VALIANT SIGNET V-8

The best all-around compact that anyone has come up with yet

improves itself still further on top of what it already had on it
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he Valiant, like most Chrysler

products, is a more palatable car
for enthusiasts than many of its
Detroit counterparts. Chrysler’s
philosophy of ride and handling has
traditionally resulted in cars that
had more “feel” and quicker re-
flexes. Lately, to our somewhat
wistful dismay, Chrysler has
climbed on the Jet-Smooth Ride
bandwagon and has begun to com-
promise their good suspension char-
acteristics under pressure from the
sales department. Fortunately, the
Valiant and the Dodge Dart have
managed to avoid most of these
panic-inspired pitfalls and they re-
main surprisingly nice cars for the
enthusiast driver.

The Valiant is almost the only one
of the original compacts, besides
Corvair, that has managed to pre-
serve its original personality, if not
body. By 1963 all of the compacts
except Corvair, Falcon, Rambler
American, and Valiant had started
to grow. Corvair and Falcon still
retained their original bodies, which
explains their dimensional constan-
cy, but Valiant had a whole new
body shell and it was still compact.
We'd like it for that, even if it
wasn’t any good. The new body is
quite European in concept, like its
counterpart, the Dodge Dart, and
we consider it quite handsome.

Now, Chrysler’s engineers have
come up with a Fairlane-like V-8 en-
gine of 273 cubic inches. They claim
the thinwall casting technique has
resulted in an engine 55 lbs lighter
than their 318-cu.-in. V-8 and only
50 lbs heavier than the optional 225-
cu.-in. slant-six. The external di-
mensions of the new engine’s block
are identical with those of the 318,
but more accurate control of wall
thickness has saved 30 lbs from the
180-1b weight of the 318 block. Cyl-
inder heads of a chromium alloy and
and a lightweight intake manifold
save an additional 24 pounds.

The bore centers and stroke (but
not the cam-actuating sequence)
are also identical with the 318 en-
gine, so it would be easy for Chrys-
ler to shift the cylinder walls to get
318 cu. in. from the new engine,
should the need arise.

The tune of this engine is very
mild; a single-throat carburetor
(1.4-inch bore, 1.06-inch venturi),
1.78-inch intake valves, 1.50-inch
exhaust valves and an 8.8-to-one
compression ratio yield only 180
bhp at 4200 rpm and 260 lbs/ft of
torque at 1600 rpm. ’

In its present form the engine is
understressed in the extreme and
we can only wonder what mar-
velous things would happen if it was
tweaked a little. Let's say a compres-
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sion ratio of around 11 to 1, a four-
barrel carburetor, solid lifters and a
sportier camshaft. Raise the power
from its present ultra-conservative
180 to about 250—get the torque
peak up around 2500—and they’d be
getting somewhere.

Right now, the engine runs like
a turbine. It supplies the power in
a smooth, silent rush, and it never
acts the least bit racy or coarse. This
silent smoothness is the major im-
provement in the Valiant’s V-8 in-
stallation. The car will cruise quite
willingly at any speed up to a hun-
dred miles per hour, and engine
noise never intrudes on the privacy
of the occupants of the automobile.
Our test consisted of a three-day,
2500-mile run from Detroit to Los
Angeles, in which we maintained an
average of sixty miles per hour (not
counting overnight stops) using the
Interstate Highway System and
Freeways as much as possible.

Our Signet coupe was equipped
with front seats of the Detroit
Bucket variety which not only posi-
tioned the driver correctly relative
to the controls but also lent very
firm support. Their construction is
simple, consisting of a springy metal
web stretched across the bottom and
covered with foam. We found this
much better than most coil-spring
applications; it was not difficult to
put in a solid 13 hours of driving
without soreness or undue fatigue.

Chrysler’s new four-speed trans-
mission was designed with the drag-
racing crowd in mind and is obvi-
ously meant to provide the best pos-
sible combination of bottom-end ac-
celeration and top-end cruising,
with ratios of 3.09 (first), 1.92 (sec-
ond), 1.40 (third) and 1.00 (fourth).
With the 2.93 rear axle ratio stand-
ard with the V-8 engine, speeds in
the gears are: 1st—40, 2nd—67, 3rd
—90 and fourth a theoretical 130
mph (it actually can’t pull more
than 120 mph in top). The effect is
not unlike a two-speed transmission
with a three-speed rear end; all the
three upper ratios seem to do is vary
the cruising speed. Nobody, except
perhaps an entrant at Le Mans has
any need for a Valiant geared to hit
a hundred-and-twenty and we
would therefore strongly recom-
mend to anyone contemplating pur-
chase of a V-8 Valiant ordering it
with the optional 3.23 rear axle
ratio (the shorter gearset that's
standard on the sixes).

The Valiant Signet that we drove
to Los Angeles was fitted with pow-
er steering and it was just about as
worthwhile as a parachute in a row
boat. A car as small as the Valiant
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has absolutely no need for power
steering, and certainly not for that
power steering. It was too effortless,
too free from road feel, too difficult
to keep on center, and worst of all,
unable to keep up with sudden
steering wheel movements or sud-
den front wheel deflections caused
by road surface irregularities. Un-
fortunately the only option is the
manual steering which has 5.3 turns
lock-to-lock compared to the power
steering’s 3.5, and is, if anything,
worse. What the car needs is the
power steering ratio without the
power assist.

Handling with the V-8 installed is
not as good as with the six, but it
is still superior to most of the cars
in its class. Chrysler engineers have,
for the past ten years, tried to com-
promise between a cushiony turn-
pike ride and good suspension con-
trol on secondary surfaces. This is
unlike GM, whose suspension peo-
ple shoot for the best possible ride
on the super highway and give min-
imal concern to secondary surfaces,
figuring most people don’t drive on
them that much anyhow. (Anybody
who doesn’t believe this should have
seen Buick Riviera-mounted Jan P.

proach because it gives better han-
dling in all of their cars, not just
those equipped with heavy-duty
suspension options. Sadly enough,
Chrysler is drifting away from this
philosophy in their big-car lines,
partially because of pressure from
the market place for a pillow-soft
ride, and partially because their en-
gineering department’s love affair
with drag racing is leading them
away from the paths of automotive
righteousness.

Summing up, we'd describe the
Valiant V-8 as the best of the re-
maining American compacts—that
is those that haven’t gone back to
being “full-sized cars” in the Ameri-
can idiom. It is an excellent size,
with good performance, adequate
handling and first class ride. The
brakes probably wouldn’t take a
series of five eighty-mile-an-hour
panic stops, but then, who makes
five eighty - mile - an - hour panic
stops? Several friends, quite a few
automotive journalists included,
have decided to buy Valiants or
Darts, and after 2500 hard miles, we
can’t blame them a bit. Taking all
our criticisms into consideration, it's
a pretty nice car, maybe the best

Norbye traveling along about four thing your friendly neighborhood
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VALIANT SIGNET V-8 ENGINE:

Manufacturer: Chrysler-Plymouth Division,
Chrysler Motors Corp.,
12200 East Jefferson Avenue,
Detroit 31, Michigan.

Suggested retail price as tested: $2115.40
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VALIANT SIGNET V-8

Temparature arF
Wind velocity 13 mph
Altitude above sea level 600 ft
In 4 runs, 0.60 mph times varied
between 153 and 16.4 seconds
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Water-cooled V-8, cast iron block, 5 main

bearings
Bore x stroke 3.625 x 3.31 in, 92.5 x 84 mm
Displacement. . .. ....... 273.5 cu in, 4486 cc
Compression ratio. . .8.8 to one
Carburetion. . . .. One smgle -throat Stromberg
Valve gear.Pushrod- opera(ed overhead valves
Power (SAE) 180 bhp @ 4200 rpm
Torque. .. ... .260 Ib ft @ 1600 rpm
Specific power output .0.66 bhp per cu in,
40 bhp per liter
Usable range of engine speeds. .750-4500 rpm
Electrical system 12-volt, 63 amp hr battery

Fuel recommended....... 7 . Regular
MUSAEE .. & .o vetioy 4 3o hin Tleme shoiocds 11520 mpg
Range on 18-gallon tank .270-360 miles
DRIVE TRAIN:
Clutch . .9-inch single dry plate
Transmission . .4-speed all-synchromesh
gearbox

mph/1000 Max
Gear Ratio Over-all rpm mp
Rev 3.00 8.80 -9.7 -43.5
1st 3.09 9.06 9.4 42.5
2nd 1.92 5.63 15.1 67.5
3rd 1.40 4.10 20.7 93.0
gttr\' 1.00 2.93 29.0 120.0

t

Final drive ratio. ..2.93 to one
CHASSIS:
Unit-construction, all-steel structure
Wheelbase . ....... .00 iiammeasass 106 in
MCBEI, roverss 575 2% maesilivnit FHISA oy F 56 R 55.6 in
BONETIL Bl 7 0 B T =8 o Forawiselbis) deon o7 188 in
WIALHE o550 2 3 st fug & & ik Berw apaser 5 ¢ e 70 in
Height .......... L DT I e A 54 in
Ground clearance. ................. 6.0 in
Curb weight. 58 .2850 Ibs
Test weight. . . . ...........ceuvunn 3100 Ibs
Weight distribution front/rear % ...54.5/45.5
Pounds per bhp (test weight). .. ....... 17.

Suspension: F: Ind., wishbones and torsion
bars.
R: Rigid axle and semi-elliptic
leaf springs.

Brakes. ......... 9-in drums front and rear,

282 sq in swept area
Steering. . Recirculating ball (power assusted)
Turns lock to lock. . .......

Turning GIrCIe. .« ii e« cwe il o3 Snapeiasee s sincess 38
TAPBS, o asiws wes s astiigin s &g« srprorvis sua s 6.50 x 13
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