Olds swinas a pair of keen Gutlasses:

A 4-4-2 FOR CUTTING ET'S AND A TURNPIKE CRUISER FOR SLASHING FUEL BILLS

BY JOHN ETHRIDGE

UST THE SENSIBLE always be dull?
In most cases unfortunately yes.
But Olds' new Turnpike Cruising Pack-
age option for their Cutlass Supreme
Holiday Coupe proves, in the words of
the Gershwin tune, that “It ain’t nec-
essarily so.” Their engineers have
seemingly untied the Gordian knot that
allows good economy and performance
in an American-sized passenger car.
This package consists of a high-com-
pression 400-cubic-inch engine with a
2-barrel carburetor and special cam
that moves the torque peak to a lower
rpm than normal driving through a 2.41
rear axle. Also included is something
particularly delightful, we think: the
4-4-2 suspension and chassis. A car
thus equipped can be correctly con-
sidered a 4-4-2 (less identification) with
a different engine and final drive ratio.
We made the obvious choice of a
4-4-2 — with an almost identical list

of accessories, including automatic
transmission — as a companion test car
for comparison. Other than engines and
final drive, the only differences in
equipment having any effect on per-
formance were tires and brakes. The
4-4-2 had F70-14 Wide-Ovals and front
discs while the TC-equipped Cutlass
had the standard 7.75 x 14 tires with
drums. (The standard tires were later
changed to UniRoyal Max I195R14
radial ply tires for evaluation.)

Although the 4-4-2 had the standard-
for-automatic 3.08 rear axle, a fairly

high-speed ratio, its engine sounded
comparatively busy upon switching
from the TC car with the 2.41 axle.
At 65 mph the TC engine is churning
over at a relaxed 2200 rpm while the
4-4-2 cranks out nearly 3000 at the
same speed.

Without hesitation we rate the TC-
packaged car above the 4-4-2 as an all-
around road car for this reason. This
goes for all kinds of roads — not just
turnpikes — because with an identical
suspension, it gives away nothing to the
4-4-2 in this department. continved

Near neutral cornering characteristics of 4-4-2 suspension allow precise control.
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Rochester 2-Jet carburetor (left) stingily doles out fuel to
Turnpike Cruiser while 4-barrel Quadra-Jet (right) from same
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continuved

Well, maybe it's tops in general road-
ability, but what about digging out and
passing? This is where even the car-
wise, having merely read the specifica-
tions, might be tempted to dismiss the
TC setup as just the ticket for Mom
and Dad or maybe Aunt Genevieve,
but not for himself. Far from being a
slug, our TC test car gave away only
1 second and 6 mph to the 4-4-2 in the
quarter and hacked 0-60 in less than 9
seconds— performance not likely to bore
anyone.

As can be seen from figures in the
spec table, the real clincher for the TC
package is the excellent gas mileage it
gives, which favorably compares with
that of smaller, less powerful V-8s and
6s installed in much lighter cars. A typ-
ical example of its performance in this
respect versus the 4-4-2 is when we
gassed up after driving both cars over
the same stretch of highway for a dis-

tance of 213 miles at approximately
70 mph. The 4-4-2 took 16 gallons to
fill while the TC car required only 13.
Premium fuel (which the TC engine
requires, too) happened to cost 42
cents a gallon at that particular loca-
tion. So you can readily imagine the
savings on an extended trip.

Olds hasn't made one available vet,
but a lower-compression-ratio, regular-
fuel engine would make an attractive
option. While not recording quite so
spectacular mileage figures, the 5- or 6-
cent cheaper price of regular gasoline
would permit a further 10% cost saving.

A brief look at some of the technical
factors involved might provide some
insight as to why such a large engine in
a fairly heavy car driving through a
high-speed rear axle yields this kind
of economy. Simply stated, such a com-
bination reduces frictional and pump-
ing losses, making more power avail-
able to drive the car. Frictional losses
— the power required to turn the crank
on its bearings, scrape of the piston
rings against the cylinder bores, etc.
— increase as the square of the rpm.
This means that when rpm is reduced

PHOTOS BY GERRY STILES, BOB D'OLIVO

Simulated wire wheel covers on 4-4-2 do best job of cooling optional front disc brakes.
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maker strokes 4-4-2. Venturis in smaller carb are relatively
large because of wide throttle opening required when cruising.

by one-half, the frictional loss is re-
duced to one-fourth its former value.

Much closer to the actual case of our
two test cars would be where you reduce
engine rpm from 2800 to 2000 but still
retain the same road speed by changing
to a higher speed rear axle. This is only
800 rpm less, but you will have almost
exactly halved the frictional power loss.
Now you can see why relatively small
decreases in engine rpm can result in
large benefits.

Pumping losses stem from the use-
less work the pistons do pulling against
the vacuum in the intake manifold,
which increases both with increased
rpm and higher vacuum. This vacuum
is highest at high rpm and small throttle
openings — the typical situation for
most cars at highway cruising speeds.
In an almost utopian manner things
start to resolve themselves in your favor
when you go to a higher (lower numer-
ically) rear-axle ratio. First, there's
less pumping loss simply because the
engine’s turning more slowly. Second,
in order to maintain the former speed,
the engine must produce more torque
which requires a larger throttle open-
ing which in turn further reduces the
manifold vacuum. (The engine must
have the potential for increased torque,
which is where the large engine comes
in.) Thus you have two factors working
to reduce pumping loss.

We could actually jeel the difference
in losses between the 4-4-2 and TC car
by merely lifting off the accelerator at
cruising speed. While the 4-4-2 had a
strong deceleration from engine brak-
ing, the TC car felt almost as if it had
shifted into neutral.

The TC car also had the Climatic
Combustion Control package. New
this year, the accessory is particularly
suited to the TC engine but is also avail-
able on any Olds V-8 — 2-barrel or
4-barrel. What it does is pipe heat from
the right exhaust manifold to a special
air cleaner box atop the carburetor.



Barely visible emblem on dash lends only clue in passenger
compartment to separate identity of our two test Cutlasses.

Here a vacuum-powered, temperature-
sensor-controlled door regulates the mix
of underhood air with the heated air so
as to maintain the temperature of air
entering the carburetor at 100° F.
Since, with the exception of a few
minutes after starting from cold, the
CCC carburetor “lives™ in the same
climate the year 'round, it's possible to
calibrate fuel mixture to a leaner, more
ideal ratio for this single condition.
Ordinarily, carburetors are calibrated
for a much lower temperature to get
decent operation in cold weather. Such
a calibration lets the engine run well
enough on a hot summer day, but the
mixture is richer than need be for the
warmer, less dense air which, in effect,
wastes fuel under those conditions.
Olds engineers decline to state any
hard numbers for CCC fuel savings for
the simple reason that so many vari-

ables are involved. One did hint that
approximately | mpg under average
conditions would be a good guess, how-
ever. Additional functions of this sys-
tem are the prevention of carburetor
icing —a problem in high humidity
weather just above freezing — and pro-
viding rapid warm-up. A side benefit,
and one which Olds engineers are look-
ing into, is that the CCC results in lower
exhaust emissions to the atmosphere.
To get extra punch for passing, all heat
is shut off when the throttle is wide
open; air is drawn from under hood.
Both cars shared identical Cutlass
Supreme body shells and interiors. Both
also had dual exhaust systems but the
4-4-2's tailpipes were lower and more
exposed and had the annoying habit of
dragging on steep driveways. They
were also louder which may or may
not be objectionable, depending upon

UniRoyal Max radial ply tire, shown mounted on Super Stock
stamped steel wheel, excels in wet adhesion, tread mileage.

how your tastes run. The narrow-
backed bucket seats were comfortable
for short stints and, with the help of the
Tilt-away steering, easy to get in and
out of. On long trips we could have
used more side support to the upper
torso and resorted to supporting our-
selves with one elbow on the arm rest
to relieve fatigue.

The console-mounted shift mecha-
nism was topped off with a handsome
knob that looked and felt enough like
wood to fool at least one staff member.
Depressing this knob released the lock-
outs for shifting into low or reverse. We
feel a stiffer spring is definitely in order
here, since it's too easy to unintention-
ally select an unwanted position.

The radio is located so far to the
right of the driver that it's awkward to
operate. The speaker grille is flat and
bright and under certain conditions
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Call-outs above list salient features of 4-4-2 and Turnpike Cruising chassis. TC car
differs in that it uses detuned engine with smailer carb and milder cam, high-speed
(low numerical) axle, quieter dual exhausts. New 4-4-2 resembles '66 model but has
optional 3-speed Turbo Hydra-Matic instead of 2-speed, no Tri-Power carburetor option.
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casts reflections in the driver's eyes.
Other controls are easy to reach and
operate. We've griped about being un-
able to see very far behind with the
inside mirror due to the top of the back-
light cropping the view on lots of cars,
and these were no exceptions. As usual
we resorted to the outside mirror.

Body quality control was generally
good except for one glaring defect in
the 4-4-2. Somebody used too big a
hammer in installing the right front
window guide rail, bending it. The win-
dow would jump the track and stop
every time it was raised.

The person who okayed the method
of fastening down the spare ought to
be sentenced to changing a flat one dark
and rainy night on a muddy road using
only the tools provided. We found the
lug wrench useless because the threaded
stud protruded too far through the hex
nut to allow engagement. We don’t
think it's asking too much for a wing
nut or some other arrangement to allow
quick and easy removal of the spare,
using only the bare hands.

As we received it, the 4-4-2 had
badly out-of-round tires, causing a
vibration which was alleviated to some
degree when we switched to some not-
so-out-of-round tires. Just to make cer-
tain it was due to defective tires and
not a characteristic of all Wide-Ovals,
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we drove another 4-4-2 with the same
kind of tires which was smooth as glass.

The standard 7.75 x 14 tires that
came on the TC car were the best rid-
ing with the 4-4-2 suspension, as ex-
pected. They are fairly fat and had good
adhesion. Braking and performance
data recorded in the panel for the TC
car were obtained with them. The
radial tires we replaced them with
seemed to have better adhesion (how-
ever, not as much as the Wide-Ovals)
but were the noisiest of the bunch
under hard cornering. We were caught
in a sudden cloudburst on an express-
way with the radials fitted, and their
wet adhesion left nothing to be desired.

We have no reason to doubt the
claims of markedly increased tread
mileage for these radials from our ex-
perience with other makes. Another
claim — increased gas mileage com-
pared to normal tires —we checked
over the same section of road and speed
as with the standard tires. We recorded
approximately a .3-mpg increase with
the radials which agreed fairly well
with the .2-mpg figure Olds obtained
under more controlled conditions.

As for sensitivity to poor surfaces, tar
strips and the like, the radials seemed to
fall in between the good riding stand-
ard tires and Wide-Ovals.

Olds makes no claims of “all new”
for these cars (which they aren’t), but
seldom have we encountered so much
that was really new on a road test. We
think many of these innovations will
become universal. /MY

cars at a glance . ..

4-4-2 has one of the more sophisticated suspension
designs available in a mass-produced sedan ... Turn-
pike Cruising Package incorporates best futuro of
4-4-2 (the ) and, Illy with Climatic
Combustion Control, ties ecnnnmy and performance
together in a way unigue in the industry ... Olds
might well benefit from some external identification
when this package is installed.

how the cars performed. ..

lCCELE!l‘IIoN (2 aboard): 442 Cutlass
3.0 secs. 3.2

0-45 rr||l|'| s .. 9.0 secs. 5.6
0-60 mph . 1.1 secs. 8.7
0-75 mph 10.6 secs. 12.9

TIME & DISTANCE TO ATTAIN PASSING SPEEDS:
40-60 mph

.4.2 secs., 307 ft. 5.0 secs., 366 #.

50-70 mph ....4.3 secs., 379 ft. 5.8 secs., 510 ft.
STANDING START GUMI'ER MILE:

15.5 secs., 91 mph  16.5 secs., 85 mph

BEST SPEEDS IN Glllg Al SHIFT POINTS:

15t . .37 mph @ 4700 rpm 1st .
2nd . .66 mph @ 4800 rom 2nd .
MPH PER 1000 RPM:
SPEEDOMETER ERROR:
Electric Speedometer .. .30 45 50 60
Car Speedometer (442) .. 30 46 52 62
(Cutlass) . .30 45 50 61 71 82

STOPPING DISTANCES:
(442) from 30 mph, 28.5 ft.; from 60 mph, 124 ft.
(Cutlass) from 30 mph, 24 ft.; from 60 mph, 156 ft.

Cutlass
.52 mph @ 4200
.76 mph @ 3800
(442) 22.3; (Cutlass) 29.4

specifications . . .

442 Cutlass
ENGINE: 400 v-8 400 V.

Bore & stroke

(ins.): 4.00 x 3.975 4.00 x 3.975
Displacement (cu.

ins.) 400 400
Horse-

power: 350 @ 5000 rpm 300 @ 4600 rpm
Max. torque

u
(Ibs.-ft.) 440 @ 3600 rpm
Compression ratio 1051
Carburetion: 1 4-bbl.

TRANSMISSION: 3-spd autu

FINAL DRIVE RATIO: 3.08:1

SUSPENSION: Independent front with link-type stabi-
lizer. Solid-axle rear with 4 control arms and sta-
bilizer between lower control arms. Coil springs
with tubular shocks at all 4 wheels.

STEERING: Gear integral with power assist, 20.7:1
ratio. 4.06 turns lock-to-lock. Turning diameter:
41.7 ft. curb-to-curb.

WHEELS: 14 x 6K stamped steel

TIRES: (442) F70x 14 Wide-Oval; (Cutlass) 7.75x 14

BRAKES: (442) 11-in. dia. front discs, 9.5 x 2-in. rear
drums. (Cutlass) 9.5 x 2.5-in. front, 9.5 x 2-in. rear

rums.
FUEL CAPACITY: 20 gals.
MILEAGE RANGE: 12 — 15 (442); 15.7 — 18.1 (Cutlass)
BODY AND FRAME: Separate, perimeter with torque

boxes
DIMENSIONS: Wheelbase: 115 ins. Track: 58.0 ins.
front, 59.0 ins. rear. Overall: length, 204.2 ins.;
width, 75.4 ins.; height, 54.5 ins.
CUREI WEIGHT: 3850 Ibs. (442); 3860 Ibs. (Cutlass)

425 @ 3000 rpm
10.5:1

1 2-bbl.

3-spd aum
2.41:1

prices and accessories . ..

MANUFACTURER'S SUGGESTED RETAIL: (excludes state
and local taxes, license, options, accessories, and
transportation) Cutlass Supreme Holiday Coupe $2831
(330 V-8 engine standard)

OPTIONS AND ACCESSORIES:

442 package e $184.31
Turnpike cruising pachage .............. 142.18
Climatic Combustion Control ..... .. 33.70
Turbo Hydra-Matic transmission 236.97
Rockat Rally Pac (instruments) 84.26
Simulated wire wheels ..... 69.51
Super Stock 14-in. wheels (5) 88.47
Cruise control 44,23
Anti-spin rear axle 42.13
Power steering ... 94.79
Power brakes .... ‘41,60
Air conditioning 343.20
Power windows .....cevcoesansrivensin 100.05
GONSOME - . o scomm. v sesimimin snmpn AR R SRS S 57.93
VNS FO0E . i ci v i s narats o am 84.26
Tilt-away SEEBriNE ............cocvnenns 42.13
4.way power seat adj. (left only) ........ 69.51
AM-FM FAOI0 .« vvves saivasnaimsnesoameses 133.76
Power antenna ..........oeveeevinncens 29.12



