Rambler Classic Typhoon

This Mid-Year Model with the 232
Engine is a Preview oOf the '65s

HEN CAR LIFE asked for a new
WRambler Classic Typhoon for a
road test and evaluation, the car
had just been unveiled by American
Motors in a springtime announcement.
It looked to us like a significant new
model, one that could help bolster the
Classic’s slipping sales curve, and one
that would be interesting to our readers.
However, a few production snarls de-
layed our (and Rambler’s) schedule and
the test car arrived in mid-summer just
as the CL testers began to get involved
with the various 1965 models. Rather
than put off the test, though, it was de-
cided to go ahead since the Typhoon
proved more nearly representative of the
65 Rambler Classic line than we at first
had realized. With its new engine and de-
tail refinements, the Typhoon, in effect,
was a preview of the '65 Classics.
That the Typhoon bore great re-
semblance, both in mechanical and physi-
cal specification, to the '65s was re-

vealed at the American Motors long-
lead press preview where it was an-
nounced that the new 232-cu. in., 7-
main bearing 6-cyl. engine would be
standard equipment in the upper-line
1965 Classics and (with a 2-barrel car-
buretor) optional in all Americans,
Classics and Ambassadors. Further, a
shorter stroke version of the same en-
gine, displacing 199 cu. in., was to be
standard in the least expensive Classics.
Clearly, this new Typhoon engine was
the forerunner of a whole new family of
6-cyl. engines for American Motors.

Of modern oversquare design, this new
overhead valve 6-cyl. replaces Rambler’s
reliable, mileage-getting 196-cu. in. 6-
cyl. (except in the American) which has
done yeoman service in the many years
of its existence. Although the overhead
valve conversion was made only as far
back as 1960, the actual design of the
block and lower end traces back to the
Nash 600 model of 1941. In this form it

was of a ‘‘flathead™ side-valve configura-
tion of 175 cu. in. When the redesign of
1960 put a more efficient, but more
costly, overhead valve cylinder head
onto the old side-valve block, the L-head
engine was retained as standard power
for the lowest priced lines of the Rambler
American. Rambler has used this *‘low-
est-priced domestic car” gimmick as a
very effective come-on to entice sales-
room shoppers, who generally ended up
buying the ohv engine option for just a
few dollars more. At 196 cu. in., this
flathead, long-stroke 6-cyl. produces 90

CLASSIC INTERIOR for '65 features new
dash layout, optional reclining seats.




With This Engine AMC
Leap-Frogs 20Years

sound bhp, and relatively good per-
formance in the lighter American. AMC
says this engine is to be continued for the
price leader in "65.

The new engine series follows the pat-
tern of its forebears in being a straight-
forward, simple design. Although 3 in.
longer than the 196 block, it is 2 in.
shorter in block height and all-up weight
remainsapproximately the same—a good
trick when the displacement has been in-
creased some 159;. The bore is 3.75 in.,
on 4.38-in. bore centers, which eliminates
the siamesing of cylinders and sur-
rounds all bores with coolant. Stroke is
3.5 in. and the rods are extremely short,
stiff cast-iron units—only 6 in., center-
to-center.

The crankshaft is the main departure
from the norm—it runs in seven main
bearings where heretofore Rambler’s
Sixes ran in only four mains. That means
that there is now ore main bearing
(2.5-in. diameter) between each cylinder,
where before there were mains only every
two cylinders. The result is obvious: A
stiffer crankshaft, more able to with-
stand higher piston pressures and bear-
ing loads, and a crankshaft which will
run smoother and quieter. Durability
and longevity are greatly increased.

F THERE ARE drawbacks to the use of a

7-main engine, they would be in the
extra amount of internal friction that
three more mains would create and the
increased cost of manufacture. Excess
internal friction would manifest itself in
increased fuel consumption and decreas-
ed performance—two areas where our
test Typhoon seemed outstandingly
good, so we must proclaim this no handi-
cap. Since these units are being produc-
ed in AMC’s newly modernized and
expanded Kenosha engine and axle
plant, we must assume that all the latest
pieces of automated equipment are
being utilized to keep cost increases at
a minimum. For 64, it was optional
in other Classics at $59.95, which is
somewhat less than the optional V-8
engine at $105.

A further departure from AMC’s nor-
mal practice was the adoption of hy-
draulically operated lifters for the over-
head wvalves: although hydraulics are
used on the company’s V-8s, they were
not used on the Sixes. Valves are set into
the head at a 10° angle to allow a wedge-
shaped combustion chamber and are
1.787-in. diameter on intakes and 1.406
for exhausts. The piston tops have de-
pressions in their centers, to impart a
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Out of the Past

swirling effect to the incoming fuel fair
charge, while the piston skirts carry three
(two compression, one oil control) rings.
Compression is at a modest 8.5:1 ratio,
which should allow the comfortable use
of regular grade gasoline if timing and
carburetion are set to the proper speci-
fications. Carburetion of this particular
engine is by a single-throat Holley in-
strument, atop an exhaust-heated log-
type manifold.

It would appear that with this engine
AMC has leap-frogged about 20 years
out of the past and at least into the
current stream of 6-cyl. development.
For a small company, with its concom-
itantly small research and development
staff, this represents a Herculean task.
That the engine is the base of Rambler’s
new family of Sixes means that it has
been designed with an abundance of
strength to meet the needs of future re-
finements and enlargement. Although no
horsepower race is likely to develop
among the 6-cyl. powerplants, it is fairly
safe to assume that chis new Rambler
engine could cope with at least one-third
more power without undue strain.

As we have observed, the 7-main en-
gine in the CL test car paid no penalty in
performance or economy. Although
equipped with automatic transmission,
the Typhoon returned an average of 18.3
mpg for 1200 miles of test driving. The
staff lightfoot got just over 20 mpg for a
tankful, so there's no reason to expect
less than that for average driving with a
well-tuned, broken-in car. This figure
compares very favorably with that from
a previously tested Classic Six (January,
'63) which was equipped with a more ef-
ficient manual transmission.

Also in the interests of direct com-
parison, we can evaluate acceleration
figures from another Classic test, that of
the V-8 (and automatic) equipped model
tested in the March issue, along with
those of the previous Six and the new
Six:

New Old

Six Six V-8
0-30 mph., sec. 4.3 5.3 4.7
0-50 9.3 13.2 8.8
0-70 17.6 28.2 15.6
Standing 4 mi. 19.3 20.3 18.8
speed at end. mph 73 6l 77
Fuel consumption,
mpg 18-21 19-22 1518

It must be noted in this comparison
that the V-8 was also equipped with a
2.87:1 axle ratio, which tended to re-
duce accelerative ability. However, it is
apparent that the new 7-main Six is a
good strong performer, nearly capable
of matching the motivation of its strong-

er replacement. While the V-8 is tradi-
tionally smoother than the 6-cyl., this
new Rambler Six is so unobtrusive in its
operation as to virtually preclude this
basis for sclection of the V-8. In fact,
the Six moves the car so smoothly and
well that we wonder why anyone would
pay the $105 premium for the V-8, un-
less he had to have extra power to haul a
station wagon body or pull a trailer.

The Six has another benefit over the
V-8, in weight distribution and balance
of the car. The V-8 is over 300 Ib. heav-
ier than the Six and virtually all this ex-
cess weight is concentrated over the front
wheels of the car, affecting both corner-
ing power and rear-wheel traction. At
their respective curb weights, the new
Six has its 3065 Ib. distributed to put
55.39; on the front wheels, 44.79; on
the rear, while the Eight's 3430 Ib. (it
had air conditioning and power boost-
ers, too) was spread to 58.79; front,
41.39] rear.

This bias of weight toward the front
gives the Classic its traditionally strong
understeering characteristics during all
cornering movements. While this makes
the car stable ina straight forward direc-
tion, it causes the driver undue effort
when he has to turn. We feel that the
addition of an anti-roll bar at either the
front (such as is used with the V-8s) or
the rear would increase the body’s re-
sistance to “‘tipping” and make driving
more comfortable to both driver and
passenger. Rambler tries to compensate
for the extra effort required with a 17-in.
steering wheel, one of the largest on any
U.S. car. The power steering option also
reduces drivereffort, but doesn’t improve
the understeering or body roll.

UBJECTING THE Typhoon to our usual

2-stop brake test (from 80 mph)
turned up two interesting items: 1) the
Classic Six, which has Wagner servo-
action brakes rather than the Bendix
duo-servo units of the V-8s, stops in a
straight line, without having one or
another wheel lock-up and skid; but, 2)
it takes a good deal of pedal pressure and
a seemingly long time to halt the car. The
decelerometer measured 17 and 20 ft./
sec. /sec. rates on the successive stops,
which would rank the Classic’s brakes at
the low end of the average for U.S. cars.
However, our V-8 test showed the Bendix
units much more prone to fade and skid
under similar conditions with not much
increase in deceleration. Significantly,
AMC will offer a front disc brake op-
tion in '65 for about $70. This, we think,
would be money well spent.

As our evaluation was done on a pro-
duction-line "64 Typhoon, our comments
on body finish must be limited to that.
It was particularly noted that the quality
of finish, and the quality of assembly,
had vastly improved in this model. The
various pieces generally fit together as
they were supposed to, paint and trim



seemed adequately applied for a car ol
this cost category and overall there was
an aura ol neatness that hasn’t been ap-
parent in previous Ramblers.

Stvling changes in the "65s lengthen
the overall dimension of the car to 195
.. a4 5-in. increase built into the trunk
overhang. The trunk lid is carvied down
to the rear bumper for easier access and
the spare is moved over the axle housing.
all ol which add up to 1.5 cu. It. more
stowige volume.

In common with the Ambassador (see

Page 631, the 65 Chlissic shares the ex-

tended rocker pancel and floor pan sill.

making possible the more contemporary
slub-sided sty ling. This change results in
W 2-in. increase in width at that point
and larger, stronger box section con-
struction ol that member. Puassenger
compartment width, howeser, remains
unchanged although there 1s one 1m-
provement in front scating position:
Ihe tilting scatback now has a smaller
adjustment in the tirst noteh, permitiing
slight changes in angle while driving.
One other significant change has been
made for the "65s. the installation ol

extra-low-profile tires. These are 6.95-14s
on the Classics. mounted on 5-in. rims.
Low profile 15-in. tires are optional.
Inside the car. the horizontal-style speed-
ometer is continued in a greatly im-
proved instrument panel layvout.

Even without the new convertible, the
Classic 1s bound to have more appeal to
the young in spirit with its more con-
temporary lines and its new basic power-
plant. And that engine, as we have seen.
is destined to keep Rambler’s coterie of
2is misers it good spirits. even as it puts
more spirit into their driving. [ ]
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