,164
1952 Engines  borexstroke bhp availability
L6,216.5 3.50x3.75 92 S-manual shift
L6,235.5 3.56x3.94 105 S-Powerglide
1953
150 Special (wb 115.0) Wght Price Prod
1502 sdn 2d 3,180 1,613 79,416
1503 sdn 4d 3,215 1,670 54,207
1504 bus cpe 3,140 1,524 13,555
1509 Handyman wgn 4d 3,420 2,010 22,408
1524 club cpe 3,140 1,620 6,993
210 DelLuxe (wb 115.0)
2102 sdn 2d 3,215 1,707 247,455
2103 sdn 4d 3,250 1,761 332,497
2109 Handyman wgn 4d 3,450 2,123 18,258
2119 Townsman wgn 4d, 8P 3,495 2,273 7,988
2124 club cpe 3,190 1,726 23,961
2134 conv cpe 3,435 2,093 5,617
2154 htp cpe 3,295 1,967 14,045
240 Bel Air (wb 115.0)
2402 sdn 2d 3,230 1,820 144,401
2403 sdn 4d 3.275 1,874 247,284
2434 conv cpe 3,470 2,175 24,047
2454 htp cpe 3,310 2,051 99,028
1953 Engines  bore x stroke bhp availability
L6,235.5 3.56x3.94 105 S-manual shift
L6,235.5 3.56x3.94 115 S-Powergiide
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1954

150 Special (wb 115.0) Wght Price Prod
1502 sdn 2d 3,165 1,680 64,855
1503 sdn 4d 3.210 1,623 32,430
1509 Handyman wgn 4d 3,455 2,020 21,404
1512 Utility sdn 2d, 3P 3,145 1,539 10,770
210 DeLuxe (wb (115.0)

2102 sdn 2d 3,185 1,717 195,498
2103 sdn 4d 3,230 1,771 235,146
2109 Handyman wgn 4d 3,470 2,133 27,175
2124 Delray cpe 3,185 1,782 66,403
240 Bel Air (wb 115.0)

2402 sdn 2d 3,220 1,830 143,573
2403 sdn 4d 3,255 1,884 248,750
2419 Townsman wgn 4d, 8P 3,540 2,283 8,156
2434 conv cpe 3,445 2,185 19,383
2454 Sport Coupe htp cpe 3,300 2,061 66,378
1954 Engines borexstroke bhp availability

L6,2355 3.56x3.94 115 S-manual

L6,235.5 3.56x3.94 125 S-Powerglide

1955

150 (wb 115.0) Wght Price Prod
1502 sdn 2d 3.145 1,685 66,416
1503 sdn 4d 3,150 1,728 29,898
1512 Util sdn 3,070 1,593 11,196
1529 Handyman wgn 4d 3,275 2,030 17,936
210 (wb 115.0)

2102 sdn 2d 3,130 1,775 249,105
2103 sdn 4d 3,165 1,819 317,724
2109 Townsman wgn 4d 3,355 2,127 82,303
2124 Delray cpe 3,130 1,835 115,584
2129 Handyman wgn 2d SIS 2,079 28,918
2154 htp cpe 11,675
Bel Air (wb 115.0)

2402 sdn 2d 3,140 1,888 168,313
2403 sdn 4d 3,185 1,932 345372
2409 Beauville wgn 4d 3,370 2,262 24,313
2429 Nomad wgn 2d 3,285 8,386
2434 conv cpe 3,300 2,206 41,292
2454 Sport Coupe htp cpe 3,180 2,067 185,562
1955 Engines borexstroke bhp availability

L6, 235.5 3.56x3.94 123/136  S-manual/Powerglide

V8, 265.0 3.75x3.00 162/170  O-manual/Powerglide

V8, 265.0 3.75x3.00 180 O-all

1956

150 (wb 115.0) Wght Price Prod
1502 sdn 2d 3,154 1,826 82,384
1503 sdn 4d 3,196 1,869 51,544
1512 Util sdn 3,117 1,734 9,879
1529 Handyman wgn 2d 3,299 2171 13,487
210 (wb 115.0)

2102 sdn 2d 3,167 1,912 205,545
2103 sdn 4d 3,202 1,955 283,125
2109 Townsman wgn 4d 3,371 2,263 113,656
2113 Sport htp sdn 3,252 2,117 20,021
2119 Beauville wgn 4d, 9P 3,490 2,348 17,988
2124 Delray cpe 3,172 1,971 56,382
2129 Handyman wgn 2d 3,334 2,215 22,038
2154 Sport htp cpe 3,194 2,063 18,616
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Bel Air (wb 115.0) Wght Price Prod Wght Price Prod
2402 sdn 2d 3,187 2,025 104,849 1747 Impala htp cpe, L6 3,458 2,586
2403 sdn 4d 3,221 2,068 269,798 1749 sdn 4d, L6 3,467 2,440
2413 Sport htp sdn 3,270 2,230 103,602 1767 Impala conv cpe, L6 3,522 2,734
2419 Beauville wgn 4d, 9P 3,506 2,482 13,279 1831 Sport htp cpe, V8 3,458 2,554
2429 Nomad wgn 2d 3,352 2,608 7,886 1839 Sport htp sdn, V8 3,514 2,618
2434 conv cpe 3,330 2,344 41,268 1841 sdn 2d, V8 3,427 2,493
2454 Sport htp cpe 3,222 2,176 128,382 1847 Impala htp cpe,V8 3,459 2,693
. T 1849 sdn 4d, V8 3,470 2,547
1956 Engines  borexstroke bhp ;vallablllty 1867 lpalaiconvicpe, VB 3523 2841
L6,235.5 3.56x3.94 140 -all . .
V8, 265.0 375x3.00  162/170 O-manual/Powerglide Station Wagon (wb 117.5)—187,063 built
V8, 265.0 3.75%3.00 205/225 O-all 1191 Yeoman 2d, L6 3,693 2,413
1193 Yeoman 4d, L6 3,740 2,467
1291 Yeoman 2d, V8 3,696 2,520
1292 Yeoman 4d, V8 3,743 2,574
1957 1593 Brookwood 4d, 6P, L6 3,748 2571
1594 Brookwood 4d, 9P, L6 3,837 2,678
150 (wb 115.0) Wght Price Prod 1693 Brookwood 4d, 6P, V8 3,751 2,678
1502 sdn 2d 3.211 1,996 70,774 1694 Brookwood 4d, 9P, V8 3,839 2,785
1503 sdn 4d 3236 2048 52,266 1793 NS C L 3768 2,728
1512 Util sdn 2d 3,163 1,885 8300 LS Nomad 44, V8 B771 2835
1529 Handyman wgn 2d 3,406 2,307 14,740 *To nearest 100. Impalas approximately 60,000.
210 (wb 115.0) 1958 Engines borexstroke bhp availability
2102 sdn 2d 3,225 2,122 160,090 L6, 235.5 3.56x3.94 145 S-six
2103 sdn 4d 3,270 2,174 260,401 V8, 283.0 3.88x3.00 185 S-v8
2109 Townsman wgn 4d 3,461 2,456 127,803 V8, 348.0 4.13x3.25 250 O-all
2113 Sport htp sdn 3,320 2,270 16,178
2119 Beauville wgn 4d 3,561 2,563 21,083
2124 Delray cpe 3,220 2,162 25,644
2129 Handyman wgn 2d 3,406 2,402 17,528
2154 Sport hip cpe 3260 2204 22631 1959
Bel Air (wb 115.0) Biscayne (wb 119.0)—311,800" built Wght Price Prod
2402 sdn 2d 3,232 2,238 62,757 1111 sdn 2d, L6 3,535 2,247
2403 sdn 4d 3,276 2,290 254,331 1119 sdn 4d, L6 3,605 2,301
2409 Townsman wgn 4d 3,460 2,580 27,375 1121 Util sdn 2d, L6 3,480 2,160
2413 Sport htp sdn 3,340 2,364 137,672 1211 sdn2d, V8 3,530 2,365
2429 Nomad wgn 2d 3,465 2,757 6,103 1219 sdn 4d, V8 3,600 2,419
2434 conv cpe 3,409 2,511 47,562 1221 Util sdn 2d, V8 3,490 2,278
2454 Sport htp cpe 3,278 2,299 166,426 Bel Air (wb 119.0)—447,100* built
1957 Engines  borex stroke bhp availability 1511 sdn 2d, L6 3515 2386
L6, 235.5 3.56x3.94 140 S-all 1519 sdn4d, L6 3,600 2,440
V8, 265.0 3.75%x3.00 162 O-all w/manual shift 1539 Sport htp sdn, L6 3,660 2,556
V8, 283.0 3.88x3.00 185 S-all w/automatic 1611 sdn 2d, V8 3,510 2,504
V8, 283.0 3.88x3.00 245/250  O-all 1619 sdn 4d, V8 3,615 2,558
V8, 283.0 3.88x3.00 270/283  O-manual shift 1639 Sporthtp sdn, V8 3,630 2,674
Impala (wb 119.0)—407,200* built exc 1867
1719 sdn 4d, L6 3,625 2,592
1958 1737 Sporthtpcpe, L6 3,570 2,599
1739 Sport htp sdn, L6 3,665 2,664
Delray (wb 117.5)—178,000* built Wght  Price Prod 1767 conv cpe, L6 3,660 2,849
1121 Util sdn 24, L6 3,35j1 2,013 1849 SeRled 3,620 Gl
1141 sdn2d. L6 3396 101 1837 Sport htp cpe, V8 3,580 2,717
' ’ ! 1839 Sport htp sdn, V8 3,670 2,782
1149 san4d, L6 O g 1867 conv cpe, V8 3650 2967 65800
1221 Util sdn 2d, V8 3,156 2,120 RS ' ' '
1241 sdn2d, V8 3,399 2,208 Station Wagon (wb 119.0)— 195,583 built exc 1215
e sdn4d, V8 3442 2262 1115 Brookwood 2d, L6 3,870 2,571
Biscayne (wb 117.5)—100,000" built exc 1541 1135 Brookwood 4d, L6 3,955 2,638
1541 sdn 2d, L6 3.404 2,236 76,229 13;2 Brookwood, 2d, V8 3,860 2,689 18,800
1549 sdn 4d, L6 3.447 2.290 Brookwood, 4d, V8 3,955 2,756
1641 sdn2d. V8 3407 2343 1535 P;rkwood 4d, L6 3,965 2,749
1649 sdn 4d, V8 3450 2397 1545 Kingswood, 4d, 9P, L6 4,020 2,852
' ' \ 1635 Parkwood 4d, V8 3,970 2,867
Bel Air (wb 117.5)—592,000" built 1645 Kingswood 4d, 9P, V8 4,015 2,970
1731 Sport htp cpe, L6 3455 2,447 1735 Nomad 4d, L6 3980 2,891
1739 Sport htp sdn, L6 3,511 2,511 1835 Nomad 4d, V8 3,975 3,009
1741 sdn2d, L6 3,424 2,386 *To nearest 100.
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1959 Engines  borexstroke bhp availability Wght Price Prod
L6, 235.5 3.56x3.94 135 S-six 1411 sdn 2d, V8 3,415 2,337 3000
V8, 283.0 3.88x3.00 185 S-v8 1469 sdn 4d, V8 3,500 2,391 '
' 1960 1511 sdn 2d, L6 3430 2,384
1537 Sporthtpcpe. L6 3,475 2,489
| Biscayne (wb 119.0)—287,700" built Wght Price Prod 1539 Sport htp sdn, L6 3,550 2,554
1111 sdn2d, L6 3485 2,262 1689 sdn4l, B9 ol 2,468
i 1611 sdn 2d, V8 3,435 2,491
1119 sdn 4d, L6 3,555 2,316
| 1121 Util sdn 2d, L6 3455 2,175 1637 Sporthtp cpe, V8 3,480 2,596
| 1221 Util sdn 2d, V8 3,470 2,282 Impala (wb 119.0)—426,400" built exc 1867
Biscayne Fleetmaster (wb 119.0)—prod included with Biscayne 1711 sdn 2d, L6 3,445 2,536
1311 sdn 2d, L6 3,480 2,230 1737 Sport htp cpe, L6 3,485 2,597
1319 sdn 4d. L6 3545 2,284 1739 Sport htp sdn, L6 3,575 2,662
' ' 1767 conv cpe, L6 3605 2,847
1411 sdn 2d, V8 3,495 2,337
1419 sdn 4d, V8 3,560 2,391 1769 sdn 4d, L6 3,530 2,590
) ' _ 1811 sdn 2d, V8 3,440 2,643
Bel Air (wb 119.0)—381,500" built 1837 Sport htp cpe, V8 3.480 2,704
1511 sdn 2d, L6 3,490 2,384 1839 Sport htp sdn, V8 3,570 2,769
1519 sdn 4d, L6 3,565 2.438 1867 conv cpe, V8 3,600 2,954 64,600
1537 Sport htp cpe, L6 3515 2489 1869 sdn 4d, V8 3.525 2,697
1539 Sport htp Sdn, L6 3,605 2,554 Station Wagon (wb 1190)“'
1611 sdn 2d, V8 3,505 2,491
1619 sdn 4d, V8 3'500 2,545 1135 Brookwood 4d, L6 3,850 2,653
1637 Sport htp cpe, L6 3,530 2.596 1145 Brookwood 4d, 9P, L6 3,900 2,756
1639 Spon htp Sdn, V8 3,620 2’661 1235 Brookwood 4d, V8 3.845 2,760
1245 Brookwood 4d, 9P, V8 3,895 2,864
Impala (wb 119.0)—411,000" built exc 1867 1535 Parkwood 4d, L6 3,865 2.747
1719 sdn4d, L6 3575 2,590 1545 Parkwood 4d, 9P, L6 3910 2,850
1737 Sport htpcpe, L6 3,530 2,597 1635 Parkwood 4d, V8 3,860 2,854
1739 Sport htp sdn, L6 3,625 2,662 1645 Parkwood 4d, 9P, V8 3,905 2,957
1767 conv cpe, L6 3,625 2,847 1735 Nomad4d, L6 3,885 2,889
1819 sdn 4d, V8 3,580 2,697 1745 Nomad 4d, 9P, L6 3,935 2,992
1837 Sport htp cpe, V8 3,540 2,704 1835 Nomad 4d, V8 3,880 2,996
1839 Sport htp sdn, V8 3,625 2,769 1845 Nomad 4d, 9P, V8 3,930 3,099
1867 conv cpe, V8 3,635 2,954 100,000' *To nearest 100.
Station Wagon (wb 119.0)—212,700* built ' **Included with Biscayne.
* *Included with models above.
1115 Brookwood 24, L6 3,845 2,586 ) o
1135 Brookwood 4d, L6 3,935 2.653 1961 Engines borexstroke bhp availability
1215 Brookwood 2d, V8 3,855 2,693 L6, 235.5 3.56x3.94 135 S-six
1235 Brookwood 4d, V8 3,935 2,760 V8, 283.0 3.88x3.00 170 S-V8
1535 Parkwood 4d, L6 3945 2,747 V8, 348.0 413x325  250-335 O-all
1545 Kingswood, 4d, 9P, L6 3,990 2,850
1635 Parkwood 4d, V8 3,950 2,854 1962
1645 Kingswood 4d, 9P, V8 4,000 2,957 9
1735 Nomad4d, L6 3,955 2,889 Chevy 11100 (wb 110.0) Wght Price Prod
1835 Nomad 4d, V8 3,960 2,996 0111 sdn2d. L4 2410
*To nearest 100; model 1645 dropped. 0135 wgn 4d, L4 2,665 2,399 11,500°
, O 0169 sdn 4d, L4 2,445 2,041
k bh labilit J J 0
1960 Engines borexstroke p availability 0211 sdn 2d. L6 2500
186:236.5 3.56x3.94 135 S-six 0235 wgn 4d, L6 2,755 2,399
V8, 283.0 3.88x3.00 170 S-v8 0269 sdn 4d, L6 2,535 2.101
V8, 348.0 4.13x3.25 250-335 O-all
= Chevy 11 300 (wb 110.0)
1961 0311 sdn 2d, L4 2,425 2,084
) e . 0345 wgn 4d, 9P, L4 2,765 2,517
Biscayne (wb 119.0)—201,000* built Wght Price Prod 0369 sdn4d, L4 2 460 2,122
1111 sdn 2d, L6 3,415 2,262 0411 sdn 2d, L6 2,515 2,144
1121 Util sdn 2d, L6 3,390 2,175 0445 wgn 4d, 9P, L6 2,855 2,577 92,800°
1169 sdn4d, L6 3,500 2,316 0469 sdn 4d, L6 2,550 2,182
1211 sdn2d, V8 3,425 2,369
1221 Util sdn 2d, V8 3395 2,282 Fheyy liNovadoo, L6 (wb 110:0)
1269 sdn4d, V8 3,505 2,423 0435 wgn 4d 2,775 2,497
. 0437 Sport htp cpe 2,550 2,254 59,586
Biscayne Fleetmaster (wb 119.0) b 0441 sdn 2d 2540 2198 44.390
1311 sdn 2d, L6 3,410 2,230 0449 sdn 4d 2,575 2,336 139,004

1369 sdn 4d, L6 3,495 2284 0467 conv cpe 2,745 2,475 23,744
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Biscayne (wb 119.0)—160,000*" built Wght Price Prod Wght Price Prod
1111 sdn 2d, L6 3.405 2,324 1169 sdn 44, L6 3,280 2,376
1135 wgn 4d, L6 3,845 2,725 1211 sdn 2d, V8 3,340 2,429
1169 sdn 4d, L6 3.480 2,378 1235 wgn 4d, V8 3,810 2,830
1211 sdn 2d, V8 3,400 2431 1269 sdn 4d, V8 3,415 2,483
1235 wgn 4d, V8 3840 2832 Bel Air (wb 119.0)—354,100* built
1269 sdn 4d, V8 3,475 2,485
_ L 1511 sdn 2d, L6 3215 2,454
Bel Air (Wb 1190)—365,000 built 1535 wgn 4d, L6 3,685 2,818
1511 sdn 2d, L6 3,410 2,456 1545 wgn 4d, 9P, L6 3,720 2,921
1535 wgn4d, L6 3,845 2,819 1569 sdn 4d, L6 3,280 2,508
1537 Sport htp cpe, L6 3.445 2,561 1611 sdn 2d, V8 3,345 2,561
1545 wgn 4d, 9P, L6 3,895 2,922 1635 wgn 4d, V8 3,810 2,925
1569 sdn 4d, L6 3,480 2,510 1645 wgn 4d, 9P, V8 3,850 3,028
1611 sdn 2d, V8 3.405 2,563 1669 sdn 4d, V8 3,415 2,615
e wgn 4d, V8 S BADEINS e Impala (wb 119.)—832,600" built (includes SS models
1637 Sporthtp cpe, V8 3440 2,668 pala ( ) ’ ( )
1645 wgn 4d, 9P, V8 3,890 3,029 1735 wgn 4d, L6 3,705 2,960
1669 sdn 4d, V8 3,475 2617 1739 Sport htp sdn, L6 3,350 2,732
e 1745 wgn 4d, 9P, L6 3745 3,063
Impala (wb 119.0)—704,900** built (includes SS models) 1747 Sport htp cpe, L6 3,265 2,667
1735 wgn 4d, L6 3,870 2,961 1767 convcpe, L6 3,400 2917
1739 Sport htp sdn, L6 3,540 2,734 1769 sdn 4d, L6 3,310 2,661
1745 wgn 4d, 9P, L6 3,925 3,064 1835 wgn 4d, V8 3,835 3,067
1747 Sporthtpcpe, L6 3,455 2,669 1839 Sport htp sdn, V8 3.475 2,839
1767 convcpe, L6 3,565 2,919 1845 wgn 4d, 9P, V8 3,870 3,170
1769 sdn 4d, L6 3,510 2,662 1847 Sport htp cpe, V8 3,390 2,774
1835 wgn 4d, V8 3,865 3,068 1867 convcpe, V8 3,525 3,024
1839 Sport htp sdn, V8 3,535 2,841 1869 sdn 4d, V8 3,435 2,768
1847 Sport htpcpe, V8 3,450 2776 wagonnia;gsgm ;does notinclude wagons. Total wagons 187,600; Chevy I
1867 convcpe, V8 3,560 3,026 B
1869 sdn 4d, V8 3,505 2.769 1963 Engines  borexstroke bhp availability
*To nearest 100. L4, 153.0 3.88x3.25 90 S-Chevy I
**Does notinclude wagons. L6, 194.0 3.56x3.25 120 S-Chevy I
| I L6, 230.0 3.87x3.25 140 S-Chevrolet
1962 Engines borexstroke bhp availability V8, 283.0 3.88x3.00 170 &-Chevrolet
L4, 153.0 3.88x3.25 90 S-Chevy Il 100, 300 V8, 327.0 4.00x3.25 250/300 O-Chevrolet
L6, 194.0 3.56x3.25 120 S-Chevy Il all V8, 409.0 4.31x3.50 340-425 O-Chevrolet
L6, 235.5 3.56x3.94 135 S-Chevrolet
V8, 283.0 3.88x3.00 170 S-Chevrolet 1964
V8, 327.0 4.00x3.25 250/300 O-V8-all Chev
V8, 409.0 4.31x3.50  380/409  O-V8-all Chev Chevy 11 100 (wb 110.0)—53,100 built* Wght  Price  Prod
0110 sdn 2d, L4 2,455 2,011
0169 sdn, L4 2,495 2,048
1963 0211 sdn 2d, L6 2,540 2,070
Chevy 11 100 (wb 110.0)—50,400" built h i 0235 wgn 4d, L6 2,840 2,406
| 1VV (‘;' o |.4) ! Waht  Price  Prod 0269 sdn4d, L6 2580 2,108
sdn 2d, 2,430 2,003 —
0135 wgn 4d, L4 2,725 2.338 Chevy Il Nova 400, L6 (wb 110.0)—102,900* built (includes SS)
0169 sdn 4d, L4 2,455 2,040 0411 sdn 2d 2,560 2,206
0211 sdn 2d, L6 2,520 2,062 0435 wgn 4d 2,860 2,503
0235 wgn 4d, L6 2810 2,397 0437 Sport htp cpe 2,660 2,271
0269 sdn 4d, L6 2,545 2,099 0469 sdn 4d 2,595 2,243
Chevy Il 300 (wb 110.0)—78,800" built Chevy ll Nova SS, L6 (wb 110.0)
0311 sdn 2d, L4 2,440 2,084 0447 Sporthtp cpe 2,675 2,433
0345 wgn 4d, 9P, L4 2,810 2,516 e TINCY S Prf
0369 sdn 4d, L4 2470 2121 Chevelle 300 (wb 115.0)—68,300* built
0411 sdn 2d, L6 2,530 2,143 5311 sdn 2d, L6 2,825 2,231
0445 wgn 4d, 9P, L6 2,900 2,575 5315 wgn 2d, L6 3,050 2,528
0469 sdn 4d, L6 2,560 2,180 5335 wgn 4d, L6 3,130 2,566
5369 sdn 4d, L6 2,850 2,268
Ch I'N 400,L6 (wb 110.0 J J J
QL eve (w ) 5411 sdn 2d, V8 2995 2,339
0435 wgn 4d 2,835 2,494 5415 wgn 2d, V8 3,170 2,636
0437 Sport htp cpe 2,590 2,267 87,415 5435 wgn 4d, V8 2,250 2,674
0449 sdn 4d 2,590 2,235 58,862 5469 sdn 4d, V8 2,980 2,376
' 0467
I ‘B B . 2760 2472 24823 Chevelle Malibu (wb 115.0) 149,000" built
iscayne (wb 119.0)— 186,500" built 5535 wgn 4d, L6 a0 2,647
1111 sdn 2d, L6 3,205 2,322 5537 Sporthtpcpe, L6 2,850 2,376

1135 wgn 4d, L6 3,685 2,723 5545 wgn 4d, 9P, L6 3,240 2,744



Chevrolet

Wght Price Prod Wght Price Prod
| 5567 conv cpe, L6 2,995 2,587 — 11311 sdn 2d, L6 2,605 2,077
5569 sdn 4d, L6 2,870 2,349 = 11335 wgn4d, L6 2,875 2413 | 39200
5635 wgn 4d, V8 3265 2,755 — 11369 sdn 4d, L6 2,620 2,115
7 Sport htp cpe, V 2975 2484 — ,
2235 wgg PR A 8 S foes . Chevy Il Nova 400, L6 (wb 110.0)—51,700" built
5667 conv cpe, V8 3120 2,695 = 11535 wgn 4d 2,880 2,510 —
5669 sdn 4d, V8 2,996 2457 = 11537 htp cpe 2,645 2270 —
Chevelle Malibu SS (wb 115.0) —67,100* built 11569 stn4d 2645 2,243 -
5737 Sport htp cpe, L6 2,875 2,538 — Chevy Il Nova SS, L6 (wb 110.0) -
5767 conv cpe, L6 3,020 2,749 = 11737 htp cpe 2690 2433 4,800
5837 Sport htp cpe, V8 3,000 2,646 = )
5867 conv cpe, V8 3.145 2,857 _ Chevelle 300 (wb 115.0)—31,600" built
Biscayne (wb 119.0)—173,900" built 13111 sdn 2d, L6 2870 2156 —
s i og L6 5230 2468 13115 wgn 2d, L6 3140 2,453 —
§an d, | ' - 13169 sdn 4d, L6 2,900 2,193 —
1135 wgn4d, L6 3,700 2,763 - 13211 sdn 2d, V8 3010 2262 =
};?519 Sg” ‘z*gv \L/‘; 2'222 2317? - 13215 wgn 2d, V8 3275 2,561 —
S elik=ch - - - 13269 sdn 4d, V8 3,035 2,301 —
1235 wgn 4d, V8 3,820 2,871 - 13311 Del sdn 2d, L6 2,870 2,231 —
1269 sdn4d, V8 3.430 2524 u 13335 Del wgn 4d, L6 3,185 2567 —
Bel Air (wb 119.0)—318,100* built 13369 Del sdn 4d, L6 2910 2,269 .
13411 Del sdn 2d, V8 3010 2,339 —
:g;; sdn 24dd '-L% 353?, g"ggg - 13435 Del wgn 4d, V8 3320 2674 —
b xgz ke Rie o T - 13469 Del sdn 4d, V8 3,050 2,377 —
1569 sdn4d, L6 3305 2519 — Chevelle Malibu (wb 115.0) 152,200" built
foly | an cave S 2 s s aen =
1645 wgn4d, 9P, V8 3.865 3,039 — 13537 ftaicpe, Lo 2980 2377 =
et sdgn P by R — 13567 conv cpe, L6 3025 2,588 ==
- ' ' 13569 sdn 4d, L6 2,945 2250 —
Impala (wb 119.0)—889,600* built (includes SS) 13635 wgn 4d, V8 3,355 2,755 —
e wgn4d. L6 7S hon B 13637 htp cpe, V8 3,065 2,485 —
1739 Sport htp sdn, L6 3370 2,742 — }ggg; cgnzgps,avs g'(‘)gg 2050 -
1745 wgn 4d, 9P, L6 3770 3,073 = SO ' - -
1767 conv cpe, L6 3,400 2,927 — Chevelle Malibu SS (wb 115.0) —81,100* built
1769 sdn4d, L6 3340 2,671 —
1835 wgn 4d, V8 3.850 3077 o 13737 htp cpe, L6 2,980 2,539 —
1839 Sporthtp sdn, V8 3.490  2.850 - ey copvicpeIio 3075 2,750 -
1845 wgn 4d, 9P, V8 3895 3181 — jese hip ape, V8 3115 2,647 -
1847 Sport htp cpe, V8 3415  2.786 — UG Lo COMYEpe S 3210 2858 -
1867 conv cpe, V8 3,525 3,035 e Biscayne (wb 119.0)
1869 sdn 4d, V8 3,460 2,779 — e G e
Impala SS (wb 119.0) 15335 wgn 4d, L6 3765 2,764
1347 htp cpe, L6 3,325 2,839 — 15369 sdn4d, L6 3365 2=
1367 conv cpe, L6 3,435 3,088 o 15411 sdn 2d, V8 3,455 2,470 .
1447 Sport htp cpe,V8 3,450 2947 — 15435 wgn 4d, V8 3,900 2,871
1467 conv cpe, V8 3,555 3,196 — 15469 sdn4d, V8 3,515
*To nearest 100; does not include wagons. Wagon production: Chevy |I Bel Air (wb 119.0)
35,700; Chevelle 44,000; others 192,800. 15111 sdn 2d.L6 3310
1964 Engines borexstroke  bhp  availability 15535 wgn 4d, L6 3765 2,828
L4, 153.0 3.88x3.25 90  S-Chevy Il 100 }gggg o f:'fg L6 g'gég gg?g
L6, 194.0 3.56x3.25 120 S-Chevy Il 100/400, Chevelle Jee] Ry i i
L6, 230.0 3.87x3.25 140 S-Chevrolet; O-others 15635 4d' V8 3'905 2936
L6, 230.0 3.87x3.25 155  O-all L i Y950 2039
V8, 283.0 3.88x3.00 195  S-V8Chvlle, Chvrlet; O-Chevy Il e T el
V8, 283.0 3.88x3.00 220  O-Chevelle ' '
V8, 327.0 4.00x3.25 250/300 O-Chevrolet Impala (wb 119.0)—803,400" built (includes Caprice pkg)
V8, 409.0 4.31x3.50 340-425 O-Chevrolet 16335 wgn 4d, L6 3,825 2970 o
16337 htp cpe, L6 3,385 2,678 —
16339 htp sdn, L6 3,490 2,742 —
16345 wgn 4d, 9P, L6 3,865 3,073 -
16367 convcpe, L6 3,470 2,943 -
1965 16369 sdn 4d, L6 3460 2,672 -
. 16435 wgn 4d, V8 3960 3,078 —
Chevy 11 100 (wb 110.0) Wght Price Prod 16437 htp cpe, V8 3.525 2.785 -
1111 sdn2d, L4 2,505 2,011 p— 16439 htp sdn, V8 3630 2,850 —
11169 sdn 4d, L4 2,520 2,048 - 16445 wgn 4d, 9P, V8 4,005 3,181 —




Chevrolet

16467 conv cpe, V8

16469 sdn 4d. V8

Impala SS (wb 119.0)—243,100" built
16537 htp cpe, L6

16567 convcpe, L6

16637 htp cpe, V8

16667 conv cpe, V8

Wght Price Prod
3.605 3,051 =
3.595 2,779 —
3,435 2,839 S
3,505 3,104 —
3.570 2,947 =
3,655 3,212 =

*To nearest 100; does not include wagons. Wagon production: Chevy |l

21,500; Chevelle 37,600; others 184.400. Convertible production: Malibu

19,765; Impala SS 27,842.

1965 Engines borexstroke bhp  availability

L4,153.0 3.88x3.25 90 S-Chevy 11 100

L6,194.0 3.56x3.25 120  S-Chevy ll, Chevelle

L6, 230.0 3.87x3.25 140 S-Chevrolet; O-others

V8, 283.0 3.88x3.00 195  S-Chevrolet, Chevelle; O-Chevy I
V8, 283.0 3.88x3.00 220  O-all

V8, 327.0 4.00x3.25 250/300 O-all

V8, 327.0 4.00x3.25 350 O-Chevelle

V8, 396.0 4.09%x3.75 325/425 O-Chevrolet, Chevelle

V8, 409.0 4.31x3.50 340/400 O-Chevrolet

1966

Chevy 11 100 (wb 110.0) Wght Price Prod
11111 sdn 2d, L4 2,520

11169 sdn 4d, L4 2535 2,065

11311 sdn 2d, L6 2,620 2,090

11335 wgn4d, L6 2855 2,430

11369 sdn 44, L6 2,635

11411 sdn 2d, V8 2,775 2,197

11435 wgn 4d, V8 2990 2,536

11469 sdn 4d, V8 2,790

Chevy Il Nova (wb 110.0)

11535 wgn 4d, L6 2,885

11537 htp cpe, L6 2675 2271

11569 sdn 4d, L6 2,640

11635 wgn 4d, V8 3,010

11637 htp cpe, V8 2,830 2,377

11669 sdn 4d, V8 2,800

Chevy Il Nova SS (wb 110.0)

11737 htp cpe, L6 2,740 2430 6,700"
11837 htp cpe, V8 2,870 2,535 16,300"
Chevelle 300 (wb 115.0)

13111 sdn2d, L6 2895 2,15 5
13169 sdn 4d, L6 2,935 2,20% e
13211 sdn 2d, V8 3,040 2271 .
13269 sdn 4d, V8 3080 2308 [ 2300
13311 Del sdn 2d, L6 2910 2,239

13335 Del wgn 4d, L6 3210 2,575

13369 Del sdn4d, L6 2,945 2276

13411 Del sdn 2d, V8 3060 2345

13435 Del wgn 4d, V8 3,350 2,681

13469 Del sdn 4d, V8 3,095

Chevelle Malibu (wb 115.0)—241,600" built

13517 htp cpe, L6 2935 2,378 —
13535 wgn 4d, L6 3,235 2,651 o
13539 htp sdn, L6 3,035 2,458 —
13567 conv cpe, L6 3,030 2,588 —
13569 sdn 4d,L6 2,960 2,352 —
13617 htp cpe, V8 3,075 2,484 o
13635 wgn 4d, V8 3,375 2,766 —
13639 htp sdn, V8 3,180 2,564 —
13667 conv cpe, V8 3,175 2,693 ==
13669 sdn 4d, V8 3110 2,456 —

Chevelle Malibu SS, V8 (wb 115.0)-72,300" built

13817 htp cpe 3375 2776 =
13867 conv cpe, V8 3,470 2,984 —
Biscayne (wb 119.0)

15311 sdn 2d, L6 3,310 2,379

15335 wgn 4d, L6 3,770 2,772 |—83,200°
15369 sdn 4d, L6 3,375 2.431

15411 sdn 2d, V8 3.445 2,484

15435 wgn 4d, V8 3,895 2,877 —39,200"
15469 sdn 4d, V8 3,519 2,537,

Bel Air (wb 119.0) -
15111 sdn 2d, L6 3315 2479 ]

15535 wgn 4d, 2S, L6 3,770 2835 25 100°
15545 wgn 4d, 3S, L6 3.815 2948 '
15569 sdn 4d, L6 3,390 2531 |

15611 sdn 2d, V8 3.445 2,584

15635 wgn 4d, 2S, V8 3,895 2,940 .
15645 wgn 4d. 9P, V8 3940 3,053 [ 164,500
15669 sdn 4d, V8 3,525 2,636 ,

Impala (wb 119.0)

16335 wgn 4d, 2S, L6 3805 2971

16337 htp cpe, L6 3,430 2,684

16339 htp sdn, L6 3,525 2,747 33100
16345 wgn 4d, 3S, L6 3,860 3,083 '
16367 conv cpe, L6 3,484 2,935

16369 sdn 4d, L6 3,435 2,678

16435 wgn 4d, 2S, V8 3,990 3,076

16437 htp cpe, V8 3.555 2,789

16439 htp sdn, V8 3,650 2,852 | 621.800°
16445 wgn 4d, 3S, V8 4,005 3,189 '
16467 conv cpe, V8 3,610 3,041

16469 sdn 4d, V8 3,565 2,783 |

Impala SS (wb 119.0)—119,300" built

16737 htp cpe, L6 3,460 2,842 —
16767 conv cpe, L6 3,505 3,093 =
16837 htp cpe, V8 3,585 2,947 —
16867 convcpe, V8 3,630 3,199 =
Caprice, V8 (wb 119.0)—181,000" built

16635 wgn 4d, 2S 3,970 3,234 —
16639 htp sdn 3,675 3,063 —
16645 wgn 4d, 3S 4,020 3,347 -
16647 htp cpe 3,600 3,000 —

*To nearest 100; does not include wagons. Wagon production: Chevy I
21,400; Chevelle 31,900; others 185,500. ImpalaSS convertible cpe 15,872.

1966 Engines borexstroke

L4,153.0
L6, 194.0
L6,230.0
V8, 283.0
V8, 327.0
V8, 327.0
V8, 396.0
V8, 409.0

1967

3.88x3.25
3.56x3.25
3.87x3.25
3.88x3.00
4.00x3.25
4.00x3.25
4.09x3.76
4.31x3.50

Chevy 11 100 (wb 110.0)

11111
11169
11311
11335
11369
11411

sdn2d, L4
sdn 4d, L4
sdn 2d, L6
wgn 4d, L6
sdn4d, L6
sdn 2d, V8

bhp

90
120
140
195

250/300
350
325

340/400

availability

S-Chevy 11100

S-Chevy Il, Chevelle
S-Chevrolet; O-others
S-Chevelle, Chevrolet; O-Chevy Il
O-all

O-Chevelle, Chevy Il

S-Chvlle 396; O-Chvrlet, Chvlle
O-Chevrolet

Wght Price Prod
2,555

2,560 2,120

2,640 2,152

2,865 2,478

2,650 2,182

2,770



Chevrolet

Wght Price Prod impala (wb 119.0) Wght Price Prod
11435 wgn 4d, V8 2,985 2,58? 1,700° 16335 wgn 4d, 25, L6 3.805
11469 sdn 4d, V8 2.780 2,287 16339 htp sdn, L6 3,540 2,793
16345 wgn 4d, 3S, L6 3,868 3,129
Chevy Il Nova (wb 110.0) 16367 conv cpe, L6 3515 2,991
11535 wgn 4d, L6 2.890 16369 sdn 4d, L6 3,455 2,723
11537 htpcpe, L6 2,660 2330 16387 htp cpe, L6 3.475
11569 sdn 4d, L6 2.660 16435 wgn 4d, 2S, V8 3,920 3,122
11635 wgn 4d, V8 3,015 267} 16439 htp sdn, V8 3,660 2,899
-11637 htp cpe, V8 2,790 2,435 —13,200° 16445 wgn 4d, 3S, V8 3,990 3234
11669 sdn 4d, V8 2,790 2403 16467 convcpe, V8 3,625 3,097
16469 sdn 4d, V8 3,575 2,828
Chevy Il Nova SS (wb 110.0) 16487 htp cpe, V8 3.590
11737 htp cpe, L6 2,690 2,487 1,900° Impala SS (wb 119.0)
11837 htpcpe, V8 2,820 2,590 8,200 16767 conv cpe. L6 3.535 3.149 .
Camaro (wb 108.1) (includes 602 Z-28s) 16787 htp cpe, L6 3,500  2,898|
12337 htp cpe, L6 2770 2,465 ] ggg; o cpe\,/g/8 g'g?g gggg — 73,600°
12367 conv cpe, L6 3025 2704 [ °8.808 Rcpe: ' 002
12437 htp cpe, V8 2,920 2,572 162.109 Caprice, V8 (wb 119.0)— 124,500" built
12467 conv cpe, V8 3,180 2,802 ' 16635 wgn 4d, 28 3.935 3,301 o
Chevelle 300 (wb 115.0) 16639 htp sdn 3710 3,130 —
16645 wgn 4d, 3S 3,990 3,413 o
13111 sdn 2d, L6 2,935 2,22_1._] 19900 16647 htp cpe 3,605 3,078 o
13169 sdn 4d, L6 2,955 2,250 7 '
13211 sdn 2d, V8 3,070 e . *To nearest 100; does not include wagons. Wagon production: Chevy |l
13269 sdn 4d, V8 3,090 4,800 12,900, Chevelle 27,300; others 155,100. Convertible production Camaro
13311 Del sdn 2d, L6 2,955 2,295 25,141 Impala SS 9,545.
13335 Delwgn4d, L6 3230 2619 1967 Engines borexstroke bhp  availability
13369 Del sdn 4d, L6 2,980
13411 Del sdn 2d, V8 3,090 2.40C L4, 153.0 3.88x3.25 90 S-Chevy Il 100 sdns
13435 Del wgn 4d, V8 3,360 2,725 L6, 194.0 3.56x3.25 120  S-Chevy Il
13469 Del sdn 4d, V8 3.110 L6, 230.0 3.88x3.25 140 S-Camaro, Chevelle
L6, 250.0 3.88x3.53 155  S-Chevrolet exc Caprice; O-others
Chevelle Malibu (wb 115.0) V8,283.0 3.88x3.00 195 S-allexc Camaro
13517 htp cpe, L6 2,980 V8, 327.0 4.00%x3.25 210  O-Camaro
13567 conv cpe, L6 3,050 2.637 V8, 35C.0 4.00x3.48 295 O-Camaro
13569 sdn 4d, L6 3v000 V8, 396.0 4.09%x3.76 325 S-Chevelle 396, O-Chevrolet
13639 htp sdn, V8 3,200 2,611
13667 conv cpe, V8 3,185 2,743 1968
e alaiicl 3,130 Chevy llNova(wb 111.0)—201,000' built ~ Wght  Price  Prod
Chevelle Concours (wb 115.0) 11127 cpe L4 2,760 2,222 _
13735 wgn 4d, L6 3270 2,827 5,900 11169 sdn4d, L4 2,790 2,252. -
13835 wgn 4d, V8 3405 2,933 21,400 11327 cpel6 2,860 2,284 -
11369 sdn 4d,L6 2,890 2,314 o
Chevelle Super Sports (wb 115.0)—63,000* built 11427 cpe, V8 2,995 2,390 o
13817 htp cpe 3.415 2825 o 11469 sdn 4d, V8 3,025 2,419 —
13867 conv cpe, V8 3,485 3,033 — Camaro (wb 108.1) (includes 7,199 Z-28s)
i 12337 htp cpe, L6 2,810 2,583
ciscayne (wh 119.0) 12367 convcpe, L6 3110 2802 90:9%
15311 sdn 2d, L6 3,335 12437 htp cpe, V8 2955 2,694
15335 wgn 4d, L6 3,765 2,817  54,200° 12467 convcpe, V8 3245 2908 184.178
15369 sdn 4d, L6 3,395 L
15435 wgn 4d, V8 3,885 2,923 13127 cpe, L6 3020 .
15469 sdn 4d, V8 3,525 13135 Nomad wgn 4d, L6 3370 2625 2900
h 13227 cpe, V8 3,155 , .
Bel Air (wb 119.0) 13235 Nomad wgn 4d, V8 3500 2731 2700
15111 sdn 2d, L6 3,340 13327 Delcpe, L6 3,035
15535 wgn 4d, 2S, L6 3,770 2,881 41500 13335 Cus Nomadwgn 4d, L6 3,415 2,736
15545 wgn4d, 3S, L6 3,825 2,993 ' 13337 Delhtpcpe, L6 3,050 2,479
15569 sdn 4d, L6 3,410 13369 Delsdn4d,L6 3,105
15611 sdn 2d, V8 3,470 2,647 13427 Del cpe, V8 3,170 2,521
15635 wgn 4d, 2S, V8 3,890 2,986 13435 Cus Nomad wgn 44, V8 3,545 2,841
15645 wgn 4d, 9P, V8 3,940 3,098 13437 Delhtpcpe, V8 3,185 2,584
15669 sdn 4d, V8 35535 13469 Del sdn 4d, V8 3,240




Chevrolet

Chevelle Malibu (wb 112.0; 4d-116.0) Wght Price Prod
13535 wgn 44, L6 3,440

13537 htp cpe, L6 3,070 2,558

13539 htp sdn, L6 3,185 2,629

13567 conv cpe, L6 3,135 2,757

13569 sdn 4d, L6 3,125

13635 wgn 4d, V8 3,575 2,95i

13637 htp cpe, V8 3,204 2,663

13639 htp sdn, V8 3,315 2,735

13667 conv cpe, V8 3,260 2,863

13669 sdn 4d. V8 3,255

Chevelle Concours (wb 116.0)

13835 wgn 4d, V8 3,580 3,083
Chevelle SS 396 (wb 112.0)

13837 htp cpe 3,550 2,899 60,499
13867 conv cpe 3,570 3,102 2,286
Biscayne (wb 119.0)

15311 sdn 24, L6 3,400

15335 wgn 4d, L6 3,790 2,957

15369 sdn 4d, L6 3,465 2,623

15411 sdn 2d, V8 3,520

15435 wgn 4d, V8 3,900 3,062

15469 sdn 4d, V8 3,585

Bel Air (wb 119.0)

15511 sdn 2d, L6 3,405

15535 wgn 4d, 2S5, L6 3,800 3,020

15545 wgn 4d, 35S, L6 3,845 3,133

15569 sdn4d, L6 3470 2

15611 sdn 2d, V8 3,525 2,786

15635 wgn 4d, 2S5, V8 3,910 3,125

15645 wgn 4d, 3S, V8 3,955 3,238

15669 sdn 4d, V8 3,590

Impala (wb 119.0)

16339 hpt sdn, L6 3,605

16369 sdn 4d, L6 3,520 2,846

16387 htp cpe, L6 3,250 2,863

16435 wgn 4d, 2S, V8 3,940

16439 htp sdn, V8 3,715 3,022

16445 wgn 4d, 3S, V8 3,905 3,358

16447 Cus htp cpe, V8 3,645 3,021

16467 convcpe, V8 3,680 3,197

16469 sdn 4d, V8 3,630 2,951

16487 htpcpe, V8 3,630

Caprice (wb 119.0)—115,500* built

16635 wgn 4d, 2S 3,950 3,458 —
16639 htp sdn 3,755 3,271 —
16645 wgn 4d, 3S 4,005 3,570 —
16647 htp cpe 3,660 3,219 —

“To nearest 100; does not include wagons. Wagon production: Chevelle
45,500; others 175,600. Chevy Il Nova SS cpe 5,571; Camaro convertible

cpe 20,440.

1968 Engines borexstroke
L4,153.0 3.88x3.25
L6, 230.0 3.88x3.25
L6, 250.0 3.88x3.53
V8, 307.0 3.88x3.25
V8, 327.0 4.00x3.25
V8, 327.0 4.00x3.25
V8, 327.0 4.00x3.25
V8, 327.0 4.00%x3.25
V8, 350.0 4.00%x3.48
V8, 396.0 4.09%x3.76
V8, 396.0 4.09%x3.76
V8, 427.0 4.25x3.76

bhp

90
140
155
200
210
250
275
325
295
325
350
385

availability

S-Chevy Il

S-Chevy I, Camaro, Chevelle
S-Chevrolet; O-Camaro, Chevelle
S-Chevy Il, Chevelle, Chevrolet
S-Camaro

O-Chevrolet

O-all

O-Chevelle

O-Chevy II, Camaro

S-Chevelle 396; O-Camaro, Chevr
O-Chevrolet

O-Chevrolet

1969

Chevy Il Nova (wb 111.0)
11127 cpe, L4
11169 sdn 4d, L4
11327 cpe L6
11369 sdn 4d, L6
11427 cpe, V8
11469 sdn 4d, V8

Camaro (wb 108.1) (includes 19,014 Z-28s)

12337 htp cpe, L6
12367 convcpe, L6
12437 htp cpe, V8
12467 conv cpe, V8

Wght

2,785
2,810
2,895
2,920
3,035
3,065

3,040
3,160
3,050
3,295

Price

2,315

2,636
2,852
2,726
2,94G |

Prod
6,100*
,2007

89,900"

65,008"

178,087*"

Note: wagon designation “CT" refers to conventional tailgate, opening from
top. Most wagons had dual-action tailgates, opening from top or from side,

from 1969 onward.
Chevelle Nomad (wb 116.0)

13135 wgn 4d, CT, L6 3,390 2,668 —
13136 wgn 4d, L6 3,475 2,710 —
13235 wgn 4d,CT, v8 3,515 2,758 —
13236 wgn 4d, V8 3,600 2,800 —
Chevelle 300 Del (wb 112.0; 4d-116.0)

13327 cpe, L6 3,035

13337 htp cpe, L6 3,075 2,521

13369 sdn 4d, L6 3,100

13427 cpe, V8 3,165 2,548

13437 htp cpe, V8 3,205 2,611

13469 sdn 4d, V8 3,230

Chevelle Greenbrier (wb 116.0)

13335 wgn 4d, CT,L6 3,445 2,773 7 400°
13336 wgn 4d, L6 3,530 2,821 '
13435 wgn 4d, CT, v8 3,585 2,869

13436 wgn 4d, 2S, V8 3,665 2,911 38,500"
13446 wgn 4d, 3S, V8 3,740 3,020 |
Chevelle Malibu (wb 112.0; 4d-116.0)

13537 htp cpe, L6 3,095

13539 htp sdn, L6 3,205 2,672

13567 conv cpe, L6 3,175 2,800

13569 sdn 4d, L6 3,130

13637 htp cpe, V8 3,230 2,690

13639 htp sdn, V8 3,340 2,762

13667 conv cpe, V8 3,300 2,889

13669 sdn 4d, V8 3,265

Chevelle Concours (wb 116.0)

13536 wgn 4d, L6 3,545 2,931 —
13636 wgn 4d, 2S, V8 3,685 3,021 —
13646 wgn 4d, 3S, V8 3,755 3,141 —
13836 del wgn 4d, 2S, V8 3,680 3,153 —
13846 del wgn 4d, 3S, V8 3,730 3,266
Biscayne (wb 119.0)

15311 sdn 2d, L6 3,530

15336 wgn 4d, L6 4,045 3,064

15369 sdn4d, L6 3,590 2,687 |

15411 sdn 2d, V8 3,670

15436 wgn 4d, V8 4,170 3,169

15469 sdn 4d, V8 3,725 2,793

Bel Air (wb 119.0)

15511 sdn 2d, L6 3,540 2,745

15536 wgn 4d, 2S, L6 4,045 3,127 | .
15546 wgn 4d, 3S, L6 4,100 3,240 [ 17,000
15569 sdn 4d, L6 3,590 2,787




Wght Price Prod
15611 sdn 2d, V8 3675 2,857 ]
15636 wgn 4d, 2S, V8 4175 3,232 139.700°
15646 wgn 4d, 3S, V8 4230 3,345 '
15669 sdn 4d. V8 3.725 2.893
Impala (wb 119.0)
16337 htp cpe, L6 3,650 2,927
16339 htp sdn, L6 3,735 2,981
16369 sdn 4d, L6 3,640
16436 wgn 4d, 2S, V8 3,725 3,352
16437 htpcpe, V8 3,775 3,033
16439 htp sdn, V8 3,855 3.056
16446 wgn 4d, 3S, V8 4,285 3,465
16447 Cus htpcpe, V8 3,800 3,085
16467 conv cpe, V8 3,835 3,261
16469 sdn 4d, V8 3,760
Caprice, V8 (wb 119.0)—166,900* built
16636 wgn 4d, 2S 4,245 3,565
16639 htp sdn 3,895 3,346
16646 wgn 4d, 3S 4,300 3,678
16647 htp cpe 3,815 3,294

*To nearest 100; does notinclude wagons.

“*Includes 1970 extension of 1969 model. Wagon production: Chevelle
45,900; others 59,300. Chevy Il Nova SS cpe 17,564; Camaro convertible

cpe 17,573.

1969 Engines bore xstroke bhp availability

L4,153.0 3.88x3.25 90 S-Chevy I

L6, 230.0 3.88x3.25 140 S-Chevelle, Chevy II

L6, 250.0 3.88x3.53 155 S-Chvr; O-Chvl, Chev II, Cam
Vv8,307.0 3.88x3.25 200 S-Chevy II, Chevelle

V8, 327.0 4.00x3.25 210 S-Camaro

V8, 327.0 4.00x3.25 235 S-Chevrolet

V8, 350.0 4.00x3.48 255 O-all

V8, 350.0 4.00x3.48 300 O-Chevr,Chevl, I SS, Cam SS
V8, 396.0 4.09%3.76 265 S-Chevelle 396; O-Chevrolet
V8, 396.0 4.09x3.76 325 O-Chevelle 396, Camaro SS
V8, 396.0 4.09%x3.76 350 O-Chevelle

V8, 427.0 4.25x3.76  335/390 O-Chevrolet

Note: Station wagon engines—for wb 116 read Chevelle; for wb 119 read
Chevrolet.

1970

Nova(wb 111.0)—254,242" built Wght Price Prod
11127 htp cpe, L4 2,820 2,335

11169 sdn 4d, L4 2,843 2,365

11327 cpe, L6 2,919 2414

11369 sdn 4d, L6 2,942 2,443

11427 cpe, V8 3,048 2,503

11469 sdn 4d, V8 3,071 2,533

Camaro (wb 108.1) (includes 8,733 Z-28s)

12387 sptcpe, L6 3,076 2,749 12,566
12487 sptcpe, V8 3,190 2,839 112,323
Chevelle (wb 112.0; 4d-116.0)—354,855 built (including Malibu)

13337 htpcpe, L6 3,142 2,620

13369 sdn 4d, L6 3,196 2,585

13437 htp cpe, V8 3,260 2,710

13469 sdnd4d, v8 3,312 2,679

Chevelle Malibu (wb 112.0; 4d-116.0)

13537 htp cpe, L6 3,197 2,719

13539 htp sdn, L6 3,302 2,790

Chevrolet

Wght Price Prod

13567 conv cpe. L6 3.243 2,919
13569 sdn 4d. L6 3.221 2,685
13637 htp cpe, V8 3.307 2,809
13639 htp sdn, V8 3.409 2,881
13667 conv cpe, V8 3,352 3,009
13669 sdn 4d, V8 3.330 2.775
Station Wagon (wb 116.0)
13136 Nomad 4d, 2S, L6 3,615 2,835
13236 Nomad 4d, 2S, V8 3,718 2,925
13336 Greenbrier 4d, 2S, L6 3,644 2,946
13436 Greenbrier 4d, 2S, V8 3,748 3,100
13446 Greenbrier 4d, 3S, V8 3,794 3,213
13536 Concours 4d. 2S. L6 3,687 3,056
13636 Concours 4d, 2S, V8 3,794 3,210
13646 Concours 4d, 3S, V8 3,836 3.323
13836 Concoursdel wgn 4d, 2S,v8 3,821 3,342
13846 Concoursdel wgn4d, 3S,v8 3,880 3,455
Biscayne (wb 119.0)
15369 sdn4d, L6 3,600 2,787
15469 sdn 4d, V8 3,759 2,898
Bel Air (wb 119.0)
15569 sdn 44, L6 3,604 2,887
15669 sdn 4d. V8 3,763 2,998
Impala (wb 119.0)—495,909 built exc 16467
16337 htpcpe, L6 3,641 3,038
16369 sdn 4d, L6 3,655 3,021
16437 htpcpe, V8 3,788 3,149
16439 htp sdn, V8 3.871 3,203
16447 Cushtpcpe, V8 3,801 3,266
16467 convcpe, V8 3,843 3,377 9,562
16469 sdn 4d, V8 3,802 3,132
Caprice (wb 119.0)
16639 htp sdn 3,905 3,527
16647 htp cpe 3,821 3,474
Monte Carlo (wb 116.0)
13857 htp cpe 3.460 3,123 130,657
Station Wagon (wb 119.0)
15436 Brookwood 4d, 2S 4,204 3,294
15636 Townsman 4d, 2S 4,208 3,357
15646 Townsman 4d, 3S 4,263 3,469
16436 Kingswood 4d, 2S5 4,269 3,477
16446 Kingswood 4d, 3S 4,329 3,589
16636 Kingswood del 4d, 2S 4,295 3,753
16646 Kingswood del 4d, 3S 4,361 3,886
*Includes 19,558 SS coupes.
1970 Engines borexstroke bhp availability
L4, 153.0 3.88x3.25 90 S-Nova
L6,230.0 3.88x3.25 140 S-Camaro; O-Nova
L6,250.0 3.88 3.53 155 S-Chevrolet exc Caprice & Impala

cpe, Chevelle; O-Nova, Camaro
V8, 307.0 3.88x3.25 200 S-Nova, Camaro; O-Chevelle
V8, 350.0 4.00x3.48 250 S-Chevr, MC; O-others
V8, 350.0 4.00x3.48 300 O-Chevr, MC, Chevl, Cam, Nova SS
V8, 396.0 4.09x3.76 325 O-Camaro
V8, 396.0 4.09 3.76 350 O-Chevelle
V8, 400.0 4.12x3.75 265 O-Chevrolet, Monte Carlo
V8, 400.0 4.12x3.75 330 O-Monte Carlo, Chevelle
V8, 454.0 4.25%x4.00 345 O-Chevrolet
V8,454.0 4.25x4.00 360 O-Monte Carlo
V8,454.0 4.25x4.00 390 O-Chevrolet

Note: Station wagon engines—for wb 116 read Chevelle; for wb 119 read

Chevrolet.



CheerIet Corvair gzter:ritlairhc:gnoivision, General Motors Corp.

hevrolet's work on a small rear-engine car began

after World War |l, with a stillborn prototype called
the Cadet. But postwar buyers were so hungry for cars,
even warmed-over prewar models, that the division saw
no need to build Cadets. By the late 1950's, however,
the situation had changed radically. Import makes, led
by Volkswagen and Renault, were biting into the do-
mestic market. The growing number of economy-car
sales was becoming too large to ignore.

The first modern compact, Studebaker’s 1959 Lark,
was so successful that it temporarily halted Stude-
baker's slide into oblivion. The Lark soon had rivals. In
Detroit, Ford had laid plans for the Falcon, Chrysler was
ready with the Valiant, and both were introduced as
1960 models. In 1958-59, General Motors had stemmed
the tide with its so-called ‘‘captive imports,” the British
Vauxhall and the German Opel. For 1960, GM pinned its
small-car sales hopes on the Corvair.

Largely the work of Edward N. Cole, long-time GM
engineer (and future GM president), the Corvair was a
technician’s car, by far the most radical of the Big
Three's new compacts. Its powerplant was a flat six that
developed 80 or 95 horsepower. Relatively compli-
cated, it had two cylinder heads, six separate cylinder
barrels, and a divided crankcase. Flat sixes were not
common in automobiles; Corvair's powerplant might

1958 clay for 1960 Corvair

1960 prototype for production 1962 convertible
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have been inspired by Cole’s interest in airplanes. Un-
fortunately, the production engine weighed 388
pounds, some 100 pounds more than the target weight.
This miscalculation would have a negative effect on the
car's handling.

The suspension of the 108-inch-wheelbase chassis
was basic—perhaps too basic. Up front were wish-
bones and coil springs; in back were semi-trailing
swing axles. There was no anti-sway bar, although GM
had known this was one of several ways to achieve ac-
ceptable handling with swing axles in a car with arear-
end weight bias. Management’s decision to reduce cost
while maximizing ease of service and efficiency of
assembly prevented the use of more sophisticated
suspension components until 1962, when a regular
production option including stiffer springs, shorter rear
axle limit straps, and a front sway bar was made availa-
ble. A major suspension improvement was made in
1964, when a transverse compensating spring was
adopted.

It should be pointed out, however, that the 1960-63
Corvair’s rather basic four-wheel independent suspen-
sion did not create a ‘‘dangerous, ill-handling car,” as
lawsuits claimed. The car did not oversteer, to be sure.
But the oversteer was not excessive when the tires were
inflated to the recommended pressures: 15 psi front, 26

1961 700 Lakewood four-door station wagon

1962 700 four-door station wagon



psi rear. The point was argued for years, and was set-
tled only by a congressional investigation, which found
in the Corvair’s favor.

The Corvair’'s 10-year production run can be divided
into two segments: the first generation of 1960-64, and
the second generation of 1965-69.

Corvairs were initially offered in three series. The 500
was the most basic package. The 700 was slightly bet-
ter trimmed. Most interesting was the 900 Monza with
its deluxe interior and bucket seats. When Chevy of-
fered an optional four-speed gearbox in 1961, Monza
sales caught fire. A new market had been uncovered al-
most by accident: the sporty, fun-to-drive, bucket-seat
compact. This was fortunate, because the 500 and 700
series Corvairs were not competitive in price with the
Falcon and were being outsold by it.

The most highly prized first-generation Corvair is the
turbocharged Monza Spyder of 1962-64. Its 150-bhp en-
gine, multi-gauge instrument panel, many handling and
performance options, and choice of coupe and convert-
ible models made it highly desirable. Unfortunately, it
wasn’t cheap: the price was about $2800 plus options.
Production was limited to about 40,000 unit s over three
years.

For 1961, the flat six was bored out to 145 cid and op-
tional horsepower went up to 98. in 1964, the engine
was stroked for adisplacement of 164 cubic inches and
95 to 110 hp in nonsupercharged form.

Another interesting first-generation Corvair was the
Lakewood station wagon, which appeared in 1961. The

1963 900 Monza Spyder convertible

1966 Corsa convertible

Chevrolet Corvair

Lakewood offered a surprising amount of cargo
space—>58 cubic feet behind the front seat, and 10 more
cubic feet under the hood. This was more than other
compact wagons, and even more than some larger
models. The wagon didn't sell well, however, and pro-
duction barely topped 25,000 units in 1961. For 1962,
the Lakewood name was dropped, but the wagon was
offered in both the 700 and Monza series. The Monza
wagon was plush, equipped with bucket seats and de-
luxe trim. Only about 6000 of the 1962 models were built
before this body style was dropped entirely to make
room on the assembly line for the hot Chevy II.

The sleek 1965 Corvairs were a design revolution.
Good-looking even from normally unflattering angles,
they were a tribute to the fine edge honed on GM cars
by then styling chief William L. Mitchell and his design-
ers. The new Corvair looked almost like the work of an
Italian coachbuilder. (In fact, Pininfarina built a spe-
cially bodied 1964 Corvair with similar lines.) It was
nicely shaped and not overdone, with just the right
amount of trim. The car was new under the skin also.
The turbocharged engine produced 180 bhp at400 rpm,
making it the most powerful stock powerplant. But
probably the best all-around Corvair engine was the
new 140-bhp version. New cylinder heads, redesigned
manifolds, and four progressively linked carburetors
gave it its extra power.

The 1960 Corvair had been the first mass-produced
American car to offer a swing-axle rear suspension.
The 1965 Corvair was the first to offer fully independent
suspension (aside from the Corvette). There was only
one difference between the two: Corvette's suspension
design used a transverse leaf spring while Corvair’s
had a coil spring at each wheel. The rest of the two sys-
tems were the same: upper and lower control arms were
used at each rear wheel. The uppers were actually the
axle half-shafts; the lowers were unequal length, non-
parallel bars. These four arms controlled all lateral
wheel motion. Small rubber-mounted rods extended
from each arm to the main rear cross-member to absorb
shocks from movement at the trailing-arm pivot points.

No longer was there any question of tricky handling
on hard corners. The Corvair’'s cornering was now
nearly neutral, tending toward mild understeer at high
speeds. The rear wheels, remaining at a constant angle
with the ground, took most of the car’s weight and en-
abled it to be pushed around corners at great speeds.
Attention was also given to the front suspension, which
was tuned to complement the new rear-end design and
to provide roll stiffness.

Of all second-generation Corvairs, the 1965-66 Corsa
was the most desirable. It came as a sport coupe with a
base price of $2519 and as a convertible at $2665, com-
plete with a full set of instruments, special exterior trim
(including an aluminum rear panel for instant identifi-
cation), deluxe interior, and the 140-bhp engine. The
turbocharged six was a $158 option. With it, the Corsa
was definitely in the high-performance category. A typi-
cal 0-60 mph acceleration time was less than 11 sec-
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Chevrolet Corvair

1967 Monza hardtop sedan

onds, and the car could do the standing-start quarter-
mile in 18 seconds at 80 mph. The Corsa could hit 115
mph when given enough straightaway, yet deliver more
than 20 miles per gallon at moderate highway speeds.

Unfortunately, the Corsa didn’t sell particularly well
against Ford’s Mustang, which could better the Chevy’s
performance. Even more critical was a decline in
Monza sales. This most popular Corvair rallied slightly
in 1965, but the following year, production plunged to
about one-third the '65 level. By that time, Ralph Na-
der’'s book Unsafe at Any Speed was having an effect on
Corvair’s sales. But, according to Karl Ludvigsen in his
history of Corvair, the car’'s fate had already been
sealed by a GM directive in April 1965: *‘No more devel-
opment work,”’ was the order.

Chevrolet Corvair

1969 Monza hardtop coupe

When the Camaro was added to the sporty-car lists
for 1967, the Corvair line was trimmed to just two series:
the 500 sedan and coupe; and the Monza sedan, coupe,
and convertible. It would be the last year for the hardtop
sedans, which are collector’s items today.

The 1968-69 Corvairs were the rarest of the breed,
available in just three models—500 hardtop, Monza
coupe, and Monza convertible. These cars are readily
identifiable by their front side marker lights—<clear
lenses in 1968, amber ones in 1969. Monza convertibles
were the scarcest of all.

Itwas obvious by 1968 that the Corvair was becoming
an orphan. Some Chevrolet dealers wouldn’'t handle
them, and others refused to service them. Cole’s vision
had faded, and Corvair died an undeserved death.

Specifications

1960

500(wb 108.0) Wght Price Prod
0527 cpe 2,270 1,984 14,628
0569 sdn 4d 2,305 2,038 47,683
700 (wb 108.0)

0727 cpe 2,290 2,049 36,562
0769 sdn 4d 2,315 2,103 139,208
900 Monza (wb 108.0)

0927 cpe 2,280 2,238 11,926
1960 Engines  borexstroke bhp availability

flat 6, 140.0 3.38x2.60 80 S-all

flat 6, 140.0 3.38x2.60 95 O-all

1961

500 (wb 108.0) Wght Price Prod
0527 cpe 2,320 1,920 16,857

90

Wght Price Prod
0535 Lakewood wgn 4d 2,530 2,266 5,591
0569 sdn 4d 2,355 1,974 18,752
700 (wb 108.0)
0727 cpe 2,350 1,985 24,786
0735 Lakewood wgn 4d 2,555 2,331 20,451
0769 sdn 4d 2,380 2,039 51,948
900 Monza (wb 108.0)
0927 cpe 2,395 2,201 109,945
0969 sdn 4d 2,420 2,201 33,745
1961 Engines  borexstroke bhp availability
flat 6, 145.0 3.44x2.60 80 S-all
flat6, 145.0 3.44x2.60 98 O-all
1962
500 (wb 108.0) Wght Price Prod
0527 cpe 2,350 1,992 16,245
700 (wb 108.0)
0727 cpe 2,390 2,057 18,474
0735 wgn 4d 2,590 2,407 3,716
0769 sdn 4d 2,410 2,111 35,368



Chevrolet Corvair

900 Monza (wb 108.0) Wght Price Prod 1965 Engines boreXxstroke bhp availability
0927 cpe 2,440 2,273 144 844 flat 6, 164.0 3.44x2.94 95 S-allexc Corsa
0927 Spyder cpe 2,465 2,636 6,894 flat 6, 164.0 3.44x2.94 110 O-all exc Corsa
0935 wgn 4d 2,590 2,569 2,362 flat6, 164.0 3.44x2.94 140 S-Corsa; O-others
0967 conv cpe 2,625 2,483 13,995 flat 6, 164.0 3.44x2.94 180 O-Corsa
0967 Spyder conv cpe 2,650 2,846 2574
0969 sdn 4d 2,455 2,273 48,059
-1962 Engines  borexstroke bhp availability 1966
flat 6, 145.0 3.44%2.60 80 S-all exc Spyder 500 (wb 108.0 Waht Price Prod
flat 6, 145.0 3.44x2.60 98 O-all exc Spyder ( 0 9 N
flat 6, 145.0 3.44x2.60 150 S-Monza Spyder 10137 htp cpe 2,400 2,083 24,045
10139 htp sdn 2,445 2,157 8,779
Monza (wb 108.0)
1963 10537 htp cpe 2,445 2,350 37,605
500 (wb 108.0) Wght Price Prod 10539 htp sdn 2,495 2,424 12,497
0527 cpe 2330 1992 16.680 10567 conv cpe 2,675 2,493 10,345
700 (wb 108.0) Corsa (wb 108.0)
0727 cpe 2355 2056 12,378 13;2; htp cpe g';gg S'Z&S ;?32
0769 sdn 4d 2,385 2,110 20,684 envicpe ' ' '
900 Monza (wb 108.0) 1966 Engines borexstroke bhp availability
0927 cpe 2415 2272 117.917 flat 6, 164.0 3.44x2.94 95 S-all exc Corsa
flat 6, 164.0 3.44x2.94 110 O-all exc Corsa
0927 Spyder cpe 2,440 2,589 11,627 ]
flat 6, 164.0 3.44x2.94 140 S-Corsa; O-others
0967 conv cpe 2,525 2,481 36,693 flat6. 164.0 3.44%2.94 180 o-C
0967 Spyder conv cpe 2,550 2,798 7.472 ag e : : Tyt
0969 sdn 4d 2,450 2,326 31,120
1963 Engines borexstroke bhp availability 1967
flat6, 145.0 3.44x%2.60 80 S-all exc Spyder
flat 6, 145.0 3.44x2.60 98 O-all exc Spyder 500 (wb 108.0) Wght Price Prod
flat 6, 145.0 3.44x2.60 150 S-Monza Spyder 10137 htp cpe 2,435 2,128 9,257
10139 htp sdn 2,470 2,194 2,959
1964 Monza (wb 108.0)
500 (wb 108.0) Wght  Price Prod 10537 htpcpe 2,465 2,398 9,771
10539 htp sdn 21515 2,464 35157
0527 cpe 2,365 2,000 22968 10567 conv cpe 2,695 2,540 2,109
600 Monza Spyder (wb 108.0) 1967 Engines  borexstroke bhp availability
0627 cpe 2,470 2,599 6,480 flat 6, 164.0 3.44x2.94 95 S-all
0667 conv cpe 2,580 2,811 4.761 flat 6, 164.0 3.44x2.94  110/140 O-all
700 (wb 108.0)
0769 sdn4d 2,415 2,119 16,295 1968
SODIRIGNER (FE106:0) 500 (wb 108.0) Wght Price  Prod
0927 cpe 2,445 2,281 88,440
0967 conv cpe 2,555 2492 31,045 U htp cpe 2,470 2,243 7,206
0969 sdn 4d 2,470 2,335 21,926 Monza (wb 108.0)
1964 Engines borexstroke bhp availability 10537 htp cpe 2,500 2,507 6,807
flat 6, 164.0 3.44x2.94 95  S-allexc600 18557 CRnvCPe CET D) 11886
flat6, 164.0 3.44x2.94 110 O-all exc 600 1968 Engines borexstroke bhp availability
flat 6, 164.0 3.44x294 150 S-600 flat 6, 164.0 3.44x2.94 95 S-all
flat6, 164.0 3.44 x2.94 110 O-all
1965
500 (wb 108.0) Wght Price Prod 1969
10137 htp cpe 2,385 2,066 36,747 .
10139 htp sdn 2405 2142 17560  °00(wb108.0) O e
Monza (wb 108.0) 10137 htp cpe 2,515 2,528 2,762
10537 htp cpe 2440 2,347 88954 Monza (wb 108.0)
10539 htp sdn 2,465 2,422 8%,157 10537 htp cpe 2,545 2,522 2,717
10567 conv cpe 2,675 2,493 26,466 10567 conv cpe 2,770 2,641 521
Corsa(wb 108.0) 1969 Engines borexstroke bhp availability
10737 htp cpe 2,475 2,519 20,291 flat 6, 164.0 3.44x2.94 95 S-all
10767 conv cpe 2,710 2,665 8,353 flat 6, 164.0 3.44x2.94 110 O-all




CheerIet Corvette ggﬁzritlﬁ;ixsgzrnoivision,General Motors Corp.

hevrolet's Corvette was America’s first and only
successful fiberglass sports car. It debuted in
1953, the product of a 30-month cooperative develop-
ment program between Harley Earl’'s Art & Colour Stu-
dio and the Chevrolet Division Engineering Staff. A
simple managerial decision to have a sports car in the
Chevy lineup was all it took to get the Corvette project
in motion. The decision was a brave one, since sales of
imported sports cars in the middle-'50s amounted to
less than one percent of the market.
The first-generation 1953-55 Corvette was marked by
rounded, rather bulbous styling derived from a variety
of Motorama show cars and studio sketches. With ex-

Corvette Motorama show car of 1953

1953 Corvette convertible roadster

Motorama hardtop showcar, 1954
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tended pod-type taillights, a busy front end, and the
then-mandatory wraparound windshield, it was hardly a
timeless design. Indeed, the Corvette almost expired af-
ter 1955 due to disappointing sales, which some
blamed on its rather awkward combination of features.
Dyed-in-the-wool driving enthusiasts found it hard to
accept the Corvette’'s two-speed Powerglide automatic
transmission, even though its modified Chevrolet six
developed a commendable 150 horsepower. “‘Boule-
vardier’’ types, on the other hand, disliked the plastic
side curtains, and would have preferred proper roll-
down windows like those of regular passenger cars. A
V8 finally arrived in 1955: the 265 cubic-inch Chevrolet

Corvair fastback show car of 1954

1955 Corvette convertible roadster

1956 Corvette with optional hardtop



small-block created by Ed Cole, John Gordon, and
others. This powerplant delivered vastly improved per-
formance, and almost all Corvettes that year were V8-
equipped. Still, total 1955 model year production failed
to surpass 700 units.

Late in 1954, a decision was made to give the
Corvette a reprieve, and a fully redesigned model
was readied for 1956. It was a considerable improve-
ment on the stubby look of the earlier cars. Harley Earl
had developed a beautifully sculptured body featuring a
curving, concave section just aft of the front wheel
openings, and a ‘‘toothy’ grille. Engine changes—the
six was dropped completely after 1955—eventually put
Corvette in the serious performance class. Earl’s styl-
ing lasted a full seven years before it was replaced by
Bill Mitchell’s Sting Ray design in 1963. In the process,
Corvette became America’'s favorite sports car. The
'56-'62 series was aggressive-looking, which nicely
matched its performance. Manual as well as Power-
glide transmissions were available from 1956 on, and
eventually a close-ratio four-speed joined the list.

For 1957, the 265-cid V8 was bored out to 283 cid, and
fuel injection versions of this were offered. “Fuelie”
Corvettes developed a phenomenal 250 to 283 bhp that
year. Though they were thunderingly fast in a straight
line, they were only moderately successful in road rac-
ing competition. There were three carbureted and two
injected V8s offered through the end of the '50s, and
handling options improved roadability of the later mod-
els. Though GM had begun deemphasizing racing with
the rest of the industry in 1957, numerous private driv-
ers continued to campaign Corvettes. By dint of their
numbers, Chevy’s sports car began piling up wins in
road racing as well as on the dragstrips by the end of
the decade.

For 1960, Corvette was substantially the same as it
had been in 1958-59—flashy and fast. But there was an
increase in the use of aluminum: in the clutch housing,
the radiator, and the cylinder heads of fuel-injected en-
gines. The 1960 model also featured anti-sway bars
front and rear, which greatly improved ride and han-
dling. Itwas the first use of arear sway bar on an Ameri-
can car.

Also that year, Corvette achieved international rec-
ognition in the 24-hour race at Le Mans in France.
Three cars entered by Briggs Cunningham in the GT
class all performed exceptionally well: one hit 151 miles
per hour on the long Mulsanne Straight. A Corvette fin-
ished eighth overall in that race, the toughest of all in-
ternational endurance contests.

The 1960-61 period was the last for the 283 V8. Dur-
ing those two years, six variations were offered. They
ranged from a single four-barrel-carburetor engine to a
fuel-injected version with 315 bhp. A wide assortment
of rear axle ratios and three transmission choices
(three-speed and four-speed manual plus automatic)
were available. It was now possible to tailor a Corvette
to very specific requirements, from boulevard touring to
all-out competition.

Chevrolet Corvette

1956 Corvette convertible roadster

1957 Corvette with optional hardtop

Racing show car from ‘57—Corvette SR-2

Sebring SS racer with Duntov at the wheel

1958 Corvette with optional hardtop
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Chevrolet Corvette

1958 Corvette with optional hardtop

1959 Corvette convertible roadster

Mitchell’s Sting Ray racer in “‘street” trim

Styling for 1961-62 was a mild facelift of the 1960
model, but it was highly effective. The cars retained the
basic 1958-60 front end and midsection, but were com-
pletely restyled at the rear. By that time, Mitchell had re-
lieved Harley Earl as GM styling chief, and the new
rear-end treatment was his idea. A ‘‘ducktail’’ shape, it
was derived from Mitchell's Stingray racer and the ex-
perimental XP-700.

Engine and gearbox options for 1961 were un-
changed from 1960. More than 85 percent of Corvette
buyers ordered manual transmission, and more than
half of them requested the four-speed. The 315-bhp en-
gine was most impressive when coupled to stump-pull-
ing rear axle ratios. With the 4.11:1 gearset, for ex-
ample, the car could accelerate from 0 to 60 mph in 5.5
seconds, and cover the standing quarter-mile in 14.2
seconds at 99 mph. Despite this short gearing, top
speed could approach 130 mph.

For 1962, Mitchell further refined the Corvette’s styl-
ing. De-emphasizing the concave bodyside‘‘cove,’” he
eliminated its chrome outline. He also replaced the
"‘speed streaks'' inside it with a vertical grid. The grille
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XP-700 show car of 1958

Sting Ray racer in ‘61— officially a "Corvette”’

was blacked out, and a decorative strip of anodized
aluminum was added to the rocker panels. Also in '62,
stiffer springs were brought back as an option. Dr.
Richard Thompson won the Sports Car Club of America
(SCCA) A-production championship that year with a
Corvette so equipped.

After Semon E. “‘Bunkie’’ Knudsen became Chevro-
let's general manager in 1962, Corvette was slated for
increased production. The car had turned the profit cor-
ner in 1958, and the division was seeing an adequate
return on its investment. Production continued torise in
the years that followed.

In 1962, a new 327-cid V8, created by enlarging the
283, was introduced. The fuel-injection system was
also modified. A 3.08:1 final drive ratio was adopted
for quieter cruising with the two lowest-horsepower
engines.

The 327 remained the basic Corvette powerplant
through 1968. With its improved torque, the 327 Cor-
vette with 3.70:1 rear axle could run the quarter-mile in
15 seconds at more than 100 mph. And, with its new op-
tional sintered metallic brake linings, Corvette could



1961 Corvette convertible roadster

1962 Corvette convertible roadster

1963 Corvette Sting Ray roadster with hardtop

stop as well as it could go. In SCCA racing, it was now
the undisputed champion in both A- and B-production
classes, and it competed in good form at Sebring.

The 1963 Sting Ray was a revolution, a complete revi-
sion of Chevrolet’'s sports car, which had been mostly
unchanged up to that point. The only items carried over
from 1962 were the engines. In addition to the Sting Ray
roadster, there was a beautiful new fastback grand tour-
ing coupe. More than 10,000 copies of each were sold,
and both were unquestionably landmark designs.

Prototypes for what became the 1963 Corvette began
appearing in late 1959. The first of these cars was the
experimental XP-720. Based on the Mitchell-designed
Stingray racer, this coupe featured a smooth fastback
fuselage set off by a distinctive split rear window. That
window was Mitchell’s idea, but it stayed in production
only one year, 1963. To his disgust, but for better visibil-
ity, it was replaced on the 1964 coupes by a one-piece
window.

The XP-720 package was practical as well as attrac-
tive. Early alterations from the Stingray racer included
hidden headlights, achieved through the use of pivot-

Chevrolet Corvette

1963 Corvette Sting Ray “split-window’’ coupe

‘63 Sting Ray roadsters with and without tops

ing sections that lay flush with the creased front end.
There was an attractive dip in the beltline at the upper
trailing edges of the doors. The coupe’s doors were cut
into the roof. A new ‘‘dual cockpit’’ dashboard was a
fresh approach that worked remarkably well.

After the XP-720 was firmed up, a roadster version
was developed. A four-passenger Corvette was consid-
ered too, but the idea was dropped because it seemed
out of character with the car’s concept. Final prototypes
were intensively evaluated. Wind tunnel tests were
made to determine aerodynamics. Body engineers
added as well as subtracted weight. As a result, the
1963 model had almost twice as much steel support in
its central body structure as the 1962 Corvette and less
fiberglass in its body.

The 1963 Sting Ray had a shorter wheelbase than the
1962 model, and its rear track was two inches narrower.
Frontal area was reduced by one square foot. Interior
space, however, was at least as good in every dimen-
sion. And, thanks to the added steel reinforcement, the
cockpit was stronger and safer than before.

Compared to the '62 model, the '63 was a superior
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Chevrolet Corvette

car. There were no engine changes from the previous
year, butthe chassis was extensively reworked, primar-
ily at the rear. Its most significant feature was the fully
independent rear suspension, a three-link type with
double-jointed open driveshafts at either side, control
arms, and trailing radius rods. A single transverse leaf
spring was mounted to the frame with rubber-cush-
ioned struts. In accord with the wishes of leading Cor-
vette engineer Zora Arkus-Duntov, the differential was
bolted to the rear cross-member. The frame itself was a
well-reinforced box. Weight distribution was 48/52,
compared to the previous 53/47. As a result of all this,
the '63's ride and handling were significantly better. A
new recirculating-ball steering gear, combined with a
dual-arm, three-link ball-joint front suspension made
the steering quicker. The front brake drums were wider,
and all brakes were self-adjusting. There was an alter-
nator instead of a generator, positive crankcase ventila-
tion, a smaller flywheel, and a new aluminum clutch

1964 Corvette Sting Ray coupe

Mako Shark Il show car from 1965
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housing. Competition options included stiff suspen-
sion, metallic brake linings, cast-aluminum knock-off
wheels, and a 36.5-gallon long-distance fuel tank.

Styling actually became cleaner during the five years
of the Sting Ray’s life. In 1964, the fake hood louvers
were deleted, and the coupe’s rear quarter vents were
made functional. In 1965, the sculptured hood panel
was smoothed out, and the front fender slots were
opened up. By 1967, the car had reached its styling
peak, and the only changes were an oblong back-up
light, bolt-on instead of knock-off aluminum wheels, re-
vised front fender louvers, and an optional vinyl cover-
ing for the roadster’s removable hardtop.

Mechanically, important advancements were made
through the mid-1960s. The new fuel-injected small-
block engine of 1963 developed 1.15 bhp per cubic-
inch. For 1965, Corvettes were equipped with disc
brakes on all four wheels, and the new Mark IV engine
that developed 425 bhp made its debut.

1965 Corvette Sting Ray coupe

1966 Corvette Sting Ray coupe

1966 Corvette Sting Ray roadster



The first Mark IV displaced 396 cid, but this was in-
creased to 427 in 1966. To handleits bruce force, Chev-
rolet used a stiffer suspension, extra-heavy-duty clutch,
and a larger radiator and fan. With the 4.11:1 rear axle
ratio, a 1966 Mark IV could go from 0 to 60 in less than
five seconds, with a top-end maximum of more than 140
.mph. Fuel injection was dropped after 1965 for the
smaller-displacement engines. This was mainly due to
its high production costs and low sales.

Chevrolet had considered building a mid-engine
Corvette for 1968, but that was ruled out due to the high
cost of making the transaxle that would be needed. In-
stead, there was a complete restyling, chiefly the work
of the division’s design studio under David Holls. The
1968 model was an aggressive, swoopy-looking car
with an air dam at the front and a spoiler at the rear. Its
aerodynamic properties, however, were not especially
good. A roadster and a notchback hardtop were of-
fered. Pop-up hidden headlights and concealed wind-

1966 Corvette Sting Ray coupe

1966 Corvette Sting Ray coupe

1967 Corvette Sting Ray coupe

Chevrolet Corvette

shield wipers were featured. The 1968 model retained
the 1967 engine lineup. From 1967 on, buyers could
specify the potent L88, a competition engine that pro-
duced up to a staggering 560 bhp. It had aluminum
heads, and came with an extra-heavy-duty clutch. It
was joined in 1969 by the ZL-1 racing engine, with adry
sump and aluminum block. The ZL-1 weighed 100
pounds less than the L88, but it cost $3000!

The Sting Ray name disappeared in 1968, only to re-
turn—as one word—for 1969. These cars were im-
proved in detail. The exterior door handles were
cleaner than before, black-painted grille bars replaced
the chrome, and the back-up lights were integrated
with the inner taillights. Handling was improved by
wider wheels, and the frame was stiffened. The interior
was revised to create more room for passengers and
their belongings. The 327 engine was stroked to 350 cid
and was offered in 300- and 350-bhp.tune. Four 427 en-
gines were also available, with an array of axle ratios

1968 Corvette coupe

1968 Corvette roadster

1968 Corvette roadster

1969 Corvette Stingray coupe
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Chevrolet Corvette

1970 Corvette Stingray convertible roadster

from 4.56:1 to 2.75:1.

The 1968 package, however, was not received with
unamimous praise, and debate surrounds it to this day.
Road & Track magazine summed up the case forthe op-
position, saying that the car was ‘*highly reminiscent of
certain older Ferraris, laid around a chassis that
seemed fairly modern in 1962 but is now quite dated by
the march of progress ... We feel that the general di-
rection of the change is away from sports car and to-
ward image-and-gadget car.”

Chevrolet Corvette

Specifications

1953

290 (wb 102.0) Wght Price Prod
2934 conv rdstr 2,705 3,513 315
1953 Engine bore xstroke bhp availability

L6, 235.5 3.56x3.94 150 S-all

1954

290 (wb 102.0) Wght Price Prod
2934 conv rdstr 2,705 3,523 3,640
1954 Engine bore x stroke bhp availability

L6,235.5 3.56x3.94 150 S-all

1955

290 (wb 102.0) Wght Price Prod
2934 conv rdstr 2,650 2,799 674
1955 Engines  borexstroke bhp availability

L6,235.5 3.56x3.94 150 S-all

V8, 265.0 3.75x3.00 162 O-all

The new body was seven inches longer than its 1967
predecessor, most of that in extra front overhang. The
car's wheelbase was unchanged at 98 inches, but its in-
terior was more cramped, and there was less luggage
space. About 150 pounds had been added to what Road
& Track called the ‘“‘already gross avoirdupois.” It was
agreat machine, the magazine said, ‘‘for those who like
their cars big, flashy, and full of blinking lights and trap
doors ... The connoisseur who values finesse, effi-
ciency, and the latest chassis design will have to look,
unfortunately, to Europe.”

Although the 1963-67 Sting Ray is considered the
classic Corvette of the '60s, the 1968-70 models were
more successful with the public. The production peak
was set in 1969, with 38,762 units—a record that would
stand until 1976. They were longer, heavier, and clum-
sier than their predecessors, but they were still very fast
and appealing. They remained America's only true
sports cars. ‘‘Corvettes are for driving, by drivers,”” Car
Life magazine said. "'The Corvette driver will be tired of
smiling long before he's tired of the car.”

1956

290 (wb 102.0) Wght Price Prod
2934 conv rdstr 2,764 3,149 3,388
1956 Engine bore x stroke bhp availability

V8, 265.0 3.75x3.00 225 S-all

1957

290 (wb 102.0) Wght Price Prod
2934 conv rdstr 2,730 3,465 6,246
1957 Engines  borexstroke bhp availability

V8, 283.0 3.88x3.00 220 S-all

V8, 283.0 3.88x3.00 245/270 O-all

V8, 283.0 3.88x3.00 250/283  O-all (F)

1958

(wb 102.0) Wght Price Prod
867 conv rdstr 2,793 3,631 9,168
1958 Engines bore x stroke bhp availability

V8, 283.0 3.88x3.00 230 S-all

V8, 283.0 3.88x3.00 245/270 O-all

V8, 283.0 3.88 3.00 250/290  O-all (FI)

1959

(wb 102.0) Wght Price Prod

867 conv rdstr 2,840 3,875 9,670



Chevrolet Corvette

1959 Engines borexstroke bhp availability 1965 Engines  bore xstroke bhp availability
V8, 283.0 3.88x3.00 230 S-all V8, 327.0 4.00x3.25 250 S-all
V8, 283.0 3.88x3.00 245/270 O-all V8, 327.0 4.00x3.25 300/350 O-all
V8, 283.0 3.88x3.00 250/290  O-all (FI) V8, 327.0 4.00x3.25 395 O-all (FI)
V8, 396.0 4.09x3.75 425 O-all
1960 19
(wb 102.0) Wght Price Prod 66
0867 conv rdstr 2,840 3872 10261 UG AT LA O
. - 19437 cpe 2,985 4,295 9,958
1960 Engines  bore xstroke bhp availability 19467 canv sty 3,005 4084 17 762
\ . ‘ . -
Vg' gggg ggg:ggg 242:/3270 (S)_,:;Illl 1966 Engines borexstroke bhp availability
V8, 283.0 3.88x3.00 275/315  O-all (FI) Vv8,327.0 4.00x3.25 300 S-all
V8, 327.0 4.00x3.25 350 O-all
V8, 427.0 4.25%3.76 390/425 O-all
1961
(wb 102.0) Wght Price Prod
0867 conv rdstr 2905 3934 10939 1967
1961 Engines borexstroke bhp availability Sting Ray (wb 98.0) Wght Price Prod
V8, 283.0 3.88x3.00 230 S-all 19437 cpe 3,000 4,353 8,504
V8, 283.0 3.88x3.00 245/270  O-all 19467 conv rdstr 3,020 4,141 14,436
V8, 283.0 3.88x3.00 275/315  O-all (FI) 1967 Engines borexstroke bhp availability
V8, 327.0 4.00x3.25 300 S-all
1962 V8, 327.0 4.00x3.25 350 O-all
! ) V8, 427.0 4.25x3.76 390-435 O-all
(wb 102.0) Wght Price Prod
0867 conv rdstr 2,925 4,038 14,531
1962 Engines borexstroke bhp availability 1968
V8, 327.0 4.00x3.25 250 S-all )
Vv8,327.0 4.00x3.25  300/340 O-all (wb 98.0) Wght  Price Prod
V8,327.0 4.00x3.25 360 O-all (F1) 19437 cpe 3,055 4,663 9,936
19467 conv rdstr 3,065 4,320 18,630
1968 Engines boreXxstroke bhp availability
1963 V8,327.0 4.00x3.25 350  S-all
Sting Ray (wb 98.0) wght Price Prod V8, 427.0 4.25x%3.76 400-435 O-all
0837 cpe 2,859 4,252 10,594
0867 conv rdstr 2,881 4,037 10,919
1963 Engines borexstroke bhp availability 1969
V8, 327.0 4.00x3.25 250 S-all Stingray (wb 98.0) Wght  Price Prod
V8, 327.0 4.00x3.25 300/340 O-all
V8,327.0 4.00x3.25 360  O-all (FI) 19437 cpe 3,140 4781 22154
19467 conv rdstr 3,145 4,438 16,608
1969 Engines borexstroke bhp availability
V8, 350.0 4.00x3.48 300 S-all
1964 V8, 350.0 4.00x3.48 350 O-all
Sting Ray (wb 98.0) Wght Price Prod V8, 427.0 4.25x3.76 390-435 O-all
0837 cpe 2,960 4,252 8,304
0867 conv rdstr 2,945 4,037 13,925 1970
1964 Engines boreXxstroke bhp availability
V8, 327.0 4.00%3.25 250 S-all Stingray (wb 98.0) Wght Price Prod
V8, 327.0 4.00x3.25 300 O-all 19437 cpe 3,184 5,192 10,668
V8, 327.0 4.00x3.25 395 O-all (F1) 19467 conv rdstr 3,196 4,849 6,648
1970 Engines borexstroke bhp availability
V8, 350.0 4.00x3.48 300 S-all
1965 V8, 350.0 4.00 3.48 350/370 O-all
V8,427.0 425 3.76 390/460 O-all
Sting Ray (wb 98.0) Wght Price Prod
19437 cpe 2,975 4,321 8,186
19467 conv rdstr 2,985 4,106 15,376 Note: 1967-70 racing engines not listed; see text.
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Chrysler

hrysler Corporation restyled all its cars for 1940,

capping a decade of notable engineering ad-
vances. During the '30s, Chrysler had introduced fully
flexible rubber engine mounts, optional overdrive, hy-
draulic brakes, Fluid Drive (hydraulic clutch), and a
new low-friction engine machining process called Su-
perfinish. Chryslers had always been engineers’ cars.
Kaufman Thuma Keller succeeded founder Walter
Chrysler as president in 1935. Although he lacked a
technical background, Keller continued to emphasize
engineering with his top managers. The general man-
ager of Chrysler Division, for example, was David A.
Wallace, an inventor with 75 automotive patents to his
credit.

The early’40s were good years for Chrysler Division.
From dangerously low production in recession year
1938, the make rose steadily from 11th to eighth place
in the industry between 1939 and '41. Its success was
due partly to the 1940 line, which spanned a price scale
ranging from $895 for the Royal coupe to $2445 for the
Crown Imperial eight-passenger limousine.

Styling was not radical: notchbacked, smooth at the
front and rear, individual fenders. The design work had
been directed by Raymond H. Dietrich, the famed
coachbuilder. Yet engineering prevailed over styling,
and was supported wholeheartedly by Keller, an arch-
conservative. The design that resulted, as one wag put
it, “wouldn’t knock your eyes out but wouldn’t knock
your hat off either.” (Chrysler’s radical Airflow had sold
poorly in the 1930s, so the division had gone to quieter-
looking cars in the '40s.)

The line was set up in six- and eight-cylinder ranks.
Six-cylinder Royals and Windsors rode a 122.5-inch
wheelbase, with a 139.5-inch wheelbase for the eight-
passenger sedans and limousines. The eight-cylinder
Traveler, New Yorker, and Saratoga rode a 128.5-inch
wheelbase (the last two included formal sedans as
well). A 145.5-inch wheelbase carried the Crown Impe-
rial sedans and limousine. All of the upper models used
a 323.5 cubic-inch eight that developed 135-143 bhp at
3400 rpm.

Adding a little class to the 1940 line were two striking
show cars from the house of LeBaron—the Newport
and Thunderbolt. Six of each were built. The Newport,
designed by Ralph Roberts of LeBaron, was a dual-
cowl phaeton built on the Imperial chassis. It had arak-
ish envelope body and smooth fenders. The Thunder-
bolt, designed by Alex Tremulis of Briggs, had a similar
envelope body, but was a retractable hardtop with sin-
gle bench seat mounted on the New Yorker chassis.
Designed to wow the public at auto shows, these two
dream cars would later inspire postwar styling.

After the war, Chrysler would continue to use sepa-
rate fenders, even for the total redesign of 1949. More
customs, one-offs mainly, were turned out by the Der-
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Chrysler Division, Chrysler Corp.
Highland Park, Michigan

ham Body Company. These included town cars and a
dual-cowl phaeton. Chrysler itself built a custom formal
sedan, and A. J. Miller of Ohio built a long-wheelbase
limousine/hearse.

The most interesting new model of 1941 was Dave
Wallace's unique Town & Country station wagon, the
first of that body style for Chrysler. Unlike other
woodies of the day, the Town & Country had a clean,
rounded shape and ‘‘clamshell’’ type rear doors that
opened from the center. Built on the Windsor chassis,
Town & Country was available with six- or nine-passen-
ger seating. It sold for aremarkably low price, and a to-

1940 Royal coupe

Thunderbolt show car by Le Baron

Newport phaeton show car by Le Baron



Chrysler

tal of 999 were built, mostly the nine-passenger variety.

Styling changes for the rest of the '41 line were mi-
nor, including simpler grilles and more ornate tail-
lamps. The Traveler was eliminated. The Saratoga se-
ries was expanded from two models to include club and
business coupes, two- and four-door sedans, and a
town sedan. Chrysler also issued a wide variety of up-
holstery in '41. There was Highlander Plaid, a striking
combination of Scots plaid and leatherette trim; Saran
trim, a woven plastic and leatherette designed for cer-
tain open models; and Navajo, a pattern resembling the 1942 New Yorker four-door sedan
blankets of the Southwest Indians. One new mechanical
feature was optional Vacamatic transmission, a self-
shifter that operated between the two lower and two
higher gears. Manual shifting was still required from
the low to high ranges.

A significant front facelift marked the 1942 models. A
smooth appearance was achieved by wrapping the
grille’s chrome bands right around to the front fenders.
The hoodline looked sleeker than before, and opened
from the front instead of the side. The running boards
were hidden from view, concealed under flares at the
bottoms of the doors. Highlander Plaid was optional;
another special upholstery called Thunderbird also
borrowed Indian motifs. The Town & Country wagon
was moved to the Windsor series. The six-cylinder en-
gine was bored out to yield 120 bhp at 3800 rpm. The
eight, which remained at 323.5 cid, was rated at 140 bhp
for other models.

Like other cars, Chryslers built after January 1, 1942
used painted trim instead of chrome. In early February,
production ended altogether. In those two months, the
firm built only 5292 cars. During the war, Chrysler built
anti-aircraft guns, Wright Cyclone airplane engines,
land mine detectors, radar units, marine engines, and
Sea Mule harbor tugs. But tanks were its most famous
wartime product.

When they could during the war, small teams of de-
signers and engineers would work on postwar car
ideas, most of which never reached production.
Planned but not implemented were smoother versions
of the 1940-42 styles, with fully wrapped bumpers and
grilles, thinner A- and B-pillars, and skirted rear fend-
ers. Ultimately, Chrysler produced warmed-over ver-
sions of its 1942 cars from 1946 through the first part of
1949. Even the full redesign of mid-1949 was conserva-
tive compared to rival makes. 1946 Royal club coupe

For 1946, fender brightwork was reduced. The grille
was given prominent vertical bars, which made it one of
the most highly chromed in the industry. The four
wheelbases were continued with the same body style
offerings as before. The six- and eight-passenger
Crown Imperial sedans were dropped, leaving only the
limousine. The '46 Town & Country was no longer a
wagon, but a three-car line consisting of six-
cylinder and eight-cylinder sedans and convertibles.

Originally, Chrysler had promised an array of non-
wagon woodies, including two-door broughams, road-
sters, and a hardtop, but only a handful were built. 1946 Windsor convertible coupe

Prototype 1946 Town & Country hardtop coupe

1946 Town & Country four-door sedan
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1947 Crown Imperial eight-passenger limousine

1947 Windsor Traveler four-door sedan

Prototype Town & Country hardtop coupe for 1949

1949 Saratoga club coupe

There were seven hardtops in all, made by grafting an
elongated coupe top onto a Town & Country converti-
ble. The eight-cylinder Town & Country sedan was
eliminated after a run of one hundred 1946 models.
Prewar engines were carried over, but were detuned
slightly.

Prices increased dramatically between 1942 and
1946, mainly as a result of wartime and postwar infla-
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tion. A Chrysler Royal could be bought for a little more
than $1000 in 1942; by '46, its minimum price had risen
to nearly $1500. Prices would continue to rise through
the rest of the decade, to the point where a Crown Im-
perial sold for nearly double its 1940 figure. Even so,
Chrysler was back among the top ten in model year
production in both 1947 and '48.

For 1947, there were only detail alterations to fender
trim, hubcaps, colors, carburetion, wheels, and instru-
ments. Between August and November, Goodyear low-
pressure Super Cushion tires were adopted. One new
model in the Windsor series was the Traveler, a luxury
utility car with special paint and interior, and an attrac-
tive wooden luggage rack. Unlike the comparable
DeSoto Suburban, the Traveler did not have fold-down
triple seats or wooden floorboards in the rear, having a
separate trunk compartment instead. The eight-
cylinder series went unchanged, except for a new
eight-passenger sedan in the Crown Imperial series.

Chrysler's extravagant ‘“jukebox’ dashboard was
one of the flashiest in the immediate postwar period.
Making use of solid or mottled plastics, it was a sym-
metrical affair with gauges at the left, a glovebox at the
right, and a huge radio speaker and a bank of control
knobs in the middle. The knobs were made of clear lu-
cite; chrome plating was everywhere. The radio had a
tone selector providing adjustment from ‘“‘Mello” to
“Speech,” with its dial changing from blue to red in the
process. The steering wheel was 18 inches in diameter,
and had three spokes with an enormous chrome horn
ring. Over on the far left, the umbrella-handle hand-
brake was a long reach, but it was highly effective. It
operated on the driveshaft rather than the rear brake
drums—a heavy-handed approach, but it worked.

The 1948 line was a continuation of the '47 model run.
The six-cylinder Town & Country sedan was discon-
tinued at mid-year, but the eight-cylinder convertible
carried on. Eventually, 8569 would be built from 1946,
including a handful reserialed for the first part of 1949.

Chrysler wasn'’t ready on time with its redesigned
Silver Anniversary models for 1949, so from December
to March the old models were offered again—without
the Town & Country. Prices weren’t changed, and none
of the old-style “first series’ cars were actually built
that year.

Many ideas had been considered for a streamlined
'49 design with integral, skirted fenders. None of them
came to pass. Keller insisted on bolt-upright styling
with vast interior space, and he got it—with some loss
of sales appeal. The '49 Chrysler was ornate, with a
massive chrome-laden grille, prominent brightwork on
the sides, and curious vertical taillights ending in a lit-
tle hump. (Only the Crown Imperial was spared those
gaudy devices.) There was a new Imperial sedan and a
convertible Town & Country. Along with the new styling
came a host of gimmick names for certain desirable
features: Safety-Level Ride, Hydra-Lizer shock absorb-
ers, Safety-Rim wheels, Full-Flow oil filter, and Cycle-
bonded brake linings.



An assortment of customs were built on Chrysler
chassis in the late '40s, mainly by Derham of Pennsyl-
vania. It offered a town limousine and a dual-cowl
phaeton in the 1946-48 period, and tried the same pad-
ded-top treatment on the '49 New Yorker. But the wild-
est of all was a New Yorker promotion car with a mid-

-section designed to look like a giant Zippo lighter.

As the 1950s began, Chrysler was a high-volume line
comprising no fewer than seven different series and 22
models. When the decade ended, it had become an up-
per medium-price make with just 15 models in four
basic series. The lineup shrank when Imperial became
a separate make in 1955 and the Windsor sixes were
dropped after 1954. But over the years, styling and
engineering improved. The dowdy 1950 cars powered
by plodding L-head engines would give way to perfor-
mance machines with exciting styling by 1955. Eventu-
ally, Chrysler would have some of the best-looking tail-
fins of the age.

Those tailfins, which arrived in grafted-on form in
1956, were nicely integrated into the all-new '57 styling.
They were the work of Virgil M. Exner, who joined
Chrysler after leaving Studebaker in 1949. Exner's
tastes ranto classic cars—meaning bold, upright radia-
tor grilles, open-wheel designs, and rakish lines. On
arriving at Chrysler he found the engineering-oriented
boxes of K. T. Keller, who was then preparing for retire-
ment. Unfortunately, people didn’t want practical com-
pact cars in the early '50s—at least, not the people who
bought Chryslers. The division was having sales trou-
bles, and before Exner was able to get any completely
new designs into production, Chrysler sank from
180,000 units to barely 100,000.

For 1950, the boxy cars that had emerged as Chrys-
ler's first new postwar design were largely carryovers.
Several models were on their way out. The six-cylinder
Royals, which sold for less than $2200, were dropped
after that year. The exotic wood-decorated Town &
Country series was down to one model—the Newport, a
hardtop powered by the straight eight and equipped
with four-wheel disc brakes. By then, it had outlived its
purpose, to glamorize an unglamorous lineup by offer-
ing something vividly different, so the T & C hardtop
was dropped for '51. After that, the Town & Country
name was reserved for station wagons only. The Sara-
toga, also a peripheral seller, was dropped after 1952.

For a short time, there were standard and luxury ver-
sions of the Windsor and New Yorker. But by the time
the ““Hundred Million Dollar Look' arrived in 1955, the
line was down to just two series sans Imperial, which
had become a separate make in its own right.

It's easy to summarize the 1950-54 Chryslers because
they were all so much alike. All except the Crown Impe-
rial and the long-wheelbase Windsor sedan were built
on 125.5- or 131.5-inch wheelbases. All were styled
pretty much the same way.

The '50 models wore broad, chrome, eggcrate
smiles; the 1951-52 models had a more conservative
three-bargrille. Therewerenosignificantdifferences

Chrysler

1950 Crown Imperial limousine by Derham

1951 Windsor club coupe

1952 Saratoga eight-passenger sedan

between the '51s and '52s, (the firm didn’'t even keep
separate production figures for those two years). The
only way to tell them apart is by the taillights: the '52s
had built-in backup lamps.

While it lasted, the Saratoga was the quickest Chrys-
ler and a notable stock-car contender.It used aHemi V8
in the shorter Windsor chassis. New Yorkers came in
roughly the same form as Windsor DelLuxe models, but
on the longer wheelbase. Imperials were built as se-
dans, club coupes, hardtops, convertibles, and long-
wheelbase cars in those years. For 1950, there was a
special Imperial sedan with custom interior.

Perhaps it was the plain styling of this period that
gave rise to Chrysler's reputation for engineering. It
was certainly the company’s great strength in the early
'50s. A change in powerplants was part of that empha-
sis. The Chrysler six had been a dominant seller for
some years, so its disappearance after 1954 came as a
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surprise to many. But in reality it was part of a broad-
based plan, partly instigated by Keller's successor,
Lester Lum “Tex’ Colbert.

Colbert set several early goals, among which were
the decentralization of divisional management, the total
redesign of all passenger cars as soon as possible, and
an ambitious program of plant expansion and financ-
ing. Giving the divisions freer rein meant that people
closertothe sales level could take more control in map-
ping policy. At Chrysler Division, the only market sector
available was the top one. DeSoto had staked out the
lower ground.

When the hemi-head V8 arrived in 1951, the six was
gradually de-emphasized. It had taken close to 100,000
sales in 1950, but dropped to 84,000 by 1953 and to
45,000 in 1954.

The 331-cid hemi-head V8 was first offered on the '51

Exner-styled C-200 show car by Ghia from 1952

1953 Custom Imperial four-door sedan

1953 New Yorker Deluxe Newport hardtop coupe

104

Saratoga-New Yorker-Imperial. Though not really a new
idea at the time, the Hemi offered exceptionally
good volumetric efficiency for truly outstanding per-
formance. Also, it had a lower compression ratio and
could therefore use lower-octane fuel than non-Hemis.
Yet it was capable of producing as much power as a
conventional engine with more displacement.

The Hemi's output was more than ample: one early
demonstration version achieved 352 bhp on the dyna-
mometer after minor modifications to the camshaft, car-
buretors, and exhaust. Drag racers would later get as
much as 1000 horsepower from it. On the other hand, it
was complex and costly, requiring double the number
of rocker shafts, pushrods, and rockers. The heads
were heavy and expensive to manufacture. As result,
the Hemi was replaced for '59 by more conventional
383- and 413-cid wedge-head V8s. But while it was
around, it wrote a great story.

A stock Saratoga Hemi would run from 0 to 60 mph in
as little as 10 seconds and achieve close to 110 mph flat
out. Bill Sterling won the Mexican Road Race stock-car
class in a Saratoga and was third overall—behind two
Ferraris—in 1951. Chryslers placed high in NASCAR
racing, though they were eclipsed in 1952-54 by the re-
markable Hudson Hornets. Briggs Cunningham began
running his outstanding Chrysler-powered sports cars
in European road races. In 1953, he drove his C-5R to
third place at Le Mans, averaging 104.14 mph against
105.85 mph for the winning Jaguar C-Type.

Chrysler engineers had built four special Hemi en-
gines for the 1953 Indianapolis 500, all of which devel-
oped over 400 horsepower using Hillborn fuel injection.
But a displacement limit prevented them from reaching
their full potential. Then came the Chrysler 300 in 1955,
delivering 300 bhp from its stock Hemi. The 300 domi-
nated NASCAR events in 1955-56, and probably would
have done so for several more years had the Auto Man-
ufacturers Association not agreed to de-emphasize rac-
ing in 1957.

The 300 was part of Virgil Exner’s all-new 1955 line,
which rallied Chrysler from a 100,000-unit year in 1954
to 150,000, and finally brought styling up to par with
performance. Based on a long line of Ghia-bodied Ex-
ner show cars, the '55s were clean and aggressive-
looking. Their 1956 successors were generall