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CORVAIR MONZA
SPORT COUPE

More Fun-Per-Dollar Than Any Other

1IN WE DECIDED to road test a
Wtorvair. some staff membens

voiced their disdain, dismay, and
disbelief at the wisdom of testing a
car which obviously (?) is destined
for imminent demise. However, after
an all-too-brief test period it is our
opinion that, if Chevrolet decides 10
let the Corvair die a lingering death
through lack of advertising and fur-
ther Juvelopment, it will be a tragic

mistake. It's ro0 much car to kill.

The Corvair, in its present form,
comes closer to being a real sports
car than any of the eurrent crop of
Ponycars. True, the Corvair does not
feature the luuging, neck-snapping ac-
celeration ot Ponycars equipped with
monster 400-cid engines. But around
town, through mountain passes and
over winding secondary roadways, the
Corvair is pure pleasure. Response-
killing excessive understeer that
plagues most domestic automnobiles is
absent from 1he Corvair. Agility and
cornering power are qualities that
make the Corvair worth driving. And,
these are the qualities that make driv-
ing worth doing.

CAR LIFE's test car was a Monza
Sport Coupe, with 140-bhp engine,
4-speed manual transmission, optional
suspension package and 7.00-13 white

sidewall tires. A few other options
added nothing to performance, but did
supply some additional luxury. com-
pleted the $2862 list price. Note this
price carefully, because a well-
equipped automobile selling for less
than $3000 is a rare oeccurrence in
today's domestic market. Also, if the
test Corvair was stripped of extraneous
lighting packages, trim decor and non-
essential nits, the list price drops 10
less than $2700. This price includes
4-carburetor engine, 4-speed gearbox
and HD suspension. This has to be
America's best bargain in sportinf
machinery.

American Passenger Car

Corvair styling has long been con
sidered exceilent, one of the better
examples of contemporary automotive
design. The test car was finished in
medium metallic blue, and was pleas-
antly free of exterior ornamentation.
The Monza interior was attractively
done, adequately trimmed without be-
ing overdone in the Wurlitzer-Pullman
pattern of current American cars. Ag
one observer stated, the Corvair in-
terior features “practical plushness,”
Instrumentation is legible, controls are
easily reached and operated, and sur-
faces are shaped and finished to min-
imize glare. Seats in the Monza were
of the pseudo-bucket rype. Though
lacking in side support, these scats
were well designed, with acceptable
seatback rake, adequate padding, and
good leg and shoulder support.

Seat-to-wheel and seat-to-pedal re.
iationships in the Corvair were c¢xcel-
lent for average-size drivers, but
lacked sufficient seat track adjusiment
for those of above average height. A
tall owner probably would want to
move the seat tracks rearward, ob-
taining additionai leg room at some
sacrifice of rear seat knee room. With
the seat positionsd for proper pedal
and steering wheel control, another
defect became apparent. The gear-
shift is too far away from comforiable
selection of first and third gears. Ob-
viously, present gearshift location is
designed to accommodate a bench
front seat (available on low-priced
Corvair 500 modeis). Owners of buck-
et-seat versions could rework the
shift lever to bring the knob rearward,
and would then- find city traffic opera-
tion much more acceptable.

For 1968, all Corvairs will feature
the emission controls used in Cali-
fornia since 1965. The test car incor-
porated the air pump system used
on nearly all manual transmission-
equipped 1968 GM models. It was ex-
pected that aill sorts of driveability
problems would be apparent with

emission controls and four carbure-
tors. Surprisingly, starting and drive- .
ability were good, displaying none of
the symptoms frequently noticed on
other cars with air pumps.

This is not to say, however, that
overall engine operation of the Cor-
vair was perfect. The throttle linkage
wsed on 4-carburetor versions of Cor-
vair have been cursed since its intro-
duction in 1968, and it.is no better for
1968, Idle speed fluctuated, part-throt-
tle hangups were common, and an 0c-
casional full-throttle sticking plagued
the Corvair. This is really unfortunate,
as drivers often form a poor opinion
of Corvair driveability because of the
miserable linkage. Surely the engineer-
ing staff of Chevrolet could solve this
perpetual problem, even if a couple of
dotlars need to be added to the sales
price. A driver has to use the throtile
10 drive any car, and such an oft-used
control should operate flawlessly. A
throttle that sticks at wide-open posi-

tion is sure to start the adrenalin flow-

ing, if it doesn't cause an accident.

Malfunctioning throttlte linkage and
poor gearshift location aside, the Cor-
vair was a delightful car to drive. Cor-
vair handling has been the subject of
analysis, legislative invesugation, and
ill-founded rumors. In the face of all
this, it seems worthy of careful discus-
sion. First, the old saw about “treach-
erous rear-end steering” or “vicious
oversteer” is a lot of hot gir, The
Corvair was one of the best-handling
automobiles tested by CAR LIFE, Cer-
“tainly the Corvair handled in a man-
ner different from conventional front-
engine, nose-heavy domestic sedans,
but different does not meun poor.

Steering response in the Corvair was
excellent, despite a too-slow ratio steer-
ing system. Transient oversteer could
be detected, but was not vicious or un-
controliable. On the contrary, this
oversteer was useful in rapid maneuv-
ering, and was easily controlled by a
competent driver.
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CORVAIR

Driving the Corvair at the limits of

adhesion showed the car to understeer -

uitimately in slow turns, become neu-
tral at 40-50 mph, and oversteer
slightly in high-speed bends. At low
speeds, transient oversteer yields to
fairly strong understeer as front wheel
adhesion is exceeded, although tire
pressures can be juggled to alter this
transition. Factory-recommended pres-
sures specify |1-15 psi differential be-
tween front and rear tires, with the
fronts carrving the lesser pressure.
This obviously is done to insure under-
steer, but we found ourselves raising
front pressure to promote response
and decrease understeer at low speeds.
It should be noted that the test car
was equipped with optional HD
springs and shock absorbers. These do
not alter basic handling characteristics,
but do improve response and reduce
roll. At $10.55, this package is a real
bargain for the sporting driver.
Straight-line acceleration is not the
Corvair's forte, even with the top-out-
put 140-bhp engine. This engine de-
velops peak bhp at 5200 rpm, and
peak torque of 160 lb.-ft. occurs at
3600 rpm, very high engine speed for
peak torque development. Coupling
these output figures with the Corvair's
test weight of just under 3000 |b. re-
sults in an expected lack of initial ac-
celeration. The excellent traction af-
forded by Corvair’s rearward weight
bias eiiminates wheelspin as a means
for avoiding engine “bogging down"
on takeoff. Thus, the alternatives are
to either accept some bogging and
stumbling, with attendant slow [nitial
acceleration, or resort 0 excessive
clutch slipping. .
Because we had no desire to return
the test car with a burned clutch, we
chose to accept some stumbling for the
first few feet, and take the consequent
lag in acceleration. Figures given In
the data panel, therefore, are handi-
capped by a very slow takeoff, and are
not really representative of the Cor-
vair's best road performance. Al-
though takeoff was rather slow, per-
formance in the mid and uppet speed
ranges was more than adequate, and
the engine remained smooth and free-
running up to 5000 rpm. For some
reason, the test car was reluctant to
rev beyond 5000. But it is doubtful
that an additional 500 rpm would have

materially altered acceleration times.
* The Corvair's 4-speed transmission
was excellent. Ratios were spread fair-
v wide, as they should be in a trans-
mission dJesigned 1o increase flexibility
in a stapdard passenger car. First gear
(3.11:1) was low enough for easy
starts. and third gear provided addi-
tional passing acceleration up to 70
mph. Top gear was a satisfactory com-
promise between general flexibility and
effortless high-speed cruising. Synchro-
nizing wus perfect in all respects, al-
though ~hift linkage added excessive
effort to rapid gear changes. With its
relativelv low torque output, the Cor-
vair requires frequent use of the trans-
mission lor satisfactory performance,
and it is lortunate the Corvair's trans-
mission i such a pleasure to use,

A strong point in Corvair perform-
ance was the brake system. Stopping is
aided by 1he Corvair's rearward weight
bias. as weight transfer during hard
braking rends to equalize tire loading.
The Corvair attained a maximum sus-
tained deceleration rate of 26 ft./sec.?,
a commendable figure. Along with this
outstanding deceleration rate, the Cor-
vair maintamed arate of 22 fr./sec.?
through seven stops from 80 mph,
stops being made at one minute inter-
vals. This is superb braking perform-
ance, and such figures are obtained
from only a handful of the best-stop-
ping cars in the world. This perform-
ance was realized from the standard
Corvair braking system. No discs,
power boosters or special optional lin-
ings were fitted to the test car. and
none were needed. Indeed, the Cor-
vair sets a commendable performance
goal for standard-equipment brakes, a
standard which is not likely to be met
by other models for several years, if
ever.

Tempering the pleasurable handling
and braking of the test car was an
overall quality level that borders on
the worst seen by CAR LIFE. Admit-
tedly. the Chevrolet personnel from
whom the test car was ohtained had
aimost no time for checkout and prep-
aration. Still. there is no excuse for as-
sembly quality of this level. Surely,
Chevrolet could have spered the re-
quired two sgrews to hold down the
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rubb=r gearshift lever boot, and could
have instalied the cluich actuating rod
so that it wouldn't beat against the
floorpan when the pedal was released.
Then there were things like windows
that missed vertical seals by several
hundredihs of an inch. a clock that
operated only when the ignition was
turned on (engine-hour meter?) and a
speedomreter cable thar failed at 28
miles. True, a dealer would, or should,
tuke care of most such problems. But,
wouldn't it be better to build the car
properly in the first place? We certain-
ly think so. At least the customer
would be spared the trouble of return-
ing to the dealer to have deficiencies
corrected, and would not get the ini-
tinl feeling that his new Corvair was a
basket case awaiting rebuild.

Why would anyone want a Corvair?
This question was asked of testers, and
the answers generally followed a stan-
dard pattern. First, to the driver of a
conventional sedan, a driver who rates
a car as it relates to practical, incon-
spicuous transportation, the Corvair
would. not be a wise choice, It is a
smalil car, and although space utiliza-
tion is fairly efficient, the Corvair is
less utilitarian than a front-engined,
square-shaped conventional sedan.
Noise level, particularly engine noise,
is quite high in the Corvair. Additional
insulation in the engine compartment
would heip some, but the standard
Corvair is a noisy car. Thus, the driv-
er seeking isolation from automotive
mechanical function would be displea-
sured with the Corvair. The seeker of
sensual thrills through brute accelera-
tion would also find the torqueless Cor-
vair unsatisfactory, although perform-
ance is perfectly adequate for general
city and highway operation.

The Corvair appeals to the driver
who is a driver. That is. the Corvair is
a car in which to enjoy the application
of skiltful handling. The Corvair is not
a var for luxurious, smooth, silent
transportation in the current domestic
manner. The Corvair possesses quali-
ties of agility, maneuverability and
cornering power that enable a good
driver to cover streétches of twisting
pavement rapidly, and with a feeling
of satisfaction.

With a few changes, like greater en-
gine displacement to increase low
speed torque, redesign and relocation
of gearshift linkage, improved sound-
proofing in the engine compartrment.
and a few minor alteration to interior
and running gear. the Corvair could
move from a very good car 10 a great
one. Unfortunately, this appears un-
likely. The Corvair will be allowed to
die. through lack of promotion and
development—a sad commentary on
taday’s automotive industry. This real-

ty enjoyable automobile deserves .a\k,

much better fate.
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TUCSON CORVAIR ASSOCIATION REGULAR MONTHLY MEETING

FOURTH WEDNESDAY of each month
Piccadilly Cafeteria, 4767 F. Broadway, lucson

6:30 pm: Parking Lot Bull Session
7:00 pm: Dinner (Dptional)
7:40 pm: Musmting Starts

COMING EVENTS

April 26: Car Show at Cooper Creek Center s Oracle &
Limberlost. 12:30 — 4:30pm Details inside.

May 31: Picnic at Agua Caliente Park. 1t’'s going to
be a good one. Stay tuned for details.

=——————— —
Tucson Corvair Associatiaon
P.0. Box 50401
Tucson Arizona B5703
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