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hen the Gommunis Party took
7 gontrol of Russia and neighbouring
states in October 1917, it inherited a
country with virtually no motor industry.
While Britain, Germany, America and
France already had factories mass-
producing cars, the Soviets had three
tiny assembly plants and a large vehicle
workshop in Mescow. However, by the-
time the Soviet Unioh dissclved at the
end of 1991, its engineers, designers and
workers had created one of the world’s
largest motor industries.

What made the Soviet motor industry
so different was its unique background.
The Soviet Union’s communist system
was the world’s first and largest attempt
to create a new type of society. For
more than 70 years, cars and vans were
designed and built not to win market share
and make ever-greater profits but to meet
a clear social and economic purpose.
Every car and van had a place and a role
to play in keeping the wheels of Soviet
society turning; desighers and engineers
were given clear instructions on what
that place and role would be. Ideclogy
and policy were never far from the top of
those design briefs, either to demonstrate
to the West during the Cold War that
communist engineering was just as good
as the capitalist kind or to offer a carefully
graded structure of cars to reward
revolutionary heroes.

The vast natural environment also
played its part. Soviet motorists were
faced with driving huge distanges actross
a landscape that included some of the
coldest and hottest places on earth, a
country that spanned Europe and Asia,
the Arctic Circle and the Caucasus region.
Service stations and moiorways were few
and far between in such & huge country,
making reliability and serviceability far
meore important than chrome and carpets.

The rest of the world ook note and

" Soviet-made vehicles were sold across the
globe. Three decades after the demise of
the Soviet Union itself, its cars and vans
are still to be found, living examples of
what was a truly unique motor industry.
Cars of the Soviet Union is the story of
those vehicles.

Andy Thompson has had a lifetime
interest in the vehicles that are the real
backbone of the world’s transport
systemms. He has owned and driven more
than 100 different cars and vans, ranging
from a 20-year-old Toyota Starlet used to
travel across West Africa to a 32-ton
Scania used to haul recycled waste
around Shropshire. Brought up in the
Midlands, and having lived in places as
diverse as London and rural Bulgaria,
Andy, his family, dogs and cat, have
settled in the Aeron Valley in Wales.

He currently drives an Alfa Romeo.
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he Soviet Union was bom in October 1917

in St Petersburg. The product of the world's
first Communist revolution, it was consequently also
the first country to be governed and managsd on the
basis of a totally new and untried economic system,
which apandored the idea of capitaism and free
markets that had, 1o a greater or lesser degres, held
sway since time immemeorial. Cormmunism was 1o be
a completely different way of running scciety —one in
which everything would be plarned and nothing left
o chance, in which everyone and everything had
a role to play, and in which everyone would have a
far share of everything. But by 1591 the Communist
systern had been congigned to the history books.
Capitalism, with all its inherent chaos, disorder and
unfaimess, had ssen off the young sccialist upstart.

This book is most emphatically nct an econarmic
or social critique of socialism. Nelther is it a social
history of life in the Soviet Union. Instead, it is
a history of the cars made in the Soviet Union
batween 1917 and 1991.

It is, perhaps, unlikely that we shall ever again
see a major country adopt an economic and social
system like the one that dominated Russia and the
Sovist Union for three-quarters of a century. To be
able to understand how and why the Soviet car
industry developed in the way that it did and how
that herttage lives on in the new free-market Russia,
a few words on the history of the Soviet Union,
post-Soviet Russia and he concept of communism
are perhaps in order.

In place of supply and demand coming together
in some mysiorious fashion that relied upon the

. CARS OF THE SOVIET UNION

ON

ablity and wilingnsss of men t© buy and ssll thelr
labour In a seemingly disorganised and ad hoc
way, communism offered a planned approach. The
systemn — the stale — would find out what the people
needed and then organise everything necessary 1o
meet those neads.

In QOctober 1917 Russla was a tormented
country. It offered fertile ground for the advocates
of comrmunism, Ite people being among the most
economically backward and politically repressad
in Europe. Compared to Britain, America and
Furcpe its industrial capacity was extremely low
as a result of years of oppressive, almost feudal
government that had not crealed the social
stability necessary to allow businesses and ideas
to germinate and grow.

FPOVERTH

The new post-Cclober 1817 Revolution
government inherited a nation with a few very
rich people but an awful lot of very poor people,
including huge numbers of peasants whose
ifestyle had not changed for centuries, It faced
three main challenges — to put into praciice what
was still only a theoretical econocmic system,
o survive in the face of hardening infernational
opposition o an alternative o capftalism, and
10 catch up with the rest of the industriglised
world. Poverty was widespread throughout the
country, exacerbated by appaling losses of men
and material in the First World War, Expectations
amongst the peoplée were high.
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There was opposition 1o the new Communist
government bath within and without Russia. Givil
war contnued in parts of what was to become
the Soviet Union untl 1921, and govemmenis
elsawhere In the world feared for their own futures
following the success of the Russian revolution in
creating a completely new way of running things.
From the first hoisting of the Red Flag over the
Kremlin — the long-tiime seat of supreme power
in Russia — untl after the Second World War,
the Soviet Union endured economic, social and
political turmoil.

The new government introduced & policy
of promoting heavy indusiry and agricurtural
development over and above all sise. [t had to
feed lig people and it wanted to offer them the
kind of comforts that industrialised nations were
beginning to take for granted — electricity on tap.
effective healtn care and decent homeas. In its
rush o put right the pre-Revolutionary years of
neglect howaver, the govemment often acted
ruthlessly, and strong and dictatorial political
leadership tock precedsnce over the principles
of people's control that were theoretically integral
to communism.

Josef Stalin, who became the Secretary of
the Communist Party in 1622 — and in effect the
country's leader —was the most ruthless of pofitical
leaders. His power was so immense and so feared
that he influenced everything that took place
within the Soviet Union until, and indeed after, his
desth in 1953. He aven took a direct interest in the
development of the Soviet Union's first cars.

THYRANNH

In trangforming the Soviet Union from an essentially
agricuttural society to, by 1880, one of the world's
major industrial powers, Stalln was indeed aneffective
ruler. However, that prograss came at a huge cost
He was & man who did net tolerate cpposition, either
1o himself, the government's plans or the Communist
systern. The 'Great Terror' he instituted between
1933 ard 1638 saw hundreds of thousands of
people, including some of the country's  brighfiest
talents, kiled ar exled to purgatory in the Siberian
prisan camps. Thinking outside of the box became
postively dangerous and everytning, even sclence
and engineering, had 1o conform 1o Marxist ideals.

Sialr's vislon was that through a serles of Fve-
‘Vear Plans the Soviet Union could cateh up with and
then overtake the cagltalst world, The first of these
was launched n 1928 and advocated particular
atiertion towards devaloping & motor industry, albet
one focused very much on the frucks nesded ©
develop a fully functioning industrial system. Cars
were not seen as a priority by a governmant that,
in any case, wherever possible favoured collective
services over and above those thei catered for
individusls — public transport over private cars, The
idea of Individuals owning their own cars was simply
not part of the Soviet government's agenda.

HUMANITH

Howsver, after the Second World War the Soviets
wanted o show the West that communism wes
rora than capable when it came to Improving the lot
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2 The GAZ M1 was the
first mass-produced
Soviet car. A surprising
number have survived
and are popuiar with
Russian classic car
enthusiasts.

(Viadimir Varaksin)

of the common man. Aiter all, the Soviet Union had
proven itself to be the equal of Britain and America
when it came o freeing the world of Naz tyranny.
Moreover, after the Second World War consumer
products started to take on extra importancs within
the Soviet Union, the country having developed the
necessary heavy industry to produce them and
its leadership having realised that they nesded to
acknowledge human nature: people wanted to be
able 10 express themselves, if only at wegkends or
by travelling on their own or with their famiiies. The
deslre for a car became as much of an ambition for
the increasingly well educated, well fed and healthy
people of the Sovist Union as anywhere else in the
world. But whereas the private car was seen as a
great liberaling force elsewners, it was seen by the
Soviet government as a safety valve 1o keap people
on course as they creaied a brave new soclalist
world. Happy workers were productive workers,
content citizens were wise citizens.

Al the same time, the Cold War began, a state of
coniinuous political tension and rivalry between the

. CARS OF THE SOVIET LUNION

West and what was by then the Eastern Bloc, made
up of the Soviet Union and its Communist satslites.
Though the most obvious weapons avellable may
have been their huge armies, navies and air forces,
both protagonists saw the ideclogical front as baing
egually important. Americans and Europeans may
have had 20 different types of colour television ©
choose from and high fashion on every High Sireet,
but the Soviets had free healthcare for everyone
and job security. The Soviets may have had to wait
for years 1o get a flat but when they got one it cost
next to nothing to rent and was & home for life, In
America if you couldn't pay a market price for your
home, then home was Skid Row, but if you had the
manesy you could buy a palace. ft was the lagt true
battle of ideas.

The Soviet system was based upon meeting
people's material and social neads and provicing
forthelir intellectual development rather than fulfiling
their consurnerist desires and whatever took their
fancy for leisure and pleasure. Every town had its
own ‘Palace of Culture’ where classical music,
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theatre and cinema were made avallable at litfle or
no cost. Bvery factory offered cradie to grave care
and support, including kindergartens for children
and health and sports centres for workers and
their families. People didn't work to became rich
— that wasn't the way people were supposed o
be rewarded in the Soviet system. Instead, they
warked for the recognition of their peers and of the
government for having contribuied to the greater
goed of socisty as a whole.

The capitalist systam was cormpletely different.
People worked for money, business existed
io meke a profit and everyone and everything
needed 1o be constantly new and better for
companies 1o survive and prosper. Carmakers
had a vested interest in introducing a new model
every year. It didn't matter if the old cars had
plenty of useful life left in them — peoplé hanging
onto thelr cars meart less sales and less profits.
Plarned obsolescence became a way of life. The
positive side was that new ideas and new features
were constartly being introduced into Westem
cars, even if some of them weren't necessary or
added little fo the value of the car as a safe and
eificient means of transport,

EFFICIENCY

In the Soviet Union, those market imperatives
didrt apply. Gosplan was the Soviet ministry
tasked with organising the entire economy — it
decided how many cars would be built and thus
how much steel would be needed to build ther,
and how many miners would be nesded to ming
the ore, and how mary homes those miners
would nesd, and how many bricks would be
nesded to build the nomes, and where those
homes would be built, and how many cars would
be nesded for the builders to get to and from the
bullding sites, and so on and so on.

Each type of car —just ke everything else —had
its own place in the plan, and the development of
new products was designed to meet a defined
need rather than simply 1o tempt consumers 1o part

with cash for the latest new style. Changes were
made for speciic reasons — to improve efficiency,
comfort or durability, and rarely just for the sake of
2 change. Soviet cars were made to do a job and
to keep on doing that job.

The geography of the Soviet Union naturally
played its part in shaping the nafion's cars.
It was & vast country, including some of the
coldest and hottest places on earth. Distances
were immense. Populations were spread over
vast areas. Communicationg were difficult. Cars
for such conditions had to be rugged, reliable
and easy to maintain and to repair. They had
o be able to cope with a road network haf,
away from population centres, was made up
of unpaved tracks. Components needed 1o be
interchangeable so that a service depot na
remote part of Siberia could service as many
different vehicles as possible without having
keep excaess stores of spare parts.

The story of the Soviet Unlon's cars, then, has
to be seen In the context of a planned soclety
in a vasi relatively undeveloped territory in
which everything was planned well in advance
1o meet a clearly defined need. And for many
years the system seemed 10 work, The country
may have always had more Duyers than cars
and Its products may not have had al the glitier
and razzematazz of a Western car, but they
were arguably wall-suted to therr home market
and those of other courtries with similar social
and geographical conditions. 1t is surely no
calncidence that outside of the Eastern Bloc,
Soviet cars found welcome markets in Africa,
South America and amengst lower income
motorists in Western countrias, whers being able
to buy and maintain a car on a budgst were the
most importart considerations.

By the 1980s though, the intaliectual tide in
the Wast was moving firmly towards free marksts
and away from post-war flittations with soclalistic
notions. Britain and America in particuiar were
abandoning much of ihe postwar CoNsensus
of state intervention to suppart industry and o
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provide welfare for those displaced by capitalism's
falout.  Their leaders — President Ronald
Reagan and Prime Minister Margaret Thatcher
- had an aimost visceral hatred of socialism and
comimunism and an amost evangslical beliet in
the power of the free market to provide just about
anything anyone could ever possibly desire. For
them, bringing about the collapse of the Soviet
Union was an article of faith. lis very existence
showed that there was an altemative o a free
market, no-holds-barred scocial and sconomic
systemn. A combination of constant and unrelenting
mediz pressure, overtly conspicuous consurmption
and extravagant displays of wealth were used ©
browbeat the Soviet Union (and Indeed, anyone
who wasn't 100 per cent in favour of untrammelled
neo-liberal capitalism) into losing faith in their own
beliefs and their own ways of doing things.

Inthe Soviet Union, the new government of Mikhail
Gorpachev started to guestion the undoubted
rigicity of the Communist systern. People began
0 wonder whether or not socme of the capitalist
dynamism that came from allowing indivichials more
scope 1o Innovate and 1o be materally rewarded for
their efforts might be introduced nto the Communist
system. The idsal — the free spirft of capitalism
underpinned by the siability of socialism — seemed
to offer a way forward, Perhaps entraprencurial
people could be rewarded for personal sUCCess
without all those other pacple, the majarity, having
o be, since all they wanted was to simply get on
with their jobs and enjoy thalr fives without suffering
the constant insscurity of being go-gstting, jet-
setting whiz-kids.

COMMLINISM

Once the capitalist genie was oul of the bottle,
however, lhe Cormmunist systern simply couldn’t
hold together what were apparenily cortradictory
outcomes. Conseguently in 1991 the Union of
Socialist Soviet Republics {(USSR) came © an
end, economically broken by the constant strain
of having to mainlain military parity with America

. CARS OF THE SOYIET LUINION

and its Western allies, and soclally broken by
the bright lights of London and New York that
promised consumer heaven for absolutely
sveryone. The well ordered if somewhat slow
Sovist system was replaced by a rampant,
unregulated, ungoverned free market — the
complete opposite of what had been in place for
the previous 74 years. A socisty that had been
operated on structured and organised lines
descended almost overnight Into an anarchistic
world in which the strongest survived and the
rest suffered the kind of hardships that had been
hanished by communism. The Soviet car industry
was catapulted from fulfiling steady, religble orders
from & limited number of big buyers, into a tooth
and nall battle with multinational frms who knew
from long and bitter experience how 1 operafe
in a free market in which the fickle nature of
thousands of individuals, not the carefully thought-
out ideas of ministerial planners, determined what
cars were made, when, by whom and for whom.
Yet nearly 30 years after the collapse of the Soviet
Union, fts cars remain amongst the most popular
in post-communist Russia, although their days
are sadly numbered now thanks in large part o
Wastern automotive legislation being adopted by
the Russian governmant.

The cars designed and built by the Soviet
Union are unigue in the world because they have
a unique heritage. They were built for a social
purpose, influsnced by politicians, sometimes
deslgned with military nesds in mind, and used
n a couniry where the open road was often
a 300-mile track across a windswept steppe.
The cars of the Savist Unicn may not have the
cachet of Mercades, Jaguar and Ferrar, be ag
wall known as Yolkswagen, Renault and Toyots,
or be as universally well loved as MG, Alfa Rormeo
and Land Rover, bul they are just as important
a part of the global maotoring story as all these
august brands. That is why it is important and
timely 1o look at the cars produced by the Soviet
Unicn rmow, before the memories and the cars
themselves fade away. K
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THE SOVIET VEHICLE

IDENTIFICATION S4STEM

he Soviet Union used a theoretically logical

systermn io identify all its cars, vans, trucks and
busas. Product identifications began with the initials
of the factory or plant where they were made, the
first inftial being the town or city where the factary
was based. Almost invariably this was foliowed by
A7 for Avto Zavod (‘Automobile Factory'). Then
followed a numerical indicator, This system has
persisted into the post-Sovist era.

The first set of numbers ran untll the mid-
1970s, with a letier being added to the end of
the designation 1o denote a specific model - for
example, an export version — or to differentiate
updated medels from their predecessors. In the
mid-1970s this system was replaced by a less
rigd one. Some understanding of ihe system
wil help the reader, but be wamed — anomalies
abound] Maoreover, the Cyrilic alphabet does not
tranglate letter for letter into the Rorman alphabet.
For the purposes of this baok | have followed the
translations that are used most often, but readers
should be aware that others exist,

Brand and model names weren't generally used  cars available from the
in the Soviat Union itself but were commonly used  Soviet Union - from left
in export markets, However, differstt names were  to right the GAZ 21 Velga,
used in different markets. For cornvenience | have  the Moskvich 408 and the
opted o Use the most common brand and mode!  ZAZ 965. (Motor)

names and have tried to include them each time a

caris mentioned, as | know, from expsrience, that

remembering all the modal numbers Is not easy!

1917 until mld 1970s

HDDEL NUMEEEE ¥ The 1965 line-up of

1-99 GAZ (cars and trucks GAZ-13
100-192 ZI8 and Z_IL (cars and trucks) ZIL-130
200-299 YaAZ and KrAZ (trucks) Kraz-258
800-399 ‘UralAZ (trucks) UralAZ-375
400-450 MZMA and AZLK (cars) MZMA-403
450-499 UAZ (vans and light trucks) UAZ-469
500-599 'MAZ and BelAZ (trucks) MAZ-500
600-649 KAZ (trucks)

650-699 PAZ, LIAZ and LAZ {buses)
700-999 ZAZ and RAF (trailers) RAF 977

THE SOVIET VEHIELE IDENTIFICATION SHSTEM

Yita v. MacNeil IP, IPR200-01 139
Page 13



AThe VAZ 2106 had the
longest life of any of the
ariginal Lada family, being
made until December
2005. It remains a highiy
respected car throughout

Russia. {Author's collection)
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The revised systemn introduced in the mid-1870s
is much more camplicated but supposedly offers
more information about each vehicle. The first
number indicates the vehicle class (for carg, the
engine capacity dictates this), while the second
numier indicates the type of vehicle,

Mld-19708 to present day
| Engine capacity

up to 1,200cc
2 ) ) 1,200-1,800cc
3 1,800-3,200cc
4 more than 3,500cc
' passenger car
bus
truck
semi-trailer truck
dump truck
tanker truck
van
reserved
special vehicle

O oo~ AW N =

. CHREOF THE SOVIET UNION

The third and fourth numbers are used by the
factory itself to designate specific models. Any fifth
numberdifferentiates differentversions of mainstream
cars, and a sixth number denctes an exgort model.
A gocd example is the VAZ 21098 Samara Saloon.
Itis a car produced by the VAZ factory, its enging is
betwesn 1,200 and 1,800ce, it is a passenger car,
the factory itself has coded the main model 09 and
the iifth number tells us that this is & variation cn a
theme, in this case a four-door version of the VAZ
2109 Samarz five-docr hatchback.

All of this scunds simple and easy 1o understand,
but the system was not strictly adhered to in the
Soviet era and has been even less rigidly followed
in the post-Soviet era. Even the way the numbers
arc written can be confusing. For example, the
GAZ 2410 Volga car is often written as GAZ 24-10
Volga. Moreover, the code strictly speaking, means
it should be a bus... And as for UAZ — well, that's
another story aitogether; battic-hardened Russian
motoring joumnalists have admitted defeat in trying fo
understand the UAZ interpretation of the system! Bl
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n the first decade of the 20th century,
its European

_. Russia Wwas behind
neighbours in developing a motor industry.
Tsar Nicholas Il initially rejected the idea of
a horseless carriage, but uinder the influence
of his relative Kaiser Wilhelm I of Germany
he changed his mind and ordered himself a
couple of Rolls-Royce cars. Aithough there
were in time many other cars in the Tsarist
garage, Nicholas preferred to use Britain’s
finest. In May 1912 the RBussian government
promoted its first ever endurance rally,
under the direct supervision of Tsar Nichiolas
hirmself. The event covered more than 1,900
miles and attracted eniries from 45 motor
manufacturers, including Ford, Mercedes

and Napier.

Very few Russians oulside of the court
circle could afford cars. By the end of ihe
first decade of the 20th century Russia was
home to 175 million people but had jusi
6,000 cars. Most of these were imports {a
quarter were Ford Model Ts) since it wasn’t
until 1910 fhat a railway carriage factory in
Riga began produeing imperial Russia’s
first tiome-built cars and trucks. In 1916
the Russian army’s technical department
approached a number of industrialists with
a plan to build six factories with a iotal
capacity to build 7,500 vehicles per year. The
piants chosen were AMO in Moscow, Bekos
near Moscow, Lebetiev in Yaroslavl, Russian
Renault in Rybinsk, Akszi in Rostov-on-Don
and Russo-Balt in Riga. Only three ever got
to make motor vehicles. Of these Russo-Balt
became the largest car producer in Russia,

ERAVE NEIROUDS -
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but it didn’t resume production after the
October Revelution in 1917,

Immediately after the Revolution, the
new Communist government found itself
critically short of cars. Its leader Viadimir
Lenin used the Tsar’s Rolls-Royce Silver
Ghost while his comrades divided the rest
of the royal colleciion among themselves.
The Revolution and the ensuing civil war
teok their toll on the cars inherited from the
previous regime and in 1919 the government
sent an order to London for 70 more Rolls-
Royces. However, the new regime als¢
fealised that it needed to create its own
motor industry, and on 16 October 1918 it
¢reated the Ceniral Automobilé and Motor
Research Institute, better knowh nowadays
as NAMI, or the National
Institute. NAMI was established to assist
in the develcpment and regulationh of the
Soviet motor industry, a role it still provides
in Russia today. It is one of the oldest
sciéntific organisations in Russia and works

Automobile

with numerous manufacturers to improve

the design and engineering capability of the
Russian automotive industry.

Although & domestic motor

industry
slowly started to develop, clear emphasis

.4 CRRSOF THESOVIET UNION

e sk e

was given fo trucks rather than private cars.
Of the six vehicle factories proposed before
the revolution, just two made vehicles after
the change in government, and in both
cases these wefe commercial vehicles.
AMO started making lgrries in 1924, and the
former Lebedev factory in Yaroslavl made
trucks between 1926 and 1959 befere turning
to engine production. Interestingly, 1928
saw the launch of Zz Rulern (which roughly
translates into ‘At the Wheel’), the first and,
unfil the end of the Soviet Union in 1891,
the only motoring magazine available to the

Seviet people. Publication stopped during
the Second World War, ‘

By thé end of the 1920s the Soviet
governiment realised that it needed to develop
and build passenger cars - if not entirely for
peaceful purposes. The national newspaper
of the Communist party, Pravda, said on 20
July 1927: ‘If we do not deveiop our'automobile

industry, we are threatened with the heaviest
losses, if not defeats, in a future war’

The NAMI-1 was the first purpose-
designed, Soviet-made passenger
automobile, built in 1927 by engineers
working at the institute. It featured a two-

cylinder air-cooled 22bhp engine and was

= The AMO works in
Moscow was the first
factory to make any kind
of Soviet motor vehicle.

Now known as ZIL,

the plant has from the

beginning focused its
attention en trucks.
However, in the
1920s it did produce
a smali number

-of open-top cars

using the chassis

and mechanical

components of
its first Soviet

era product,

the 1.5-tonne

F-15 truck.

{Avigexport}
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made for three years in very small numbers

at the Spartak works in Moscow.
This period was one of great change as the

Soviet Union industrialised at a breaknsck
pace, racked by political turmoil as the
Communist regime fought to establish itself.
The often malign influence of Josef Stalin,
who during this period became the Soviet
Union’s own home-grown dictator, should
never be underestimated. Neither should the
inherited problemsof poorraadinfrastructure
and the national Jack of fuelling, repair, and
maintenance facilities that plagued the

development of Soviet motoring.
In 1941 the Germans invaded and nhearly

made it to the gétes of the Kremlin. Twenty
million Soviet peopte are thought to have lost
their lives in what begame known in Russia
as the Great Patriotic War, as the Soviets
joined the British and the Americans in
destroying Nazi tyranny. However, one side-
effect of the conflict was the concentration
of talent and skills in what was to become
the nucletis of the Soviet motor industry as
equipment and machinery was evacuated
eastwards from Moscow to prevent if falling

into German hands.
By 1945 the Soviet Union had fought

and won a major war and realised iis true

ehgineering potential. It had also established
a solid foundation for a domestic motor
industry. There were two factoties i'nakin-g
cars and two more that would socn be in a
position to join them. Although the fledgling
Soviet car industry had been created initially
for industrial and defence purposes, and
passenger cars accounted for only 12 per
cent of total output before the war, the stage
was sét for major growth in the post-war

Wi
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| SOMECARSA

A Built in 1933 and
based on a 1931 Buick

design, the L1 was the

first Soviet limousine.

It was not a success

and the task of creating

18

atop car for those

Communists more

equal than others was

passed fo ZIS,
fAutocar)

. EARS OF THE SOVIET UNIGN

IS, now better known as ZIL, is the one Soviet
Zvehio{e marfacturer that was a vehicle fac-
tary before the October Revolution of 1817, though
it wasn't callsd ZIS or ZIi_ &t the time. On 2 August
1916 a public prayer and foundation ceremony
0ok place in the Tyufleva Grove district of Moscow
o fnaugurate the Automobile Moscow Society
(AMO) works, with a plar to manufacture 150 halt-
ton Fat F-15 frucks by March 1917, These plans
were folled by the difficulties of wartme production
and the undsrlying weakness of engineering in the
Russian scornomy. Instead, the Russians bougtt
from ftaly F-15 vehicle kits that anabled them fo
assemble 432 trucks In 1917 and 779 in 1918.
The plant never progressed bheyond assembling
trucks, and Tollowing the Qutober Revalution and
the subssauent civil war the unfinishad works were

RE MORE EOUAL THAN OTHERS

nationalised on 15 August 1918 and tumed info
warkshops where vehicles and other machinery
were repafred. In 1919 just 108 new trucks were
assembled.

On 80 April 1923 AMO was renamed in honour
of the fallan communist Ferrere, who had been
killed by fasoists. This was the first of many name
changes for Soviet car and wruck factories decreed
from on high as a way of recognising heroes of
the revolution. In June 1923 Gosplan, the USSR's
planning ministry, aporoved a schama forthe works
o produce trucks betweon 1923-7, However, it
wasn't until March 1924 that the plant got an officia!
govermnment go-ahead o produce the first Sovict
frucks. On 1 Navember 1924 the first one-and-a-
haif ton truck was assembled, the AMO 18, and
onthe 7ih the first ten trucks were proudly paraded
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in public; tis datc is considerad to be the official
birthday of the Soviet motor industry.

At the beginning of 1927 a decision was taken
o increase the factory's capacity by introducing
production-line assembly methods. At the same
fime an American truck built by Autocar, with a
payload of 2.5 tonnes, was chosen to be the
yardstick for a new Soviet truck. On 1 October
1931 the rebuilding work was finished. New
Armerican equiprment made it possible to increase
annual output by more than eight times, to 25,000
tnucks a year.

In 1831 the works was renamed ZIS (Zavod
Imeni Staling), dedicated 1o the increasingly
powerful Soviet leader Josef Stalin. Three years
later it produced ftg first passenger cars, which
were most definitely not intended for use by the
working masses.

Stalin himself was behind the decision to make
high-quality limousine-style cars so that the USSR
was seen as a superpower, just as capable as
any other couniry of rmaking its own proper luxury
vehicles. The first attempt to build a Russian
imousine was made at the Krasnyy Putilovets
factory in Leningrad. The engineers used the 1931
Buick 90 as their model. They took it apart down to
the last screwy and holt and reinterpreted its design
as the blueprint for their own car. The cars had &
56850cc straight-eight engine with an American
Marvel carbursttor, Six ‘Soviet Buicks', known as
the L1, took part in the 1833 May Day parade, but

PN e

according to many reports hey broke down or fell
apart during a road test running from Leningrad 1o
Moscow and back. After the failure of the Putilovets
cars, the project o create & Soviet supercar was
passed to ZIS, and the Leningrad plant turned its
attention to developing farm machinery.

The ZIS team took a different approach from
thelr colleagues in Leningrad. Alinough they left
much of the Buick-derivad chassis design in placs,
they designed a completely new body, ordering
machine tooling from the Budd company in
Philadelphia to produce a new and extremely sleek
car, Although clearly infuenced by contemporary
American cars and built using American-supplied
machinery, the new ZIS was developsd without
any formal design help from the USA. The first two
ZIS 107 protatypes, one in black and the other In
cherry red, were presented io Soviet leaders in
the Kremlin on 28 April 1986, Stalin was pleased
with the car, although apparently he didn't like the
original bonnst mascot and it had 1© be replaced
with one more 1o his liking.

The first production ZIS 101 seven-ssater cars
were officially launched on 3 November 1838, This
was fruly a huge car —5.75m long with a whaelbase
of 3.6m and four doors. Motive power came from
an Inline eight-cylinder, 5766cc engine with a
compression ratio of 4.8:1, producing 20bhp.
There was a three-speed manual gearbox. The car
could reach 71mpeh but relied upon mechanical
brakes t© bring it to a halt. Eleven were built in

ERAVE NEW ROADS 1917-19uUS

4= The ZIS factory in
Moscow — which by
the mid-1930s was
famous for its trucks —
showed the full range
of its talents when it
announced the ZIS 101
limousine in 1836.

(Autocar)
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1936. In 1938 a softtop version appeared, the 713
102, also with four doors and seven seats. The
engine had a higher compression ratio of 5.5:1 and
aluminium pistons. It produced 110bihp and could
reach 78mph. No mors than ten were made.

The ZIS 102 formed the basis of a stunning
sporis version, the 101 Sport of 1839. This was
the first of a series of attempts by ZIS to produce
sports cars. The enging was the same 5,7666¢ unit
as in the 101 but boosted to 141bhp at 3,300rpm,
for an official maximurn speed of 101Tmph, although
Pravda claimed 112mph.

Though only two examples of this Imposing
two-seater car, built by a group of young ZIS
engineers, are bslieved to have been made,
their existence reflected a growing Soviet
interest In motorsport. Motor racing had become
increasingly important worldwide during the
1930s and national prowess at motorsport was
officially smiled upon, in much the same way as
pilots and military heroes were highlighted as rcle
models for the rest of the Soviet population t©
amulate. Scme of the firstraces in the Soviet Union
ware organised on the main public highways. A
long, straight stretch of road would be closed off
and the drivers raced to the end and then tumed
round and raced back. The Minsk highway near
Moscow was a popular venue. The ZIS plant used
ZIS 101s for its first forays into motorsport, often
driven by their frst and perhaps most famous
driver, Boris Kurbatov.

€ The ZIS production = The ZIS range included

line in 1936, with the the original ZIS 101

first ZIS 101s being limousine (bottom), the

made ready for delivery ZIS 102A convertible

to their exclusive band (middie) and the ZIS 101A

of lucky users. (top), which combined

{Author's coffection} the more powerful engine
of the ZIS 102 with the

body of the ZIS 101. The
101A had a more imposing
radiator style than the 101.
These colourful drawings
of the three cars were
featured in Avtoexport’s
Round-Up magazine in the
late 1980s. {Avioexport)
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The Z1S 101 remained
in production untll 1940,
when it was replaced by the
45 101A. This combined the
body of the ZIS 101 with the
engine of the ZIS 102 and was
buitt untll 1941, It had a slightly
attered front end to distinguish it
from its predecessor. The soft-
fop with the new front styling was
called the ZIS 102A.

In 1840 Soviet aircraft engineer

J.J. Dolmatovsky designed aradical
new ZIS concept with asrodynamic
coachwork and a rearmountsd
V8 alr-cooled engine — the Czech
Talra had obviously made a great
impression in Russia, just as it had in
Germany (where it led, svantually, 1o
the Volkswagen Beetle). Howesver,
this car remalned a sketch. Instead,
work focused on the Z2IS 1018, a
further development of the 101A.
This had a fully integrated boot,
elminating entirely the luggage
rack that had been a feature of
the earller cars. The instrument
panel now had huge rectangular
dials and the steering wheel
had a chrome-plated horn ring.
Underneath thers were improved
shock absorbers. Testing of the
Z8 1018 started in May 1941
and the car was scheduled to be
launched in 1942, However, the
German invasion of the Soviet
Union in June threw these plans into disarray.
Production of the ZIS 101A stopped on 7 July
1941 but development of the ZIS 101B continued
until Octeber, when the possible fall of Moscow
brought the project 1o an end. A the same time,
the ZIS engineering team were working on the ZIS
103, a restyled Imousine with independant front
suspansion, intended to be an eventual successor
0 the ZIS 101B. There was even talk of a 130bhp
engine. This work wasn't wasted - as became
clear in the first postwar Z1S, the 110.

A total of 8,752 ZIS 101, 101A and 102 cars
were made. Almost all the limousines were

painted in black but some were finished in dark
blue or silver.

All ZIS production was suspendsd in 1941, The
threat of German forces overrunning the capital
rasulted in industrial equipment and a great number
of people belng evacuated eastwards to Ulyanovsk,
Miass, Chelvabinsk and Shadringk. Some of the
vehicle producton Ings in Moscow were dismantled
and sent east 1©© Miass in the Urals, where they
ware ussd 1o create the UralAZ truck factory, and
1o Ulyanovsk whers they led to the establishment
of the now well-known UAZ factory. However, Z1IS
was able to retain at least some of its egquipment in
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Moscow, and following a successful offensive by
the Red Army In the winter of 1941-2 was able fo
restart its production lines, with truck manufacture
getting under way again during 1942,

The Soviet leadership was now convinced that,
having turned back the Germans, with British forces
apparently on the brink of victory in North Africa and
the United States having formally joined the Allied
side after the Japanese attack on Pearl Harbor,
victory over the Nezis didn't seem as improbable
as it had. [n February 1842 Andre! Ostrovisey, the
leading engineer at the ZIS plant, was summoned
fo the Naticnal Commissariat of Middle Mechanical
Enginesring, one of mary government bodies set
up as part of the managed economic systam that
was central to communism. There, in a blacked-
out office hidden from the Luftwaffe's bombers,
he was told to start deslgn work on a new Z1S. It
had to match up to the blggest, the most luxurious
and the most imposing cars that the American and
British industries could offer. On Stalin's personal
instructions, the new car had to symbalise to
svaryone the Soviet Union's rightful place at the
global top table.

Although examples of America’s most up-
fo-dale luxury cars were avallable o the ZIS
engineers for Inspiration (including two Cadilacs,
a ‘87 and a 75, both manufactured in 1942),
General Viasik, who was in charge of the special
government car flest, suggested thar it would
be wise for the designers to take a close look at

=: One of the few
pre-Second World War

ZIS cars to have survived

into thée 215t century, this
is a ZIS 101A. The picture
shows the more upright
grille design that was
introduced on

this model.

(Viadimir Varaksin)

. CARSOF THE SOVIET LUINION

the Packard lins. Stalin had a particular liking for
Packards, Presidert Roosevelt having given him a
Packard Super Eight. However, the new Packards
announced for 1842 were rather different from
those that Stalin liked, being sleeker, with full-width
front end styling rather than the upright grille used
on the Super Elght, Alongside its sample Cadilacs
ZIS did have three Packards to hand, two of which
were the smaller Clippers with the new, full-width
body, while the third was a 180, the top-of-the-
line Packard introduced in 1940 that retained the
traditional frontal styling used on the Super Eight.
General Vlasik, no doubt with an ey to maintaining
a good working relationship with Stalin, suggested
that the larger and clder Packard style should be
the car to inspire the new 71S.

On 18 September 1842 work officially started
on the new top class Saviet government limousine,
which was to becoms the ZIS 110. The lion's share
of resources at 28 still had to be devoted to the
war effort, so mass production of the new 110 was
only able to start after the war ended. The design
Team was led by Ostrovtsev himself, who had baen
behind the design of the KIM 10-50, a compact
car that couldn't have been more different from
the ZIS (as will be seen later in this chapten, and
which indirectly laid the foundation for the birth of
the Moskvich. Indeed, the bodies for the first two
KiMs were bullt at ZIS. Ostrovisev remained head
of car design at ZIS until 1853, when he left to join
the Moscow Highway Institute. I
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~ 4OUCANHAVER

I nthe 1920s Soviet polttical leaders, engineers and
media ook great interest in America's industrial
achievernents, sspecially those of the Ford Motor
Compary. Communist leaders were impressed by
the fim's huge cutput of cars and tractors, achieved
through  economies of scale  and increasingly
automated production faciliies. They had no
irtention of imitating the whole system of capitalist
industrial production — especially as Henry Ford
was vehemently cpposed 1o organised labour — but
they did see that the technology developed by Ford
could be usefully applied in the Soviet Urion to give
their own nascent motor industry a real kick-start.
The Gorki Auio Factory (GAZ), In what was
known urtil 1932 as Nizhnly Novgorod, was one
of the six plants created as part of the first Five-
Year Plan to industrialise the USSR, announced in

1928, It was 1o become a major symbaol of the new
couniry’s industriglisation, as well as being the first
Soviet enterprise to mass producs cars and light
trucks. The official decision to build the new faciory,
which had a planned annual output of betwsen
100,000 and 140,000 vehicles, was teken an
4 March 1929. Nizhniy Novgorod, 250 miles east
of Moscow, was chosen because it had a relatively
advanced meta working industry and was close 1o
abundant imber and water resources.

By the end of the 1920s the Soviets had
brought to an end direct financial investment by
overseas firms =0 that they could retain complete
ownership and management confrol over their own
enterprises and factories. Western businesses
were Instead offered the opportunity 1o sign up to
technical assistance agreements, paid for in cash

ERAVE NEIWl ROADS 1817-19HS5

N COLOUR 400U LIKE AS LONG RS IT'S BLACK

A The very first GAZ, the
GAZ Model A, which, like

its Ford namesake, was

often painted black.
Group GAZ}
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by the USSR, Instead of allowing forsign fms the
chance to awn or ba directly part of the new Scvist
sconomy, the Soviets instead wanted 1o simply buy
in the necessary expertise to develop their own
factories and skills. Hundreds of manufacturing
and engineerng companies took part in ihe
programme, Including Ford. Businsssmen  like
Henry Ford saw a great opportunity To make
money without any real hassle. Instead of having to
risk iheir own capital and effort establishing & new
factory that might or might not turm & profit, they
sold industrial biueprints to the Soviets who took
or all the hard work and the risk themseives.

On 31 May 1929 the Soviet government signed
a deal with Ford to support both the new plant in
Nizhnly Novgorod and one in Moscow, Ford having
heen chosen after a series of tests of various
European and American cars and light trucks.
The Ford products were regarded as oifering the
best combination of reliable, simple technology,
low-cost production and the capabiity of buikiing
a wide range of vehicles from & common set of
components. Of the two factorles, the one in
Moscow was named KIM after the Komintern
of Young Pecpls, and achieved fame after the
Second World War for its production of Moskvich
cars, while the one at Nizhnly Novgorod became
GAZ, Even today, despite Gorki being given back
its ariginal name of Nizhnly Novgorod following the
collapse of the Soviet Union, the city’s car plant
retains the name GAZ.

The GAZ plant itself was built by the Austin
Company, headquartered in Cleveland, Chio.
The Austin Company remains to this day one of
America's leading building design, enginesring and
congtruction firms, and in 2001 it revisited its ks
with GAZ by displaying a GAZ 3111 Volga saloon at
the 74th Graater Cleveland International Auto Show.
In 1929 the company had just completed Michigan's
Fontiac Six factory, at that time the largest auto
assembly facility in the world. The mission set for
them by the Russians was to design and manage
construction of both the production factory and
the workers' city. To supervise construction, Austin
sent 20 engingsrs — several accompanied by their
families — to Nizhniy Novgorod.

Construction of the plant began in May 1830
and was completed in November 1931, The
project wag quite amezing, said Michael Plerces,
vice president of sales and marketing for the Austin
Company, in 2001, ‘especially when you consider
Austin had only 18 months to design, enginesr
and construct a facllity that could tum out 140,000
vehicles a year. In addition, the project included
creating a model socialist city for 35,000 workers
and their families. Austin was paid $1.6 milion in
gold, a payment that saw the company through the
lean years of the Great Deprassion.’

Delegationg of engineers from the USSR visited
America during 1929 1o learn how 1o build the new
products. The two chosen vehicles were the Ford
Model A car and the 1.5-ton Ford AA fruck, which

-~ The GAZ M1 was a inajor
step forward for the Soviet car
industry, with many design

features included to cope with

' Soviet road condifions, such as

disc rather than spoked wheels.
Most were painted black. A
small hurhber of proietype soft-
tops were made; and some GAZ
M415 pickups fco.

{Group GAZ)

=

. CHARS OF THE SOVIET LUNION
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i "The GAZ

M1 was the first
mass-produced
Sovietgar. A
surprising number
have survived and
are popular with
Russian classie

car enthusiasts.

(Viadirnir Varaksift)
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UTRBROE  PEGymmy e

AThe GAZ M415

was a light pickup truck
based on the GAZ M1.

This chassis cab of one

of the few surviving
examples awaits
completion of

its restoration ina
Russian museum.
(Viadimir Varaksin)

had been built in the USA since 1927, The first
car, the four-door soft-top GAZ Model A — which,
unsurprisingly, was recognisably a Ford Model A
— was built on 8 December 1832, having been
designed using drawings from the American firm.
The enging had four cylinders, displaced 3,285cc
and produced 40bhp at 2,200rpm. The gearbox
had three forward speeds and the top speed was
claimed o be 56mph.

The majority of cars were made with the same
four-door soit-iop body, bul it is known that several
prototypes were bulltwith a two-seat roadster body.
A pickup version of the GAZ A, called the GAZ 4,
was also built from 1933 urtil 1937 — 10,648 left
the Gorki factory gates. It had a 400kg payload
and included passenger benches along the side of
the cargo box. | ight commercials woere 1o become

CARSOF THE SOVIET LINION

the major part of the plant's business from the mid-
1980s when it started producing the Gazele light
van, which bore a remarkable resemblance to the
1990s Ford Transit! in 1834 a smal number of fully
enclosed examples of the GAZ A were built for taxi
waork — this was the GAZ 8. A vear laier, another
fully enclosed car, using the GAZ A chassis with
a wood-frame body, was built in small numbers at
the Moscow Aremkuz body repair shop.

The GAZ chassis also undeminned the Soviet
Union's first asrodynamic car when, during the
1830s, motor manufacturers across the world began
o grasp the importance of agrcdynamics. One of
the best-known examples of foreign aerodynamic
design was the Chryslor Aiflow. Howeaver, unlke the
Alrfiow the GAZ Aero was very much a one-off, bullt
purely for research reasons, and not used for racing
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or speed Irials,  had a wooden frame with a steel
skin, The spare wheel was Jocated behind the seats.
Drag coefficient was 0.207 — half that of & regular
GEAZ A, The 3,285cc four-cylinder engine was based
on the GAZ A unit but had an aluminium cylinder
head and a compression ratio increased from 4.2 10
5.45:1. Top speed was 66mph and the car tock 36
seconds fo get to 50mph.

It wasr't all plain salling at GAZ, howaver. When
the resl work started and practical matters had to
be solved, the differences betwsen the American
and Communist systems soon beécame clear. The
Ford system was predicated on an unirtarrupted
fow of raw materials, skiiful enginesring, good
factory rmanagement and a disciplined and well-
trained workforce. In the early days of the USSR
such conditions didnt exist. The workers were
from a largely agricultural background with no
history of engineering or factary werk anc little
experience with the kind of tools found in a car
factory. Thers was also tension at a higher level
— the Russians were proud of thelr thearetical
knowledge, while the Americans stressed the
importance of practical experience.

The social-political climate within Soviet industry
at that time was a mixture of enthusiasm and fear,
which didn't help matiers. The political police and
local Communist Party leaders werg Influential
across both society and industry. Thelr sugpicion of

sngincers, ac a part of an inteligentsia increasingly
disirustad by Sialin and his fellow ministers, was
often counter-oroduciive, hindering the ablity of
sngincers to think openly about ways of solving
problems and glitches in the new enterprise.

Soviet car and truck production, virtually all of it
made by GAZ, was way delow the amboiious targets
set i the Five-Year Plan, reaching just 23,879 1n 1832
and 49,710 1n 1933, The finks between the Ford Motor
Company and GAZ faded away in 1633, five years
earlier than the end daie agreed in 1828, a vigtim
of the increasingly obvious differences between the
two socio-economic systems. Very few American
specialists remained on site i Gorkl. In any cass,
by this time the Soviets felt more confident and hadl
evolved their own approach to the mass produstion
of cars, The main priorities for ¢ar production in the
USSR were the manufaciure of simpls and durable
vehicles designed to cope with he terain and
infrastructure of a st largely rural country. WithoLt the
distraction of foreign competition, the main tasks of
the GAZ nlant were to meet the state-set production
scheduies for new cars and to supply other car
factories, such as the KIM works in Mascow, with
materials and egulipment.

On 17 Apri, 1835 the hundred-thousandth GAZ
Awas bullt, It had & special ermblern on the radigtor
cap, the inscription 100000 on the radiator grille,
twio-tone paint, two horns and two additional lamgs

BRAVE NEIl ROADS 19177-19US

¥ The GAZ M415 was the
first car-derived pickup
built in the Soviet Union.
It was a useful addition
to the GAZ range but the
idea was not repeated
with any subsequent GAZ
car models.

{ulian Nowil)
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A A step up from the
GAZ M1 was the GAZ
11-73, which had a six-
cylinder 3,485cc engine.
Externally, the only
difference from the M1
was a different style of
radiator grille.

(Group GAZ)

on the windscreen surround, 41,817 GAZ As were
bullt betwesn 1932 and 193€.

The four-door GAZ M1 saloon replaced the GAZ
A on 16 March 1836, the first prototypes having
been made in 1935. The first two production GAZ
M1s were sent to the Kremiin on 17 March 1938,
where they were examined by top-ranking Soviet
leaders, including Stalin and Foreign Minister
Molotov, This esteblished the tradition whersty
all new Soviet cars and trucks were approved by
the highest membars of the govemnment. The "M’
became part of the official tilc of GAZ cars after
Malotov's name was included in the official title of
the Corkl works.

The GAZ M1 is one of the most important
Soviel cars because it was the first Russian car
designed specifically for Soviet road conditions,

. CARS OF THE SOVIET LINION

though it remalned, technically, very much a Ford
clone. ltalso opened a new era in the davelopment
of both the Gorki motor vehicle plant and the Soviet
car industry. According to the 1928 agreement
signed between the Soviets and Ford, the M1
was supposed 1o have been based on the 1933
Ford Model 40 V8, but by the time the new Ford
was on the road the practical relationship between
Ford and GAZ was at best frosty — indeed, it was
rapidly coming to an end. Moreover, the Soviet
design team wanted to prove itself by designing
itls own car. The director of the Gorki plant had
pulled together a group of talented automobile
designers, who becams the founders of the GAZ
design deparlment. The design team was led
by the plant's chief designer Andrel Lipgart, who
want on to become a doctor of technical sclences

MacNeil Exhibit 2107
Yita v. MacNeil IP, IPR2020-01139
Page 30



and an honoured Soviet scientist, until he fell foul
of Stalin just after the Second World War. Tho
team becarne an incubator for the Russian auto
industry, providing the men who later becarme chief
enginsers at ZIL, the Ukrainian ZAZ plant and the
Byelorussian MAZ truck plant.

Among the changes made o the GAZ M1,
compared o the Ford V8, was the use of a four-
cylinder engine rather than a V8, & stronger chassis
with beefier leaf springs, and disc wheels rather
than spoked ones. All these changes were made
because the Ford chassis had shown Itself to be not
strong enough 1o cope with Russian conditions.

The M1 also saw the debut of the GAZ M
enging, an uprated version of the four-cylinder
3,285¢¢ engine used in the A but which now
procuced 50bhp at 2,800rom compared 10
A0php. The same engine was also used in the
GAZ AA light trucks. Top speed was B2mgh.
The gearbiox had three speeds. For the first time
In Russlan automotive histary, the suspension
had hydraulic rather than mechanical shock
absorbers, automatic  centrifugal  dlistributor
timing and front seats that could be adjusied
fore and aft. GAZ buili 62,888 Mls between
1936 and August 1941, when production ended
foliowing the German invasion, although a few
more wers assembled in 1942 using spare parts
manufaciured before the war,

n 1937 the GAZ M1 was premicred
intermationally, fogether with other Sovist motor
industry products, at the World's Fair in Paris.
Experimental fourdoor soft-tops based on the
GAZ M1 were built, also in 1837, Several different
versions were made at the same time, some with
a V-shapsed front windscresn and some with a flat
screen. The doors wers all front-hinged. unlike the
rear-nung doors of the saloon. A year later, in 1938,
GAZ tested a modified GAZ M1 with its own gas
fuel generation unit.

The range was expanded to mest rural needs
— & major igsue In & country as large as the Soviet
Union. The GAZ M415 pickup was made from ‘
1939 to 1841, It had a load capacity of 400kg and !
was based on the GAZ M1. The cargo bed was
1,610mm long and fop spesd was 58mph. The first
prototypes had the load bed styled ©© be Integral
with the cabin styling — ruch like today's popular
pickups such as e Toyota Hi Lux. The production
models, howsver, had a ssparate, rectangular I
cargo bed, more akin to the traditional style used
for neavier commerclal vehicles.

GAZ Mg are still occasionally seen in use ‘
today, but some oider Russians do not have fond I
marmories of them. When the M1 was introduced H
private transport was virtually unheard of in the ‘.
Soviet Union, so it was mostly used either as an 1
official car or as a taxi. Black GAZ M1 saloons, ‘

€ The GAZ 61-73 was the ‘
four-wheel-drive version ‘
of the GAZ 11-73, one ‘
of the world’s first 4WD

saloon cars that didn’t

compromise passenger

comfort to achieve decent

off-road capability.

(Group GAZ)
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2 GAZ made a soft-
top version of its GAZ
61-73 four-wheel-drive
saloon, the GAZ 61-40.
It shared its body-styie
with the GAZ 11-40,

a prototype cabriolet
derivative of the six-
cylinder GAZ 11-73
saloon. (Group GAZ)

K|

known as ‘Black Raveng', were used by the NKVD
—the Soviet secret police — and the sound of one
pulling up outside your home In the early hours of
the moming was feared across the Soviet Union. A
slightly less sinister nickname was ‘Emka’, derived
from the letter M!

The GAZ M1 provided the basis for a range
of sh-cylinder GAZ cars that shared much of its
engineering and body styling. The GAZ 11-73 was
built from 1840 until 1941 and then again frorm 19485
until 1848. To help develop fts six-cylinder engine,
GAZ had bought a number of American side-valve
Dodge D5 enginss, which led to the development
and production in 1937 of the GAZ 11 engine. This
six-cylinder 3,485¢c¢ 76bhp engine was also used
inthe GAZ &1 truck. Qutwardly the GAZ 11-73 cars
differed from the basic M1 by having a restyled
grile and bumpers, and they could reach a top
speed of 69mph. The GAZ 11-40 was the open-
top version, but no mors than six examples of this
four-door drophead were made. A prototype for a
pick-up version of the GAZ 11-73, the GAZ 11-415,
was made in 1840, but did not go inte production.

The GAZ 11-73 gave birth to what were among the
first four-wheel-drive passenger cars made anywhers
in the world. Known as the 61 series, these used the
six-cylinder engine. The first prototype was a dark
blue soft-top that shared much of its body with the
prototype GAZ 11-40 drop head. The new car was
thoroughly tested between June and October 1939,
showing unprecedentsd offroad ability. The test

. EARS OF THE SOVIET LUNION

schedule included ouarmy conditions to see how well
it could handle sand and loose soll. For winter testing
the open-top bady was replaced by the closed body
of the M1, leading fo two disiinct versions of the
new car being put forward for approval. They were
signed off in 1840 and the soit-tops, called the GAZ
61-40, and the saloons, named GAZ 61-73, wers
scheduled t0 go into production by the end of that
year. However, the formal introduction of the 4x4
GAZs was delayed due to technical issuss. The first
example, a GAZ 11-73, was finally made on 9 June
1941, and was tested by being used to tow a 76mim
artilery gun! Mass producticn got underway on 12
July but only 181 were made before manufacture
camg o an end thanks to a lack of materigls —
especially shest steel — because of the war. Another
Wo are believed 1o have been made in 1842, nine in
1944 and two more in 1945,

Al the end of 1840 the GAZ enginesrs had
tested a couple of 4x4 pickups called the GAZ 61-
415. Based on the GAZ 61 chassis and intendsd
for both military and civilan use, these did not
progress beyond the prototype stage. The clossly
related GAZ 81-417, however, did go into production
to meet the Red Army’s need during May 1941 for a
simple vehicle to support its front-line light artillery.
Capable of carrying six pecple and 250kg of arms,
it used some of tha same body panels as the 61-73
as far back as the front door post but had no back
1o the cab. Aft of the cabin was an open body with
longitudinal seats on fop of the ammunition boxes.

i
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*The GAZ 64 was quickly
developed during the Second
Werld War to provide a
¢oinpact ge-anywhere military

vehicle. (Grou

*-Towards the end of the
Second World War GAZ
¢reated the GAZ 67, which
was virtualiy unstoppable off-
road. It was made until 1953.

ocHon)
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=2 The GAZ 61-417

of 1941 was the first

GAZ designed primarily
for military use. lt was
the forerunner of the
famous post-war GAZ 69.
(Avioexport)

The first of these little trucks were manufactured
on 7 October 1941 and 36 had been built by the
end of the year. Production ended when supplies
of body panels ran out.

The extremely high ability of the GAZ 61-
40 to go wherever its driver chose to go and iis
unpretentious nature eamed it plenty of respect
from fronting soldisrs. They were favoured by the
very highest officers in the Bed Army —tor example,
Marshall Georgy Zhukov {who held the Germans
back bsfore Moscow) had a grey example, while
Marshal Semyon Timoshenko (Credited by many
commentators with mechanising the Red Army) had
a dark green one. However, after the severe winter
of 1942 most were fitted with closed bodies.

GAZ rnade ancther valuable contribution o the
Alled war effort. In 1938, prompted by the clouds of
war looming over Burope, i had started developing
speciallsed 4x4 vehicles for use by the military. It
wasn't the only one, At the same time as the GAZ
B4 — a rudimentary jesp-style vehicle — was being
developed, the NAMI research institute produced
ancther prototype 4x4 for use by the Soviet military,
the NAMI AR, Designed in 1941-2, this off-road
vehicle competed with the GAZ 64 to be chosen
as the official 4x4 of the Red Army. Like the GAZ
B4, it used the same engine as the GAZ M1, but
aquipeed with two carburstiors teken from the KIM
10 car. This increased power from 60 to 57bhp. The
first example was produced at what was 1o become
the Moskvich works.

GAZ began work cn the GAZ 84 in February
1841, using the GAZ 671's chassis, front and rear
axles (with some madifications), transfer box,
gearbax, shortened driveshafts, front springs
falso used at the back), siteering gear and
brakes. The engine came from the GAZ AAtruck,
mounted high ug {o increase ground clearance
mn comparison with the GAZ 61. Special high-
grio chunky 6.50-16 tyres were developed for
the new car, and were subsequently used on
all GAZ cross-country vehicles produced up t©
19568, However, tecause of supply shortages
the early models often used the GAZ M1's
7.00-16 highway tyres. The first GAZ 64 was
put together in just 51 days and in March was
given a favourable assessment by Red Army.
Prototypes of both 4x4s were presented 10
Stalin and it was the GAZ which got the official
seal of approval.

Production began in August 1941, albeit using
temporary production equipment. The body was
made by hand by panel-beaters, By the end of
the year 602 had been built, and were used
as infantry transport and staff command cars.
Production fell to just 67 units in 1942 and ai the
beginning of 1943 it was replaced by the GAZ
84V, an improved wide-track version with the
front track increased fo 1,293mm. Production
ended in April, when the chassis were required
for armoured car production. However, GAZ
had already started working on a replacement

d
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in February. The first running prototypes of
the new GAZ 67 were on the road in the
summer, with aven wider track front and rear
of 1,449mm. The chassis was strengthened
to address problems Tound in the GAZ 64
of cracks appearing in the chassis rails.
An extra fuel tank was installed under the
driver's seat — & necessity for a vehicle
which had a healthy appetite for fusl. The
first production GAZ 67 was built on 23
September 1943 and by the end of the
year 718 had been built. The front-end
siyle differad from the GAZ 84 In having
separats front and rear wings and steps
10 help people get in and out. It was
also sfigntly longer and wider. Off-
road the GAZ 67 was even better than
the Allied jeeps produced by Willys,
Bantam and Ford, although its brakes
were less effective and it wasnt as
reliable. A hard-top version of the
reguiar GAZ 67, the GAZ 67-420, was
built in October 1943, and there was
even an amphibious model, the GAZ
011, built in 1945,
During January 1944 GAZ built the
first GAZ 67Bs, seen by many as the
definitive GAZ jeep. This had a slightly
wider track than the GAZ 67 and
was fitted with a four-cylinder 3.2
litre 54bhp engine, Toia! production
amounted t© more than 92,843
units when the last ones were made
in the autumn of 1953, All GAZ 675 were painted
dark green, even those made after the war,
During July 1944 plans were drawn up
for & rearwheel-drive-only GAZ &7, the GAZ
67V, The first was built on 3 September. It was
intended o be a wartime replacement for the
GAZ M1, since the need remained for a simple
and cheap car, especially where there was
no need for off-road capability. To create the GAZ
£7V the trangfer box was removed and a front
axle based on the GAZ M1 was instailed. Weight
was lower than the four-wheel-drive modal. Bvan {Avtoexport)
without fourwheel drive, the car was surprisingly
capable off-road, but production couldn’t get
under way because the war effort took up all of
the Gorki plant’s capacity. W

."The Soviet auto industry tock to motorsport in the 1930s.
The first track-bred GAZ was unveiled in 1938 (top) - fthad a
top speed of 87mph. In 1920 a revised model (upper middle}

had an uprated engine, wheel discs and a fairing over the

driver's seat that helped increase its speed to 101 mph.
Another racing special, the QAKS-GAZ (jower middle), was
tuned to develop 65bhp from its four-cylinder GAZ 3,285¢c
engine — enough for a top speed of 87 mph. Most imposing
of all was the ZIS 101 Sport (bottorr). Its eight-cylinder
engine churned out 141bhp and the car could hit 101 mph.
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 TOMOSCOW, ABABY SON ..

A Although not called

a Moskvich, the KIM-10
was the first original
design tc be made by the
Moscow-based car plant.
It was replaced after the
Second World War by

the Moskvich 400. This
colourful picture was
published by Avtoexport
in the 1980s as partof a
celebration of the histery
of Moskvich. (Avicexport)

KL

he Moskvich —which translated literally means
'Son of Moscow' — was for g long time one
of the most famous Soviet cars. [ts history began
as part of the deal with Ford 1o create the GAZ
plant. Construction work on the Moscow factory
began in August 1829 and by November 1830
the main assembly plant was ready for business.
In December 1930 the works were named the
KIM auto assembly plant, 'KIM' standing for the
Komintern of Young People. In August 1933 KIM
lormally became a branch of the GAZ works, but
in 1939 they wore splt into two separate entflies.
Al first KV assembled GAZ AA trucks, adding
engine producton for the Communard combine
plant in the Ukraine to its product line in 1932,
Betwesn 1935 and 1937 the faciory was extended
0 raise its annual production capacity to 80,000

. CARS OF THE SOVIET UNION

vehicles, although plans to add the GAZ M1 o the
production line were dropped In favour of using
the extra capacity to boost output of the GAZ
AA truck, The KIM plart laid claim to a significant
foctnote in the socia history of the Soviet Union
when it became the first Soviet factory To Introduce
a plece rate systern to pay its workers, abeit after a
lengthy dabate over the pros and cons of adopiing
such an approach in a socialist society.

In 1638, Minavtoprom, the Soviet Union's Ministry
of the Automobile Industry, was prompted by press
arficlos ©© hold a conference 1o discuss the idea of
buiding a new small car. A decision was made in
January 1939 o go ahead, and in May production
of the GAZ AA at KIM came 1o an end to make way
for the Soviet Union's first true people’s car. Design
work had already begun in the second half of 1838.
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Drawing inspirstion from Britain's 1938 Ford Prafect
{the original EQ3A series), the Soviet car had a two-
door body {the British Ford had four doors) on a
separate chassis, solid front and rear axles, and a
30bhp engine. The saloon madel was named the
KM 10-50 and the softtop ihe KIM 10-51, The
orlgingl plans were for production to start by the end
of 1939 but delays instaling new equipment meant
thet the first car wasn't bullt until 25 April 1940,

In August 1840 Stalin was shown one of the cars
glongside a similarly-sized German Opel Kadett,
sert to Moscow thanks o the non-aggression
treaty signed between Hifler and Stalin in 1939,
Stalin objected 1o the KIM's two-door body and
the old-fashioned headlights mourted on the front
mudguards. The plantwas therefore asked to guickly
develop a ravised model that addressed Comrade

Stalin's criticisms — & wise move in those days! The
plant rapidly produced two prototypes of the KIM
10-52, a four-door, five-seat saloon, and prepared
0 introcduce the revised car 1o the production line
as soon as possible. Road fests of the four-door
fook place in January 1941 and production was
scheduled to get under way In sarmest in Jure.

However, full-scale mass production of any of
the KIM range didn't begin because of the German
attack on the Soviet Union in June 19471, Instead,
betwaen Aprl 1840 and the outbreak of hostilities,
just 450 KIM 10-50 and KIM 10-81 cars were built,
and only a handful of KIM 10-52s. The KIM plant
then tumed its attention to the war effort and cnly
resumed car procduction in the last days of the
conflict when it was clear that the Allies were going
1o be victorious. B

AN One of the few
remaining KIM 10-50
cars, photographed In
1988. (Juliar Nowill)

25
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WAR CHILD

AZ (Ulyanavsk Avtomobiiny Zavod) owes its

very existence 1o the German invasion of the
Sovist Union in 1941, In July that vear the Soviat
Defernce Committee decided to evacuate large
quantities of industrial machinery to Siberig, the
Urals and the Violga region to avoid it failing into the
clutches of the edvancing German army. 2IS was
among the companies which saw a substantial
part of its production equipment moved away
from Moscow. In August 1841 its director van
Likhachev senta group of engineers east to seek a
suitable location for a subsidiary factory. They taok
alook at Ulyanovsk, & small town on the right bank
of the River Volga, consisting mainly of wooden
buildings — only the central Goncharova and
Karl Marx strests had sfone buildings. The
town did, however, have an important claim to
fame as the birthplace of Lenin, the iconic father
of Soviet commiunism.

A location for the new plant was found on the
banks of the Volga where there were already
State Customs Department warehouses. Tha
sfte’s main advantage was that two railway
lines led there, and it was by train that the first
1,600 workers arrived from Moscow on 20
October 18471 to start buiding the new plant.
The existing warshouses were emptied and the
vehicle manufacturing eguipment was installed
immediately. In litle more than two months
production of components had begun and the
first deliveries of eguipment to the Red Army
were mads at the beginning of 1942,

By May 1942 the first five ZIS & trucks had
been assembled at what was already a substaniial
manufacturing complex. N July, by when the
assembly rate had grown to 20-30 trucks per day,
the Ulyancvsk works was officially appointed by

the ZIS management to be the prime bullder of 218
5trucks. Anumber of vehicles were adapted by the
Ulyanovsk plant to be field workshops and moblle
generator plants. It also built the gas-powered 7218
21. The factory was given the title UIZIS, combining
an abbreviated form of its host city with the name
of the parent plant.

In the spring of 1943 the head of the design
team had been cailled to Moscow and told io
engineer & new range of frucks. This was backed
up in June 1948 when the Soviet governmsnt,
impressed by the efforts of the Ulyanovsk
workforce, decided to build a new fully-ledged
vehicle factory In the town. The local council
allocated 200 hectarss (485 acres) of land beyond
the River Svivaga and building work soon got under
way. It was here that, in the autumn of 1944, the
company'’s designers and enginsers, who since
thelr arrival in Ulyanovsk had occupied first a part
of the local library and then the local museum,
finally found a permanent home. In addition, in
April 1944 work started on a technical school
1o develop the factory’s engineering capabilities.
The first enginesrs graduated from there on
23 May 1948,

Al the end of 1943 UIZIS started to assembic
American  Studebaker Serles M army trucks,
supplied to the Soviet Union under the ‘lend-lease’
arangements made between the Alliss o support
the war against the Nazis. However, in May 1944
the first example of a self-perned Ulyanovsk truck,
named the UIZIS 253, was built. It was a competent
piece of design work that mare than malched the
Studebaker when i came o performance and
efficiency. It was t© have a three-cvlinder, two-
stroke dissel engine, a concept that Rootes in
Britain took forward extrernaly successtully with the

K ¢

|
|
|
|
}
|

. CARS OF THE SOVIET UNION
o MacNeil Exhibit 2107
Yita v. MacNeil IP, IPR2020-01139

Page 38



TE3 engine used in Commer trucks from 1954 until
1973, Preduction of this engine was planned to take
place at the Yaroslavl auto works (YaAZ) alongside
American-based  GMGC  motors.  Unfortunately,
however, neither the new truck nor its engine were
put into production, as the war was still raging and
the Soviet Union was still concentrating on the
manufacture of war materiel,

In September 18944 the plant was officialy
renamed UAZ, and at the end of the year 7IS 5
production was rmoved to the town of Miass, where
another truck factory was being established and
which bacame the farmous UralAZ works. UAZ was
assigned the job of building the 1.5-tonne GAZ AA
tuck. In the auturnn of 1945 the first consignments
of manufacturing  eguipment and  technical
documents — accompanied by engineers from the
Gorki works — arrived In Ulvanovsk, Bven though

lthough Soviet cars didm't appear on export

markets until well after the Second World
War, durdng the 1920s and 1930s the Soviet
government got invoived in retalling petrol and
ol products to Westemn motorists, The Soviet
government had inherited productive ol fields in
the Caucasus region but found that the established
Western companies, such as Standard Ofl and
Shell, were reluctant to take Its crude, preferring to
develop their own scurces. The Soviets therefore
established outlets for their fuel in Sweden,

the new factory was stilf being completad, it was
under orders o start turning out vehicles as scon
as possible. The first GAZ AA truck left the factory
gates on 26 Qctober 1947,

One of the early spin-offs fram the UAZ plant
was the UMZ (Ulvanovsk Matorniy Zaved) engine
works, which today is owned by GAZ In the
autumn of 1842 the Ulyanovsk factory had begun
production of a stationary small-capacity water
cooled Bhp engine, the L3/2, used to power
generators employed at the batilefront. Cast
iron components for it were made in a special
workshop which had been developed from a
local iron foundry. When the decision was made
to set up UAZ as a vehicle maker in its own right
the engine part of the plant remained in situ and
over time developed into the UMZ engine factory, a
major supplier of engines to both UAZ and GAZ. |

where during the 1820s it built up the Nafta chain
before selling out to Gulf in 1837, In Britain, they
operated as ROP (Russian Ol Products) and
used the brand name ZIP for petrol sales. After the
Second World War the Soviet Union was unable
1o provide securs supplies, and ROP was sold
10 Regent in 1948 (replaced in turn by Texaco
in 1967). The Soviet Union thereafter stayed
out of Weastern petrol markets untll the 1960s,
when the Nafta brand established itseif in Britain
and Belgium. &
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he Soviet Union was shattered

! by the Second World War. It

had endured some of the fiercest and most
destructive battles of the whole conflict
and faced a monumental task to rebuild its
shattered towns, factories and landscape.
However, there was a sense of optimism in
the air- the Allies had defeated the Nazis and
the Japanese and could now look forward to
an era of peace. All acioss the world people
exhausted by war looked forward to more
from their lives, regardless of whether their
governments were communisi, capitalist or

something in between.
Sadly, the political and governmental

relationships developed duting the war
evaporated as the ideological battle between
communism and capitalism gained speed.
The two sides eyed each other with increasing
suspicion = Brifain's wartime leader Winston
Churchill summed up the mood when he said
an Iron Curtain had been pulled down across
Europe. Both sides were deiermined o show
that ‘their’ system was best when it came to
meeting the needs of the ordinary man in the
street, and the motar indusiry was just one
of the many weapons they deployed.

The Soviét system remained, however,
heavily geared fowards defence and heavy
industry. Family-owned cars were relatively

few, and for a long time remained a luxury
Lots of vehicles werée

in Russian eyes.
demanded by the army, the governmenit

and municipal agencies, and making trucks
remainied the state’s primary concern until
the 1960s. Private cars accounted for just

FROM VICTORY TO SPLUTNIK
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31 per cent of total vehicle production in
1960. Changes of model and diversity in the
type of ¢ars a@nd trucks available were less
impottant than simply churning out enough
units to meet demand.

With the death of Stalin in 1953, however,
there was a general relaxation in government
thinking and a recognition that people could
nat live by bread and ideological purity
alone. The Soviet Union’s new leader, Nikita
Khrushchev, was particularly bullish about
promoting the superiority of comniunism
over capitalism, touting the benefits of
the Soviet system wherever he went. He
established a completely different ethos for
government in the Soviet Union, and society
became more open and more receptive to
new ideas than it had béén in Stalin’s time,
when free thinking wasn't just discouraged
but was positively dangerous. The winds of
change that blew through the Kremlin were
reflected in the brighter styles adopted by
the country’s car desighers and in its
approach to exports, with some extremely
stylishand artistic brochures being produced
to promote Soviet products.

Demsnd for cars was growing, and to
maintain it$ legitimacy as the provider
of all that workers could ever want, the
Soviet government decided to develop its
cafl industry. Even with official support,
however, demand far excéeeded supply, and
metorists had to wait many months to buy
eveni a modest car uiless they were abie

to claim the special privileges awarded

to war heroes, labour veterans and the
handicapped.

The Soviet

Union had started ifs
automotive exporit drive even before Stalin’s

death. As early as Febtuary 1951 Time
magazine reported that the Moskvich was
beginning t¢ move in on the low-priced
end of the ¢ar market in Western Europe.
The Moskvich 400 was shown at the 1951
Brussels Motor Show at just $978 — much
the cheapest car on display. The sale
of the Moskvich vehicles was part of a
trade treaty with Belgium for which the
Soviet Union received sheet steel, copper,

# CORSOF THE SOVIET LINION

electrical equipment and $150,000 worth
of herring! But the beginning of the Soviet
car industry’s real expert push came in
1956, when Avioexport was established
as a state-controlled organisation with
monopolistic powers to move Soviet-made
vehicles onto

international markets and
ifiport the motor vehicles and specialised

automotive machinery needed by Soviet
industry and agriculture. Two GAZ products
were given fop awards at the 1958 World
Expo in Brussels - a real boost to export

efforts — and Russian cars started to appear
regularly at Western motor shows.

By 1960 the Soviet motor industry
was movirlg ahead. Its cars were modern
and stylish, albeit with unique Russian
characteristics such as high ground
clearance, thicker than average metal and
pragmatic engineering geared towards
ease of maintenance. Motoring in the Soviet
Union was becoming more commonplace
too - indeed, Khrushchev even established
a car hire agency in 1959, inspired by his
visit to Americd, home of Hertz and Avis in
September of that year. The swinging 'sixties

were just around the corner and Soviet cars
were well placed to join the party.
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om out by war production, the Z1S plart in
Moscow was thorcughly refurbished and re-
equipped in 1948, The company also diversified
in the postwar period, producing refrigerators
fiom Aprl 1950 and bicycles between January
1951 and 1959. At ihe beginning of 1853 a special
management team was asked 10 design the first
car factory in China, Working in Chanchune,
7IS engineers assisted in the production of the
frst communist Chinese truck, the Dzsfan,
based on the ZIS 150. In the meantime ZS also
developed its core truck business and tumed its
aftertion to bringing on stream its latest flagship,
the ZIS 110 limousine.
Before the beginning of the Second World War,
the ZIS designteam had bagunworkon proposalsior
acar that would be radically different from the rather

conservative 71S 101, ronically for a revolutionary
poltical party, however, the Soviet leadership was
made up of men with traditional tastes. Along with

salin's liking for the Packard Super Eight/180 style,
this meart thal the new Z1S 110 did not advance
towards the full-width, genarally slesker style #18n
being rapicly adapted by the world's autornakers.
instead it retained a traditional upright grile and
distinct front-wheel wings.

Numerous elements of the Packard's exterior
design trim were faithfully copled onto the new car
— radiator grile, sidelignts and tail lights, chrome
inms and even the dashboard. Howsver, the
tearmn did try to introguce some of thelr own ideas.
The rear profie was more prominently slanted,
which increased the size of the boct and halped
accommodate the spare wheel that was no longer

FROM VICTORY TOSPUTNIK 19US-19E8

A This picture shows
the differences in
appearance beiween
the pre-war ZIS 101A
(left) and the post-war
ZIS 110. The latter is
much sharper and a
little more imposing
than its predecessor.

(Viadimir Varaksin)

Yita v. MacNeil IP, IPR2020-01139
Page 43



U=

mounted on the front wing. The wings themselves
adopted a sofier line than the Packard.

Conirary to common beliefs, the body
panels between a ZIS and a Packard are not
interchangeable. The dies used fc press the
panels were made by ZIS themselves, as it simply
wasn't possible at the ims to get any from abroad.
They were cast using a zine alurminium alloy tha,
although softer than was usual for such equipment,
was perfectly acceptable for a low production car.

The gpecification shest for the ZIS 110 was a
rofl call of Soviet motor industry debuts: as befitied
a luxury car, the windows and the glass partition
between the driver and passengers were raised
and lowered using electro-hydraulic equipment;
the engine had hydraulic valve edjusters, making
the engine quister and easier to mahtain; and
undemesath there were hydraulic brakes and
independent front suspansion. There was also a
poweriul heater, and the speedometer needie was
gresn up to BCkm/h (37mph), turned yellow up to
100km/h (B2mph}, and then became red as the
car seared 1o revolutionary glory.

The new design was presented t© a commitiee
of high-ranking government  officiels on 20
September 1944, They gave the green light for
production to commence and five had been buitt
by the end of August 1945,

On 28 April 1847 the Soviet motor industry
presented its latest products to the Soviet
government's movers and shakers, including the
feared Josef Stalin, Foreign Minister Molotov and
the sinisterhead of the secret police, Lavrent Beria.
The vehicles on show alongside two versions of
the ZIS 10O (a saloon and a four-door soft-top)
were the GAZ M20 Pobeca, the Moskvich 400
saloon, the Moskvich estate car with its wooden
rear body (for which a tex role was suggested),
the Moskvich postal van {the estate car with the
rear windows blanked out) and the ZIS 164 bus.
The ZIS 110 was given a thumbs-up and full-scale
production got undsr way the same year. Officially
il remained In production unil 1959, although
a fow examples are rumoured to have been
put together up until 1981, In total 2,088 were
manufactured, which comperes woll with foreign
cars of a similar class. Just 872 Packard Super
Eight 180s were made, for instance, although by
the 1950s Packard was itssif fading away; by the

. CHARS OF THE SOVIET LINION

end of the decade the firm that had once been at
the very top of the American mator industry had
stopped making cars at all.

The new ZIS had an sight-cylinder, 6,005c0,
140bhp engine with a compression ratio of 6.85:1
and a top speed of 87mph. The cars were o
all intents and purposes handmade, weighed
2.5 tons and were 6m long, with & furmning circle
of 74m! Mechanically they retained a manual
gearbox, there being no automatic option, unlike a
growing number of similar top-line cars In America
and Europe.

The majority of ZIS 110s were built as four-door,
seven-seater limousines, for use by the highest in
the land. Chauffeurs rarely had to use the standard
sirent or high-beam light installed behind the grille
because other drivers quickly moved aside when
they noficed a 213 110 In their mirrors. The cars
were also used by individual members of the Soviet
glite — the award of a ZIS was seen ag a pretty high
honour indeed. For example, the creator of the
Soviet atornic bombs, Igor Kurchatov, got one, and
on Stalin's personal orders the Moscow Patriarch
Alexis | was given one thanking him for his role as
head of the church during the siruggle against the
Neazis. A very small number of ZIS 110 saloons
were also made for use as taxis.

Between 1947 and 1956 approximately 40 ZIS
0B four-doar softtops were also made. They
were used for military parades after 1955, replacing
the horses that the highest-ranking generals had
previously used on such occasions. They were also
used to cary important overseas visitors irwited
to take part in parades, Fidel Castro of Cuba and
Indigs first postindependence Prime  Minister,
Jawaharlal Nehru, being among the most famous.
Some 110Bs were even used as faxis gongside
their saloon counterparts. The ZIS 110V was another
soft-lop variant, this time having rigid window frames
and retaining the glass partition between the driver
and rear passengers. t was really a halfway-house
between the 110 and the 110B.

A numbier of ambulances were built based on
the ZIS 110 — the patient got loaded in through
the boot of the ZIS 110A! One hearse was built,
and there was a one-off cabriolat with electric roof
control made for Klement Vorashilo, president of
the USSR from 19583 until 1960, Almost all the
limousines wers painted black, although some were
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dark biue, while ambulances were — unsurprisingly
—white and soft-tops were grey for parade use but
oiherwise black.

The most impressive 213 110s, however, ware
the armmoured versions. The specification of the
armourad 7IS was daveloped persanally by NKVD
chief Lavrenti Beria, a thoroughly nasty fellow who
used his own ZIS o cruise the Moscow streets
looking for girls. When he saw one that took hig
fancy, he would pull over and the girl would be
nvited' to join him beck at his Moscow home
(now the Tunisian embassy), where she would bs
axpected 1o have sex with him. Anyonewhe refused
stood a good chance of being rapad instead.

The first five ZIS 1105 armoured limousines were
bullt in 1947 to fest new ideas and technology.
They were followed by the armour-plated Z1S 115,
of which 38 were made betwesn 1949 and 1952.
Manufacture of these cars was strictly bespoke,
with even the smallest body parts being stamped
with the car's number. Indeed, the Russian security
services kept strict records of every 718 regardiess
of model, detaling who had been involved in its
construction and & full scheduls of maintenance
and repairs. All these documents as wel as the
cars themselves were treafed as stale secrefs.

The armour plating built into the doors, floor and
passenger shell, and the 75mm glass of avery 215
115 were fUlly tested by machine-gun fire at 2 milftary
faciity in Moscow. One urban myth is that Stalin
tested this by having the car's dssigners placed in

the car and then instructing scldiers to fire &t it wiih
their maching guns. Not a single bullet mads fis way
into the car.... Opening and closing such substantal
doors wasn't eagy — for a frall passenger the halp of
a guard or the chauffeur was all but aessential. Help
wasnt needed to wind the windows up and down
however, Heavy-duty hydraulic jacks were instalied,
the regular sysiems being uneble o cope with the
bulky bullet-proof glass.

Orce inside. the finest and most expensive
maierials greetad the lucky passengers. Underfoot
there was a fited velvet carpst. Top-guality
American sourcad cloth covered the eiderdown-
stuffed rear seats, whie black leather was used on
the font seats. Some cars were even equipped
with a rather crude air conditioning sysiern, with
the compressor under the bornet and the rest of
the equipment in the boat.

The armoured ZIS weighed 7.300kg — mors
than double a standard ZIS 110, The Yaroglavl tyre
factory developed speclal 7.50-17 tyres, an inch
bigger in diametsr than the regular 715 7.50-18 units,
to help cope with all the extra weight. Mechanically,
upgraded front suspension, brakes and a new
rear axle were fitted. The revised rear axle gave
the car one of fts few external idantifying features
- the slightly more convex hub caps specified ©
accommodate the heavier half shafts. The extra
welght and the higher fnal drive ratio of 8.6711
lowered the fop speed from 87mph o B2mph, even
with a 120bhp engine. Thers ware two mechanical

FROM VICTORY TO SPUTHIK 18945-156E

¥ With its bold upright
radiator grille the ZIS
110 reflected Stalin’s
conservative lastes.
Contrary to popular
myths, the ZIS was

not made from cast-

off Packard body dies,
even if at first glance
there are some styling
similarities between the
two cars. Lock closer
and it becomes clear that
the ZIS was an original

design. (Autocar)
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vartations — one, for uge in the central USSR, had
an ol cooler while the other, for use in mountainous
regions, had improvemerts 1o the cooling system,
All hadl & separate back-up ignition system.

Most of the armoured ZIS cars built were used
by Stelin himself, who by this time was increasingly
paranoid about attacks on his life. Twenty wers
kept in Moscow and at the various dachas around
the capital that the Soviet leadsr used when he
wanted 10 get away from the Kremlin, Two were
sent to Leningrad and others were kept at various
holiday dachas in the Crimea.,

In spite of all the security surrounding the ZIS
15 flest, Stalin never used the same car two days
running. Nobody, including the staff of the official
Qarage, knew which car Stalin would use. When
he got into the car he had chosen, the driver was
expected 1o be ready to pull away as soon as the
door closed behind him. The route to and from
his cutcitown dachas was changed regularly
and without warning, and the securtty guards who
accompanied Stalin's every journey would wait in
the Kremlin until they received a radio message
teling them whers exactty they were to join his
motorcade, which was made up of several cars all
travelling quite close together. The number plates,
which were only fitted to the back of the cars,
wers repeaiedly changed to confuse any would-
be assassins,

Even when Stalin was inside one of the cars,
protected by seven tons of armour plate and bullet-
proof glass and with first call on the luxurious
sofa-fike back seat, he remahned fearful for his
life. General Zhuiov reputedly claimed that Stalin
always chose to sit in the middle row of fold-ciown
seats. Zhukov had to sit behind him and chisf
bodyguard Nikolal Viask had to take the front seat,
Stalin's theory being that an assassin trying 1o
shoat him from behind would hit Zhukov andg if they
tried from the front they would hit Viesik,

Al that armour and bullt-in protection proved
its worth only once, and even then not against an
assassing bullefs. A peasant lost corfral of her
fruck on the mountain roads of the Crimea and
crashed into Stalin's motorcade. The limousine
was barely scratched but itho truck fell o pieces.
Stalin suffered nothing more than mild shock and
ordered his guards to release the driver. Bven so,
the Soviet security services conducted a thorough

investigation to find out if the peasant woman
had any foreign espionage connections — none
were found.

The fate of the armoured 2IS cars was tied up
with the general ‘de-Stalinification’ of the Soviet
Union following his death in 1953. The country's
new leaders felt that the image created by the
cars — of the leader of a people’s republic being
scared of attack by his own people — wasr't a
gocd advertisement for the Communist systam.
To remove this public relations faux pas it was
decided 10 dsstroy the cars. Even so, it wasnt
until the summer of 1969 that all but one of the ZIS
15e were recalled to what was then the ZIL plant
in Moscow, Z1S having been renamed ZIL on 26
Jung 1856 in honour of the factory’s former director
Ivan Likhachev, who died that vear. Borm in 1898,
Likhachev had worked his way up from being a
metal craftsman to the post of general director
of ZIS in 1927, before crowning his carser with a
ministerial appointment. The name change was
also another example of the desire by the Soviet
teadership, following Khiushehev's denunciation of
Stalin in 1856, to scale back the generalissimo’s
reputation 1o something less akin to that of a god.

Breaking the ZIS cars up wasn't a simple maiter,
as would normally have been the case for what
were by then officially scrap vehicles. The cars
were considered (o be as important to the security
of the country as the latest weapons deployad by
the Red Amy. Like any other plece of redundant
milltary equipment, they first had to be formally
declassified and any secrets kept hidden from
public view.

Most of the cars were cut into pisces and the
metal melted down. Some, however, managed 1o
avoid being scrapped immediately. ZIL themselves
kept Tour for a while, although these too were
eventually dismantled, and the Yaroslav tyre factory
was gliven one, its weight and general bulk making
it an extremely useful test vehicle Tor new types of
tyre. This car, initially number 2 but renumberad
post-declassification as 202, later found its way
to the Riga motor mussum. Another mysiericusty
wound up in a Geneva car collection. One was
even sent 10 North Korea, where it was given to
Kim I Sung, the couniry's Communist leader, Its
ultimate fate, like much else about that country,
remaing a mystery.

CARS OF THE SOVIET UNION
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The one ZIS that escaped the 1968 recall had
been sent to Poland in 1952 to be ready and
walting for Stalin's planned visit to the country in
1863, His death meant that the car wasn't needed
for its original purpose and instead it was gifted to
the Chairman of the Polish Union of Work Party,
Boleslav Beruta. He died in 1956 and the car
was eveniually passed on o the Polish miliiary
authorities, who donated it to & new motor museum
in 1984. By 1997 it was in private hands.

The Bauman Institute, an slite technical
education and sclentffic research Ingtituts In the
Soviet Union, had asked in 1969 for 12 of the
cars o be passed over 1o them, its scientists
wanting to carry out research 1o heip develop
more modern and effective limousines for use
by top state officials. Just two cars were actually

handed over, and in 1982, after the fall of the
Soviet Union, one of these was transferred to
private ownership. Believed to be the 18th car
made, it didn't have the usual glass partition
between the passenger salon and the driver. The
unlikely story behind this omission i$ that during
a visit o ZIS Stalin said there was no need for
such a partition as he didn't have secrets from
the peopls.

The most interesting postscript o the tale of the
armoured ZIS cars s that, given a choice, Stalin
didn't often use them at all. When he had no need
10 display his patriotiem by traveling in a Russian
car, he preferred to use his bullst-groof armour-
plated 1936 Packard. Maybe he was infuenced
by the American car's 185bhp V12 engine, which
madz it g lot quicker than the ZIS]

M The ZIS 110 was made
in what was, for such a
low production medel, 2
surprisingly wide range
of different types. This
is the ZIS 1108 cabriolet
model. Others included
the Z18 110A ambulance
and the armour-plated,
bullet-proof ZIS 115.

fAutocar)

U5
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¥ 3 The ZIL 111, unveiled
in 1958, was without

any shadow of adoubta
child of the 1950s, with
encugh chrome on board

to be easily spotted from

outer space by a passing
Sputnik! ulfan Nowil])

The ZIS 110W was a fourwheel-drive prototype
version of the ZIS 110, made in 1949, Its axles were
borrowed from an American Dodgs WCH1 to save
development time. The transfer box also came from
the Dodge, one of many differant American vehicle
types that remained in Saviet territory at the end
of the Second World War. ZIS opted to use their
most powerful engine, as seen in the armoured
715 115, Hts capacity for hard work boosted by a
more advanced oil cooler and a larger radiator. Top
speed was 65mph. Suspension of the live axles
was by leaf springs front and rear with an anti-roll
bar at the back. Fusl consumption was 30 litres
per 100km [2.5mpg) on the highway and as much
as 67 litres per 100km (4.2mpg) off-road. To cape
with its high demand for fuel an extra fusl tank was
added, increasing its total fuel capacity from 80 to
113 litres. The ZIS 110W was only slighter longer
and wider than the regular S 110, but was taller
—1,958mm compared to 1,762mm.

The brakes were the same as for the two-whesl-
drive car, as were most of the steering components.
However, neither was really up 1o the task of ofi-road
motoring, with the steering components In particular
prone to failure during trials. The same applied to
the 17in tyres, which aftthough the largest made in
the Sovist Union — they had been designed for the
ZIS 115 — were not durable enough and lacked the
right fread pattern for serfous off-roading. Goodyear
tyras, the same as those used on the Dodge, were
imported instead.

. CARSOF THE SOVIET LINION

With its new tyres the ZIS 110W was reasonably
capable off-road — certainly better than a standard
43 110. However, there was little else positive to
report about it. The enging, while powerful, did not
have enough torque to make it really suitable for
off-road use.

The body iself, which was virtually unchanged
from the standard car, caused problems when the
going got tough, having front and rear overhangs
that seriously hindered its ability on anything other
than comparatively smocth tracks. The addition
of side skits — added to maintain the car's
appsarance — was a serious mistake tog, since
they caught on the ground when the car rode over
humps and hollows. Even the basic structure of
the body caused problems. It had been designed
o cope with highways and simply wasn't up o the
strain of off-road motoring. Rain and dust got into
the stressed-out cresking body, and the windows
were fixed 1o try and stop water and muck getting
in, making the interlor very uncomfortable in hot
weather. Raising the bedy had also made the ZIS
110W harder to drive by seriously reducing vistbility
both front and rear, and made getting in and out
extremely difficult too. The fuel tanks, in spite of
the raised body, were vulnerable to grounding
and were mounted a little toc close to the exhaust
systemn for comfort.

Perhaps the biggest black mark against the
ZIS 110W was not really the fault of the car itself.
Although it had mere ground clearance than a
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standard 21S 110 (226mm compared to 170mm},
the kind of tracks it would be expected to fravel
along wers created by the Soviet Unior's principal
frucks, the ZIS 150 and the Z1S 5. These had
much greater ground clearance and the wheel
ruts they gouged out of the ground were therefore
much desper than anything the ZIS 110W could
cope with. Navartheless, a total of four prototypses
were eventually made, two using mainly Dadge
components and two using a greater proportion of
Russian parts. All were scrapped once tests had
been completed, but they did pave the way for 47
x4 ZIS 110Ps.

The ZIS 110P fourwheel-drive limousing was
designed in 1956 and made some use of GAZ 63
parts. The GAZ 63 was a fourwhesl-drive truck,
developed during the Second World War for use

by the Red Army. The latest ZIS 4x4 limousine
had independart front suspension and, unlike the
ZIS 110w, used only Soviet parts. The engine
came from ihe ZIS 115 but the steering was
completely new.

Ag part of the Celd War battle of hearts and
minds, ZS, lke the American motor industry,
produced its own ‘dream-cars. The futuristic 19571
715 112, designed by Valentne Rostkova, was
inspired by the American Bulck Le Sabre. [Lhad a
detachable meatal hard fop and & single headlamp
in the centre of its chrome bedecked frant panel.
The Bm-long car — nicknamed Cyclops by the 215
workers — was painted blue and white, which were
later adopted as the plant’s corporate colours.
it hag an imerestng sxperimental V8 engine
deslgned by Vasly Rodionov, which produced

U
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182bhp, enough for atop speed of 127mph. There
was an oil cooler 1oo — rather necessary for a car
that tipped the scaies at 2,450kg! The first varsions
had two carburettors but later examples had four,
producing 192bhp, which when combined with a
shorter, lighter bodyshell and the deletion of the
hard top raised top speed to 130mph,

The ZIS 112 was successfully used in several
national motorsport competitions, in spite of being
a concept rather than a racing car. The 1858 ZIS
112/4, still derived from the regular ZIS saloons,
was another two-seater sports car, but this time
with huge tail fins. This type of futuristic concept
car was very rare in the Soviet Union, Only ZIS
and GAZ produced such vehicles, Al wears
produced for propaganda intentions, without any
commercial abjectives — which was not all that
surprising consldering the very limited market
in Soviet Russia for luxury cars. ZIL formally
disbanded its motorsport team at the end of the
1960s but It returned to the race track in the late
1980s, when it made a name for itealf on the truck
racing clreuit.

By the middle of the 1950s the ZIS 110 was
starting 1o look and feel antiguated, especially
whan compared with the cars used by America’s
elite. Work therefore began in earmest to design
a new governmental [imo. This wasn't the first
fime that 71S had looked into reglacing the ZIS
110. As early as 1947 a small batch of prototypes
— possibly as many as five — were built with a full-
width grille resembling the Packard Clipper. This
model was unofficially called the ZIS 1T10M and
was followad by the ZIS 111 Moscow, designed
by Velentine Rostkove, two or three examples of
which were built at the beginning of the 1850s.
Ore of these, which bore some resemblance
to the late 1940s Buick, was put on show in
1956 at the Exhibition of Achievements of the
Natiornal Economy of the Soviet Unfon. However,
the design wasn't seen as a success — mainly
because it was already looking dated, at a time
when the Cold War was as much about image as
about force of arms.

The 7IS management decided to opt for an
informal competition for their new car, one of the
criteria being thet it should look fully up o date.
Two designs were given serious consideration.
The ZIS 111 Moscow design by Rostkova was one.

CHARS OF THE SOVIET UNION

The other was a sleeker, sharper car penned by a
young designer named Eremeyeva, who drew his
inspiration from the very latest Packard designs. Its
thoroughly up-to-date appearance resembled the
1853 American Packard Pafrician and 1t was built
on the ZIS 110 chassis. This design was chosen
far the new 7Z1S.

A common misconception amongst American
and European motoring historians is that the ZIL
111 was a precise copy of the Packard Caribbsan,
and that the Packard body presses had been sold
1o the Soviets. None of this is true. Nevertheless,
the ZIL design team were under pressure from the
Kremiin to out-do American designs. Consequently
the ZIL 111 (and indeed the GAZ M13 Chalka)
resembled the 1956 Packard Pafrician 195 from
the frort, while the lines of the limousine body
were not dissimilar to those of the Chrysler Imperial
Crown. The mechanical parts and interior were
developed with an eye on the Cadillac Fleetwood
75, while the instruments of the Chaika were
clearly inspired by the Packard.

The new car, by now called the ZIL 111, was
shown 1o representatives from Minavtoprom in
1857, alongside the 1956 Cadillac Fleetwood 75,
Chrysler Imperial Crown, two Packard Executlve
Patricians and a Packard Caribbean with an
open body. [t was clearly an original design but
undoubtedly in tune with current trends. However,
at 1,640mm the ZL 111 was taller than the
American cars, which gave it a slightly heavier
appearance. Despite this its modemn, good looks
earned it a top prize at the Brussels Expo World
Fair in 19568,

The ZIL 111 was 8.14m long and had all the usual
atirbutes of an American mid-1850s car — separate
body-on-frame  construction with  independeant
front suspension, a V8 engine, automeatic
gearbox, power steering, power brakes, automatic
windows, power antenna and air conditioning.
The Interior upholstery was in leather and cloth,
and outside there was enough chrome to dazzle
even the Americans. The single camshaft iron
block 8,000ce engine produced 200bhp driving
through an automatic gearbox. The ZIL 111 finally
went into praduction in 1959, An airconditioned
varsion, the ZIL 111A, had a smaller rear screen 1o
allow for the air-conditioning ducts to be located in
the C pillars. W
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“The ZIS 110 was finally of \ly replaced by the
ZIL 111 in 1959. This is one of what are belisved
o have been just three soft-top exaniples, the
ZiL 111V. The Soviet motor industry was no more
immurie to American influence in the immediate
post-war era than any other country —mdeed,
compared ie some gther coritemperary cars
that agdopted American styling, such as Britai’s
Vauxhall Gresta and Frarice’s Simca Vedette, the
ZIL 111 was a model of resira t and good taste!

{Autocar)

*-The cover of the ZIL 111 brochure produced for

the 1958 Brussels World Fair. {ullan Nowil)
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MNThe GAZ M20 Pobeda
was one of the world’s
first entirely new cars to
be produced after the
Second World War. It had
extremely fashionable
styling, and after the
teething troubles in the
first series were froned
out became known for
its near indestructibility.
{Group GAZ)

v
Pl

VICTORHON THE VOLGA

tthe end of the 1930s GAZ had reaiised that
n it needed a rmuch newer design for its cars.
Inftial profotypes  had aerodynamic styling very
simiiar 1o the Czechoslovakian Tatra, However,
the outbreak of war in 1941 put paid to plans to
infroduce a new civilian car using the M1 chassis,
although GAZ did buld the GAZ 11-73 for a short
white after the war until 1948, More significantly,
In 1948 the company unvailed the M20 Pobeda
{meaning ‘Victory").

As early as December 1941, with the Germans
at the gates of Moscow, GAZ had been asked by
the govemment to start work on a new car, even
though the plant was fully occupled with the war
sfiort. The GAZ engineers looked carefully  at
foreign cars, mainly American and German maodels.
American cars of 1840-1 wers no longer fitted with

running boards and looked wider than before,
glthough In deference to the conservative tastes of
thelr buyers thay retained the rudiments of wings
and running boards in their styling. There was alsg
& mave towards monocodue bodyshels, in which
the chassis was integrated info the body itsedf,

The capability to design such bodies didn't exist
in the Soviet Union, so to speed the process along
a bit the Russians got hold of a 1938 Opel Kapitan
o act as inspiration. The Kapitan combined
healthy German conservatism with all the newest
Ischnologies available to Furopean designers. The
GAZ designers got to work, but as they developed
ihigir own ideas the appearance of the car steadity
changed. Indeed, by the time they had finished
only the infernal panels ang floorpan retained any
Opsl DNA,

. CARS OF THE SOVIET UNION
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With the uttimate cutcome of the wer no longer
in doubst foliowing the surrender of 91,000 German
froops at Stalingrad in February 1943, Andret
Upgart, the chief designer at GAZ, was caled
o Moscow to report on the progress of the new
Soviet cars, including what was to become the
new GAZ M20. Whan he left the capital Lipgart
was under no llusions about the importance of the
project — the Soviet government wanted to be a
victor on the roads as much as on the battiefield,

In ihe summer of 1943 Luftwaffe bombers
atiacked the Gorki car factory, which was bulding
lories and armoured cars. In 25 attacks the
German bombers destroyed 9,000m of preduction
lines and 6,000 machine tools, and the factory was
on the verge of grinding to a halt — but work on the
new car was not interrupted.

Styling had been handed over o the imaginative
and telerted Veniamin Samoilov, who gave the new
car flush-mounted headlamps and smooth side
panels. All the design lines flowed into one another
10 create a remarkably streamlined look. The rear
had a distinct fastback shape too.

At this tims the Soviet Union was short of skiled
body engineers and colld not produce its own body
dies. In the past it had always bought in American
technology, but this time, tharks to the war, it had to
doeverything itseff, For the first ime Soviet designers
Cregted full-size woocden models against which
the body dimensions were checked and the inttial
body panel dies were prepared, The first modsls

4
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-The Pobeda was at the forefrent of the
Soviét Union’s export drive. This is the frorit
pade of thé first brochure produced for the
GAZ M20: {Authc sallection)

“:Thé GAZ M20 Pobeda has become an
automiotive icoh in pest=-Soviet Russia,
representing for many people a time when,
following its role in the Second World War,
theitr country was able to stand shoulder to
shoulder with Britain and Americd. Concours
exampies - such as this one with the later
radiator grille styie — fetch a high price in
Russia today. (Grotp GAZ}
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¥ The two different grille
treatments used on the
GAZ 20 Pobeda. On the
left is the 1955 facelifted
variant, while the original
production style first

seen in 1947 is on the

right. (Viadimir Varaksin)

were made from alder, which warped, and the GAZ
production engineers found themselves having to
make last-minuie adjustments and corractions to
the large body presses. This caused a two-month
delay in getting the car ready for production.

Theirst protoype M20 had a six-cylinder engine
and GAZ M1 wheels. The radiator grile mouldings
extended 0 encompass the side lights, a style
used on the first production cars eventually macle
in 1946 and earty 1847, The car [ooked great; it
was simple yet clean and stylish, with flowing lines
that were bang up to date. Thought was also given
to the colour range, pastel shades being chosen
o accentuate the car's modem feel. Technically it
was full of new ideas. There were glectric indicators
and brake lights and a proper boot with space for a
spare wheel. It was also the first Soviet car to have
electric windscreen wipers. Pravious cars had
eiiher mechanical or pneumaiic drives, the speed
varying according to how fast the car was going.
Scme British Fords persisted with this archaic
arrangement untll the end of the 1850s.

As 1o the choice of engine, thers was some
debate about which way to go. The fing choice
was between g six-cylinder unit, similar in some
ways 10 the engine that the factory nad developed
for the GAZ 11-73, and a four-cylinder version of
the same motor. Mass production of the six during
the war meant the basic design had been well and
truly debugged, and it had even been used on light
tanks. However, the four-cylinder unit was more

compact and used lessfuel. The designers decided
1o leave the final decision to Stalin himsslf,

Though the first cars were tested on ©
Novemnber 1944, it was not until 19 June 1945, five
days prior to the end-of-war Sovist victory parade,
that the new car was shown to Stalin and other
Communist leaders. Both six- and four-cylinder
cars were made avalable for them to test. The
four-cylinder 2,112cc engine produced 50bhp and
used 11 litres of petrol fo travel 100km (25.8mpg).
The six-cylinder 2,700cc unit chumed out 62bhp
but needed 12 lires of petol to travel the same
distance (23.5mpg). Apart from their engines the
cars were identical.

Stalin was reported o have been rather sceptical
about the six — it seemed to him t© be more a car
forthe upper classes than a mainstream vehicle for
the common man. He was also concerned about
its higher fusl consumption, as the Soviet Union
stil faced a precarious and uncertain future when
it came to petrol supplies. For these reasons he
opted for the four-cylinder engine. Soon afterwards,
in August, the government approved mass
production of the new car, which was planned 1o
start in June 1946, Originally the M20 was going
ic be called the ‘Native Land’, Pobeda or Victory'
being simply a reserve name. It was Stalin who
oressed for the latter to be adopted.

Deciding to make a car and actually building
one are two totally different things, and the GAZ
team faced huge problems getting the Pobeda
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into production by June 19486. The project involved
virtually every government department. Even such
apparently trivial problems as the manufacture of
sfesl for the whesi rims and the metal needed for
the brakes needed help from the Ministry for Metals
and because the headiamps chosen for the car
were patented in the USA, the electrical industry
ministry had to get involved in the project!
Nevertheless, on 28 Jung 1946 the Gorki car
factory started production, making GAZ one of the
first motor manufacturers in the world to infroduce
a new car following the end of the Second World
War, The beetle-backed Pobeda was revealed
long before such post-war trailblazers as the British
Stancard Vanguard and the American Studebaker.
Alihough relisble, the Pobeda was duite
slow sven by ihe standards of the day, having a

f

top spesed of just B5mph. Its gearbox had three
speeds. Length was 4.66m and it turned the scales
at 1,4680kg. However, it was very agrodynamic, its
declarad coefficient of 0.31 being betterthan several
modern cars! Morsover the new independent front
suspension made it quite comfortable to ride in.
Hydraulic brakes were fitted all round.

Production of the Pobeda was t© prove an
extremely steapisaming curveTorSovistiechnology.
The first cars had 1o be made practically by hand,
80 it is unaurprising that by the end of the year just
23 had been completed. Meanwhile the design was
sublly changed and improved. The radiator grile
was changed in early 1947 and the lower chrome
strips no Jonger embraced the Indicator lights,
There were also new solid wheels rather than the
perforated ones used on the earliest cars. Inside,

FROM VICTORY TOSPUTNIK 18U5-1SER

A A solid but well-used
GAZ 20 Pobeda. Once
the original production
glitches regarding
inadequate supplies of
sheet steel had been
resolved, the Pobeda’s
hodyshell became well
known for its strength
and longevity.

(Jutian Nowil])
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2 Off-reading in iuxury

can trace its roots back
to the GAZ M72, a four-
wheel-drive version of
the GAZ M20 Pobeda.
Nearly 5,000 examples of

this incredibly capable

5u

car were made.
{Group GAZ)

the initial strip-style speedomester was replaced by
a round one and space was made for a radio. The
headlamp rings became chrome-plated.

On 28 April 1947 the Kremlin leaders were
shown the latest car and genuine mass production
finally began. However, metal supplies were to
prove @ major problem. The Soviet Union lacked
the capacity t© produce lerge enough strips of
steel for the largest body panels to be pressed
in cne plece. The sieel that was provided was
of such poor quality that at one time 62 per cent
of the panels pressed had to be rejected, For a
while metal was imported from Bslgium, but at
other fimes workers had © weld together strips of
stesl 10 make pieces of the required width bafore
putting this almost homemade sheet steal into
the presses. Producing the car from countless
little bits of metal resulted in an overal crease
in weight of some 200kg, including up to 20kg
of soider to fil all the joins. Naadless to say, this
rmethod of construction considerably complicated
the Pobeda’s manufacture and also compromised
its durabllity and appearance,

The hasty start of production brought the
usuel reslts that come from rushing through an
Incomplete project. Though 700 cars were built
i e wo years up to October 1948, their Quality
was so poor that production was halfted by orders
from on high. The first cars bullt had been issued

for use by high-ranking officials, who had previously
enjoyed access t0 ZIS cars. Quite apart from
the Pobeda being smaller and not as chviously
prestigious, their bulld quality was way below that
of the ZIS series. Complaints had been made, and
the finger of blame was Ironically pointed at GAZs
head designer, Andrei Lipgart. This wasn't really farr,
&g it was Lipgart who had cautioned against rushing
the new car info production untll the plant and #s
component supplisrs were ready. Now it was his job
fo fix — quickly — all the faults that, if he had been
listened to in the first place, may never have arisen.

There weare plenty of other problems for him
to deal with. The engine was prone {o pinking, it
couldn't maintain speed up hills, the back axles
made a lot of noise, rough roads shook the steering
wheel, the door handies broke, the windscresns
shattered and the door windows fell out of their
runngrs. The body was not very strong and cracks
appeared in It. Dust and rainwater got inside, the
back leaf springs soon lost their bounce, the paint
lost its shine quickly, there was no way of venting
hot air onto the windscreen and the heater was
unreliable. However, there was some positive
feedback, most notably there being not & single
reportad instance of engine damage even when
driven hard on rough roads.

The director of GAZ was fired as a result of
the poor quality of the Pabeda. Lipgart expected

CARS OF THE SOVIET LINION
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0 be disciplined too but was apparently aken
under the protective wing of Minister Akopov, who
had responsibility for the motor industry: GAZ's
designers were by now warking on the new GAL
12 and the GAZ 69 off-road vehicle — the plant
needed all the experience it could get, andlosing a
telented enginger such as Lipgart would not have
been &t all helpful,

Allin all, 346 changes were made to the Pobeda
and 2,000 new iools were Introduced at the factory.
A more modem carburstior was designed, and the
final drive ratio went from 4.7:1 o 5128:1. These
mechanical changes alowed the car 1o reach
Firrph (BOkm/N) in 12 seconds — half the time it
had previously taken. It could also run on iow grade
petrol. The number of individual panels needed to
make the body was reduced and the body itself
was subjecied to exiensive testing for strength. In
the end the Victory's body was nearly as {torsionally
strong as that of a modem-day VAZ 2115 Samara 2.
The changes allowead GAZ 1o finally build precisely-
made mass production cars. Otner changes
included stronger rear springs, and, crucially for
Russian motoring, & new heating system. Finally,
the back seat was made 5cm lower than before,
this perticular medification being imreduced so that
Red Army officers using the car in Westemn Europe
could still wear their caps and so give the right
image of the Soviet Union 1o the watching world,

On 14 June 1849 the latest Pobedas — e
saloone and a cabriolet - were driven 10 the
Kremlin, At the same time, GAZ were hoping 1o
get a green lignt for the production of the new
larger GAZ M12 ZIM. Having examined the 12
ZIM, Stalin turned his attention to the Pobeda. He
asked whether or not the new car had a heater
and blower. When told that it did, Stalinis reported
to have replied that as far as he was concernad
the Pobeda was now a good car.

One other test, not planned by GAZ engineers,
was the resistanca of the Pobeda to nuclear attack.
Or the moming of 29 August 1949, on the Kazakh
steppes, the Soviet Union expladed it first atomic
homi. To test the destruciive effect of the bomb at
various points within a 10km (six-mile) radius of the
bomb site, scientists had placed various sructures
and bits of machinery. Ten Pobedas were placed
at BCOm intervals, starting 1,000m fom the
epicentre. All ten cars were thoroughly and totally
destroyed. Ironically the creaiors of the bomb were
themselves rewarded for thelr success with new
cars, including for the top scientists ZIS 110s and
for others further down the chain new Pobedas.

Manufaciure of the improved Pobeda started
an 4 Novembar 1948, Shortly before this, a former
workshop that had made aircraft engines and
was a very light, clean and modem buflding, had
been tumed over to the production of Pobedas.

€The GAZ M72 included
a radie and heater as
standard equipment,
making it clear for the
first time that a car could
go off-road yet still offer
a comforiabie journey.
(Group GAZ)
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A The GAZ 18 prototype
was prompted by a letter
to the Soviet government

from war veterans,
requesting a vehicle for
disabled drivers,

(Uutizn Nowil])

New machinery was installed, including 450m of
moving production line.

Devsloping the Pobeda had created a whole
new range of skills within the Soviet car industry
—indeed, it was perhaps the car most responsible
for giving the Soviet Unlon a modern and viable
automobile industry. It could now make its own
presses and dies rather than being obliged 1o
import them from America, and auiomatic transfer
lines for making engine blocks and whesls were
in use. Thanks o this more modem production
eguipment and improved supplies of sheet stesl
the Pobeda's weight was now back down to that
specified in the criginal design brigf.

The FPobeda was confinually uprated. In 1950 a
gynchronised gearbox with column shift replaced
the non-synchro unit with its floor shift. In 1952,

CARSOF THE SOVIET LNION

ihe power of the engine was raised slightly from
50 to 52bhp by altering the engine breathing, and
B82mph could be reached in 46 seconds.

New modsls joined the range — the GAZ 20B
cabriclet, made between 1948 and 1953, and the
GAZ 20 taxi, announced in 1949, The Pobeda
becams the first regular taxi on the strests of
Moscow. Until then a limited number of ZIS cars
had offered a service between major cities and
the Black Sea holiday resorts. .

The cabriolet differed from the base model in
having a body with the main roof structure left
intact but enough removed to make it a true
open-lop — the designers didn’t want to weaken
the body structure too much. Some cabriolets
were supplied as taxis fo the warmer soulh of
the country.
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Pobedas wers also used by Allied officers in
Westsrn Europe, especialy n Vienna. The car
was shown at internalional frade fairs, such as the
Poznan fair in Poland guring the spring of 1850, In
1951 the FSO factory in Warsaw staried to build the
Pobeda - which was there called the Warszawa
— ard contirued 1o do so, abeit in a slightly
facelifted format, until 1973. The export of Pobedas
begen too, frstly to fellow Communist countries.
Cars sert to the People’s Republic of China had
a unique grey and dark blue colour scheme that
was apparently considered a sign of happinass by
the Chinese. Additional versions were reportecly
assembled in Pyongyang in North Korea and, for a
brief time, in China.

Duing 1955 the Pobeda got a new radiaior
grile, more atractive upholstery, a new steering
wheel with hom ring, & radio and a new badge on
the radiator, Power was up from 52bhp to 550hp.
This revised car was given the name GAZ M20B.

twas also in 1955 that GAZ created the world's
frst comfortable mass-produced chassis-less
monocagus multi-purpose off-read 4x4. This was
the M72, a 4x4 variant of the Pobeda, devslopsad
using components borrowed from the GAZ 69
chassis and the Pobeda body. 1t was put together
by Vitaly Gracheva, assistantto Grigory Moissevich,
the chief engineer responsible for the GAZ 69.

The M72 had completely new enging mounts,
designed 0 eccommodate e leaf-spring
suspension of the GAZ 69 front axle. The GAZ 69

also donated its ransfer box. The gearbox wes the
siandard M20 unit. The rear axlo was developad
specially for the M72 and was used only on this
model. To increase ground clearance, the springs
were mounted on top of the axles rather than below
as is the norm for leaf-spring set-ups. A number of
cross members, essential for body strength, had
1o be remaoved o accommodate the transfer Lox.
To compensate for the loss of these load-bsaring
components, and to increase the torsional strength
of the body as a whole, 14 extra strengthening
panels were added to the floor, chassis rafls, door
apertures and roof.

Inside, the sauipment and Tim were as for the
W20, including the heater, radic and soft upholstery.
Atotal of 4,677 were built before production snded
in 1968.

In 1966 & special sbecylinder model, the GAZ
M20G, was built in very limited numbers for the
KGB. These cars took their 3,485cc six-cylinder
power units from the GAZ M2 M. ttis unknown
how many were actually built. Production was
however beleved to be very low, as the exira
welight of the six-cylinder engine was 100 much for
the front axle to handls, making it a difficult car 1o
drive. Top speed was reported 10 be 87mph and
tha car Palved the regular Pobeda’s O-82mph (0-
100km/h) acceleration time from 34 seconds o
a gprightly 18 seconds. Thers wasn't roorm under
the bornet for & brake senvo, so the all-drum brake
systermn remainad the same...

FROMVICTORY TOSPUTNIK 1845-1968

€The GAZ styling team

working in 1955 on a full-

size timber mock-up of
what was to become the
GAZ 21 Volga.

{Julian Nowill)
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¥ The first of the famous
Volgas. This is an original
Series 1 GAZ 21 Volga
with the revolutionary
star insignia in the
centre of the radiator
grille, a design feature
insisted upon by war
hero General Zhukov.
{Group GAZ)

The total number of Pobedas manufactured before
production cams to an end in 1958 was 235,999,
inchuding 14,222 cabriclets and 37,492 tax]s.

The Pobeda was argusbly the first mass-
market Soviet car. it was officially desocribed as ‘a
motor vehicle for private use, and was offersd for
general sele, although iis price of 8,000 roubles
was a lot compared to the wage of an average
worker (500-1,000 roubles a month). However,
mambars of the Saviet Union's technical, creative
and adminisirative alite had incomes as much as
ten times higher than that of ordinary workers, so
could afford to buy a car much more easily. Many
Pobedas were also presented as awards o writers,
musicians, engineers and other Soviet ctizens wha
distinguished themselves.

The GAZ 20 gave the Saviet car industry s first
serious opportunity 1o export cars. The Pobeda was
sold in Scandinavia, Belgium and a nurmber of other
European countries. Western drivers found it to be
amost indestruciible, the only real problems being
its lack of performance and rear visibility. In 1952
Britain's Moior magazine said of it The strongest
point of the Pobeda appears to be its roadworthiness
.. one need have no fear of driving the Pobeda fast
over bad roads even when fully loaded!!

An interesting profotype was  derived  from
the Pobeda in the early 1850s. Called the NAMI
013, this was, for iis time, wildly innovative with
its forward-control driving position and engine
placed right at the back. The engine itself was the

Victory's 2,100c¢¢ four-cylinder, but with a modified
oylinder head mixing overhead and side valves.
This increased power output 1o 63bhp, good for
a iop speed of 70mph. The NAMI 013 was also
the first Russian car with autornatic transmission.
However, the project's technical promise on
paper did not come good during road testing. The
engine had problems overneating. What may well
be one of the many urban myths surrounding the
Sovist motor industry is that the steering system
operated n such a way that the driver had to tum
the steering wheel In the direction opposite to the
ane he wanted the car o go...

Equally interesting but more practical was the
little GAZ 18 intended for disabled veterans of the
Second World War. During March 1955 a group
of war vets from Kharkov wrote o the Central
Committee of the Communist Party suggesting
that the government should develop a car that
could be driven by disabled people. Since the tenth
anniversary of the war's end was approaching the
Soviet leadership acknowledged that scmething
indeed needed to be done. They asked the GAZ
design team to take up the challenge.

Designer Nikolai Yushmanov took the lead,
recognising at the same time that a small, compact
car could have a mle fo play in the Soviet car
market beyond providing transpart for disabled
drivers. The avallabllity of a compact, cheaper car
would allow aven more people to join the growing
band of Soviet motorists.

. CARS OF THE SOVIET LUNION
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Though Yushmanov realised that the possibility
of GAZ producing such a car without funding from
Minavtoprom was unlikely, his design was, from
the outset, much more than the sort of moiorised
wheelchairs that had previously been the norm for
disabled drivers, The head of the GAZ prototype
ieam, Borls Kotelnikov, was especially interested
in the design. Apparently he had once had an
accident in which his fest were frozen solid, 0
he had a greater understanding of the problems
faced by people who had lost the use of thelr
legs. Testing of the mock-ups was undertaken by
disabled drivers. Indeed, one was taken to Kharkov
50 that the people who had writien the original
letter could have thelr say in fts design.

The GAZ M18 had an al-metal two-door body
thet from some angles looked very like a shrunken
Pobada. The two-cyiinder engine was created
by chopping a Moskvich unit in half. It producsd
10bhp and was mounted at the back of the car. The
suspension was independent all round by torsion
bars, an idea that, like the rear engine position,
Germany's Volkswagen Beetls had by then proven ic
be extremaly praciical. However, the big innovation
on the GAZ M18 was its automatic transmission,
complete with a hydraulic torque converter — pretty
unusua anywhers in the world at that time for such
asmall car, This unit came from the GAZ M21 Volga,
the first exampies of which were built with autcmatic
fransmissions. For the GAZ M18's target drivers, not
having to use a clutch was essentlal.

By 1958 the first two running prototypes had
been built. Two more were guickly made and the
car was all sel for pre-production tests, What stil
remained to be decidad, however, was where 10
build the new car. GAZ itself didn't have the space.
Ons possibility was the SeAZ plant in Serpukhov,
which in July 1958 developad the C3A, a four
whesled softtop vehicle powered by an 178
motorcycle engine, no doult with an eye on the
same customers as the GAZ team. However, ihe
SeAZ plant —which had been established in 1939
10 huild matoreycles and had expanded into tiny but
crude micro cars powered by motorcycle engines,
for use by disabled drivers — wasn't capable of
building something as comparatively sophisticated
as ihe GAZ M18. By this time work was alsc well
advanced on the Moskvich 444, the compagct four-
seater that was eventually to be launched as the
ZAZ 985, Since this was larger and could carry a
family of four, the ministry, recognising that it had
much greater potential as a car for dsabled and
able drivers alke, decided to cancel the GAZ M18
project, One GAZ M18 has survived and can be
seen today In the GAZ plant's mussum.

Surprisingly the slow and heavy Pobeda also
gave birth to some aerodynamic sporty prototypes.
Al were powered by modified versions of the
engine used in the standard Pobada. Modfications
ncluded stretching the capacity o 2,600ce, fitting
an aluminium ovlinder head, high-compression
pistons, twin-spark ignition and & supercharger.

€ The Series 2 GAZ

21 Volga had a simpler
radiator grille than the
Series 1. It could be
supplied either in body
colour or in chrome.
(Group GAZ)
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The Pobeda was replaced by the famous GAZ
Yolga, which remains one of the enduring symbals
of the Soviet Union, both good and bad.” This
was the biggsst, most luxurious car that could
be bought by ordinary Eastern Bloc matorists. It
was also the preferred cholce of law enforcement
agencies and the secret police.

The story of the Volga goes back to the early
1950s, when the Cold War was getting fairly hot.
Ih the autumn of 18583, when Senalor Joseph
McCarty was hunting for communists in the
American Army, Hollywood and almost certainly
under his bed, GAZ designers were sketching out
their first thoughts on what was to become the
Volga, Josef Stalin was dead and his successors
were eager o move the Soviet Union forward.
Chief designer Alexander Nevzorov was given
carte blanche to develop a car that would rival
those produced by the United States. He started
work in November 19563 with help from stylist Leo
Eremius. The company bought a Cheviolet Bel Alr,
Ford Customiine and Piymouth Savoy to act as
nspiration, and athough the finished Volga was
an enirely Russian design it was clearly similer in
Iooks, if nothing else, to the Customiine,

The first working prototype of the new Volga, by
now named the M21, was complsted in 1954, Its four-
cyinder, overhead valve four-stroke engine featured a
chain-criven overhead camshaft and hemispherical

combustion chambers. It even featurad & cross-flow
aylinder head with inlet and exhaust manfolds on
cpposite sides. However, since ithis new angine
could not be made ready in ime the car was initially
fitiod with a bored-out GAZ M2Q Pobeda side-valve
engine of 2,482cc, boosted to produce BSbhp.
Two new three-speed gearboxes were developed
— automatic and manual, There was independent
front suspension, while at the back there was a live
axle on longitudinal semi-eliiptical springs. The car
was also equipped with four lever shock absorbers.
Tyres were 6.70-15, Three prototype models were
produced — a standard model (GAZ M21G), one for
use under tropical conditlons (GAZ M21 GYU) and
ataxi {GAZ M21B).

N May 1955 the Volga was introduced to the
public by means of a trial-run from Moscow to the
Crimea and back. Two of the three Volgas used in
the trial were eguipped with the automatic gearbox.
A festtrack was set up on a state farm located
10km from Simferopal, which the Sovist journal
Flame described in July 1955 as 'a neglacted clay
road. It seemed unnatural to see the beautiful car,
designed for high speeds, floundering in the deep
mud. Throwing up columns of wader, it jumped over
the ditches, scrambled out from the sand. The
Volga excesded lis predecessor in ability.

While the Sovist government proudly pointed
o the fact the Volga had gone from concept to

4 By the end of the
1950s the Soviet motor
industry was beginning
to make its markin
world markets. This is
the cover of a brochure
produced for the GAZ
21 Volga, complete with
an example of the new
skyscrapers that were
starting to appear on the
Moscow skyline.

{Author’s collection)

A Series 2 GAZ 21
Volga, photographed
alongside a fine example
of contemporary
sculpture in 1960.

{Autocar)

¥ This picture of a GAZ
21 comes from a 1959
caialogue — the colour
scheme is nct one
usually associated
with Volgas!

fAuthor's coffection)
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¥ The GAZ M12 ZIM

was the largest car that
private motorists in the
Soviet Union could buy -
although with a price tag
of 40,000 roubles not too
many took up the offer! It
was an extremely rcomy
car and many were used
as taxis. (Group GAZ)

drivable car in just two years, the reality was that
the Volga was nowhere near ready to be mass-
produced. In fact in 1956, its first official year of
production, only five cars were built, with the first
three coming off the line on 10 October. These
cars were all powered by the side-valve engine.

By American standards the Volga was g small
car at only 4.83m long, Howeaver, with seating for
six adults it was large for & European car, and firmly
lozated in the upper middle class market. The
front seat backs could be folded down fiush with
the rear seat cushion to form a useful emergency
bed. The car was eguipped with a three-band
raclio and a large slectric clock. The rear light units
incorparated brake and tum indicators in & single
unit, there was a reversing lamp in its own chrome-
plaied mounting, and a long chrome moulding
swept back along the centre of the bonnet. A final
flourish was the now wall-known GAZ emiblem,
g small chrome deer — the symbel of Nizhniy
Novgorod — mounied on the bornet.

Aerodynamically the Volga was quite advanced,
gspecialy bearing In mind that in the 19808
aerodynamic car design was still In its infancy; 1t
had a coefficient of just 0.42. The taxi variant had
separate front seats rather than a bench seat, no
clgareite lightsr, and a taximeter instead of the
radio. Large round insigria saying ‘Made in the
USSR’ were prominent on all versions.

In 1957 people from all over the Soviet Union
gathered in Moscow as part of the annual

. CARS OF THE SOVIET UNION

celsbrations to mark the anniversary of the
Communist revolution. The event was also marked
by the beghnning of full-scale GAZ M21 Volga
production. Any Saovist citizen who had managed
10 save up 5,400 roubles could now — in thecry
at least — sign Up to buy a Velga, though in tnuth
many of the cars produced were sold to state
organisations and agencies.

The 1957 Volga, which later became known
as the Series 1, was rather different under the
skin from the car shown to the press in 1955.
The biggest change was its entirely new 2,445¢cc
four-cylinder overhead valve engine, which was 1o
become the first produced by the new ZMZ engine
factory, established at Zavolzhsky in 1956 838 a
component-making affliate of GAZ it had a gear
rather than a chain drive for the camshaft and the
cylinder biock and head were made from aiuminiurm
alloy. Wet liners were used ior the oviinders. With
a compression ratio of 6.6:1 it produced 70bhp at
4,000rom and torque of 187Nm at 2,200rpm.

For the first time a mass-produced Russian car
had an aulomatic transmission. It had & hydraulic
torgque corverter and a thres-speed gearbox.
However, the automatic gearbox went out of
production after only a short ime. twas too complex
to be DIY-maintained by the average Soviet motorist
(at that time there were almost no service stations
in the Soviet Union), there were few mechanics
queliied to service a car with an automatic
gearbox, and there was a shortage in the USSR
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of the correct oils needed to keep such gearboxes
going. Production quality at the GAZ works at that
time was also suspected of not being guite high
enough to mass-produce an auiomatic gearbox.
The drivers of the 700 autematic models produced
had Iittle positive to say about the gearbox, and &
three-spesd manual gearbox — with synchromesh
on the top two gears only — became e only
fransmission option avallable fom 1958, Howaver,
the work on the automatic gearbox was not a
complete waste: the GAZ 13 Chalka was fitted with
an autornatic gearbox designed and built using the
lessons learned producing the Volga. transmission.
The Chalka, however, was only ever intended to be
bulft in small numbers, and maintained by specially
trained mechanics working for the state with access
10 all the imported transmission fluid they needed.

The frst seriss Volga range included the
original Volga automeatic, the GAZ M21, a manual
transmission version caled the GAZ M21V, and a
taxi, the GAZ M21A. All had the 70bhp 2,445¢C
engine. Thers were also two axport models, the
marnugl transmission GAZ M21D and the auiomatic
GAZ M21E, both equipped with an 80bhp version
ofthe same engine, the extra powesr being the result
of a slightly higher compression ratio of 7.2:1.

Production of the Volga's predecessor. the
Pobeda, continued alongside it urtil 1958, with
the final Pobeda series (made from 1955 to 1958}
sharing a similar grille style with the first proguction
Volgas made in 1957 - three horizontal chvome-
pleted bars. The upper bar was fixed o the
bonnet and the lower was bound at the ends Dy
the indicators. A five-pointed star completed the

FROMVICTORY TOSPUTNIK 15US-1968

A A fine example of a
fully-restored GAZ M12
ZIM, which had a six-
cylinder engine, could
reach 78 mph and could
ford 550mm of water.

\Viadimir Varaksin)
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A This rear view of the
GAZ M1i2 ZIM shows the
extra width built into
ihe design to allow for a
wide enough rear seat.
(Madiimir Varaksin)

BU

Volga's ensemble, leading to the early exarmples of
the GAZ M21 being known by car enthusiasts as
‘the Volga with the star

The appearance of this style of grlle olowed
a demonstration of the experimental cars in the
Kremlin, when there had been some criticism of
the styling, especialy by the legendary Secend
World ¥War hero General Zhukov, who had become
Defenca Minister iIn 1955. An urgent instruction was
sent to the Gorki plant from Moscow: change ihe
design! Stalin and his ik may have gone, but Zhukav
was a man usaed 1o getting what he wanted, so the
star was included 10 kesp him happy. When, in
1957, the General left his posttion of power following
disagreements with Khrushchey over the transfer of
military resources 1o civiian projects, anew directive
made its way from the Kremlin to Gerki: after the

CHRS OF THE SOVIET UNION

Velga's grille design to remove Zhukov's star! Thirty-
one thousand Volgas were built with the Zhukov
star before it was dropped in 1958, as part of the
preparation for the Series 2 model.

Announced in 1959, the second series Volga
featured a new radiator grille in which a series of
vertical openings replaced the horizontal Dars
of the original. The grille could be efther painted
to match the bady colour or chromed. The front
indicators and bumpers were also changed, and
windscreen washers and tubsloss tyres were
added, as woll as a chrome strip down the side.
The dashboard was altered halfway through
the production run of the second serles: the
speaker housing was changed and the top of the
dashboard got a vinyl cover matching the fabric
used for the rest of [he interior. Also towards the
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end of the ife of the second serles telescopic
shock absorbers were inlroduced. The Series 2
was produced until 1962.

Awide range of Series 2 Volgas was made. The
GAZ M21 was the standard maodel, with the 70bhp
engine; the GAZ M21K was an export version with
the higher-powered 80bhp power unit, the GAZ
M21A was a 70bhp taxi, and the GAZ M2TH was a
right-hand-drive export model.

In 1958 the Soviet automcbile industry was
honoured with awards for its work on the Volga at the
Brussels Expo World Fair, where it was up against
the cream of the world's mator industry. Production
ofthe Volga export model bagan the same vear, and
everywhers it was sold it gained a reputation as an
exceptionally reliable, unpretentious and extremely
gold car. In Beigium it was nicknamed ‘the tank on
wheels, in Finland and Norway it was ‘the tank in
a‘tal coat, and in England — where the right-hand-
drive model was marketed — ft was described as
being ke a shire horse’, Other exports included
nearly 100 right-hand-drive medels to Indonesia,
and many taxis to Greece. Volga M21s took part in
motorsport, in beth the Soviet Union and Euroge. In
1958 a Volga took first place the 160km Thousand
Lakes' competition in Finland and ceme third in the
Gregk Acropolis Rally.

The longevity of the Volga's body was a resuli of
fts anticorrosion protection and not, as is freguenty
claimed, just the thicknass of fts metal. Not that the
sieel used in Volgas was in any way below par — it

was 1.2mm thick in essential areas, the wings were
0.9rmm thick and the rest of the bodywork was
0.6-0.8mm thick. After assembly the body was
thoroughly cleaned and degreased before being
wagshed in a bath fled with a phosphate sciution,
After drying it was dipped in primer twice before a
special kind of putly-like meterial was applied ©
some parts, where it served not only as protection
against stone chips but aiso damped out panel
vibrations. Only after all this did the Volga get its
final colour coat.

The M21 was originaly equipped with a central
[ubrication system attached to the front suspensian,
which was prone to wear if not regularty lubed.
The system was made up of a central oll drum, &
complex system of hoses to all the parls needing
ragular ofing and a foot-operated oil pump. Azplying
prassLre 1o the pump's pedal sent oil from the tank
via ol lines to 19 joints in the front suspension and
steering. Although theoretically a good idea, in
practice this systern was not very efiective, since
not al the parts were fed with ol equally. There
ware also & lot of oll leaks. On rough reads In rural
areas the all lines frequently broke, while in cities
aryone could tell where & Volga had been parked
by the oil puddies on the road, Consequertly this
system was abandoned and replaced in 1939 with
a fraditional grease-based system complete with
grease nipples.

Even though it resembled an American or large
Europsan cer, the Volga had been designed and

FROM VICTORY TOSPLITNIK 18US5-1563

€The GAZ 13 Chaika |
replaced the scber 1]
styling of the GAZ M12
ZIM with an almost
baroque style that [asted
without change until
1981. The Chaika was
only available as an
official car.

(Viadimir Varaksin)
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2 A superbly maintained
GAZ 13B convertible with
the top up, seen in 2006.
Like the saloon, it was
officially oniy availabie

to state organisaticns.

(Julian Nowill}

built o meet Russlan realties. Good roads werg
rare, so the Voiga had 23cm of ground clearance
5o that It could navigate anything from highways
0 tracks, In that pre-sesicelt era there was also
enough headroom so thet passengers didn't gst
concussion while tackling back roads.

Just as important as being able to navigate
bad roads was the car's mechanical simplicity, so
that its owners could service it. Volgas were very
rugged, with five main engine bearings — quite
unusual for the time. They also came with a detailed
maintenance manual and two ool kits thatincluded
not just spanners, wrenchss and screwdrivers, but
gso a starting hande, a tyre pump and cans of
touch-up paint. Full tool kits became a much-loved
feature of all subseguent Soviet cars.

When Secretary General Nikita Khrushchev
visited the USA during September 1858 American
farmers suggested that ihey would fesd the
entire Soviet Union. ‘And we will supply you with
automobiles,” Joked Khrushchev. Someone in his
entourage took this literally and sent & message
to the Gorki works, reporting his comments.
Rumours spread through the corridors of power
that the country’s leader had committed the USSR
o satisfying the massive American carbuying
public. No matter how much some high-ranking
Soviet decision-makers — committed o proving that
communism could outpace capitalism — wanted
GAZ o make cars for ihe American market, the
company refused o have anything to do with such

. CHRS OF THE SOVIET LINIEN

e

a wild idea, The Gorki managsment felt able
stand its ground — it was, after all, the height of the
Khrushchey thaw.

As has already beenmentioned, partof the Volga
project involved the bullding of a new enging plant
at Zavolzhsky. This was the ZMZ factory, founded
in April 1958 as an affliate of the Gorki company.
In 19671 it gained the status of an independent
enterprise and remained so until it was bought by
the Severstal Group, owners of UAZ, in 2001, |t
began life manufacturing automobile spares and
aluminium castings for the Gorki and Moscow car
factories. It assembled its first engine for the GAZ
M21 Volga on 4 November 1959, and its milllionth
in December 1968.

GAZ entered the upper echelons of the post-
war Russlan car market in May 1948, when it was
asked by the government to develop a six-seater to
fill the gap between the prastigious A4S 110 and the
smaller Pobeda. The government set the project a
daesign-to-production deadline of only 28 months.
GAZ had two options: copy a similar foreign
model {the plant was peinted in the direction of the
American Buick) or create fts own design by rmaking
as much use as possible of existing compenents,
including, crucially, the engine. In spite of support
at a very senior level in favour of copying a forefgn
model, the second option won through.

The cholce of an independent design was a
dering step by Lipgart, still clinging t© his post as
chief designer in spite of his run in with Stalin over
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the fallures found in the early Pobeda. As much
use as possible was made of existing componenis
for the new car, named the GAZ M12 ZIM, with
about 50 per cent of the engine, iransmission
and drivetrain components coming from the GAZ
51 truck and the Pobeda. ZIM stood for Zavod
Imeni Molotova, a tribuie to Soviet foreign minister
Maloiov. The car was also sometimss known as
the Winters,

On 7 Novernber 1949, a national holiday 1o
mark the birth of the Soviet Union, an experimental
M12 ZIM was given ts first public outing during
a parade through Gorkl, It was based on &
fengthened Pobeda floorpan and was fitted with an
inine six-cylinder 95bhp 3,485c¢ engine derived
from an earlier GAZ unit developed back in 1937,
After the war the original was used in the GAZ &7
and GAZ 63 trucks, where it produced just 70bhp.
Horsepower for the new car had been ncreased
by enlarging the inlet system, using a dual-barrel
carburetior and  increasing  the  compression
retio fo 6.7:1, although the car could still run on
the standard 70-octane fuel then the norm in
the USSR, It was not possible to squesze more
then 95bhp out of the engine without the risk of
seriously compromising its reliability. To make sure
the performance was what would be expected of
such a luxurious car, its weight had to be kept as
low a8 possible. GAZ managed to do this and still it
allthe seats within a 3.2m whealbase. As a result of
the design Improvements fuel consumption was &
very reasonable 19 litres per 100km (15mpg) — not
bad for a car that still tipped the scales at 1,840kg,
had & top speed of 78mph and could get from O
o 62mph (100km/h) in 37 seconds. Maximum
power was delivered at 3,600mm, which allowed
for an unstressed and guist ride. Suspension at
the front was independent with coll springs while
at the rear were longitudinal semi-elliptical leaf
springs. Shock absorbers were hydraulic double
action units, One innovation appearing for the first
time on a Russian car was steal 15in wheels, all
pravious Soviet cars having had 16in wheels, This
recuction in diameter lad 1o the development of a
new type of drum brake, with two leading shoss
and two brake cylinders.

The brief for the car had made it clear that it had
10 be able to seat six. The design team wanted to
make sure that three could sit comfortably on ithe

back seats, $0 the rear wheelarches were moved
apart © alow tnis, after increasing the track to
1560mm. Track up front was 100mm less. The
styling was clearty designed o accommadate the
wider rear track, with a slightly more bulbous tail
end and large rear wings. However, this made it
possibie o elminate the aesthetic monotony of
long, uninterruptad side panals. A setof occasional
seats could be folded up into the back of the front
seate, creating a 1.5m expanse of gpace betwesn
the front and rear seats.

There was no power steering, but stearing the
ZIM was aciually quite easy, being helped by the
steering gear ratic of 18.2:1 and the large-diameter
steering wheal. Even with an overall length of more
than &.6m it had a tuming radius of only 6.85m.
For the first time in & Soviet car, the ZM had &

M GAZ introduced the
off-road GAZ 69 (top) in
1953 to replace the GAZ
67 (bottom). Although
still built with military
needs uppermost in the
minds of its designers,
the new car was much
more accommodating
for civilian agencies that
also needed off-road
vehicles. So durable is
the GAZ 69 that many
examples remain in
regular use in countries
such as Afghanistan and
Tibet. (Group GAZ)

B
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hydraulic link between the engine crankshaft and
clutch disc. The fluid coupling made it possible for
the ZIM to travel without the need to change out
of second gear between 0 and 50mph. Low gear
wag really needed only on hile or when driving
along rough roads, while third was effectively a
high-speed overdrive.

Driving or riding in this car was a real dream
for the Russian motorist, with luxury equipment
that included a three-band radic recsiver. It was
incredibly well built and could run through 650mm
of water without a drop getting inside. There was
also an anti-dust seal on the doors, an ocutstanding
feature for thet period. The instrument panal had
warming lamps for the handirake and any increase in
the cooling system temperature. Interesting special
features included a bonnet that could be opened
10 sither side or removed altogether, while the rear
sereen was curved - another first for a Soviet car.
And finally, on the front of the ZIM the GAZ deer
emblem made its appearance for the first ime.

The car was presented for judgement by the
leaders of the Soviet state on 15 February 1950.
They were pleased with it, but when Stalin learmed
| that the main designer was Lipgart — responsiole,
in his eyes, for the disasters that had accompainied
the first production run of Pobedas — he is reported
to have asked why Lipgart had not been disciplinad
and stitt held his post? The siuation was rescued

CARSOF THE SOVIET UNION

when Stalin was quickly persuaded to go foraridein
the back of the ZIM. After ten minutes he grudgingly
old the GAZ endineers that although the new car
was not all that good, it would have to do.

Unfortunately for Lipgart, the rest of the fop
government men took Stalin's remarks seriously.
During Dscamber 1851 GAZ was awarded three
Crders of Lenin and two Red Banners — all thanks
to the 7ZIM. Lipgart's reward was t© be removad
from his post of chief designer at GAZ and sent to
UralZlS to work as a general engineer. Only after
Stalin's death in March 1953 was Lipgart allowsd
to return to top-level automotive work, and even
then not at GAZ but at NAM.

In October 1950, bang on schadule, Gorki bullt
the first production batch of ZIMs, and they began
10 be seen on taxi ranks {the fare to travel n a ZM
was reputed to be one-and-a-half times more than
in a Pobeda). The ZIM was also on sale to ordinary
Soviet motorists, although in the early 1950s, with
the country still in a critical state following the war,
it was perhaps a little optimistic to assume that
anyone other than the state could scrape together
the asking price of 40,000 roubles. Even so, a few
were actually bought by individual motorists.

n 1951 GAZ prepared three experimental
examples with a fourdoor softtop body. This
car did not go into produgction — the work needed
o strengihen the body, after the loss of its rocf,
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added toc much weight, and the 85bhp engine
simply couldn’t cope. Inthe same year GAZ began
assembling the GAZ M12B, a vehicle designed
sspecially for use by the medical services. This
had a glass pariition behind the front seaf, TWwo
hinged seats for medical staff, located one behind
the other, and stretchers thet were loaded through
the boot-lid.

Immediately after the introduction of the M12
7IM the braver serior echislons of Soviet officialdom
tedl puling stings 1o be allocated one, especialy
thase who had previously been assigned a Polseda
or & lowly Moskvich. Indeed, the: clarnour amongst
bursaucrats for the new GAZ flagship was so strong
that early In 1952 the satiricel magazine Krokodit
published a rather caustic arficls oriticising the
lengths o which people wouid go to gét hold one.

The ZIM was manufactured without any major
changes during its production e, although later
models replaced its velour trim with leather. In the
summer of 1957 the car officially became the GAZ
12 as references originally introduced o honour
Soviet war leader Molotov started to be quietly
dropped from the GAZ model indices. Production
came 1o an end In 1989 after more than 271,500
had been made.

Although the ZIM was sold fo family motorists in
very small numbers, its SUCCessor was regerved
exclusively for the Use of high-level cificers, officlals,

pureaucrats and managers. The first prototype
was completed In 1967, and in 1958 GAZ unvelled
what was o become its mest famous flagship, the
5.6:m-long GAZ 13 Chaika (‘Seagull).

The design of the Chalka was undoubtedly
influenced by American cars, since 1he USA was
then tha global leader In automobile design. It owed
alot o the American Packard Patricien in perticular,
although it also included a lot of Russian-developed
ideas and innovaiions. The front suspension, for
instance, had coil springs whereas the Packard
was torsion bar sprung. 1t was equippad with a VB
5,526C0 enging with a central camshaft producing
195hp, & fourchamber carburettor, an automatic
gearbox of a similar design o the Chrysler
Tarquefite unit end power steering. The gearoox
itaelf was controlled by push buttons. The car had
electric windows, fog lamps, and the gertal for the
multi~waveband radio was electrically operated.
The saloon had seven seats and turned the scales
at two tons! Top speed was 99mph ang fusl
consumption was 15 lires per 100km at B0km/h
{18.8mpg) rising to 21 litres at 100km/h (13 4mpg).

ft went imo smal-scale production on 16
January 1952, The first cars were painted in two
colours — dark cherry and light beige — though
al subsequent examgles were coloured black,
with very few exceptions: one painted white was
presented to Yalentina Terashkoy, the world's first

£ ¥ The GAZ M73 was
designed as a small,
economical 4x4 for rural
users. Originally planned
as a two-seater and a
pickup, the project was
soon abandoned as
being impractical.

(Judian Nowil)
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female astronaut, Moscow's Fire Chiet got a red
one, and one or two green and white models
are believed 1o have been mads as wall, A highly
stylised seagull symbol was prominent on the grille,
Three basic models were developed: the GAZ 13,
a saloon; ine GAZ 13 A, a limousine with a partition
batween driver and rear passengers; and the GAZ
13 B, a cabriolet with the top lowered and raised
by an slectro-hydraulic system controlled by ithe
driver. Soft-top models had four doors and wers
bult primerily for parade use in 1981 and 1962
The armed forces also converted some saloons
into cabriclets for themselves. A special sstafe
version, the GAZ 13A Universal, was produced
during the 1960s at the RAF factory in Letvia,
forming the basis for an ambulance, the GAZ 13C,
and a hearse. It was the lowest-volume Chalka
variant. Ancther special version was built for the
cinema industry, as a mobile camera platform.

Chalkas were a rung below the more prestigious
AL lmousines, and were assigned to fop
professionals, party officlals, scleniists, academics
and other important persons. They were used
by the heads of ministries and departments, the
first secretaries of the Communist partles in the
various republics that went to make up the USSR,
and Soviet ambassadors in foreign countries,
In Moscow itself Chakas were used by the
ambassadors of the German Democratic Republic
(East Germany), Bulgarie, Hungary, Mongolia, the
People's Democratic Republic of Kerea (North
Korea), Indonesis, Ethiopla and Finland. One
Chalka wag apparently even used by the American
smbassy! President Khrushchev gave Chalkas
as presents to the writer Mikhal Sholokhov, the
ballerina Galna Ulanova and the Cuban leader
Fidel Castro. Their massive size and powsriul
V8 engine were also attractive t© the KGB, who
ordered a few examples for special duties. As top
man in the Communist Party, Nikita Khrushchev
was entitied to a ZIL but he preferred Chalkas and
kept one at his summer dacha.

in 1863 an attempt was made t© modemise
what had become, by then, a rather dated maodsl.
A prolotype with dual headlights, a slimling radiator
grille and different bumpers was built, bul never
made i o production, and the GAZ 13 Chaka
subsequently remained prefty much unaltered
throughaout its long fife. Its replacement, the GAZ

14 Chaika, was announced in 1977, but the two
cars were built side by side unill 1881, when the
ancient GAZ 13 was finally pensioned off. In total,
3,179 GAZ 13 Chalkas were built, including 20
mediical service specials and up to eight cabriclets.
The cars were used for 100,000km by their origingl
users, Including two overhauls, before being
passed onto Intourist for use by official tourists and
the Civil Registry Office for use at weddings.

At the opposite end of the market from the ZIM
and the Chalka, GAZ also coritinued to develop its
off-road range untl the mid-1950s. The 4x4 GAZ
89 (known in Russia as the Kozlov, or ‘Goat’) had
replaced the GAZ 67 in 1953, Designed by Crigory
Vasserman, it was totally new, but retained a 2100cc
engine with side valves producing 55hp as used in
the Pobeda saloon. It had a three-speed gearbox
and could reach a dizzy ©op speed of 56mph. Like
the previous GAZ 4x4, it was equipped with two
fuel tenks, one of 47 lires under the floorpan, and
ancther of 28 litres under the driver's seat.

The stunted two-seat M73 pickup, also with a 4x4
transmission, was another spin-off from the GAZ off-
road programme. Designed in 1958, it was intended
as a cheap and simple vehicle for rural users. Two
versions were planned — a pickup and a coupe.
The engine was borrowed from the Moskvich 402,
but the axles were new and suspension was non-
independent all round, Off-road it was as capable
as the GAZ 69 and the GAZ M72. One of the
prototypes was passed 1o MZMA, who ussed it in
the developrnant of the 4x4 Moskvich 410.

The GAZ 19 was & rear-whesl-drive van that
was also based on the GAZ 89, designed for use
by mobile building and equipment maintenance
teams. Although profotypes were bullt, it apparently
dicn't go irto production because of the lack of
a suftable front axle in the Soviet parts bin — the
vehicle's projected low production run didm't justify
a bespoke unit.

Production of the GAZ 89 was eventally
transferred to the city of Ulvanovsk. In 1954 GAZ
had supported the introduction of the GAZ 63 at
the lown's UAZ plant, thereby kick-starting the
latter's long and llustrious history as a builder of
compactl offroad vehicles. More than 600,000
units were produced before It was replaced by the
UAZ 189 in 1972, GAZ itself stopped producing
the GAZ 69 in 1956. B
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ns the Second World War ended, UAZ was
firmly established as a wvehicle maker in
fts own right, although it wasn't urtil 1958 that it
produced vehicles of its own dssign. Having been
sstablished primarily as a military plant it retained
close finks with the Soviet military throughout its
history. Indesd, the plant's output was integral 1o
the nation's defence.

Production was expanded in 1947 to includs
GAZ AA trucks and In 1948 UAZ had developed
an exparimental 1.5-fonne truck, the UAZ 300,
which used the 50bhp motor from the GAZ M20
Pobsda. However, it didn't go into production
because UAZ at that time didn't yet have sufficient
capacity or capablity to build ts own vehicles. By
1980 the company had developed the capacity to
produce fts own parts and reduce its dependence

on GAZ for componert supplies. The plant built
its own forge, press shop and main assembly line.
An automatic machine shop, a chassis fabrication
unit and a carpentry shop for vehicle bodies were
also opened. At the same time, the city fiself was
being developed to provide the facilities needed
to support the burgeoning workforce. Before UAZ,
Ulyanovsk had baen guite a small place, but it was
soon to grow into a major city supporied by UAZ,
who contributed towards the bullding of a cinema
and a concert hall.

The relationship with the Gorki plant led to UAZ
becomning the Sovist Union's leading maker of
4xds, a role it has retained into the post-Soviet era.
In Decermnber 1854 it started to assemble the GAZ
B9 lightweight passenger jesp, first built in Gork]
in 1953. The first few thousand were assembtled

FROMVICTORY TOSPUTNIK 1945-196@

A Work on the UAZ series
of light commercials
started in 1954, This

is one of the very first
running prototypes,
made in 1958, (UAZ)

m
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W UAZ’s first self-penned
vehicle, announced in
1958, was the UAZ 450
4x4 light commercial.

It was made as avan, a
pickup, 2 minibus and

an ambulance, shown
here with the original
front-end styling that
was retained until 1966.
The series offered the
ability to transport just
abhout anything or anyone
anywhere. The basic
design must have been

a sound one, since with
only a few modifications
the vehicle remained a
mainstay of the UAZ range
into the 21st century.

{Author’s collection)

12

using parts from Gorki, but in the summer of 1856
production of GAZ 69 vehicles — and matching
trailers — was transferred entirely to Ulyanovsk. This
vehicle had a 2,200cc side-valve engine.

The GAZ 69 was popular with many Sovist
agencies and organisations and was soon in
use across the USSR's varled landscape. In
1956 the UAZ-built GAZ 69 entered the global
market and by 1959 it was being exported to
22 countries across the world. Its robustness
and simpliclty of mantenence eamed it
a fire reputation both in the Soviet Union
and elsewhere.

UAZ established fis own design department
in 1854, which began work on a unigue family of
vehicles. Prompied inftially by military needs, five
examples of a forward-control van were assembled
in 1955 under the codename 'Forty”. This [ooked a
little like & British Austin J2, but with much higher
ground clearance and & split windscreen. The
chassis was taken from the GAZ 69, so the vehicle
combined a subsiantial load-carrying capacity with
excellent go-anywhers capability.

The first prototypes of what was to become
the UAZ 450 were built in 1956 and tesied In the
mountaing of the Caucasus and the Crimea,
was launched in October 1958, With a total weight

CARS OF THE SOVIET UNION

of 2.7 tonnes, this was the first Soviet light truck
with Its cab mounted above the engine. The first
production model of the new family was the UAZ
450A ambulance, using a panel-van bedy style. it
was a simple yet smart vehicle with a large curved
windscreen and was as up-to-date as anything
being produced in Western Europe. it had room
for &t least two stretchers inside, and with four-
wheel-drive and soft suspension it was second to
none in the world as a purpose-buit ambulance
for use in remote areas. [t was followed by the UAZ
450D lightweight drop-side pickup with a payload
of 800kg. There was also a van, simply called the
UAZ 450 with a payload of 760kg, and an 11-seat
microbus, the UAZ 450V, All were powered by a
2.432ce, B62bhp four-cylinder low compression
GAZ M21G petrol engine, based on the criginal
Pobeda unit but with the bore increased from 82
to 88mm. The Pobeda alsc donated its three-
speed gearbox, whie the twin rangs torgue
divider, chassis, solid drive axles on leaf springs
and drum brakes came from the GAZ 68. The
UAZ machines had the abllity to disconnect drive
1o their front 15in wheels. They could tow a trailer
without brakes weighing up to 850kg, reach a top
speed of 56mph, and used 14 litres of petrol per
10Ckm (20mpg). A
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A After 1956 the GAZ 69

was made exclusively by

Isisa

Th
—unusually it is

the UAZ plant.

GAZ 69M

not painted olive green

(Avtoexport)

€This is the UAZ 460
one of the very first

prototypes of what was

1o become the famous

UAZ 469 series.
{Jutian Nowilf)
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A A Moskvich 401, which
in 1954 replaced the
original Moskvich 400.
Visually, the two cars
were all but identical
but the later car was

a little more powerful.
{Avtoexport)

L

MOSCOU'S FAVOURITE SONCOMES OF

ha Soviet government faced a monumental

task to rebulld their shaitered nation following
the Second World War, Its priorities were to rebuild
homes and re-equip factories in order to provide
life's essentials. Cars for personal use were not high
on the agenda. Many officials were using captured
Gerrman Mercedes and BMWs, but it soon became
clear that without spares and maintenance these
would nat last forever. There was a real need for
a compact, domestically produced car that could
bo easily maintained in a vast courtry with limited
fechnical resources oulsids the principal cities,
and could be repaired without having to rely on
imported spares. The decision was therefore taken
to press on with the pre-war plan to develop a
car that would achieve all of ihese objectives at a
low price.

- CARSOF THE SOVIET UNION

The government chose the KIM plant 1o be the
focal point of this project. In August 1944, by which
{ime it was clear that ultimate Alled victory over the
Germans and Japanese was certain, the factory's
engineers dusted off their blueprints for the KIM
10-562. An official green light was given early in
May 1945, with a target date set for prototypes to
be tested and signed off by December. However,
these plans were thrown into disarray by the end
of May, when the idea was floated of developing
a new car instead, based on the pro-war Opel
Kadett K38. This suggestion was prompted by the
fact that when the Red Armiy arrived in Frankfurt in
1948, it discovered that Opel's Russheim waorks
were relatively undamaged, with the complete
tooling for the Kadel! still in situ. The Soviet Union,
as one cf the three major Alles, was entited t©
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A Moskvich 400 on test
in 1951 in Belgium, the
car’s first export market.

{Motor)

& The Moskvich 400 had
a surprisingly spacious
interior. Stalin reportedly
insisted on the car

having four doors. (Mofor)

15
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2 e

M An zarly export

brochure Hllustration for
the Moskvich 400 series.

{Author’s Collection)

war reparations from the defeated Nazi siate,
and the Opel factory was considered as good a
reparation as any!

In June 1945 a high-level meeting at the Kremiin
that Included Stalin himseff reviewsd the options
avellable to rebuild the USSR's civilian motor industry.
The KIM and the Opel were examined side by sids,
and, despite some dated elemerts in the Opels
make-up, the decision weas taken 1o use the German
design 1o relaunch production at KIM. A freight train
loft Berlin bound for Moscow with 58 carriages
packed with the Opel Kadet production line.

On 20 June 1945 all work on the KIM 10-52
officially came to an end. During August 1945
KIM wag renamed MZMA {the Moscow Zavod
Malolitratsjnij Avtormobili, or Factory for Making
Small Cars’] in preparation for ils new and exciting

iuture building what was to become the Moskvich,

Unfortunately, the Soviet engineers did not have
enolgh technical documentation on the K38 to
simply bolt all the Genman equipment back together
in Maecow, press the ‘on’ button and start building
cars. The MZMA tearn had to do alot of work drawing
up new blusprints, using captured cars as models,
which put them behind thelr original deadline to be
ready for production by July 1946. However, by
Decernber MZMA had finished the majority of the
preparatory work, and on the 9th they built the first
Moskvich 400-420. It was a surprisingly modem car
with a unitary body, independent fronf suspension
and hydraulic brakes. The first cars were equipped
with a fourcylinder 1,074cc engine, the 400 series,
producing 23bhp at 3,600rpm. The compression
ratic was 5.8:1. With its three-spead gaarbox it could
reach 56mph and used 9 litres of petrol per 100km
{31.3mpg) — making it the most economical means
of fransport in the USSR, Zero to 50mph ook 55
seconds. It was 3,855mm leng, 1,400mm wide and
1,550mm high. The wheelbase was 2,340mm and
ground clearance was 200mm.

ft received its official Kremiin seal of approval on 28
April 1947 end by the end of the year 1,501 had been
fuit, including the first limited edition Soviet car —
pairted ruby red with a special plaque on the leftwing
1o celebrate Moscow's 800th anniversary. Production
increased to 4,808 in 1948, when a fing mesh oil filter
was introduced, and 1o 19,806 In 1949,

The plant's designers aiso  experimented
with several variations, The Moskvich 400-422,
announcedin 1948, was a vanwith its wood-framed
rear covered with plywood or tin, and a fabric roof.
It could carry up to 800kg and was usad mainly
by the post office and the ministry responsible for
food distribution. It was not available for private sale.
The Maskvich 400-421, an estate car with a wood-
style body based of the Moskvich 400-422, was
developed but didn't go into mass production. A
pickup prototype was also built. In addition a small
number of chassis cahs were built as the Moskvich
420K, which were uscd by coachhuilders to creaie
insulated vans to carry perishable food.

In 1849 came the Moskvich 400-420A cabriolst,
rade until 1862, In May 1951 the top two gears
got synchromesh and the gearshift moved to the
stearing column. in October 1952 the 100,000th
Moskvich was built.

CHRS OF THE SOVIET LINION
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= ' The Moskvich
production line in 1950,

showing finished cais

being checked prior to

delivery to their custoniers.

{Author's colfection)
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2> The cever of the
Belgian sales brochure
for the Moskvich 400.

{Author's collection)

V¥ The utility version of
the original Moskvich
saloon, the 400-422 -

shown here on the right
in this extractfrom a
Swedish sales brochure
- featured a wooden-
framed rear body with

a fabric roof. Although
it looked like a station
wagon it was actually

a van. The estate car
version didm’t get beyond
the prototype stage.

{Author’s coltection)

18

The Moskvich 400 was one of the first Saviet
cars 1o be exported to the West, the first examples
going on sale in Belgium in October 1960, lts
orice was the Belgian equivalent of £349, which
put it midway between the British Ford Anglia
and Ford Preiect and considerably below the
Mortls Minor. Motor magazing in January 1997
was raiher impressed by it: ‘Having driven and
been driven In examples of this margue, we feel
an initial duty 1o make it very clear that this car is
not in any senge a thing o be laughed at.’ Moior
also commenied favourably on the standard of
finish, the quist engine and the ride quality. The
steering and brakes, however, were criticissd as
lacking in Teel.

CHARS OF THE SOVIET LINION

The design team also experimented with slightly
more exotic variations on the Moskvich thems. In
1951 came the Moskvich 403F-424E coupe, a
prototype with & 35bhp engine. It was based on
1049 proposals for a faceliffted 4071 saloon, the
26bhp 401E-424F and more powerful 33bhp 403E-
424E, This was followed In 1954 by the stunning
Moskvich 404 Sport, a true roadster complete with
low windscreen and chrome-plated radiator grille.
It was a one-off, also based on the Moskvich 400
but using an experimental four-cylinder engine with
overhead valves and a hemispherical combustion
chamber. There were also four side draft carburetiors
thet played a big role in helping it to chum out
58bhp. Compression ratio was 9.2:1 and maximum
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. A Moskvich 400-421 estate car profotype
uiidergoes tests. Although the car wasi’t
given a green light for production the very
similar van variant did get built, albeit for

official or business use only. {Jufan Nowil)

“:The Moskvich piant experimented with
a smiall pickup based on the Moskvich 400
but the project didn't go into production.
However, a small number of chassis cabs
were built for use by spécialist coach-

buildeis. Jufian Nowil)
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A The 1949 Moskvich
1942 403E-424E was a
proposal to update the
400 series with a full-
width front end. Just six

were built. {Uuiian Nowil])

2 The Moskvich 402 of
1956 looked completely
up to date and was the
car that allowed the
Soviet motor industry
to really get into global

markets. (Auvtocar)

LE3 R
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spead was 91mph, It won the Soviet motor racing
championships three times.

An improved  Moskvich replaced the 400
series in March 1954 — tre sarme month in which
the 150,000th Moskvich was buili. The body of
the Moskvich 4071 remained the same as that
of the 400, but it had a higher-powered version
of the criginal engine, the 401 series, producing
26bhp. This included a higher compressicn ratio
& 6271 and revised irlet and exhaust manifolds.
Other changes Included an upgraded starter
motor and dynamo, revised rear whesl bearings,
a new steering wheel and & handbrake mounted
under the dashboard. The new car was made as a
saloon, the Moskvich 401-420, and as a van, the
Moskvich 401-422. There was also a pickup, e
490B. The Moskwich 401 seloon was made untl
20 April 1958, although the van lingered on until
December. In all 247,439 of the first two types of
Moskvich were buitt, the best year being 1958,
when 47,758 were produced.

By the early 1950s the Moskvich's flat screen
and pre-war stviing wers looking and feeling
increasingly cated, especially when set against
the Soviet Unlon's advances in the fislds of design,
architecturs and tecnnology. The country needed
a more modern car that matched its increasing
self-confidence.

Asafirst step the Moskvich's designers checked
out what other carmakers were up o and bought
axamples of the best compact farmily cars currently

available. From llaly they chose the Fat 1100 and
Lancia Aureliz, from France the Simca Aronde and
Citroén 2CV, and from Britain the Hillman Minx,
Ford Consul and Jowelt Javelin, After extensive
comparative analysis, the MZMA designers chose
the Ford Consul a8 being the car that came closest
to mesting ihe requirements of the Soviet motorist.
The frst five running prototypes were made in
August 1954, and on 16 April 1956 production of
the naw Moskvich 402 began.

The Moskvich 402 was a plonsering project for
the Russian auto industry. it was the first Soviet
car to have both a curved windscreen and rear
window, telescopic hydraulic shock absorbers,
door locks incomporated into the handles, &
lockable boot lid and a twin-spoke steering whesl.
The fourcoor body could accommodate five
people and was 4,055mm long, 200mm mare
than its predecessar.

ltwas powered bya 1 pevcefourcylinderengine,
developed from the original 1,074cc unit and now
producing 35bhp at 4,200rom. Even though that
was an Improvement over the previous Maskvich,
it wasn't too sprightly compared to cars made
in other couriries. Senicr Soviet motor industry
official Dmitry Velikanov, comparing the Maskvich
to similar-sized foreign cars, noted that they had
a power o waight raiio of batween 35—41bhp per
tonne compared 1o only 22.7ohp for the Moskvich,
which explained the Russlan car's comparatively
sluggish acceleration and low top speed.

=The 19505 trend for whitewall
fyres didin’t pass the Soviet Unioh by
— although they wefe generally only
included in advertising pictures such as
this elegant cover of an garly brochure

for the Moskvich 402. (Author's collection)
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= The original Moskvich
407, introduced In 1957,
had a simple grille that

was retained until 1960.

This picture comes from
an early Avtoexport
brochure produced to
promote sales outside
the Eastern Bloc.

(Author’s collaction)

=This 1958 Moskvich

407 was a pioneer of

detente before detente
became fashionable.
Imported from Holland
by a retiring seafarer,
the car wound up
ianguishing ina
Californian scrapyard
until being rescued
and restored in 1962
by American classic
car enthusiast

Gary Bricken.
[Avioexport)
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The gear lever was now on the steering colurman
but the gearbox remained a three-gpeed unit
Hectrical equipment changed to a 12-volt system
ngtesd of B-volt. Standard equiprment included a
radio, a cigarstte fighter and a heater and dernister
—the latter being at the tme still an optional exira
on nearly all British cars. The front seals weare
adjustable for rake and could be folded down flush
with the rear seat 1o forn a makeshift bea. Fully
equipped, the Moskvich weighed only 980kg,
which allowed It to accelerate 1o 88mph and use
just 8 litres of petrol to travel 10C0km (31.3mpg).

A vear later, in July 1957, the five-door Moskvich
493 esfate car was introduced, with a payloac <f
250k f the back seats were folded down. MZIMA
had originally planned for the esiate (and subsequent
van) versions of the Moskvich 402 to have a shared
three-door body, with longer front deors, but this
idea was rejacted as being unjustifiably complex,
and expensive for what would be comparatively
low volume models. The estate car even included
the same rear panel, with its high loading height, as
was Used for the boot of the saloon model,

Aufocar magazing managed 1o get hold of a
Moskvich 402 inJune 1957, owned by aNorwegian
captain who drove it to England to visit friends. In
MNorway the car cost more than the Fosd Anglia or
Prefect but was freely avallable and not subject 1o
import restrictions. The magazine commented that
the Mogkvich was 'doclle and simple 1o drive, ithas
& good clutch, excellert synchromesh and light,

precise steering. The suspension was praised for
providing 'an exceflent ride over poor surfaces’.
However, Autocar concluded hat the Moskvich
402 breaks no new ground, and as tried would be
unacceptable o the average British molorist on the
courts of finish and performance.

The Soviet Union's size and harsh terrain created
a real need for vehicles that could travel off-road,
which became ever greater as the government
started o expand into hitherto undeveloped paris
of the country. To meet this demand, MZMA built a
small number of 4x4 cars, starting in February 1957
and continuing through until 1858, The Moskvich
410 saloon was based on the 402 and combined
she front and rear axles, springs and dual range
transfer box of the GAZ 69 with the Moskvich
402 engine and three-speed gearbox and the
GAZ M2O Pobede’s steering gear, ofl cooler and
lever-typs hydraulic shock absorbers. At 220mm,
ground clearance was no lass than the supremely
capable GAZ B8, The 4x4 Moskvich could cross
water up 1o 300mm deep and in first gear it could
climb a glope of 33° Top spesd was 58rmph.

The Achiles heel of the new Maoskvich 402
was its side-valve engine, which dated back to the
1930s. MZMA had developed a new overhead-
valve aluminium engine family, the 406, which could
e bt in different sizes batween 1.1 and 1.5 litres,
but couldn't get permission 1o re-equip the factory
to produce it. Instead they had 1o work on updating
the existing engins, which they altered from a

€ The Moskvich 407,
an updated Moskvich
402 that first appeared
in 1958, featured a
two-tone paint scheme
and a more powerful
engine. This mode! has
the revised mesh-siyle
radiator grille introduced
in 1960,

{Author’s collection)
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# A 1961 Moskvich
407 on display with a
Moskvich 423 estate
car, a GAZ M21 Volga

and, just visible at the
back, a GAZ M13 Chaika.

{Author's coffection)

ad

side-valve unit 1o an overnead-valve type with an
aluminium cylinder head and increased in size to
1358c¢c. In 1957, a year after beginning production
of the 402, MZMA prepared a test batch of 100
experimenial 45bho 407 serfes engines. In May
1868 the Moskvich 407 went into production with
the new power unit. Top speed of the Moskvich
407 was 71.5mph, The last Moskvich 402 was bullt
in July; a fotal of 94,080 had been built including
18,019 for export.

The body of the Maskyvich 407 differed from the
Moskvich 402 by just a few minor changes to trim
and sguipment, backed up by improved finish.
Variations included the Moskvich 423N estate car,
the Moskyich 430 van, the Moskvich 4073 special
saloon for handicapped drivers, the Moskvich
407M for use by medical teams, and the Moskvich

/ . CARS OF THE SOVIET LINION

407T taxi. For the Moskvich 430 van the designers
added a bulkhead behind the front seats and
panelled in the rear doors and windows. The rain
gutters on both the estate and the van remained
as for the saloon, dipping down behind the rear
passenger doors. The rear passengsr doors
were simply welded shut and there was no
attempt o fil the resulting seams! Sales of the
Moskvich 430 light van, lke its predecessor
light commercials, were strictly mited to official
organisations and businesses.

The Moskvich 407 was an instant success. In
the 1957 international ‘Thousand Lakes Rally' in
Finland a Moskvich 407 came third, even though
Soviet tearns at that time had very little experience
of motorsport. Af the 1958 Brussels International
Motor Showthe saloon and its estate car cormpanion
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were awarded gold medals. However, the MZMA

team didr't rest on their laurels. In Decemtser 1869

a fourspeed gearbox with synchromesh on the
top three gears replaced the thres-speed unit,
Tubeless tyres followed in January 1960 During
1980 a hypoic final drive with a lower finel ratio was
introduced on the back axle, an improved pre-paint
featment was introduced to improve comosian
reslstance, and a new radiator grile replaced the
original single horizontal chrome bar and large
certral badge with 2 more omate mesh-typs arille.
In July 1967 the clutch was modified to reduce user
gfort and in January 1962 a gear lever damper
wag introduced.

There were also fourwheel-drive varsions of the
Maskvich 407, Uimited production of the Moskvich
KON saloon tock place from June 1988, while
he Moskvich 411N 4x4 estate car, based on
the Moskvich 423N, joined the range in August.
MZMA also developed a four-wheel-drive version
of the 430 van but it didn't get the green light for
production. Early versions of the 4x4 had a three-
speed gearbox, but In 1860 the four-speed unit
used on the rearwheel-drive cars was installed.
When procuction of 4x4 Moskviches ended In
January 1961 a total of 11,890 had been made
since their annauncement in 1957

The 4xd Moskvich saloons prompted MZMA
to ook at designing scmething a litle mors

practical than the 410 for professional users but
moare civilised, manoeuvrable and sconomical
than the bulky, rough and ready GAZ 69, The
first prototype, conceived by a team headed
by the works' chief designer lgor Gladilin, was
clearly inspired by the American Jeep. Its engine
was the same as in the 407, maied o a four
apeed gearbox and a two-speed transfer box.
Top speed was B5mpn. This was followed by
two compect Land Roverlke prototypss that
predated the Japanese compact Ixds by nearly
20 years! One open-top Moskvich 415 was built
and two examples of the Moskvich 416, one with
a soft top and the other a hard top. Testing went
ghead and blusprints and official documentation
were prepared ready to put these extremely
practical little SUVs into production.  Sadly,
howaver, they remained prototypes, just like the
1958 prototype A9 minibus that used mechanical
components from the 407. The minibus had & top
spead of 86mph and used 11 litres of petrol per
100km (25.6mpg). 1t clocked up 10,000km In
the Moscow area between October 1968 and
January 1958.

As the new decade dawned, the Minavioprom
instructed MZMA to concentrate on s cors
production of pagsenger cars. There simply wasn't
the means, equipmeant or space 10 put all its other
projects into production, especially as MZMA was

¥ The Moskvich 423N
estate car, which

shared its drivetrain
with the Moskvich

407 saloon. The 423N
looked no different from
its predecessar, the
Moskvich 402-based 423

estate. (Author's colfection)

FROM VICTORY TOSPUTHIK 18US-T3E@

Yita v. MacNeil IP, IP2020-01 139

Page 87



AThe Moskvich 430 light van
looked as though it had side
Ioading doors but these were
actually welded into place.
Like all Soviet light vans, it
wasn’t offered for sale to
ndividual motorists, who, it
was reasoned, had no need
for a commercial vehicle ina
planned economy.

(Author's collection)

2The Moskvich 410 was

an extremely capabie four-

wheel-drive version of the
Moskvich 402.
{Author’s collection)
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now beginning 1o enjoy major export SUCCCSs.
Its Moskvich 407 was the first Bussian car ©
make a real impact outside of the Sovist Union,
especially when a two-fone colour scheme — a
first for the Russian industry — became an option.
What would Stalin have made of such frivolity?
Ihdeed, the success of the reguiar Moskvich
407 was behind the decision to end production
of ts 44 variants — MZMA simply couldn't make
snough 407s to mest demand! For several years
more than 50 per cert of all 4075 made were
exported, not only te the countries of the Eastern
Bloc but also 1o Finland, Norway and France.
The Moskvich was particularly successful in the
Benelux countries, where the Belgian Importer
found a ready market for the rugged yet stylish
Russian cars, which were sold under its Scaldia
name. Export versions of the Moskvich 407 were
also known as the Eiite in some markets, because
Peugeot had carefully registered all model namss
with a zero in the middle.

During the 19508 MZMA acted as the principle
design centre for the Soviet car ndustry, even
ihough its design team totalled no more than Qc
pecple. A great deal of effort was put Into the
tiny Moskvich 444, which aventually became the
ZA7Z $B5. Its body was closaly inspired by the
elian Flat 600, es the plant did net have as much
corfidence In its own design skills as perhaps it

should have had, Moreaver, the ministerial brief
for the 444 is believed 1o have changed six times
during the car's developrmert. Five prolotypes
ware built between 19567 and 1958

In 1955 MZMA slarted 1o explore 1he exofic
world of matorsport, when its designers developed
a proper racing car, the Moskvich G1 405, with
wheels, brakes and suspansion porrowed from
fhe Moskvich 401, The 407 enging was used In
the 1956 Moskvich (G2 405, based on the Gi but
with & much more streamiined aluminium body. It
weighed only 660kg and test drivers got it up 1o
a top speed of 13%mph. Because the power unit
was located towards the rear of the cer, the driver
sat towards the front. it had a 120-litre fuel tank next
10 the engine. There was no rrigtaking the G2 on
the track — It had no sllencers, so fts 70bhp angine
really did make the earth move! It was folowsd in
1961 by the (3 with the engine up front and again
powered by & 407-based angne.

By the end of the 1080s MZMA had also
haen nvolved in various non-ausiomative projects,
baginring with the design of the fransmissionforthe
MAZ 595 dump-truck and ending with the creation
of an automatic cigarette vending machine.

Although the 1950s had been a period of
incredible growth for MZMA, both in the guantity
and quality of its cars, the best was yot to come.
The 1980s raally did swing for Moskvich! B

FROM VICTORY TOSPUTNIK 1845-15E@

& The Moskvich 404
Sport of 1954 had a |
tuned 1,074cc engine I_
that gave the compact !f :
sports car a top speed i
of 93mph. {Author's ‘

colfaction) ‘ -
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A One the first of

the Zaporozhets 965
series, seen here in
1960. Although the Fiat
600 was chosen as

a benchmark for the
Ukrainian car, by the
time production started
in 1959 the Soviet vehicle
had evolved into a2
completely different and
distinct design in its own

right. {Author's colfection)

THE SOVIET MINL

AZ has a hislory going back to the Victorian
era. Thée company grew out of four small
plarts set up by the German entrepreneur J. Koop
in the Ukrainian city of Aleksandrov (renamed
Zaporozhets i 1821), manufacturing  agricuttural
machinery and equipment, After the Revolution and
Chvil War the plant restarted operations under the
name Communard, and by 18921 was producing
24 types of agricultural machine. It built its first
combine harvester in 1929, and between 193041
and 1947-52 a toial of 129,724 were produced
The works were complctely destroyed during the
Second World War but were rebuilt and re-equipped
blowing the end of hostilties and resumed the
production of agricultural machinery until 1959.
By the mid-1950s Western Europe had
recovered enough from the war for people to start

enjoying life's little luxuries, Including a car of their
own. Many companies had introduced small,
low-cost, economical cars such as the Fiat 500
Topolino or Citroén 20V, while the Volkswagen
Beetle and Morris Minor offered a touch maore
power and comiort. Although some of these cars
were extremely small, with engines of less than
a litre, they were a definite step up from the bus
gueue. As Dante Dzhakoza, developer of the Fat
800, Flat 600 Multipla and Flat 500, said; ‘BEven a
small car will aways ke more comfortable than a
scooter” There was 8 burgeoning mass markst for
small family cars, which accounted for between 25
and 40 per cent of all European automohbiles.

At the time lhe Soviet Union produced just two
general-purposc passenger cars at two factories
- GAZ making the Pobeda and the soon-to-be-

CARSOF THE SOVIET UNION
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isunched Volga, while MZMA had ils Moskvich While the Soviet car looked a little like the Fiat,
rie. However, the Pobeda and Volga were big, It was clear that the design had been developed 1o
expensive cars and were praciically unavallable o mest Soviet noeds. Instead of 12in wheels the Soviet
ardinary Soviet motorists, while the Moskvich plant  car had 13in, and ground clearance was 200mm.
simply couldn't keep up with demand. Morsover, Ths engine could not have been more different
with the end of Moskvich 4071 production and  fromthe Flat's inline water-cooled four-cylinder unit.
the introduction of the larger, more spacious but  Myths that the little Soviet car used as its engine
more costly Moskvich 402, the MZMA plant was,  the starter motor from a Soviet tank are completely
anyway, moving Into a different class. false. At frst, the MD-65 air-cocled opposed
Work on the design of 2 new small cartherefore  twin-cylinder engine produced by the Irbitskeyeo
started in the autumn of 1956. To prepare for it,  motorcycle plant was used, but tests proved it to
NAM undericok extensive research into what  be totelly unsuited for use in a car — it developed
would be sppropriate and affordable for Soviet  just 17.5bhp, making the car's maximum speed
customers. As part of this research, many foreign & lowly 50mph instead of the design objective of
cars were bought and ihoroughly examined by 59mph. ltwas also very naisy, and when installed in
NAMI, inciuding extensive testing under both  a car overheated. lts main faling, though, was that
normal road conditions and at the NAMI proving it was shortlived, and could only run for 30,000km
ground near Dmitrov. The Fiat 600, a brand new  before needing a majer overhaul. It became clear
car in 1955, was chosen by Minister Strokin,  that an entirely new mofor was necessary.
head of Minavtoprom, as the most appropriate MZMA in 1957 began looking at differert engine
car to emulate. options, Including inine, V and cpposed cylinder
The new project was passed over to MZMA,  formats. Convenierttly, there were two new Saviet
The first prototype, the MZMA 444, was finished In - engine designs under development &t the tme: the
Cciober 1957, & had rear-hung doors, a ranguler  NAMIG and the NAMLIV. The Moscow engineers
smblem at the Tront, convex armow-shiaped motifs  had also looked closely at engines from the Citroén
on the doors, a decoraiive piece of trim in front of  2CV, the Volkswagen Beefle and the BMW 600,
the rear wheelarch — borrowed from the Moskvich  all of which had alrcocling. The best performer
402 ~ and four round air ducts on the rear wing.  was the Volkawagen unit. This influenced the
The front and rear screens were interchangeable,  Soviet designers o oot for an engine with a similar
auseful way of reducing menufacturing complexity  layout, which tumed out 1o be the NAMI-V flat-four
that was also adopted by Skoda for the Octavia. engine already on the drawing board. The oniy real

~The Zaporozheis 965 was
the Soviet Union’s very own
Mini. It is n6w one of fhe most
popular classic cars in the
former Soviet Upion,

{Authors collaction)
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problem was getting 1o the valves 1o adjust them, a
consaquence of fts opposed cylinder design. The
whaelarches of the new car would make access
difficult, but apert from that the designers were all set
1o opt for & horizontally opposed air-coolad engins.
Howsver, the men from the minisiry had different
ideas, &l of which influenced the final decision.

As sver during the Cold War, the Soviet
government  wanted to push forward the
boundaries of technical development to show ihat
the Communist system was advancing ahead of
the capitalist world. They decided that the NAMI-G
engine, which was a V-4, was the best way 1o do
this. Automotive experts, however, felt that it was
net right for a car with its engine at the back, since it
had been designed to be cooled by airlow created
by the vehicls being in motion — in other words, the
best place for it was at the front of the car,

There were, however, pracfical arguments in
favour of this particular engine, not lsast the fact
that it was practically ready for full-scale production,
unlike the V. This was because the G engine had
also been developed for military use in a lightwelght
amphibious vehicle — which eventually became the
LUAZ 967 —and had conseguently been prioritised.
Because of its military crigins it included a number
of unique features not normally associsted with car
engines: a rear-mounted ol cooler, high maourting
paints for ancillary equipment, castings made from
magnesium-magnesium alloy and a lightweight
block. The engine made a characteristic cackle
when it ran and reputedly had its roots in a BMW
unit developed at the beginning of the 1950s for a
Cross-country vehicle.

The dimensions of the new engine — which was
10 be bullt by MeMZ (Melitcpolsk Motor Plart) and
aready had the official name of MeMZ 965 — wara
bigger than the MD-B5 engine around which the
original body layout had been drawn. Because of
the 80° V arrangement of its cylinders the 746cc
unit simply would not fit. The designers therefore
hasiily restyled the rear of the iitfle car: the sloping,
flat rear bonnet was replaced by a corvex one and
the rear wings were changed. What also became
apparent at the same time was the need for
changes in the gearbox. The solution was 10 use
the box that had been developed for use with the
MeMZ engine. However, this unit incorporsted not
Just the gearbox itself but also the clutch housing,

. CARSOF THE SOVIET UNION

differential, auxliary transmission and transfer
box, After brisf reflaction the engineers lopped
off the bits that would be unnecessary for a two-
wheei-drive vehicle and altered the gearchange
mechanism into one that wauld be acceptable to a
civitan driver. The rear suspension also had to be
altered to accommodate the engine.

Thedevelopers of the amphibious military vehicle
that had effectively donated its engine to the project
were now drawn into the chvilian car programme.
They brought with them the experience they had
gained in creating numerous successful off-road
military vehicles, for example the BTR-40 and BTR-
180. The car therefore benefited from a number of
features that they had alreadly worked up, including
all-round indspendent suspension, a flat underside
and careiul weight distribution that placed just the
right amount of weight over the driven wheels 1o
give the maximum possible traction.

The design, even with all these changes and
compromises, was now getiing close 1o baing
finished. Ministerial approval for the project to move 1o
the production phase was granted on 28 November
19568, Afthough Soviet leader Nikita Khrushchev
dlid not intend to become a second Henry Ford
by putting an entire country on wheels, after the
dlevastation and hardship of the Second World War
the Soviet govemment felt that it was time fo offer
some real improvements in the living conditions of its
people. The very idea of making a small car widely
available was quite revolutionary for a country stil
somewhat imited by Stalinist ideology, and some in
the government remained uncertain about permitting
the growth of private transport. Howsver, Khrushchey
was driven by a belief that the Communist systern
could and indeed would outpace capitalism and
offer a better standard of living for ordinary peogle.
The idea of an affordable, practical car priced within
the reach of Soviet workers appealed to him, and
as he made his mark lingering Stalinist doubts
about the project faded away. The govermment set
a target deadling of two years for the new car 1o be
made avalable and mobilised the full force of the
Communist systern behind the project.

MoMZ was confirmed as the enging plant for
the new car. It had been foundsd in Meltoool
in 1808 by a Ukrainian ontreprensur named
Zalerman, o buld diesel engines. After the
QOctober Revolution it was nationalised and was
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named the Second Soviet Plart, then after the end
of the Givil War In 1925 It was recrganised Into the
Victory co-operafive and continued o produce
diesel engines for the agricultural, construction
and fishing industries. n 19371 the co-operative
was transferred 1o direct siate control and became
part of the Soyuzdiesel organisation, and wmed
over to the production of engines for fishing boats.
In 1936 he Victory plant was renamead the Mikoyan
Diesel Plant and specialised in producing high-
speed diesels for rawlers. It was avacuated during
the Second World War, just before the Germans
invaded in 1941, Immediately after the literation of
Meltopo! the factory was completsly rebuilt and
restarted production during 1944, It was officially
named MeMZ in 1958, when it was compietely re-
ecuippad to build patrol engines Tor the naw car.

Toproducethecars themsslves the Zaporoznets
Cormmunard  agricultural machinery works was
refittad and re-equioped, sincs there simply wasn't
any spare capacity &t the Maoskvich works in
Moscow to manufaciurs the new car slongside the
Righly successful Moskvich 402, Work went ahead
at ful speed to prepare the Ukrainian plart for its
naw role. In less than a year a new ool shop was
constructed and the main factory was rebuilt and
axtendad to include a paint shop and assembly
lines. A design and experimentzl section was also
nuilt, setting up the new factory to be sbletointhe
future develop fts own cars.

A more advanced prototype, created by MZMA
in 1958, had higher frontwings and a changed grile
design. t was given a public airng during the winter
of 1958-9 at the Exhigition of Achievements of the

FROMVICTORY TOSPUTNIK 13US-156H

. N
<
gyt

#The Zaporozhets 965
was a well-proportioned
car, and in spite of having
been originally inspired
by the Fiat 600D, by the
time it was released it
had developed its own
clear and distinctive
appearance.

(Author’s collection)
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A A well-maintained

National Economy of the USSR, Instead of 444’ its

experimental batch of production cars. However,

example of the ZAZ965.  nameplate said 650, Like the first prototype, the  engineers carried on tweaking and improving it for
(Viadimir Veraksin)  fromt suspension was Dy transverse spring and the  almost a year before, as was traditional by now, the
front doors had sliding rather than winding glass. new vshicle was presented at the Kremlin for approval
During 1958 the design of the front suspension by the government, On 18 July 1960 the factory's
was finalised, drawing onthe torsion barsysternused  official test oriver drave Nikita Khrushchey around the
by Volkswagen. This was ancther example ofhow, in outside of the Coundil of Ministers' building, &round
spite of its close visual similarity 1o the Fiat 800, the  the Ivanovo area and home again. Khrushohev was
Soviet vehicle was In fact & complately different car,  impressed, calling it 2 ‘good gift for the worker', On 25
sincsthefrontsuspensioncntheftalancerwas, likethe  July the government gave the green fight for what was
earlier Russian prototypes, by fransverse spring. The o become known as the Dnieper Cossack, with
front doors were also changed to incorporale  its price sef at 1,800 roubles. Assembly of the first
winding windows. production run of the ZAZ 965 began on 25 Qclober
The first ZAZ 8BS, as it was now called — a 1960, and by ihe end of the year about 1,500 had
combination of the faclory's name with that of the  been bullt. The Soviet Union now had its own Mini,
engine — ralled oul of the Zaporozhels faciory on 12 The final production engine was the aircooled, V-4
‘ June 1959, 1o be followed an the 18th by the st 23bhp 746cc MeMZ 955 unit, I
| gd
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AZ was one part of the Ukrainian maotor

industry that had a chequered reputation
within the Sovigt Union. The second partwas LUAZ,
which built vehicles that were almost unbelievably
capahle off-road but whose build guality was so
bad that for a time the LUAZ was the only car that
coUld be bought off the shelf by Soviet maotorists,

The LUAZ mator fim was created &t the end of
Seplember 1955 out of the LuZM (Mechanical
Factories of Lutsk) works in westemn Ukreine, which
repaired rucks and manufactured mobile repair shop
and refrigerator bodies on Moskvich, 2L and UAZ
chassis. lts first complete vehicle was the diminutive
LuAZ 967, designed to be & front-line military transport
with 8 small payload capacity of up to S50kg.

The LUAZ 967 was prompted by the Korean
War of 1950-3, during which the Soviet Union
supplied North Korea with mifitary eguiprment,
This corflict underlined the need for small, agile,
rough-terrain vehicles to rescue wounded soldiers
and supply front-line troops with ammunition. The
GAZ 89, which had been used for these purposes,
was foo large and clumsy and had too little ground
clearance 1o use in mineflelds. 1t was also too heavy
to be delivered into a battle zone by air.

Davelopment was undertaken by a special group
at NAM). The first prototype, named the NAMI 049,
was fnished in 1958. 1t had a basic glass fibre body
with awheeloase of 1,800mm. The suspension was
independent all round, with four semi-traifing arms.
it had permanent al-wheel drive with a lockable
differential in the transfer case and reduction gears
at the wheels. The loaded vehicle had a ground
clearance of 280mm. A 22ohp MD-65 motorcycle
engine, similar to the one used on the Orbita
motorcycle and once mooted as a possible power

unit for the ZAZ 965, was used. Tests, however,
showed that the body was not strong enough and
the engine was underpowered.

For the development of a second prototype,
caled the NAMI 0484, the designers consulted the
Zaporozhets works, A soluion o the fack of power
was on the horizon in the form of the new alr-cocled
MeMZ engine by this iime destined primarily for
the ZAZ car range. Body strength problems were
resoived by glving the NAMI 048A a body made from
steel, firmly connected 1o a strong framework. The
permanent alwhesl drive of the first prototype was
rejecied and the rear axle was instead switched in
as and when required. The torsion bar suspension
of the original was also replaced by a more raditional
spring set-up, which was better able to withstand the
shock arising from delivery by parachute. The team
worked on two vehicle variants, one a standard dry-
land model and the other amphicious. The military
opted for the latter.

Total weight of the new wvehicle was Just
1,350kg and it could pull a 30Ckg fraler. Height
with the windscreen up was 1.580mm. FPower
came from a front mounted MeMZ 987A 37bhp
engine, giving a fop speed of 47mph with front-
whael drive. The LUAZ was equipped for almost
any evertuality. It had two easlly removable ramps
to get over diiches or out of water, @ winch with
200kg of puling power and 100m of cable, and
could overcome gradients of up to 58 per cent,
While afloat steering was achieved by tuming the
sront whesls — not a problem when waterbome
top spesd was just half a knot. The driver's place
was in the centre and the two back ssats were
hinged so that when folded down they formed e
flat surface to carry stretchers, To achieve better
camouflage, the windscraen could be Tolded down
onto the bonnet and ihe driver's seat folded back.
The steering column and instrument panel could
then be folded downward, alowing the driver to
steer while ying down. Production of the LUAZ 987
started at the Luisk works in 19671, B
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~ NEVER HAVE 50 MANY BEEN TRANSPORTED BY SOFEW

A The Latvian-made RAF
977 was an extremely
sticcessful minibus,
offering stylish and
robust transport for up

to ten people. (Avioexport

ay

. CHARS OF THE=O

xpangion across the USSR was one of the

Teatures of postwar Soviet motor industry
development, Latvia joined the ranks of the motor
producing republics in 1948, when the Soviet
authorities authorised bus body production at
the No 2 Riga motor vehicle repair plant, known
by fts initials as RARZ In 1985 this became an
experimental bus plant and was renamed the Riga
Autobus Fabriku, or BAF It subsaquently became
the main source of minibuses in the Soviet Urion,
as well as producing trolley buses and the GAZ
571 truck.

The Tirst RAF minibug was assemblod by five
enthusiastic engineers in 1954, out of two GAZ
cars, chipboard, leatherctts and a tarpaulin. The
first official RAI™ product was the RAF 251, built
from 1855 untll 1958. Il was a 22-seal bus based

VIET UNION

upon the mechanical components of the GAZ 51
fruck and fitted with a body made of wood and
metal. Also bulk was the BAF-251T, a passenger-
cargo version designed fo carry 14 passengers
and an 80Ckg payload.

By the mid-1950s the Soviet Union was
moving rapicly ahead with the production of
trucks and full-size buses, but Minavioprom
realised that a smaller passenger vehicle was
also needed, bigger than a traditional taxi but
smallerthan a bus, for Use by sports organisations,
as official trangport for factories and enterprisas,
and as a ‘route taxi' fo serve public transport
routes that didn't warrant a full-size bus. Such
a vohicle could also form the hasis of a fast
and cornfortable ambulance. Ambulances were
often regular cars with the rear seat removed
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and the patients loaded through the boot on
their strotchors.

The role of route taxd was at the time being
partiafly filec in Moscow by a flect of GAZ M12
7IM seven-seat cars, but these were not very
corvenient for people to hop In and out of and
thelr passenger capacity wasn'i really sufficient for
this type of work. Deslgners at the ZIL works had
a go &t designing & minious based on the ZIL 111
chassis but the result did not go into production,
as It was too heavy and unwieldy. The ministry
therefore commissioned design work for two small
buses. One, with four-wheel drive for military and
rural use, was passed over fo UAZ to develop and
buiid, while the other, a two-wheel-drive civilien and
urban vehicle, was passed to RAFR

RAR abandoned its work on larger vehicles
and thereafter spacidised in developing and
building minibuses, using at first a rixture of Volga
and Moskvich mechanical parts. A Volkswagen
Microbus was imported to provide ingpiration
for its first proper minibug. Although the earty
RAF models looked a Iittle lke the Volkswagen,
mechanically they were totally different, with a
front-mounted, water-cooled engine rather than
the German vehicle's rearmounted air-cocled
unit. Twe prototypes were developed, the smaller
of the two being the RAF 08, sometimes called
the Moskvich 8 in recognition of the donor of
fts drivetrain, The larger prototype was the RAF
10, which drew upon the GAZ M20 Pobeda
for its mechanical components, including the
ransmission, front and rear axles, steering gear
and steering wheel. Both were first shown in 1857.
The main differences in appearance beiween the
RAF 10 and the RAF 08 were an increase n the
10's length and 2 different style up front, with a
unigue radiator grile and headlight layout. It also
had a better cocling system. The body of the
RAF 10 was an al-metal semi-monocogue with
ten seats, and a side door 1o allow passengers
to get in and out as well as the usual cab doors.
It was powered by the GAZ 21B engine, mourtted
between the front seats, with a large enging cover
adllowing access from inside the cab.

Thefirst test batch of RAF 10s was mads for use
at the 1957 Moscow Yolth Festival — indeed, the
vehicle was provisionally named the Fesiival. There
ware several versions, the only real difference

hetween them being the front-end styling. One had
the headlights moved to the centre of the vehicle!

The smaller RAF 08, which had eight seats,
remained a prototype but production of the larger
vehicle began in 1958, Renamed the BAF 977
Latvig, the majorty of its mechanical components
carme nat from the, by then, superseded Pobeda
but from the newly announced GAZ M21 Volga,
including a low compression version of the 24456
engine. it was well in line with styling trends of
the 1950s, with curved glass windows on each
side, athough 1t stil had & splt front windscreen.
It differed in appearance from the RAF 10 only
slightly, with a simple front-end style with single
headlamps and a chiroms grille.

The RAF 977 was Intended for use as an official
vehicle. Although its passenger capacity was less
than another official bus of the time, the PAZ 652,
the RAF was considerably more efficient, using
just 13 litres of fuel for every 100km traveled
(22mpg); faster, with a maximum speed of 2mph;
more manoelvrable; and more comfortable jor
passengers. [t also proved itself to be a perfect
basis upon which to build ambulances, and was
used to carry mail, take passengers to arcraft
on amall airfields and to transport students and
researchers on siudy trips as well as performing
In s original intended rales as a minlbus and route
taxi. Producton, however, remained low, as the
RAF plant wasn't yet equippsd for production line
manuiacturs. Most were assembled by hand. B
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hée Soviet car industry had its own

sumimer of love. In the swinging
*sixties bright hew cars were announced
by all the major Soviet firms — indeed, by
factories right across the Eastern Bloc, with
new cars coming out of Yugoslavia, Poland
and Rorania too. Although Khrushchev was
forced 1o retire as Soviet [eader in 1964, his

more opén approach to government and
relations wasn’t completely

international
abandonéed. The first international motor

rally iri the Soviet Union, ‘Russian Winters’
took place in 1965, However, while the
country didn't slip back into a Stalinist way of
operating, his replacement L.eonid Brezhnev
was a much more cautious characterwhowas
not receptive fo any but the most mild forris
of opposition. He alsa prioritised a military
puild-up and focused attention on prestige
projects such as the space programme in
order to keep pace with America, rather than
developing the nation’s consumer industries.
However, after the notérious nuclear stand-
off in 1961 there seemeéd to be an underlying
sense of live and let live between the two

Cold War protagonists, and they started to

talk to rather than shotit at éach other.
. Brezhnev's time in office was one of
marking time — there was litille change. In
every way, Brezhnev — who enjoyed motoring
in his owri Rolls-Royceé Silver Shadow until he
crashed it - seermed 16 be more interested in
maintaining the status quo. The Soviet motor
industry, as ever, reflected the mood of the
nation’s leader, making careful but limited
changes in its designs and producis.
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Exports, however, really took off and for
a time it looked as if Khrushchev's boast
that the Soviet Union would overtake
America by 1970 was not so far fetched.
Soviet-made cars wére soon seen all round
the world. In 1965, Avtoexpoft published
the first edition of its Avicexport Round-
Up magaziné. Printed in four languages
— English, Russiai, French and German
- it was designed to provide news and
information about the Soviet motor industry
to an international audience. Almost every
edition carried articles about Soviet
vehicles in use across the globe. By the
mid-1960s Avioexport had built one of the
largest marketing networks in the world,

with 1,200 service centres, 17 warehouses

and 24 teaching and consulting centres
where more than 2,000 specialists were
trained annually. EXports of cars bétween
1949 and 1959 totalled 74,000, between
1960 and 1969 this increased to 442,200
and by 1978 to 402,000 a year!

Russian cars first appeared for sale in
Britain in March 1960. The Moskvich 407
salgon retailed for £759 in July that year,
less than a Morris Oxford at £816 but on
a par with a Vauxhall Victor Super at £752
and a Hillman Minx Deluxe at £765, all
slightly larger cars. Autocar’s review of the

1960 London Motor Show describéd the
Moskvich as ‘quite éxceptional value by any
standards’. The Volga M21 was priced at
£1,118, not far off thé £1,191 Humber Hawk,
which was also a large, four-cylinder car
de.signedwi_thcomfortinmind.TheMoskvich .
407 was imporied by Thomson & Taylor
(Brooklands) Lid based in Byflest, Surrey,
who also imported the later 403 and the 423
estate car, plus the Vblga M21 and M22. The
Zaporozhéts 965 was shown at the 1961
Earls Court Motor Show, but few if any were
actually sold. Thomson & Taylor continued
to be the agent for imported Russian cars
until 1966, after which they were imported
by Russian Cars Goncessionaires of West
London until 1970.

The Soviet cars sold in Britain in the
early 1960s were not priced appreciably
lower than locally produced vehicles. They
sold on their merits rather than, as became
moie usual later, their bargain basement
prices. By November 1963 there were four
Soviet cars available in Britain, two from

MZMA and two from GAZ. As can be seen

from the table below, even though they
were generally older designs they were not
especially cheap to buy, although car-for-

carthey were generally better equipped than
their British and European competitors.
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'60s, Avtoexporihad a
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Soviet cars throughout
‘the world. Here, two
Moskvich 408s and a
2ZAZ 966 take pride

of place at an ltalian

motor show in 1963,
(Avioexport)




ompaci saloons

Mode!

Morris

Ford Cortina 1200 Detuxe
(1,188cc) )
'Moskvich 403 (1,360cc)
Vauxhal Victor FB (1,695cc0) 1967

Woissley 1500 Flest

(1,48

Compact estates
First made - Frice Model
" Morris Minor Traveller
{1.098¢cc) _
Ford Cortina 1200 Deluxe
‘(1,198cc)
Moskvich 423 (1,360cc)

1M00(1098cc) 1982 £693

1982 815

1988 7628
f{asthe
L 407) o ‘
Ford Cortina 1500 Deluxe
1,488cc)
Hifiman Super Minx
_{1,59200)

£635

1957 £640

o)

7 The motor vehicle
research institute,
NAMI, was responsible
for a lot of automotive
development work o
in the Soviet Union. ‘
A Lada and a Moskvich
are shown here
undergoing crash
tests.

{Author's coflection)

Large saloons

Ford

@858
Vaudhall Velox (2,651¢c)

.:Volg

Large estates

First mads . “Modal
Ford Zephyr Four Mk 3
(1,70300) N
Violkawagen 1500 Vartant
{1,493ca)
\olga M22 [2,445¢C)

Zenhyr Six Mk 3 1982

legz
a M21 {2,445¢cc) 1968
During the 1960s and 1970s Russian car

sales in Britain grew, especially as newer
models came on stream. The Soviets

re-entered the European petrol market oo,

with two small chains of service stations

using the Nafta brand in Britain and Belgium

in the mid-1960s. At its peak the British

chain had 275 outlets and the Belgian

about 50. The British chain was sold to Q8
in 1987, but the Belgian business continued
dealing in fuel oil and with a diminishing
number of branded service stations.

The Soviet motor industry, unlike its
Western courterparts, was never shy about
showing its new cars long before they
were put into production. For example,
the Zaporozhets 966 was openly seen
out and about under test and on display a

year béfore it made the production line.
This was because there was no need fo
hide new ideas for fear of competitors
siealing their latest concepts. And, as
Autocar noted in July 1968, Eastern Bloc
carmakers had ‘na inceniive to design for A
obstlescence 1o keep up sales’. This open “
development of new models continued
after the fall of the Soviet Union, with
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prototypes and pre-production models

being shown publicly as soon as the first
examples had been built rather than being

kept under wraps in preparation for a
big launch.

Although the cost of Sovist cars for Soviet
buyers rose throughout the first years of
the decade, the number of cars registered
in Moscow alone doubled during the
early 1960s. However, although it too was
increasing, production was still way below
that achieved in the West = the total annual
output of ears in the USSR was 149,000 in
1961, compared with mote than 1.8 million
in West Germany and about 5.5 million in
the USA. Even so, the export of Moskvich
and Volga cars started to take priority over
domestic sales. To help cut the waiting lists
for cars — which according to some reports
was seven years long — in 1964 the Kremlin
began a shori-lived import programme of
Yugoslavian-buili Zastava-Fiats, initially set
at 2,500 per year.

Khrushehev's car hire system, launched
in 1959, was effectively moribund by the
start of the 1970s. On average half the cars
were unused at any given time, and another

quarter were under repair. The Moscow hirg-

4 CARSOF THESOVIET LINION

car pool (860 vehicles) had made a loss of

158,000 roublesin the first six menths of 1963,

while Leningrad’s lost about 50,000 roubles
and Riga’s abolit 15,000 in the same period.
Losses continued to mount until by the end
of the decade the whole thing was allowed to
wither away. Foreign tourists could still rent
cars for hard clrrency through Intourist, the
official Soviet travel agency, but for Soviet
motorists who wanted to drive, buying a car
was their only option.

In the 1970s, the Soviet Union — insulated
1o a large degree from the economic shocks
of the 1973 oil crisis — was able t¢ continue
developing its car industry, although as time
went on the needs of its export markets
started to become just as important as
meeting domestic needs. Russian society
settled down to a period of stability; indeed,
some called it stagnation.

In 1970 only one person in 200 owned a car
in the Soviet Union: in the US registrations
equalled one in three of the population and
in Britain one in six. Even so, by the middle
of the 1970s motoring was well established
in the USSR and a car was tonsidered

o be one of the most uxurious items a Soviet
citizen could possess.

Production was

- The 1965 line~up of cars
avaitable from the Soviet
Union - from left to right
the GAZ 21 Valga, the
Maskvich 408 and the

ZAZ 965. (Motor)
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The arrival of the VAZ
2101, the product of a
massive new factory
in Togliatt, laid the
foundations for huge
expahsion of the
Soviet motor industry,
both at home and
in export markets.
This is an early 1972
Avtoexport brochure
for the Lada 2101,
fAuthor's coflection)

up to 518,000 per annum by 1971 = a major
improvement on 1961 - and production
of cars finally exceeded that of trucks

in 1972,
Soviet motorists, though, went about their
motoring business in a completely different
way to their Western counterparts. Getting
anew car was not simply a matter of saving
up ehough cash of having a nice chat with
the local bank manager before calling at
different showrooms and choosing a car of
any make. Buying a car in the Soviet Union
was in some ways easier than in the West
- there was little risk of choosing the wrong
car or being ripped off by a commission-
hungry salesman. However, in many ways it
was much harder.

For one thing, a buyer had to pay cash
up front in full, and that wasn't easy. In 1972
a cheap Zaporozheéts cost the equivalent of
$4,000 (£1,710), while a Volga was priced at
$11,000 {£4,700). For workers on an average
monthly wage of $180 (£77) that meant a
serious amount of scrimping and scraping.
Even the better-paid professionals had to
save up for years. In addition, because carsg

were always in short supply buyers faced
a delivery delay of up to 18 mionths unless
they could find a shertcut through the
system. Cars were allocated to buyers by a
whole range of different methods, none of
which involved glossy brochures and pushy
salesmen, but all of which involved long
waits and varying degrees of bureaucracy.
Most cars were distributed through the
workplace or via such organisations as trade
unions. Who got to buy a car was therefore
‘inextricably bound up with where a motorist
worked or to which social organisations they
belonged. The following were some of the
ways in which a Soviet motorist could get

behind the wheel:
. People were given priority because of their
status as war veterans or if they had a

physical disability.
First come, first served — people would put

their names on a waiting list managed by

their employer or trade union.
Winning contests - for exampie, whoever

mined the most coal in a particular mine

would be able to buy a car.
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Maznzgers of workplaces would decide
who was eligible, often using the lure
of a car as an incentive to encourage
their workforce.

" If only one car was available to a particular

group of workers, they would vote

amongst themselves to decide who
should be able to buy it.

. Lotteries — state enterprises with access

io a batch of new cars would operate a

lottery to decide who should get the
charce to buy one.

The shortage of cars gave rise t0 some

black humour. One joke deésctibes how a

man in Russia gets a ticket allowing him to
buy a car. He sits down with the car dealer

" and picks his car, decides the colour and
even specifies a few accessories. The car
dealer says the car will be ready in ten years.
The man wants to know if it will be ready in
the morning or the afternoon. The car dealer
is a bit surprised: ‘Why do you care? It’s
ien years away. ‘Well,” says the man, ‘the
plumber is coming in the morning.’

The Soviet press, mieanwhile, called for
improvements in the motorist’s lot. As early
as 1970 Pravda stressed the need for more
safety dévices (seat belts were rare in the
Soviet Union at the time) and highlighted
the shortage of road signs, durable paint

for road markings, iraffic lights and filling
stations. Even so, 11 1971 the print run of the
motoring magazine Za Rulem was over twe
million copies.

By the start of the 1970s a thriving second-
hand market for cars developed, although
it was closely linked fo the development
of the grey market for all difficult-to-obtain
consumer goods. Hedrick Smith, a veteran
New York Times correspondent who won
the Pulitzer Prize in 1974 for his reporis from
Moscow, described his visit to a Russian
second-hand car market in his 1976 book
The Russians. He récorded everything from

ancient Moskviches to brand new Ladas
being up for grabs.

Officially second-hand c¢ars, like all
second-hand goods, were supposed to
be sold through a network of state-owned
second-hand stores, the Kommissiony, which
set a price for everything. However, because
of the shortage of cars few were ever traded
through the Kommissiony system. Instead,
impromptu markets took place on wasteland
where buyers would meet sellers on a strictly
informal basis. Eventhough price speculation
was illegal and the police used plain-clothes

officers posing as buyers to catch people
making an illicit profit, cars changed hands
for anything up to double their official
price. The buyer would go for a test drive

sAnIZH 2125 and a
Moskvich 412 go head-io
liedd in this crash test-
they seem to be equally

rnatched. (Avicexpori)

4 CHARSOF THE SOVIET LINION
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This |ZH 4121E seems to
have taken rather drastic
steps to escape the
pursuing

GAZ 21 Volga.
favtoexport)

with the seller away from watchful eyes,
ihe real reascn for the spin being to agree
ifi private the real price. All the paperwork
completed would show the state value placed
on the car when it was officially evaluated,
but that wasr’t the sum that actually changed

hands.
Finding spare parts was a problem too,

" because the Soviet motor industry was moare
interested in meeting its production targets for
new cars than producing spare parts. Spares
on the black market could change hands for
ten times their official price. Mainienance
was difficult anyway for those without any
mechanical knowledge, There were in the
centres in

mid-1970s just 16 car-repair
Moscow, handling 250,000 cars. Qwners did

a lot of their own maintenance, which was
positively encouraged by the muliipiece tool
kits that came as standard with every Soviet
car. High standards of car-care were expected
by the authorities too - having a dirty car was

punishable by a spot fine!

The less pleasant aspects of motoring
also arrived in the Soviet Union. Russian
motorists soon had to be come as familiar
with the notion of ‘lock it or lose it’ as their
counterparts in the West. Cars would be
stolen from their winter storage places, the
owners not finding out until the spring thaw!
Before leaving a parked car, Soviet owners
systematically removed the windscreen
wipers, petrol-iank cap and aerial and locked

them inside.

By the end of the 1970s the Soviet
motor industry had made great advances,
alihough there were some areas in which
it was starting to fall behind the rest of
the world, including paint technology and
the development of new drivetrains. It was
during this periocd that perhaps the most
famous hame in the ahnals of the Russian

car industry appeared - Lada. It was
to be responsible for establishing the

Soviet Union’s global reputation as a truly

reputable carmaker. ~

A tFlE FOREVERYDACHA 757 -.b
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A The very first Lada was
the VAZ 2101 salocon,
Externally it differed

little from the Fiat 124
upon which it was based,
but mechanically the
Sovist car had far more
differences than most
people realised. For
example, the engine
design was unique to
the Russian product, as
was the braking system.
It was built without any
significant changes from
1970 until 1982.

{Author’s collection)

18y

I n the 1860s the Soviet government decided
that it needed to produce more cars to mest the
rising aspirations of its growing middle class. The
decision fo increase car production substantially
was taken by the Brezhnev-Kosygin leadership
mainfy 1o stimulate productivity throughout the
economy by offering the public the chance to
buy a modern car. The range and quality of other
consumer goods was stil pretly unsatisfactory
80 the prospect of owning a new television or a
washing rmachine provided only a limited incentive.
Not only that, but the average Russian flat could
only accommeodate so much in the way of electrical
equipment. Cars, however, wera something that
people were clearly wiling io work for, so providing
more cars would — in theory at leasl - make for a
happiler, more productive society,

CARS OF THE SOVIET UNION

Expanding existing plants would only go so
far towards mesting the growing demand. The
government therefore decided that & completaly
new, fully integrated factory, which could buid
everything in one place, was the best way of giving
the Soviet car Industry a massive boost. The official
decision to go ahead with what was o be one of
the biggest engineering projects ever undertaken
in the USSR was made in July 1966 by the Ceniral
Committee of the Cormmunist Party, as part of
the eighth Five-Year Plan. Vikfor Polyakov {laior
Minister in charge of the Soviet motor industry,
1975-86) was appointed as Director-Gereral of
the new plart, while Viadimir Solovyey was chosen
as Chief Designer. The Soviets also decided to
808k the assistance of an experienced Western
manufacturer, because the USSR was, in spite of
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A variety of
styling updates
for the VAZ 2101
series were pulled

together by the

Togliattl design

tean, ingluding
one with corner-
mounted indicators
that at a glance
looked a littte like
the Fiat 128,

Nowill)
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¥ Very soon after the
first Lada saloon was
announced the range
was extended by the
addition of a very useful
estale car, the VAZ

2102. Mechanically it
shared the saloon’s
underpinnings. The boxy
styling made it extremely
spacious for such a
compact car — ideal for
collecting antiques! It
was made from 1972 until

1986. (Author's colfection)

the progress made at MZMA, GAZ and ZAZ, stil
more accustomed 1o bulding lories and heavy
industrial plant than modemn cars. A number of
\Wastern comparies were approached ¢ join the
project, including what wag then the Britieh Motor
Corporation, before the Soviets eventually opted for
the Italian Fiat comparty, which had been involved In
the Russian carindustry before the 1217 Revolution.
A month after the praject had been given the gresn
light, the Ministry of Foreign Trade and Fiat signed
an agreement and Russia was added to FHat's [arge
famiy of overseas partners, which already included
other Eastern Bloc countrigs — FSC in Foland and
Zastava in Yugoslavia.

Work started in January 1867 on a gigartic
factory in the Samara region on the banks of the
Volga. It was located at what was originally the
town of Stavropal, renamed Togllatti in 1964 after
one of the founders of the Italian Communist Party,
who had disd the same year. The plant itseff was
the Volga Car Factory, the initials of which became
VAZ when trenslated into Russian. The plant’s first
phass, designed for the production of 220,000
motor vehicles per year, was to be finished in 1971
and would produce a version of the then newly
introduced Frat 124. This was a conventional but
neatly styled compact saloon, unveiled in 1966,

CHRS OF THE SOVIET UNION

which had won the Eurcpean Car of the Year
Award in 1967,

Construction of the massive factory was far
from easy. Thirty to forty Soviet ministiss were
involved and there were delays in the supply
of such materials as cement, bricks and pre-
cast concrete. Construction or modernisation of
factories for the manufacture of these materials fell
behind schedule — as did the building of workerg’
houses, because some of the house-builders were
directed to work on the plant itself! Car production
was started before construction of the plant itself
was completed. The factory was finally completed
in 1870, and the first cars rolled off the production
line on 12 April, coinciding conveniently with the
100th anniversary of Lenin's birthday.

The Russian mode! was given the Soviet code
VAZ 2101 but quickly became known as the Zhiguli,
after the hills near the factory. Some 22,800 were
buitt in 1970, Arnual production capacity by the
end of 1973 was 660,000. On 21 December 1973
the millionth car was produced. In October 1974 a
third production line went live, contributing to the
plant's daily output of 2,230 cars — 160 cars an
hour, or a finished car every 22 seconds! At the
same time, the 1,500,000th car was producsd.
To celebrate the occasion all the workers were
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brought togetner to recsive a presentation and
to be thanked for their efforts by & delegation of
government ministers.

The factory itself was and remains the biggest in
Europe, with an annual capacity in 2008 of 750,000
cars. The VAZ plart represents one of the greatest
Soviet achisvernents. It covers 600 hectares (1,500
acres) of land, the three final assembly production
lnes are each 1.7km long, and &t its peak the
fectory provided work for 180,000 pecple. 1tis also
unique emong global car factories In that maost
of e components for its cars have always been
made in-house. As Auiomative News Europe said
in 2008 ‘iron ore, coal and other raw materials go in
one end and cars drive out the cther.

TheVAZ 2101 gave & real boost to trade between
Euope’s communist states which wers part of
an international organisation set up 10 promaote
trace and ecoromic colieboration between the
world's socialist courntries. The Councll for Mutual
Economic Assistance (CMEA) also included &S
member states Mongollz and Cuba. The CMEA,
sometimes known as Comeoon, was &t frst glance
similar 1o the capitalist world’'s European Economic
Cornmunity {now the European Union) and the
European Free Trade Association (EFTA) but with
one major difierence. The relationship betweaen ihe

’

member states was based not upon competition
but upon & plan which assigned certain tasks and
projects 1o each country with the aim of integrafing
their economies. As Avloexport noted in 1975, ‘the
developmant of international socialist division of
lebour, co-ordination of nationel sconamic plans,
specilisation and co-operation N preduction. . wil
serve as the bagis for faster growth. Trade was
not entirsly based upon ¢ash ransactions but
instead upon creating centres of excellence and
allowing each nation to contibute what it bast could
to the wider soclalist system. Components werg
often exchanged for other progucts - for example
Poland shipped shock absorbers and fight units
o VAZ and received in exchange windscraens
and bearings for the Polski-Fiat 126P. In the
case of countries without a car industry, such as
Hungary, components were fracled for complete
cars, This perhaps helps explain why after the fall
of communism many factories and businesses
across eastern Europs, set up with guarantesd
markets and a clear part to play in a structured
industrial system, efther shrank in gize or In the
worse cases closed completaly.

The first VAZ trademark was made up of a
traditional Volga boat in grey on & rad background
Inside a pentagon, superimposed with the name

HCHERFOREVERY DACHA 19E2-1973

£ A very forward-
thinking preposal for
the VAZ 2103 model
incorporated a body-
coloured bumper
and grilie long before
such things became

fashionable. (Jufian Nowil)
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A In 1972 VAZ introduced
a more pawerful, more
luxurious Lada, the

VAZ 2103. Powered by

a 1,452cc engine, it had
soft fabric seats and

full instrumentation,
including a rev counter.
(AvtoV/AZ)

= Lada really pushed
the boat out when they
launched the VAZ 2103...

fAuthor’s collection)

188

= e e ]
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Togliatti in Cyrilic script. The first badges were
made in Turin, but wilh an error inthe way the name
Togliatli appeared — Togliatti in Russian fransiatos &s
ToXesTTH, but the first badges were produced
with the Cyrilic letter s rendered as a Roman R, In
other words back 1o front. Examples of this logo
are few and far between today — find one and it's &
e collector's item.

The original VAZ 2101 was made until 1982,
outiving its Hallan courterpart, which went out of
production in 1974. It spawned NUMErous variants
via an ongoing programme  of modifications,
ncluding 1,284, 1,452 and 1,568cc engines, an
estale car and & substantial facelift in 1980, The
- ] seres has consisterily been Russia's best-selling
car, largely because of its low price, rugged nature
and easy maintenance.

Thoughthe VAZ 2101 looked|ust ke the Flat 124,
more than 800 changes were made by Russian
engineers so that it could cope more easly with

the Soviet Urion's harsh motoring conditions, 1t “The VAZ 21011 was anotlier addition “The British imporiers of Ladas made
had a 1198ce engine producing 62ohp and could to the range that at first glarice looked  no bones about the car’s well-knowi
reach 87mph. Other changes included replacing little different from the origiial VAZ hefitage when they launched the car
the rear disc brakes with aluminium brake drums, 2101. However, the new car featured in spring 1974. At the time, Fiat was
which were more effective in muddy concitions. pumpets without ovérriders but still selling the Fiat 124 in Britain - for
The original Fiat engine was dropped in favour of with full-width rubbef tubbing strips £1,236, compared to the Lada’s launch
anewsr design, likewise purchased from Fiat. This and ventilation slots underneath its price of just £999, At first only the basic
had a modem overhead camshaft but was never revised, more elaborate grille, behind VAZ 2101 and VAZ 2102 were sold in
used in Flat cars. The suspansion was raised (to which there was a new 1,294ce Britaifi, but the range séon grew as

clear rough Russian roads) and the bodyshsli was engine. (Author's coffettion) sales increased. (Author's caliection)
made fom thicker, Peavier steel. The Russlan
car therefore weighed 948kg, 90kg more than
the Fiat. The first modsls wers equipped with
a starting handle in case the battery went flat in
Siberian conditions, though tnis was later dropped.
Another feature specifically intended to help in cold
conditions was a manual auxliiary fuel pump.

Exports began on 21 February 1971 10
Yugoglavia, Later that vear, on 30 July, 32 cars left
for Belgium, Holland and Finfand. They travelled al
over these three countries, showeasing this new
Sovist product in the quest for new markels.

For export, VAZ decided that the VAZ 2101
needed a new name, and & contest was launched
in the motoring magazine Za Aulem. Altogether
1812 suggesions were recelved, including
Argamak, Atamen, Awrora, Directivets, Fialke,
CGvozdika, lskra, Katioucha, Lada, Lutch, Madonna,
Mechia, Memorial, Sokol, Novorojets, Ruslan,

ACARFOREVERYDACHA 1862-18713
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AThe VAZ 2106 had the

longest life of any of the

original Lada family, being

made until December

2005, It remains a highly

respected car throughout

Russia. {Author’s collection)

< Lada cars proved

themselves to be

competent contenders

on the global raily circuit,

including this 1978

example competing in the

Thousand Lakes Rally in
Finland. (Avtoexpor?)

=2
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dimine chrome items on the VAZ 2103, There
wers no internal changes.

These saloons were the top of the Eastemn Bloc
chartsfor comfort and prestige, and by the end ofthe
18705 the VAZ 2106 had acquired a fine reputation
as an elegant and fast car, desplte being more
expensive and less practical than other Zhigulis. Top
spead was 83mph and the car could reach &2mph
in 16 seconds, In comparison with the Moskvich
range — In theory compeating for the same buyers
—the VAZ cars wers betisr dynamicaly and had a
more comortable interior. Changes during their long
and successiul liie ware few and far between, butin
1977 more modern and efficiant electrical terminals
and connections were installed.

In 1879 VAZ launched less powerful versions
—the VAZ 21061 with the 78bhp 1,50Ccc engine

of the VAZ 2103, and the 27063, with the B4bhp
1,300cc engine of the VAZ 21011, Although these
smallsr-engined models werenotas highly regarded
as the original 1,600cc madel they were made in
substaniial numbers, atthough the VAZ 21083
was never a popular choice. With Cars of any kind
being in perpetual shart supply in the Soviet Union,
some desperate buyers did nevertheless opt for a
21083, reconaling themselves 10 & combination of
a comparaiively expensive price tag and a heavy
body belng lugged around by a smal engine as
belng better than No car or & Moskvich, which Dy
that time was rapidly acculring & poor reputation.
The VAZ 21063 was evertually dropped from the
ire-up in 1993, It was the VAZ 21081, offering
performance not far helow that of the VAZ 2108
but costing less, that gave the car its real sales

A Groece has always
been a popular market
for Lada cars, no

doubt helped by the
margue’s success in
local motorsport. This
specially built Lada 1600
was one of just 14 cars
that completed the 1979
Cyprus Rally. {Avtoexport)
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n the 1970s VAZ

were thinking beyend
the oil crisis. This

is the VAZ 2801
electrically powered
car, hased on the
VAZ 2102 estate.

The company has
continued to work on
alternative-fuelled
cars, including the
fuel-cell configured
Antel, based on the
41990s 2110 series —
very green indeed!

(Jufiai Mowil)

This interesting

idea for a more

luxurious Zhiguli
esiate car, using the

frontal styling of the

VAZ 2103, did not go
ahead. Instead, VAZ
created an up market
estate using the
bodyshell and single
headlamp styling of

. ithe VAZ 2102 and the

cloth-trimmed, mulii-
dialled interior of the
VAZ 2103.

{Jedian Nowidlf)

The VAZ 1101

Ladoga prototype.
Although a smaller
car than the VAZ 2108
Samara of the 1980s
and designed during
the 1970s, this had

the crisp styling of the

later car.

(Edmond Lardinois)

| u
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boost, helping the VAZ 2106 series 1O become
the best-seling of Lads's classic models and the
prestige car of choice for many Sovigl buyers.

VAZ went much further than the 2106 infts quest
for faster, more dynarnic Zhigulis. Rally and road-
racing versions were first built in 1875, The power
exractad from the 1,3000c engine was 135bhp,
while from the 1,600cc engines Russian engineers
managed to coax 150bhp. The most powerful
was fhe 2105 T-18, & special rally version with a
tubochargad, 16-valve 1,800cc engine producing
a staggering 240bhp.

Buyers on a budget or not 80 desperate 1o be
frst away from the traffic lights weren't ignored.
I 1977 the VAZ 21013 was launched — a VAZ
27011 body complete with improved vertilation
and rubberdipped bumpers, but with the 1,198¢cc
engine of the VAZ 2101, A police-only model
called the VAZ 21016 was also made available

n 1977, cemioining the VAZ 21011 body with he
1,452¢s engine from the 2103. The KGB got a
mere powerful version of the Zhiguli the following
year, the VAZ 21018; this had a win rotor VAZ 311
rotary engine and electronic ignition. it was aiso
In 1678 that the estate range was expanded 10
inciude the 1,284cc VAZ 21021 and the 1,482cc
VAZ 21023, Export versions got a rear windaw

LLADA

Tough cars.Tame prices.

| i

# By 1979 Lada had firmly
astablished itself on the
British market with a
reputation for strong yet
affordable cars. This iz a
typical advertising picture
from the era, showing the
full Lada saloon range
available at the end of
the marque’s first decade
on the Brifish market.

(Author's coflection)

€ The VAZ 2101 estate

survived until 1986. More

than 660,000 were made.
fAuthor's cofiection)

-]
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AThe VAZ 2101 Zhiguli

1]1:]

in 1972. (Avtoexport)

wash/wipe systorn and, in the case of the larger
engined madel, some also got the fabric-immed
seats and fully instrumentad dashiboard of the VAZ
2108. An interesting ons-off made In 1878 was the
VAZ 2801, which used a three-door van dertvative
of the VAZ 2102 bodyshel but was powered Dy an
elactric motor. By the end of the 1870s VAZ had
a full range of cars that was becoming as popular
outside of the Soviet Union as inside it.

In May 1974 the VAZ 2101 and VAZ 2102 were
launched in Britain as the Lada 1200 saloen and
estate. They were competitively priced, with the
saloon costing £978. Thelr price competitors were
often smaller and older designs: the Hilman Imp
Deluxe at £O66 was first seen in 1863, the Mini
1000 at £1,002 could trace lis roots back o 18568,
Simea's 100018 at £970 and Renault's 4 Doluxe &t

. CARS OF THE SOVIET LNION

£1,002 first saw the light of day In 1862, the Citroén
Ami Super at £1,035 was stil at heart a Gitroén Ami
& from 1961, and the £1,010 Volkswagen Beefle
1200 could look back to 19381 Even cther Easfern
Bloc imporis offered less car for the rmoney.

Cars from behind the lron Curtain were,
depending on who was tefing the story, either
sold at low prices o generate hard currency
for their respective countries or were priced
so low because inflation wasn't an issue in the
Communist east. The Lada's comrades in the
West were the Pussian Moskvich 1600 at £785,
the East German three-cylinder, two-stroke
Wartburg Knight at £811 and the Czech Skoda
S110L at £931. Intarestingly, the Fiat 124 - the car
used by VAZ to create the Lada — was still offered
for sale in Brilain at £1,275! That was the sort of
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money that a buyer would need to spend 1o gat
a car the same size and as modern as the Lada
1200 - for example, the Hillman Hunter 1500 at
£1,292, also launched In 19G8.
The new Lada made a good impression straight
away. Motor magazine's first road test sald that
‘the Lada represents unrivalled value for money'.
I neted that the Lada compared favourably with
cars costing £200 to £300 more when it came
to performance, gear changs accommodation,
comfortable driving position and excellent visibility.
The only real faulis it founa were the heavy steering,
poor  Instrumerttation, cold-running  problems
and disappoiniing Interior finish. Autocar simply
concluded that at a time when motaring costs
seemed 10 be going through the roof, this is a car
that merits serious consideration’. The Automobile
Association's ever practical Drive magazine said:
o ofher car offers the same conscientious
hody and anti-corrosion enginesring. mechanical
vitues and no-nonsense accessory equipment
atthe price. It is a car that should be judged on
a long test drive. If its uncompromising  solidity
and earthy practicality can be fved with, It is
unbaatable value.

The range of Ladas offered for sale in Britain
grew throughout the 1970s as their competitive
prices atiracted a growing following of loyal buyers
who wanied to avoid the risks of buying second-
hand but couldn't keep up with the constantly rising
prices of British and European cars. Importers

Lada Range in Britain — 1970s

British model AvioVAZ | Engine
! model size

Lada 1200 Saloon VAZ 2101 1,198cC

Lada 1200 ES Saloon

Lada 1200 Estate VAZ 2102

Lada 1200 ES Estete

Lada 1300 ES Saloon VAZ 21011 1,284ce

Lecla 1500 Saloon VAZ 2103 1.452c0

Lada 1500 Estate VAZ 21023 1,452cc

Lada 1500 DL Estate {with 1,45260

VAZ 2103 dashboard}

Lada 1500 ES Estate ) 1,452c0

Lada 1600 Saloon VAZ 2106 1,5690C

Lada 1600 ES Salcon ]

Laga Miva left-hand drive  VAZ 2121

L ada Niva right-hand drive

Satra developed their own trim levols, adding &t
thair Yorkshire imporl centre aquipment such as

vinyl roofs and centre console units to the basic

cars shipped in from the Soviet Union.

In the summer of 1978 the Lada 1500 (VAZ
2103), was launched taking the Lada range INto
a new, more competitive sector of the market. ts
£1,676 price was comparable with the nirnble and
stylish Hillman Avenger 1300 Deluxe at £1,691 and
the sporty front-wheal-drive Fiat 128 at £1,698.

By this time another Fiat-pased Comecon
car was offering Lada competition in its core
markat of lots of metal for not much cash — the
1,481cc Polish Polski Fiat 125P priced at £1,448.
Trs Polish car had e Fiat 125 bodyshel — wilch
shared its doors and centrél section with the Fiat
124 — riding on the earlier Hat 1500 drivetrain
with leaf-spring rear suspension and an overhead
valve engine. What Car? magazing tested the Two
cars side by side. The greater sophistication of
the Lada's coll sprung rear axle, complete with
Panhard rod, and its overhead cam engine, made
for a much smoother and guleter ride. Insids,
the Polsii's dashipoard was cruder, with a strip
spesdometer compared to the Lada's round
diats, which included a rev counter, At the end of
tha test, What Car? concluded. ‘Although more
axpensive than the Polski Flat, the Lada 1600is a
netier car all round'. By the end of the 1970s Lada
was selling a steady 10,000 cars a year to value-
hungry British motorists. W

lntrOduced -

May 1974 Qctober 1982
July 1976 _ October 1977
May 1974 Octaber 1985
July 1976 October 1977
Qctober 1877 March 1880
May 1876 May 1879
October 1977 ~ Colober 1980
Ociober 1880 Qciober 1985
Octaber 1977 March 1980
September 1978 Apri 1984
November 1878 February 1683
February 1983 September 1998
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THE FIRST FRONT-WHEEL -DRIVE LADA

18

morking glongside Fiat engineers and their
chief engineer Dante Dzhakozoy to get the
VAZ 2107 Into production, it wasn't surprising that
the VAZ design team started to take an interest in
front-wheel drive, althcugh the itallans are reputed
to have denied the Soviet engineers access
to the technology. Autobianchi, a small ltalian
manufacturer that belonged to Fiat, had already
announced the Primula with front-whesl drive,
and by 1969 it had been joined by the Fiat 128
— a Car of the Year winner — and in 1971 by the
Figt 127 superminl. Front-wheel-drive cars were
also making serious inrcads into the European car
markst elsewhere, Most famous of al, perhaps,
was the British Mini and its larger sisters, the
Austin-Morris 1100/1300 series and Austin-Morris
1800, Citroén in France had been committed
fo frontwheel drive since the original pre-war
Traction Avant and had continued after 1845 with
first the 2CV and later the ID/DS series and the
Ami range. By the 1960s Renault was making
front-wheel-drive cars too - first the Renault 4 and
then In 1865 the farger Renault 16 and in 1969
the intermediate Renault € and 12 models. Behind
the Iron Curtain itself, the East Germans had long
been fans of fromt-whesl drive — the tiny Trabart,
the family-sized Wartburg and sven the Barkas
light van all had front-wheel drive.

Long befare the Zhiguli was officially arinounced,
at the end 1968 a small group of VAZ designers
siarted work on project VAZ 1101, This was to be a
front-wheel-drive car, slightly smaller than ithe VAZ
2101, By this tims work on the VAZ 2101 and its
forthcoming eslale 2102 and luxury 2103 variants
was nearly finished, According to some accounts
pubiished in the Russian press, the engineers and
designers whe had aived at VAZ from different
plants were getiing bored without a new project to
get their teeth Into!

The project was given the green light by VAZ
chief designer Viadimir Sclovyev and had in theory
at least the support of the plant's management
fearmn because they wanted to show that they were
capable of designing a car from scratch. However,
they saw the project as a theoretical exarcise rather
than & practical one to develop a car to join the
Zhigulion the Togliatti produiction line. The company
was quite busy enough with the VAZ 21011 As a
result the project didn't really pay much attention to
such things as pessible production costs.

The body design was sorfed thanks to Leo
Murashav — one of the few VAZ designers who had
experience of designing cars from scratch. He had
begun his career at MZMA, where he was involved
in creating the Moskvich 444, which became the
ZAZ 365, He then followed the car to work at the
Zaporozhets works. To some eyes, his design for
the 1101 looked a little like a fruncated Flat 128,
especially from the rear where there was vestigial
boot-lid deck.

Everything about the VAZ 1101 was totally new
and griginal. The power train group under Mikhail
Korzhov's management created a family of three
engines from 897 to 1,100cc. For the running
prototype the smallest version, producing 50bhp,
was used, mounted transversely. It was mated
0 a completely new four-speed gearbox. Front
suspension was by McPharson struts. Bven the
seals were unigue to the car, Nevertheless, there
was some raiding of the Soviet parts bin — some
steering gear compeonents were lifted from the
ZA7Z, and the VAZ 2101 donated a few bits of frim
and lhe instrument pancl.

The first running prototype, by now nicknamed
Choburashku, was mads at the end of 1971 and
was faken out for itg first road tests early in 1972,
As was oniy to be expected, there were a few
testhing troubles. There were plenty of oil leaks

i . CARSOF THE SOVIET LNION
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frorn the engine: everything was handrmade —even
the bearings and gaskets — 50 perhaps this was
nat surprising. In addition the speedometer didn't
wark, apparently because of the sharp tuns in the
drive cable; the drive shaft joints, which were a
completaly new concept in the Soviet Union, froke
up; and exhaust gases made their way inside ihe
car, although that too was prebably rnore down
i the hand-built nature of the vehicle than any
ntrinsic design fautts.

Later in 1972 the Cheburashku was tested
against the Fat 127 and 128. The first prototype
didn't realty shine in cormparison, but the designers
were convinced that their concept could be made
to mateh the ttalian cars, and over tme they and
thelr enginesrs ironed out the faults and managed
to produce a serviceable little car. n 1973 the
second VAZ 1101 prototype appeared. It was a
noticeable inmprovement over he original car, with
power increased to 550hp and a completely new
body design — the work of AUtoVAZ designers
Viadislay Pashiko and lgor Galchinskiy. it had taken
anmare of & hatohback profils, a little fike the rewly
announced Fiat 127.

Afthough the VAZ 1101 project remained a
design exercise, it alowed the Togliatt tearm tohone
their body-styling and hody-construction  skills.
The Cheburastiku most certainly had an influence
on how VAZ's first all-wheel-drive car — the now
famobe VAZ 2121 Niva — tumed out when it was
unvelled in 1977, And Tt was a two-way process, a8
the YAZ 1101 models now started to display some
of the featurss that went into production on the
Niva. By this time, however, work on the VAZ 1101
was taking a back seat as the company enginesrs
concenirated thelr efforts on the Nive.

The last of the series was the 1976 VAZ Ladoga
ot wheel-drive hatchback prototype. Whils not
looking much like the original VAZ 1101 {t was
mere like the VAZ 2108 Samara launched in the
4080s} # could frace its genes back o the original
Cheburashiku, Indeed, the VAZ 1101 project had
& long-standing infuence on the whole Soviet
mater inclustry, primarily because 1t alowed Soviet
auto designers to get some very real and useful
practical experience of the gynamics of front-
whee! drive. Minavtoprom asked the VAZ team ©
share inis experience with their colleagues at the
727 works in the Ukraing, who were by The late

saventios werking on thelr own friont-wheel-drive
project, the ZAZ 1102,

The Cheburashku sired one additional car, the
VAZ 311071, In 1983 VAZ sornshow managed 1o
get hold of a British Mini-Moke, a cormpact apen-
top car based an the legendary Mini. it had been
designed originally for military use but was quickly
refegated to a fun Gar for young people. The brisk,
manoeuvrable litle Moke caught the eye of ihe
chief sngineer at VAZ, who began it 1 use i 1©
travel along the plant's huge main producticn line.
Two similar cars were then made, using mechanical
components similar to those used in the VAZ 1101,
The little runabout - really a sort of petro\—engined
golf cart —was reportadly pregented 10 @ member
of the Politouro, who cammented that it was a fittle
expensive 1o be considered as a present for Nis
grandson

The Cheburashku influence lives on in today's
frort-wheel-drive VAZ cars. The company finally
decided fo bite the bulet and put a front-wheel-
drive car into ful-scale production in 1278,
codenamed the VAZ 2108, It took six years 1o
reach the production siage, when, as the Samara,
it haralded a new diraction not just for Lada but the
entire Soviet car industry. 1
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AThe first ever front-
wheel-drive Lada was
the VAZ 1101, a prototype
made at the start of the
1970s. (Edmond Lardinois)
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#The GAZ 21 Volga
looked and was an
extremely sturdy and
imposing car, aithough
by the early 1960s its
styling was arguably
falling a little behind
the times compared to
the simpler, less fussy
models beginning to
appear from other
manufacturers. Thisis a
1962 Setries 3 exampie.
(Group GAZ}
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In spite of the success of the VAZ 27065, ihe
real Russian middie-class car was the GAZ
Volga, and owning or being assigned a Volga was
considerad a sign that a cormnrade had really made
it within Soviet society.

in the 196808 and 1970s the GAZ plant was
tharoughly overnauled. The foundry shops weore
the frst to be re-equipped, and in 1962 GAZ
necame home to Russia's first automated precision
casting shop. In 1967 a new die and mould plant
was opened and the gearbox plant was upgraded
in 1968, On 24 August 1971 the verious planis and
hranches that contributed 1o GAZ were forrmally
cornbined to becorne AvioGAZ, For fis success
in developing and producing new commercial
and passenger vehicles for the national econormny,
AvioGAZ was awardsd the Ovder of Lenin in 1871,

At the start of the 1960s there was a change at
the top of the GAZ range, which began in 1959.
Production of the GAZ M12 ZIM limausine endad.
In spite of its size and obvious prestige, it was
actually a rather egalitarian car. ZIMs were used
not only by officials but also as first-ald vehicles
and as taxis. Furthermare, ordinary moforists
with 40,000 roubles to spars could buy their
own ZIM. However, its replacement, the GAZ 13
Chalka, was to be supplied only to official users
and organisations, such as local councils, state
enterprises and the Soviet fourist agency Inlourist.
The sale of the Chaika to individual owners was
taboo. Consequeritly the recently introducad Volga
was henceforth the naw iop car for he masses.
However, a fitle of the Volga lived on in the Chalka
_ it was fitted with the automatic gearbox [hat
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had been tesied on the first Volgas. And 2 little of
the Chaika found its way into the Volga when, In
1082, the former's 160bhp V8 engine glong with
its automatic gearbox and power steering were
installed in an exirernely rare modification of the
Volga, the GAZ W23. This had & rather exclusive
customer: the KGB. The KGB hed always had a
penchant for fast cars — s0 called ‘interceptors’ — 1o
pursus its snsmies, and these had been supplisd
in very small nurmbers by GAZ since the 1950s.
Betwosn 1962 and 1970 803 M23s ware made.
Whis the KGR didn't ke the M23 because of its
poor handing, It becarne quite fond of the regular
Volga and black-painted examples became clossly
associaed with the dreaded secret police.

The price of a standard Volga n 1961 was
5100 roubles, but there was one farmous Russian

who didn’t have o worry about finding the cash: in
19871 the Soviet government gave an M21 to Yl
(agarin, the first man in space, thereby combining
two potent sympals of the achiavemerits of the
Communist state. Gagarin was very fond of his
Volga and on 6 February 1963 discrestly pald a visit
1o the GAZ plant, where he spent fime talking with
the workers. Forty years efter his first space mission,
2 memoral plague was hung up on one of the
bulldings he visited. The space hero died in & plane
crash in 1968 and his Volga was then placed In a
special showroom. Yurl Gagerin was probably the
most famous man to drive & Voiga urtit 2008, when
President Putin and President Bush went for a spin
in Putin's own classic white 1956 M21., Bugh was s0
impressed he told reporters: Tm having 80 much
fun, wa're going for ancther lap! Ancther famous

HCARFOR EVER4Y DAEHA 1968-18118

A\The third series of

the GAZ 21 Volga,
ammounced in 1962, had a
sleeker radiator grille and
revised indicator lights.
The leaping deer bonnet
mascot was dropped for
safety reasons.

fAuthor's colisction)
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ANA third series GAZ
M21 showing the simple

chrome radiator grille

and larger indicator

lights. (Author's coffectfon)

2 Summertime and the

driving is easy in a brand
new GAZ M21 Volga

Series 3.

{Author’'s collection)
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driver was Leonid Brezhnev, who was Soviet leader
from Octabor 1964 urtil 1982, After nis promotion,
Hewever, Brazhnav —who had a real passion forcars
—reputadly never drove anolher ordinary Volga.

The third and final series of the Volga M21,
anrounced for 1963, was smartensd Up for
the swinging ‘sixties. Ancther new grile, with 36
narow openings compared to the 15.0n the Serles
2, wraparound frort sidelamps integrated into the
grite, and new tailights with a plastic rather ihan
desl frame were the distinguishing features of
the Seres 3. The housing for the number plate
ight bacome squarst and followed the lines that
had been inrocduced for the Chaika. The bonnet
losi s longitudinal chrome moulding and the
leaping deer mascot was also dropped; this was
for safety reasons, and because the mascot had
hecome a target for vandals. The new bonnet
emblem was borrowed from the Chaika, the only
differance being that it had two horizontal wings.
Volgas buitt for export had never had the deer
because of safsty concems. The bumpers 1ost
their overriders and were much more elegant, with
a slightly wedge-shaped profle. Chrome now only
coverad the upper part, with the lower part painted
Inthe same colour as the body. The engines were
slightly uprated - the basic modets compression
rafio was nudged up o 8.7:1 and now produced
75bhp, whils the high comprassion version, usally
reserved for export markets, now had a 7.65!
compression ratio, producing 85bhp.

Undermeath, the suspension — which had
already Teceived teloscapic shock  absorbers
during the Series 2 production run —was stiffened.
Inside, the waoven roof upholstery was replaced by
a washakle artificial leather material and the seats
were given a new-style fabric cover. The raclio set
hecame an optional extra, although ihe antenna
remained & standard fiting. The strips on the
bettam of the doors changed from alurninium o
chrome. The Serles 3 saloon range was made up
of the standard 78bnp GAZ M21L model and the
GAZ M21T taxi. There was &iso a right-hand-drive
export varsion, the GAZ M2,

In 1062 GAZ also announced the M22 estate
car. This had a horizontally spit tailgaie, fold-down
rear seats, and could cary a cargo welghing
400kg. Prototypes wers built on the basis of the
second series Volga, and although adivertising
material for foreign markets was prepared using
these cars, real produciion started gfter the
introduction of the Series 3 GAZ 21 Volgan 1963.
On the ambulance versions the spare whesl was
located in a compariment accessed via the left
hand rear docr; In the event of a flat tyre the spare
could be used without having to digtur the patient
The rear compartment also had a rear-facing seat
for the doctor, Cn the left-hand front wing thers
was rotating spatlight while on the roof there was
another spotlight with a red Gross.

Mecharicaly the estate car followed ihe lead set
by the salocn. Most estates wers sxported and they

s RV PP

€ In 1962 GAZ unveiled
its GAZ 22 Volga estate
car. Estates were built
mainly for export or for
official use, having for
many years lacked the
same social status in
Russia as saloons. The
first cars were delivered
in 1963. (Group GAZ)
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= The GAZ 22 Volga

estate carwas a

are now very rare, both in Russia and clsewhere.
The very few that were delivered 1o the Russian
market were mainly used as ambuances and other
special purpose vehicles, The estais had a slightly
lower drag coeficieri than the saloon - 0415
compared io 0.42. The original estale series was
made up of the GAZ M22 and export GAZ M22G,
hoth with the 7akbnp enging, and the GAZ M22K, an
85bhp export model. Ambulances were the 75bhp
GAZ M22B and the 86bhp GAZ M22BK,

GAZ alsc bult a profotyps fourwheel-drive
Volga W22 estats car, using drivetraln companents
from the GAZ 69, Vans and pickups wers never
part of the official production range, although GAZ
did make some pickups for its own needs, It also
made a prototype van, the GAZ 22A.

The final changas were made in 1965, Qfficially
stil the Series 3 GAZ M21 Volga, the changss
ware nevertheless oulte extensive. It gained
stronger chassis ralls, and a more effective
heater and wipers were instaled. The front
wheels bagan to be equipped with rolier bearings
Instead of ball type bearings. The hasic 7obhp
model of what was really the mark two version of
the third serles was named the GAZ 218, the texi
was called the GAZ 21TS, and the 88bhp export
models were the GAZ M21S for left-hand-drive
cars and the GAZ M21P for right-hand-drive. The
cstate cars were similarly upraied: the range was
now made up of the GAZ M22V and export GAZ
M22E, both with the 75bhp motor and the GAZ

spacicus and seemingly
indestructible car that,
thanks to its long-travel
suspension, offered both
a high load capacity and
a comfortable ride over
the roughest of roads.
This example was made
in 1968. (Avioexport)

=24
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M29M, an 88bhp modsl infended primarily for
averseas markats.

The price In 1965 of the most expensive
\olga saloon, an export version which Russian
huyers looking for a it of extra performance
might be able to lay their hands on if they were
very wall connected, was 6,455 roubles. Two-
tone paint added 270 roubles 10 the price iag.
After 1965 development of the GAZ M21 Volga
serles came to an end, although a floor-rmounted
gearshift became available during the final years
of production. A fuelinjectad profotype had been
built in 1983 — the basic engine was the same
but it had & slightly higher compression ratio, as
wall as all the usual elactronic gadgstry needed
for a fue! injection system. Top speed went Up
from 7@mph to 87mph and fuel consumption was
actually slightly lowsr. However, the complexity of
fhe systern meant that it wasn't all that reliable,
and like many countries at the tme the Soviet
Union had very few motor mechanics familiar with
fuel-injection systams.

Along with the smalter Moskvich, the Volga
M21 pionesred the Soviet Unior's successiul
export strategy to sell its cars outside the
Eastern Bloc. Export versions were generally a
fittle better equipped and carred more external
frim detalls — for example, the sxport modifications
included a decorative nameplate saying “Volga' on
the front wings, and chrome strips cn the front and
rear wings.
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in July 1960, British motoring magazine Autocar
conducted a road test on the Volga and came away
quits impressed. While the M2T's perlormance
was not exacily awo-inspiring, with an 80mph
top speed and 24-second gquarler-mile time, the
big cars 22.8mpg fuel consumption and rugged
construction scored big points with reviewers,
They were also imprassed with the car's puild
ouality, something for which most Soviet cars were
fot well known. Even so, the Volga remained a
rarity on British roads.

\Volgas were sold more successfully In other
Western Eurgpean countries, where the Belgian
company Sobimpex, later renamed ScaldiaVolga,
. handled sales during the 1960s. Scaldia also
1 asssmiled Soviet vehicdles, including the Volga and
£ Moskvich renges. In these cases the assembled
cars were modified to suit local markets. From 1862
10 1966 the first 167 Voigas were assembled Dy
Sabimpex in Brussels. The Volgas were shipped
th Sobimpax without engines and with the gearbox
In the boot. Once on Belgian soi, a four-cylinder
diesel engine and the transmigsion were installed.
; From 1980 urtll 1962 the Volga was offered with a

f 162000 480hp diesel engine mads by Perkins, with
] which it could reach & maximum speed of 72mph.
Then in 1962 the Volga was offered with a dissel )
2,228cc B5bhp Rover engine, boosting top speed 2 @GAZ 21 and GAZ 22 Volgas roli off “GAZ 21 Volgas are loaded onto
E o 7omph, and in 1968 a two-litre 88bhp French the Gorki production ling in 1966. railway wagons in 1966 for delivery
E Indanor diesel unit was offered. As an option with the tAvtoexpart) across the Soviet Uriion. (Avioexport)
latler it was possible to order a four-speed gearbox
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¥ The GAZ 21 Volga was
an unlikely motorsport
contender but even so

it was campaigned in
various events, including
the Theusand Lakes
Rally in Finland in 1964.

(Authar's coltection)

made by Peugeot. Synchromesh was standard on
the top three gears.

Despite making the Volga a lot more expensive
than itwould have been equipped with the standard
Russian petrol engine, the Volga diessl was by far
the most popular version in the Benelux countries.
Although the petrol engine was always offered, the
sales department of Sobimpex and later Scaldia-
Volga put their greatest effort into pushing the
diesel version. In the Netherlands the Volga diessl
was popular as a taxi, and in the 1860s Volgas
could be regularly seen in cities such as Rotterdam
and Groningen.

Scaldia offered a range of trim levels and options
differant from those offered to Soviet buyers. Using
the GAZ 21 Volga as a base, Scaldia Volga created
the Volga Luxs, Diesel Rover, Diesel Indenor,
Kombl (sstate can) Luxe, Kombl Diesel Rover
and Kombi Diesel Indenor. The number of Volga
(and Moskvich) models offered by Scaldia Volga
was reduced over time and by the late 1970s had
been largely replaced by the business of selling
Lada cars 10 other European dealers. With help
from VAZ, Scaldia-Volga developed and began
production of the cabriolet Lada Natasha, based
on the 2108 Samara serles, but by the middle of
the 1890s the company had ceased trading.

Because of its modem design the Volga did
not at first appear as an anachronism amongst

CARSOF THE SOVIET LINION

contemporary Furopean cars, such as the Forg
Zephyr Series 2, the Standard Vanguard and the
Volvo 120 series. However, by the mid-1960s
crisper designs had appeared, such as ihe
Peugeot 404, the Vauxhal Cresta PB and PC and
the Ford Taunus. After Avioexport reported the
development of the new Volga M24 In 1966, the M
21's position in Western markets was undermined
and exports came to an end. However, the GAZ
M21 remained on sale in Eastern Bloc countries
right up until the end of productionin 1970, by which
time 838,875 had been built. The peak production
year was 1969, when 58,680 units rolled off the
Gorki lines. For all the efforts GAZ had put into the
Volga, it did not sell all that well outside its home
market. Even in its most successful markets, such
as the Benelux countries and Scandinavia, it was
never a chart topper. While it was indeed rugged, it
was also slow, and occagionally had difficutty with
hills due o design problems with the carburettor.
ts strengths were not nesded in Western Eurape,
where roads were much better and servicing and
maintenance was increasingly in the hands of
specialists and garages rather than owners.

A fourth series of the M21 Volga was planned
but never made It past the styling stage, the Gorki
engineers being now totally engrossed in the
second generation Volga, the GAZ M24. Cynical
minds suggested that the indexing of Volga cars
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depended on the numier of ine nearest Communist
Party Oongrass: 21 for 1958, 22 for 1961 and 24
for 19771, but work on the 24 had actually begun in
1961, For export markets the car was known as
the GAZ M24 Volga, but for the home market it was
simply the GAZ 24 Volga; the M wasn't dropped
from export cars urtil 1985,

The GAZ 24 \olga Is & true Soviet and Russian
classic. For Russians it hecame a real symbal of
the whole late Soviet era, and for many years itwas
also one of the most exported Soviet cars, so it was
not all that rare even in Western Europe. Amost all
GAZ passenger cars introduced since the 1970s
are based on the venerable GAZ 24 platform.
Mechanically the car has evclved over the years,
although it wasn't uritl 2003 that the originl front
suspension was replaced by one that did eway with
the need for regular greasing and Iubrication. The
decision in the 1960s 1o opt for high mainienance
kingpins on the new car, &t a time when this type
of suspengion was being rapldly abandoned
throughout the rest of the motoring world, may
have seemed a strange decision, bearing in mind
the constart need for lubrication. However, the
thinking behind this choice was based on the
potential users of the Volga: it was always intended
10 be operated by organisations with the capacity,
capabiity and commitment o underiake regular
mainfenance. Wiin regular maintenancs the Volga's

handle rough roads with aplomp. However, ils
directional stablity l&ft 2 lot to be desired, and if
mantenance was scrimped then the suspension
would fail. The rear suspension, atthough madified
in 2003 with an anti-roll bar, is stil the same lve
axle suspended on leaf springs first sesn on the
original GAZ 24.

Whereas ihe M21 had drawn some clear
influence from the 1855 Ford, the Volga M24
was an al-Russlan design with no more ihan
passing smilariies to contemporary European
and cormpact American cars, such as the Vauxhal
Cresta PC and the larger Opels. It was areal Soviet ‘
car - strong, long-lived, adapted to Russian roads, b
and very smple to service. It was larger, more '
comfortable and much more difficult 1o buy than
all the other cars avallable for privaie ownership
behind the lron Curtain, and so it was seen as an
ulimate stetus symbol.

The development of the M24 started during the
carly 1960s, with work really getting under way In
1963, However, economic problems and colitical
changes in the USSR meant that the first drivable
prototypes weren't ready until 1967, The new car
was clean, crisp and simple o look at, with no
unnecessary chrome trim or styling frivolities.
Original prototypes hed four headlamps, although
these were later reduced to two. The original

\

suspension would last forever and the Volga could | {
{

|

€A 1968 GAZ 22B
ambulance, based on the ‘
GAZ 22 Volga estate car.
(Avicexport)
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A The GAZ 24 Volge was
a thoroughiy up-to-date
devejopment of the
Volga family. Thisis a
pre-production example
undergoing tests in 1968.
The GAZ 24 took nearly
ten years to make the
transition from design
brief to production line.

{Author’s collection}
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Volga M21 had taken just two and & half years
1o make it from drawing board to production line.
Hawever, the first production M21s had used the
old Pobede's side-valve engine, end it was only
in 1958 that a new overhsad-valve engine had
becarne ready.

The first running prototypss of the GAZ 24 were
equipped with 2 2,8906¢ V6 1250bhp petrolengine,
being developed by ZMZ, butthe production GAZ
24 Volga was powered Dy & traditional infine four-
cylinder, 2445¢cc overhead-valve ZMZ unit, which
in standard form produced 95bhp but needed
op-octane petrol. The basic 2,445c¢ engine had
appeared first in the GAZ M21 but was updated
for the GAZ 24 and renamed ZMZ 24, GAZ 24-01
taxls were equipped with a detuned version of the
same malor, the ZMZ 24-01, producing a35bhp

put able to run on 76-octane petrol, The GAZ 24-
07 model could run on LPG.

During ts long life, various alternative power
units were tried in the GAZ 24. GAZ engineers
never lost hope of offering buyers six-cylinder
Volgas and they created several concepts using
foreign engines, including the GAZ 24-BMW Tn
1973, with a BMW 2,484cC six-cylinder 125bhp
unit; the GAZ 24-PRY in 1978, with a Peugeot-
Renault-Volvo 122bhp VB, seen variously in the
Renault 30, Peugeot 604 and Voivo 260; the
(A7 24-01 in 1975, with & Mercedes RE enging;
and the GAZ 24-FORD in 1984, aquipped with a
1350bhp V6 Ford 2.8-itre, found in the Granada/
Scorpio. None of these was ever mass-produced
and all remained as prototypes. More successful
was 1he 62bhp French Indenor 2,112c0 diesel
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engine in the GAZ 2476 {left-hand-drive saloon)
and GAZ 2477 (left-hand-drive estate) versions
announcad in 1976, assembled in Belgium.
ThenewZMZ 24 petrol engine pravided enough
power for the Volga to hit 87mph and accelerate
from 0 to 82mph (100km/h) in 23 seconds, as
compared to the 34 seconds needed by the GAZ
21, ndeed, this basic 24450 engine was stil
catalogued for the Volga range roliing off the Gorki
{oy then Nizhnly Novgorod) production lines in
2006, although it had by then been ranamed the
7MZ 40230 and, in low-compression tune, ZMZ
4027110, and was only available to special order
for uge in those limited export markets that hadn't
adopted European Union-styls pollution laws.
The ZMZ 24 engine, which quickly become the
maingtay ofthe Soviet engine industry and was found

€ A Soviet publicity
pictures of the GAZ 24
Volga dating from 1270.
(Avicexport)
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AThe largest family car
available in the Easiern
Bloc, the GAZ 24 Volga
was actually quite difficult
for Soviet citizens to buy,
most being initially sold
only to official agencies.
The car was widely
exported, however, where
it was promoted as a
luxurious and spacious
vehicle, ideal for aspiring
members of the middle
class bourgeoisie. This

is an early example,

photographed in 1970.

fAuthor's collection)

1Xd

In the RAF minibus and ErAZ light van, remained in
production largely unchanged unill the auturmn of
2008, when it was offered, as the ZMZ 402110 or
the closely related Ulyanovsk manufactured UMZ
417810, as a mainstream option inthe UAZ 31512/4
and  2206/3741/3303/3309/3625  seres. The
design of the larger 2,880cc UMZ 4218, first seen
in 1996 (he ZMZ equivalert was the ZMZ 4104.10),
was really a stretched version of the originel engine,
in fts UMZ 4213 format, by the end of 2006 It had
gained fuel inection and was used to make UAZ's
venerable light commercial range Euro-2 compliant
with Russian anti-poliution laws introduced that July.
Oiher post-Soviet ZMZ engines, including the fuslk
inected 2,287cc 16-vaive 131bhp ZMZ 406210
unit offered in Volgas after 1926, the slightly larger
2.483cc 148bhp ZMZ 4055210 found in GAZ's light

CHRS OF THE SOVIET UNION

comrnercial range, and the range-topping 2,690cc
ZMZ 408,10 unit found in UAZ's Patriot SUVs, can
all frace thelr rocts back to the venerable ZMZ 24
block. Indeed, even ZMZ's 5143 diessl engine,
introduced in the UAZ Hunter range in 2008, was
openly & derlvaiive of the original Volga unit!

The new Volga had rearwheel drive lke its
predecessor but was squipped with a fully
synchronised four-speed manual gearbox instead
of the three-speed of the earlier model. During its
first years of production GAZ also planned to offer
vorsions with an automatic gearbox, a manual
gearbox with a column gearchangs, and a three-
speed manual gearbox with automatic overdrive,
but none of these ever came to fruition.

By American standards the new Volga was a
small car al 4.76m long., but by European standards
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it was large. Atthough shorter than the previous
model and lower, itwas just as spacious and roomy,
with a bettertimmed and much simpler interior.
However, the steering wheel was still large and thin,
made of shiry plastic, and unpleasant to use. It had
to be large because the M24 didn't have the option
of powerassisted steering. The driving position
itself also wasn't good — the steering colurnn dicn’t
enter the cabin in a straight line and as a result the
steering whee! was slightly offset, and angled ever
g0 slightly to ane sids, away from the driver. Even
with the seat right back, really tall drivers found
lagroom was less than could reasonably have been
expected for such a large car — the designers had
ooviously concentrated more on the comfort of
the official passengers, who would be chauffeur-
driven in thair Volgas! The seats were also mounted
quite high and tall drivers found their heads grazing
te roof lining, whie generously-proportioned
drivers found the steering whesl grazed their kness
and stomach.

However, the M24 was consicerably improved
tachnically in comparison with the previous Volga.
Criics suggestad thatithad lost some of the cheracter
of the previous model, That, of course, s sUbjective
~for people whose eary motoring experiences were
footed in the 1950s the GAZ 24 was indeed a Iitle
bland, but for those whe cut their testh in the 1970s
itwas packed full of minimalist style!

The GAZ 24 Volga was ideally suited to Russian
ads, belng able to travel over rough roads

with sase thanks to the long travel built into fts
suspension. [t wasn'1 the tightest of cars 1o drive,
roling on comers and needing canstant steering
aorrection when driving at speed to maintain a
straight line. Indsed, ft soon gained the nickname
Barzha {‘Barge', because of its somewhat nautical
floating feel on the road and the square boot
that looked rather like a barge’s stern. n spite of
being softly sprung, heavy and rather slow in their
standard trim, some GAZ 24 Volgas were used In
Soviet motorsport everts.

It was between 1968 and 1970 that the first pre-
production GAZ 24 Volgas came out of the Gorki
factory — 32 cars were buli in 1968, and a further
215 in 1968, Ful-scale production started on 15
July 1970, and 18,486 were bult before the end
of the year. The last GAZ 21 Volga was also made
on 15 July 1970, and was given pricde of place in
the plant's own museurn. Thereafter the GAZ 24
started to make its presencs felt, and in 1971 GAZ
celsbrated by introducing a new logo.

The new Volga got golden awards at internatianel
exhibitions in Plovdiv in Bulgaria in 1969 and again
gt Leipzlg in 1970, & was exporied 1o gaverel
countries, including some in Western Europs, unti
1982, especialy Belgium. The GAZ M24D modsl
was assembled in Belgium from the 1960s until
the 1980s, powerad by the same Peugsot Indenar
diesel engines found n Citroén H serles vans, the
Ford Granada Mk 2 and the Peugeot 404 and 504
cars and J7 and J9 vans, Uke the earlier M21s,

7::In spite of its spare wheel
taking up alot of room, the
GAZ 24 had a targé boot.
Interestingly for such a hig
¢ar the driving position was
a little cramped for tall or
oversized drivers.

colfection)
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= The GAZ 24 Volga was
definitely a vehicle of its
time, the crisp, no frills
styling being typical of
the fashions prevailing
at the end of the 1960s.
{Author's collection}
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the M24Ds arrived at Antwerp harbour without
an englne. The GAZ 24 was sold o aimost all the
Communist bloc countries, including Cuba and
China. Annual production capacity was 75,000,

At the 1970 London Motor Show, Satra proudly
displayed a GAZ M24 Volga with the promise
of sales starting In 1971. However, sales didn't
start in 1877 afthough the Volga again out in an
appearance at that year's London Motor Show,
The British Soviet export efiort remained focused
on the Moskvich series until the Lada arrived in
1974, but the Belgien market really ook 1o the
Volga whan fitted with the 62bhp Indenor diesel,
for which servicing and spares were much mare
readily available in Western Europe than they were
for the original ZMZ petrol motors.

In 1972 the GAZ 24 saloon was joined by the
QA7 24-02 esiate car with Three rows of seats. This
was a real workhorse and was used mainly by official
arganisations. In 1971 the GAZ 24-01 taxi saloon
was officially announced, powered by & dstuned
engine that could run on 78-octana petrol. An estate
1Ay, the GAZ 24-04, followed in 1872 with stronger
rear springs and a payload of 400kg. The GAZ 24-
03 ambulance model, based on the estate car,
was announced in 1975, This had special medical
equipmert, strefchers and an emergency lamp on
he roof. The front cabin was separated from the rear
by & periition with & window and the lefthend rear
door was sealsd. In 1977 the GAZ 24-07 appeared,
which could run on LPG.

An extremely limited number of corvertibles
were made by the military authorities, as they had
done with both the Fobeda and the M21. Thess
retained four doors and wers built specifically for
use by senior officers in military parades. They
were Invariably painted grey.

The GAZ 24-95 was an extremsly rare 4x4
madel, reputedly inspired by Leonid Brezhnev. He
was the only Soviet leader who often drove a car
himself — often quite badly, as he was regularly
involvad In crashes. He was, however, a commitied
car enthusiast, and Westem leaders made a habit
of presenting him with thelr latest prestige modsls
as gifts (his garage in the Kremlin hosted at least
one Rolls-Royce). Brezhnev is said to have wanted
a comfortable 4x4 o go hunting — another of his
hobbies — and the GAZ 24-95 was the result. This
may be a Soviet Lrban myth, but It certainly mzkes
a nice change from cars being inspired by the
latest reports of soulless marketing departmenis or
changss in legislation. However, It's more likely that
the car was reguested for no more exotic reason
than a desire 1o have an offroad vehicle that was
as comfortable as a ¢ar but no less capable than a
traclitional off-roader.

This wasn't the first tme that GAZ engineers
had created a 4x4 passenger car. In 1955 they had
taken the chassis of the GAZ 69 4xd amy jeep and
rmountad a Polbada bodyshell on it to create the GAZ
72, the first mass-produced SUV in the world. Now
they repeated the exercise o creale the GAZ 24-
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95, using UAZ mechanical components. The resut
includad the UAZ transfer box linked to equal length
drveshafts. The floorpan had to be radically altered,
including frash holes cul for the fransmission levers.
The biggest challenge, though, was the front axle.
The solition adopted was 1o Use a standard Volga
rear axde turned round 1o face the other way, with
LIAZ dirive joints at each end to allow for steering. The
chassls had stronger ralis at the front to carry the leaf
springs. The engine sump and ol pump pickup also
had 1o be altered to accommodate the differential.
Interestingly, an anti-roll bar was only installed at the
back. The welght was 90kg rmore than the standard
\olga, The engine remained the standard Volga unit
and top speed was 7imph. Although a car like the
GAZ 24-05 would have been a really usefui piece
of kit for a courtry like the Soviet Union, with huge
distances to cover and few roads in remote areas,
only five were bultt, 2l during the winter of 19734
Ore of these was given to Brezhney, one remains in
{heGAZ plants official museum, and oneis rumoured
to il be in private Use in Nizhnly Novgorod. The
other two are lost to history,

Other variants were also built in small numbers,
including the KGB special order GAZ 24-24.
Developrent of the latest Soviet muscle car started
n 1973, t was nicknamed ‘The Double’ by the KGB
because it had eight rather than four cylinders. ts
original enging was the ZM7 2424, later replaced by
e improved 5,530cc 190Bhp ZMZ 50310 unit that
dso powered the Chalka. It also shared its thres-

spead automatic gearbox with the Chalka. Thers
were some changes in the suspension, the GAZ
24-245 using 14in wheels shod wilh Michelin tyres.
They also had a specia 105-lire fuel larnk — every
drop of which was neaded. Traditionally the cars
were carafully camouflaged to look like an orginary
Volga, but experienced drivers soon learnsd how
identify them by their double axhaust, disguised 1o
look fike 2 standard exhaust, and spacial KGB radio
antenna. They also had thelr own distinctive stancs,
with the frort end lower to the ground thanks 1o the
heavy VB power unit. Thelr top speed is reported
1o have been much more than the speedometer's
upper limit of 112mph, athough driving even at that
speed was not easy. Despite having power stearing,
hecause of the very heavy engine, 1t stil had old
school drum brakes (which, lest we forget, were
standard squipment on most of America's original
muscle cars) and was hard even for burly KGB
officers to drive. Stopping it from a high speed was,
1o say the least, alitle scary.

The GAZ 24 Volga was buiit for 16 years with
few changes o ine original layout and specification
alihough In the first year, a driver's door MrTor Was
standardised. Volgas were graced with a rather
simple symmetrical dash panel, the lower part
of which was made of metal painted the same
colour as the bodywork while the top half had a
hlack plastic cover. In front of the driver there was
a long, thin, horizontal speedometer and dash-
mounted ignition key and onine passenger’s side

FCHRFOR EVERY DACHA 186@-19712

€In1972 GAZ
announced the estate
car derivative of its latest
Volga, the GAZ 24-02.

It was later used as the
basis for an ambulance,
the GAZ 24-03.

(Group GAZ)
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W An extremely rare
varsion of the GAZ 24
Volga was the 24-95, a
four-wheel-drive model
apparently inspired

by then Soviet leader

Leonid Brezhnev’s

passion for hunting.
{Viadimir Varaksing
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there was a large glovebox. The area between
them was coverad in plastic woad trim. Sorne of
the cars, usually more luxurious models intended
for export to the decadent West or built to meet
spacial Soviet orders, had chrome-gffect trim on
he dashbeard.

The colour of the interior seemed only
occasionally to have been chossn to complement
the bodywork — from soms of the combinations
that rolled off the Gorki assembly line a cynic
might be tempted 1o suggest that the standard
approach was to use whalever was closestto hand
at the time! Tan seemed to be a popular choice.
However, this ad hoc epproach was not used for
care intended for delivery to Comrrunist Party
organizations — these were usually painted black
and had red interior trim. Volga rim comprised a
mix of viryl end soft fabrics, and the doors had
vertical styling mouldings pressed into the linings.
At first the separate front seats had a folding
armrest in them that when folded down created
a third seat in the centre. Thare wers, however,
no safety befts. It 1975 the sirio speadometer
was replaced with a dial-style instrumsnt, and the
igrition key was located undermesth the steering
columnn. Af the same time an improved cooling
system, designed as a sealed unit for use with
antifreeze, was also added.

Later, in 1977, the interior was further altersd so
that the Volga could mest the intarnational vehicle
safety rules that were now being acopted by the

. CARS OF THE SOVIET UNION

USSR, This type of interior remained unchanged
thereafter until 1985, There wers now only two
front seats, with the occasional micdle seat being
delated: front and rear passengers got safety belts;
and the iower half of the dashiboard was made of soft
plastic. Away from such safety-prompted changes,
e door Inings gained a new horizontal style for
the molldings prassed Into the plastic. The seating
surfaces themselves were now all{abric instead of a
vinyl and fabric mix, although most estate cars and
taxies had more utlitarian interiors trimmed ertirely
in easily washable viryl. Extemnally, there were mildly
revised bumpers and front fog lights.

One of the rarest Volgas was the GAZ 24-56,
made in 1978. These had right-hand drive, and
although they were powered by the Peugect Diesel
Indenar XDF 4.90 engine they were not assembled
in Belgium like other diesel Volgas. Less thar 1,000
were bullt as part of a shori-ived plan o start
exports to Singapore, India and Pakistan. They
were the last ever right-hand-drive GAZ cars.

The Volga wes a true Soviet status symibol.
It was always known as a large and spacious,
rsliable and strong, comfortable and  luxurious
car. it had a three-band radio, a power aerial and
an slectric clock as standard. However, unlike its
M21 predecessor the M24 Volga was not a car
generally available to ordinary citizens, With Ladas
now on stream and increased production from the
Moskvich and |ZH plants the authorities feft that
there was little need to make the larger GAZ 24
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Volga widely avallable 1o private motorists. Most
were therefore sold for use as officlal ransport for
state organisations, for law enforcement duties
with the pofice or state militia and 1o serve as taxs.
Anindividual's best chance of getting a Volga was
to be assigned one as a perk of thelr position, n
which case it usually came complete with a driver!
Afew hign-ranking or well-off Soviet citizens, such
as academics or sports stars, were able to buy a
naw Volga for thair own privaie use, although even
then they needed special permission from the
authortties to place their order.

For ordinary citizens, getting behind the wheel
of a new GAZ 24 Volga meant walting for those
few occasions when limited numbers of factory
fresh Volgas were officially sold to ordinary private
owners. A polential customer whose heart was set

on & Volga had 1o be prepared to wait for mary
years for his car to be dslivered. The other route
to Volga ownership was to buy a used one that
had become too old for official use — generally
after between 100,000 and 150,000km. Thers
was & slightly risky way to get hold of a brand new
Volga - buy ona on the black market, for double
the official price and the headache of having 1o
explain whera it came from if the owner fel foul of
the police. By the end of the 1970s, howevear, he
number of privatgly-owned Volgas in the Soviet
Union — whether second-hand, official or slightly
informal purchasaes —was rapidly increasing. In the
mid-1980s however, the car started to become
as readily availshle as a Lada or a Moskvich and
more people were eble to enjoy the undoubted
pleasures of Yolga motoring. B

ACAR FOR EVERY DACHA 18ER-1978

M The 1977 GAZ 24
complete with driving
lamps and revised
bumpers without
underriders flanking the
number plate. Changes
to the car were minimal
for the first 16 years of
its life, no substantial
alterations taking place
until the middle of the
1980s. (Avioexport)
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~ RISEAND FALL

A Moskvich 407s roll off
the Moscow production

line. (Author's collaction)
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oskvich entered the 1960s head held high.
The Moskvich 407 was winning friends
across the Soviet Union and, indeed, the world,
and ithe MZMA plant maintained s rapid pacs
of development throughout the decade. The
Moskvich G3 racer appeared in 1981 with more
powerful brakes fo go with its mors powerful
engine. In the same year, changes were made to
ihe Moskvich 430 van. The rain guttering on the
van, which had previously followed the line of the
rear door profile, was altered 1o run the full length of
the vshicle, while the rear passenger 'doors’, which
remained welded shut, acquired an altered upper
profilc with & sguare cutline.
N December 1962 production began of a
new car, which was officially launched in May
1963. Confusingly, this was caled the Moskvich

. CARSOF THE SOVIET UNION

403, its model number being out of synch for no
apparent reason. The last Moskvich 407 was built
in October 1963, by which time 358,980 had been
made, nearly a third of which — 120,803 - had left
the Soviet Union for export. Diminutive but sturdy,
it had been especially popular in Gresce, Finfand,
Norway and Beigium.

To lock at, the Moskvich 403 differed only
slightly from the Maoskvich 407 — some interior trim
details and some extremely subtle styling changes
to the front. However, undemeath the familiar shell
there was a whale host of mechanical refinements,
including  considerably  reduced maintenance
neads, iImproved front suspension which made the
car easier 1 keep on frack and much improved
protection of the bady against dust and mud. The
clutch and brake pedals were now suspended
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from a pedal box rather than protruding through the
Teorpan. The engine was upgraded 1o increase its
power and longevity.

The Moskvich 403 was really a transitional
model, combining the mechanical clements of
the soon to be announced Moskvich 408 with the
body of the long running Moskvich 402/407 series.
Aswas now the norm for Moskvich, there was a full
range of vehicles available, including the Moskvich
403F and A03IE, bath for expart markets, and from
1963 the 424 estate car, its export sister the 424E,
and the 432 van, the latter — like all Soviet light vans
- not being offered for sale to private Soviet buyers.
The last Moskvich 403s were built in July 1985, In
just two vears, 133,623 had been made, 50,612
of which went for export, The export models had
additional chrome trirm on the flanks.

On 1 August 1984 MZMA built the first of iis
new and complately restyled Moskvich 408 serles,
which was officially announced on 21 October
a a major presentation at the Moscow Cinerma
House. The Moskvich 408 appeared less than ten
years after MZMAs first in-house design — &
remarkable achieverment. The first prototypes had
been buitt in March 19671, with design work having
started in 1959.

The Moskvich 408 had a completely new crisp,
sharp four-door saloon body style with large Tront
and rear screens, front hinged bonnet, swept-back
wheelarches and discrest styling fins on the rear
wings. The wheelbase was increased too. Brakes

" Later examples of
the Moskvich 407 were
identifiable by thelr
mesh radiator gfille,
introduced during 1960,
Earlier examples had
the simpler chromé bar
of the Moskvich 402.
This picture also shows
the single chiome trim
that ran alongd the sides,
introdiceéd oh the 407.

tALthor's collection)

. The Moskvich 403 of
Decembér 1962 was
readily identifiable by its
restyled radiator grille
and mmore restrained
chrome side trims.
Under the bonnet,
however, it featured a
more powerful engine
that would remain a
feature of the Moskvich
range until the 1980s.

(Author's collection)
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= The Moskvich 402

A The Moskvich 403 used

the same bodyshell as was really a stopgap car

the Moskvich 407 bui that filled the interval
with a new larger engine. between the Moskvich

Externally the main 407 and the forthcoming

change was a revised Moskvich 408. However,
grille that incorporated its powerful new engine
the indicator lights. This gave the old stalwart a
is a 1963 example that welcome boost on the
took class victory in the international rally scene.
1963 Rajd Polskie rally in This example was part
Poland. (Avioexport) of the Soviet team that

competed in Sweden’s
1964 Midnight Sun Rally.
{Avtoexport)
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were now self-adjusting — albeit still drums all round
-and the wheels were 13in diameter. The heating
system was even more effective and the electrical
system now included an alternator. The 1,358cc
engine produced 50bhp. This was also the first
Seviet autormobile in which the designers had pald
regl attention to passive safety, with the option of
seat belts that had been tested In France. Top speed
was 80mph — faster than a GAZ M21 Volga!

On 20 August 1866 MZMA built its hundred-
thousandith Moskvich 408, Just under a year later,
on 18 May 1967, the milionth Moskvich rolled off
the Moscow production line.

In the middle of Decermber 1966 the first three-
door vans were built, called the Moskvich 433
Early examples had a full-height bulkhead with a
small window behind the seats, but this was soon

€& Chrome glinting in the
sun on a Moskvich 403
and its Moskvich 408
successor. (Hungarfan
Moskvich Club)

¥ The new Moskvich 408,
seen here in 1964, its
first year of produetion,
became the first really

well known Soviet car

for many non-Soviet
motorists. It offered

a unique combinaticn
of solid, no frills
engineering - ideally
suited to places where

motoring tock place on

a budget - with a stylish
and well equipped body.
{Avtoaxport}
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=The Moskvich 408
was initiafly buiit with
either two or four

headlamps, depending

upon what was ordered
by the buyer. Here a 1965
example of the former

is made ready o roll

off the production line.
Just behind it is one of
the last Moskvich 403s.

(Avtoexport)

Y Moskvich made

full use of artists’

impressions in its launch
publicity for the new
408. In the early 1960s

this approach was quite

commeon throughout the

world. (Author's coflaction)

(]
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changed for a hali-height bulkhead to allow the driver
0 access the load from the cab. The rear door was
asplit unit with a bottom-hinged iower porion and a
top-hinged upper half. This vericle was followed in
iarch 1967 by a five-docr estate car, the Moskvich
426, This tme round, though, there were some
significant difierences betwesen the two, the vans
heving single-piece body pressings aft of the front
doors. Both featured stronger rear springs.

In 1964 the MZMA design team developed
an interssting two-door cabriolet with & fastback
styledt hard top, the Moskvich 408 Tourist. Many of
the body panals were fabricated from aluminium,
but only two prototypes were built. One had a fuel
injection systern. Sadly, neither example of what
was an incredibly elegart car survive.

The Moskvich 408 was launched in Britain in
1965, making its first appearance in right-hand-
dive form at the October Motor Show at Farls
Court, Priced at 2667, it faced head-on competition
from the likes of the 1,725¢¢ Hillman Mirx Deluxe &t
£660, the 1,595¢¢ Vauxhall Victor 101 for £690 and
the 1,198ce Ford Cortina Deluxe at £668. Motar
magazine road-tesied the Moskvich 408 in August
1966 and declared that: 'the Moskvich is a paradox
- its design Is “grand” but the lack of aftertion ©
such matters as vibration and gearbox noise, heavy
brakes and poor acoeleration has removed some
of the cream from the corsheh. However, it also
noted that: ‘the seats are comfortable, the steering
is relatively light and positive and the handling safé!

Performance-wise the Moskvich showed & clear
palr of heels 1o &l the cars chosen by Motor for its
comparigon charts.

In the same edition, Motor algo interviewed the
proud and satisfied owner of a GAZ M22 Volga
estate car, who was full of praise for lts comfort
and its ability to shift huge loads and cover rough
ground without any bother. But by Ociaber 1867
the Volga M21 and iis estate counterpart had been
dropped from the Brilish market: the competition
was offering much more modem cars, such as
the Vauxhall Cresta PC and the expansive Ford
Zephyr Mark Four, boih batter suited to the tastes

AThe Moskvich 408
featured vertical tail-light
clusters that blended
well into the lines of the
car as a whole. (Author's

colfection}
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€ The in-crowd in many
countries certainly found
the Moskvich 408 to be
an ideal accompaniment
to growing post-war
prospetity, and it was

a serious contender in
export markets across

the world. (Avtoexpori)
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2=1-Spy Moskvich
=this line-up of all
the cars made by the
Moskvich plant in
Moscow since 1940
was released in 1967,

port)

he millionth
Moskvich —~ made on
18 May 1967 = proudly

makes its way through

- §
et i I

the Mosﬁqw traffic.

The following month
saw the millionth
Volga roll off the GAZ
produciion line in

Gorki. [Avicexpart)

“::For the drivers of
fomdairaw, the Soviet
toy industry built
pedal cars styled
after the Moskvich
408 series. (Hungarian

Maoskvich Club)
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¢ . The first derivative of the Moskvich 408 was the Moskvich 433 light van,
" anncunced in December 1966. These brochure illustrations from 1967 give
what wis a fairly basic workaday vehicle 2 whole new imiage as the driving

force behind the jet set! (

CARSOF THE SOVIET LUNION

of trendy, ambiticus attaché-case-wielding middle
managers in the swinging '60s.

However, the Moskvich 408 saloon was now
Jolned by the Moskvich 426 estate car, which at
647 was extremely good value compared 1o the
smaller Austin A40 Countryman that sold for the
same price but had two less doors and & lot less
space inside. Moskvich continued to maks goed
progress on the British market, and sales in 1969
were Up by 70 per cent comparsd to 1968. Indecd,
&ll across Europe sales were booming, espacially
In Finland and Norway, In 1968 55 per cent of
MZMA's output went for export — even though
there were long waliting lists in its home market. By
the start of the 1970s Moskvich cars were on sale
in mare than 70 countries, including such out-of-
the-way places as Kuwait and Ecuador.

MZMA had a real success siory on their
hands, but they did nct rest on their laursls. At the
beginning of 1967 they introduced formal crash
tests to improve the safety of their cars, an early
result being the introduction at the end of the
decade of an energy-absorbing steering column to
the Moskvich range.

The MZMA team also quickly realised that the
capacity of other cars in the same class as the
Moskvich 408 got bigger every year as buyers
indicated their preference for more powerful models.
Acceleration and higher cruising speeds for the
world's growing motorway networks became key
sefling points. Allthe major European car companies
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AMoskvich vans were
not generally made
available to private
motorists in the Soviet
Union. This is one of
the earliest 433 modeis,
the first of which were
built in December 1966.

(Avtoexpori}

4 One of the very first
Moskvich 426 estate
cars, introduced in
March 1967. Note the
single round headlamps.

(Avtoexport)
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~8mca, Ford, Fiat — started to announce cars such
asthe Simea 1300/1500, Ford Taunus 12 and 15M
and Flat 1300/1500, which had bodyshels the
same sizc as the Moskvich 408 but packed more
punch under their bonnets, with more powerful
engines producing between 70 and 80hp.

At frst glance a eimple solution would have been
tolncraase the size and power of the 50bhp 1,380cc
engine. Boring out the cyvlinders of the existing
Moskvich 408 engine (which could trace its roots
back o the pre-war Opel engine acquired by the
Soviets after the Second World War) would in theory
have offered at least ancther 140cc of capacity and
an extra bhp. However, the little engine was at the
it of fts capacity for growth - there simply wasn't
enough strength left in the block for bigger cylinders.
And even if that had been possible, a mere Sbhp
extra.on the 408's 50bhp would have heen nowhers
near enough 1o put the Moskvich on a par with its
Europsen contemporaries. MZMA engineers had
no aption but to develop a completely new engine.

In 1983 MZMA preparad the first test batch of
& new engine, provisionally called the ‘DM, It had
avary rigid crankshaft to help improve its potential
ifespan, and the camshaft was raised almost ©
the top of the engine block to allow for very short
pushrods. This was an approach taken later by
the British Rootes Group for its Hilman Avenger
engine, announced in February 197C. The DM
showed a lot of promise, but MZMA's engineers,
led by Igor Okunev, wanted 1o push the boundaries

further, In the 1940s Okunev had worked as &
designer at matorcycle plants in Moscow and had
been irvolved in motorcycle races. When he joined
MZMA he brought with hirm his interest in motorsport
and an snthusiasm for powerful engines.

Locating the camshaft in the cylinder head and
driving it by chain would make It possible to forget all
about pushrods, opening the way to a much higher-
rewing engine — redining at 5,800pm ingtead of
4,750rpm. Putting the valves at an angle to each
other would hold out the promise of hemispherical
combustion chambers — extremely popular in racing
car engines.

The result was the Moskvich 412 engine, which
1 some cbservers bore some similarities to a
BMW 1,500cc unit developed in 1981, The Soviet
engine had a five-bearing crankshaft and a chain
drive for the overhead camshaft, To compensate
for the additional weight of the new design, Ckunev
opted for an aluminium alloy cylinder block, cylinder
head, sump, rocker cover, inlst manifold and other
companents. Conseguently a fully equipped 412
engine weighed 146kg, just Bkg more than ths old
£0bhp engne, but with 750bhp on tap produced
orne and half times as much power, The first
prototypes appeared in 1964,

Prior to the beginning of mass produstion the
412 engine passed a baptism of fire on the race
circuit, In the summer of 1966 a tuned version
praducing 82bhp was fitled to the Moskvich G4M
racing car, while the later G5 racer had & special

HACARFOREVERYDACHRA 196@-19712

€ &£1In 1967 the
Moskvich 426 estate car
joined the range. Note
the split tailgate, shared
with the Moskvich 433

van. (Author’s coflection)

€ In October 1967
Moskvich extended
its new range with the

1,4780c Moskvich 412,

Early publicity exampies,

such as this 1968 model,
showecased rectangular
headlamps that didn’t
become standard
production-line fittings
until 1970. (Avicexport)
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A S The Moskvich 412
. was the car that well
and truly launched the
‘ marque onto the global
motorsport circuit.
‘ Four competed in the

grueiling 1968 London

to Sydney Marathon, the

Soviet teamn securing

fourth place overall
against the cream of the
world’s motor industry.

{Author's collection)
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twin cam 124bhp version. Sadly this was the last
MZMA racing car.

Production of the 412 engine was passed o
the Ufa motor plart {UZAM), which had not buit
car engines in the past Il had made its nams
producing aircraft engines, which it continues to
do today. The first Moskvich 412 engines wers
buit there on 15 March 1966. (The plant's car
engine business was spun off as a separate firm
in 2002, which now concenirates on spare parts
for existing UZAM engines.) MZMA built its first
412-sngined Moskvich during March 1967 and
officialty launched the high-powered Maslevich 412
in October, Then in December the newly opened
IZH works in lzhevsk (see page 180) began mass
producing its own version of the Maskvich 412, and
LZAM suddertly found itself &t the forefront of the
Soviet car industry, supplying the country's most
advanced autormnobile engine to two factories.

Although it looked very similar indeed to the
408, ihe baody of the Moskvich 412 had been
subtly altered to accommodate the new 1,478cc
englne. 1t also had a better frimmed irterior and
bady finish and, o cope with its extra getup-and-
00, a hycraulic vacuum assisted brake circult,
aithough stil mated to all-round drum brakes. It
could top 90mph, reach 62mph in 19 seconds,
and neaded just 11 litres of 83-octane fuel t© travel
100Km {26mpg). The 412 enging had removablie
oyinder Tners, making it easy to overhaul. The oil
pump and the distributor were driven diractly by

tha crankshaft, The oil pump ftself could be easily
ramoved and replaced without opening up the
surmp. Indeed, its aluminium conslruciion made
the engine very light and easy o remove from the
car should that prove hecessary.

Adt2-powered estats carand van, the Moskvich
427 and the Moskvich 434 respectively, along with
a pickup version of the van, complsted the 1478cc
Moskvich rangs.

At [zhavek, [ZH abandoned assembly of the
smaller-engined cars once the larger engine was
launched, Unlike most other Soviet car factories,
IZH was not a fully integrated manufacturing unit,
although it did stamp its own bodly panels. [t always
relied heavily on components being shipped In
from all aver the courtry, including raciators from
Vostok, gearboxes from Omsk and, of course,
engines from Ufa. Indeed, it wasnt urtil the early
1970s that the 1IZH plant maoved from assemboly by
hand o more conventional mechanised systems.

The Moskvich 412 was the car that made the
Soviet Unien a force to be reckoned with on the
international rally sport circult, During August 1968
the Moskvich 412 became the national champion
of the Soviet Unlon's car racing circuit — the first of
15 such victories, atthough 1o be fair there wasn't
ton rmuch compstition! More importantly, the 412
opened up the opportunity for Soviet rally drivers
o make thelr presence felt on the international
aircutt. In 1968 four Moskvich cars took part In
the 16,000km Daily Fxpress LondoreSydney

W The London to Sydney
Moskvich team makes
its way through what
was then a much more
peaceful Afghanistan.

(Author’s collection)
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= Two years after the
1968 London to Sydney
Marathon, Moskvich
repeated its success

i the 1970 London to
Mexico Rally, taking third
place overall.

(Author's callection)

¥ In 1970 the Moskvich
range was facelifted,
with rectangular
headlamps up front
and revised rear lamps
being the most obvious

changes. [Avtoexoors)
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Marathon. Three Moskvich 412s completed the ralty
on 17 Dcocomber, taking fourth place overall for the
feam, with the highest placed Moskvich finishing in
20ih place. It was major morale boost for what was
now the AZLK plant, MZMA having been renamed
in October 1968 to celebrate the 50th anniversary
of the Soviet Union's Lenin Young Communist
League: AZLK stood for ‘Automobile Zavod Lenin
Komsocmol' or Lenin Young Communist League
Car Factory. The by then extremely wall-known
Moskvich brand name, however, was retained

Two years later, in spring 1970, three Moskvich
4125 completed the London to Mexico City rally.
Even more grueling than the London to Sydney
sveni, this rally offered competitors the prospect of
driving up to 26,000km through 25 European and
South American countries, passing through story
deserts, alpine passes 5,000m above sea level,
tackling dust, mud and snow on the way.

Five blue 412s were prepared for the event. First
off, the suspension was reinforced 10 cope with
what wers expected 1o be exremely challenging
road conditions. Special tyres, installed on ivory
coloured 145mm-wide rim whesils without hubcaps,
were added fo increase handing and road-holding
capabiities. The standard aluminium sump, which
dissipated heat well but was not so good at standing
up to hard impacts, was replaced by one stamped
from mid stesl. Underbody guards made from
thick steel shest were bolted on to protect the front
suspension, sump and gearbox, while zinc-coated

A By 1972 the Moskvich
wuorks had been
provided with the latest
equipment, putting it on
a par with any Western

carmaker. (Avioexpori)

4 A Moskvich 412 racing
through the concreate
jungle of 1970s Moscow.
(Avtoexport}
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AThe five-car Moskvich
team performed
exiremely well in the
1871 Tour d’Europe,
taking away a gold
trophy as well as a
bouquet or two of red

roses. (Avioexpori)

152

wire griles were fittled to protect the headlamps and
radigtor from stones and flying debris, Ol coolers
wera also added 1o help prevent overhealing. Inside
there was a rofl cage and high-backed bucket seats
aquipped with safety belis. Powerful iodine halogen
headlamps and four spotiights graced the front end,
tha tearmns being expectad 1o drive night and day. Air
horms were ftted too, for dusty conditions in which
even the lights wouldn't show other road users thet
the cars were there.

Since both pecple and engines have difficutty
broathing &t Sk above sea level, the cars were
souipped with oxygen masks and carburetiors with
special high altitude equipment that sliowed their
engines to produce 30-35bhp Instead of the 16—
18bhp that they would have otherwise struggled 1o
chum out at such a height. Closer 1o sea level, the

. CRRS OF THE SOVIET LNION

Moskvich engines chumed out 80bhp. Navigation
instruments, spare parts, wam dlothing, tools for
running repairs and food and drink for the crew
increased the weight ofthe cars significantly: whereas
a stock Moskvich 412 tipped the scales at 1,045kg,
a rally specced one weighed in at 1,550kg.

On ther sides the cars bore various advertising
glogans: AZLK itself, of course, as well as Moskvich;
Avtoaxport, he Sovietvehicleexportagency, Dunlop,
wiho supplied the tyres; Shell, who provided petrol
and oll; and, perhaps most impartant for the crews,
Kofi-café, who provided the coffee! The name of the
British Daily Mirror newspaper, which sponsored the
rally, was written under the competition numbers
on the sides, along with references 1o the Foolball
World Cup, 1 be held in 1970 in Mexico Cily. Race
numbers were pasted on the roof, the bonnet and

]

MacNeil Exhibit 2107
Yita v. MacNeil IP, IPR2020-01139
Page 152



" In the early 19603 the Meskvich design
team had come up with their own ideas for
a compact 4x4, the 415 and 416. In the early
1970s they revived the project with the 2150,
which looked all but identical to the earlier
cars except for having gained a full-width
grille arid light panél and being powered by
the OHG engine froin the Moskvich 412. This
photograph shows the hard- and soft-tep
prétotypes. Their plans were overtaken hy the
VAZ 2121 Niva, which was a less utilitarian

vehicle. (Suian Now)

152

ACAR FOR EVERY DACHA 196B-15718

Yita v. MacNeil IP, IP2020-01 139
Page 153




the boot-lid. Finally, the cars got matt black bonnets,
1o reduce glare,

The rally cars were supported by a small team of
mechanics, who kept pace in a couple of Moskvich
427 estate cars, laden down with spares and tools.
They met up with the rally cars at night to complete
any running repairs or routine mairtenance that the
competition cars might nesd.

The competition rules wers, 10 say the least,
extremely challenging. Gontestants were sllowed
400 driving hours and 400 repair and maintenance
hours. Of the 25,810km route almost half was
made up of alpine roads, and just 23 out of the
96 cars that set off from London on 19 Apri
finished the run to arrive in Mexico City on 27
May. Three Moskvich cars were among them,
coming in &t 12th, 17th and 20th, giving the team
third place overall. The Saviet press lost no time In
proclaiming the achievement as svidence of the
nation’s technological prowess: ‘Whean our drivers
rushed along the roads of Latin America, and
when Argentineans, Peruvians and Mexicans read
in the newspapers and heard on the radio of the
Moskvichg' performance, they got irrefutable procf
of the industrial power of the Soviet Unicn and its
successas in automobile construction.”

The blue Moskviches were then retumed home to
Russia, where they were displayed &t exhiditions. The
contributions of the drivers, mechanics, engineers and

designers were recognised by rewards, certificales
and public appreciation. Howaver, the best reward
of &l was the intemational respect that the Moskvich
brand had eamed.

At the ond of 1969 the exteror of both the
408 and the 412 was changed. The vertical rear
light clusters were changed to rectangular units,
mounted horizontally. Above them, in the distinctive
il fins, were triangular tum Indicators. The estate
cars and the van, however, retained the original
verfical clusters. On all models, twin rectangular
headlights replaced the round ones originally ussd.
The first cars had also had two headlamps, but this
was gradualy changed over the first three years of
production to four. To go with the new headlamps
there was a new-style radiator grille. Insice, a safety
steering column was fitted along with small changes
to the interior trim and eguipment. The gearshift was
moved from the column o the floor and separate
front seats were fitted, replacing the origing front
bench seat with a split back. A day/night dipping
rear-visw mirror and servo assistance for the brakes
added to the car's safety features. In 1971, but on
left-hand-drive cars only, the dashiboard acquired
safety padding and the heater cortrols were grouped
fogether in & convenient ceniral console,

During the early 1870s Moskvich continued ©
push its products hard in export markets, especially
Britain, Belgium — where It was assembled by the

= With its five-door
hatchback layout and
all-round independent
suspension the

1975 Moskvich C1
represenied a radical
change in direction. In
spite of its Saab-like
looks it remained rear-

wheetl drive. (Jufian Nowill)
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€ K The styling of

the C1 was rather
heavy, especially when
viewed from the rear.
Particularly innovative,
however, was the
location of the door
handlesinthe Band C
posts. The badge on the

bonnet reads ‘Meridian
1700TS". (Jurizn Nowfi)

= I between the C1 and C3
&ame the C2; which was not
made 2s a running prototyps,
only full-size styling bucks.

(Jutian Mowill}
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Seeldia cornpany in a factory just outside Brussels
and offered with a British Perkins diesel engine
- and the Scandinavian markets on Russla’s
doorsiep. Scaldia was used for atime as the brand
name for all the Moskvich-based modsls sold in
Belgium. The Moskvich 407 had bsen sold as the
Sceldia 1400, the Moskvich 408 as the Scaldia
1300, and the Moskvich 412 as the Scaldia 1500.
During the summer of 1970 the Moskvich 403
and 426 wera replaced on the British market by the
1478cc Moskvich 412 seloon and 427 estate cars.
vans and pickups scon folowed, The amval of the
Moskvich 412 series coincided with the appointment
InJune 1970 of a newimporter, the Satra organisation.
The new firm, whose name derived from ‘Sovist
American Trading’, introduced a new pricing policy ©
hoost sales. Whersas the previous concessionaire
had priced Moskvich and Volga cars slightly below
their abvious British counterparts, Satra decided t©
o for broke In an effort to grab a market shars. ftwas
heined in this by the Soviet government's desire 10
obtein foreign cumancy to fund imports and activities
outside the Eastem Blog, the rouble not being seen
by Western money Traders as a hard currency. Its
purchasing power was limited outsice of those
counties who were members of Comecon, the
communist trading bloc set up 1o encourage trade
between socifist countries. ft was worthwhile o
Avtoexport to trim its margins to the bone and sell fts
preducis overseas for prices either close 1o or even
pelow their actual rouble cest of production to get its

"’ The 1976 Moskvich C3 was a
direct evolution of the earlier G1-it
was miich sleeker to lock at but
retained the front engine/rear-

wheel-drive layout. (Viadimir Varaksin}

~The €3 had a more conventional
approach to the B and € posts and
was better proportioned overall

than the earlier C1.

- -Someé &xport examples of the

Moskvich 412.got chrome trim

strips along the lower body sides. |

fAuthor’s

hands on hard currency. For the imparters, this was
marina from heaven.

The new Moskvich cars were given a fiying start
i Britain as Satra, based in Byfleet, introduced s
aguressive pricing palicy, which pitched the four-
door 1,4780c £749 Moskvich 412 against the £770
two-door 1,008cc Austin 1100 and the £748 998¢c
Minl Clubrnan. Ford's cheapest Escort 1100 two-
door retalled at £807. At £800, the Moskvich 427
estate was guiie simply unigue in its price bracket
— for a saving of £7 a buyer could opt for a Mini
Clubman estate with an engine 50 per cent smaller
and only two doors.

Moskvich sales really ook off during the early
1670s. As British and European manufacturers
raised therr orices up fo four tmes a year 1o
keep pace with inflation, Moskvich cars locked
ever better valus. By October 1973 a brand new
Moskvich 412 cost £717, whie a new Mini 850
cost £739 and the cheapsst Brilish car was the
basic Hilman Imp, which was only £3 less than the
Moskvich. Even a Skoda was dearer: ihe cheapest
S100 cost £798. Although the Moskvich looked
datedt compered to the very latest British family
saloons — such as the February 1970 Hiliman
Avenger, the Cotober 1970 Vauxhall Viva and the
April 1971 Morris Maring, it cost miuch, much less.
And the cars that ware avallable for the same prics
were not only smaller but were even older — the
1959 Mini, the 1963 Hilman Imp and the 1962
Berault 4. In some respects the Moskvich was
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#This picture of a
Finnish market Moskvich
412 = known there as the
Elite — shows the revised

rear-light clusters

introduced in 1970.

{Author's calfection)

#The 1,478cc-powered
Moskvich estate was
known as the Moskvich
427. This 1972 example
features the one-piece
tailgale introduced to the
range that year.

(Author's coltection)
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A

A A van fitted with the
larger engine was also
made, the Moskvich 434.
This example was builtin

1972. (Author’s colfection)

4 The Moskvich 434
pickup was a useful little
truck that for a while
was popular among
jobbing builders and
smallholders in export
markets. It was never
offered for sale to
individuals in the Soviet
Union. (Author's collection)
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WMoskvich cars were
assembled from Soviet-
supplied kits at Lovetich

in Bulgaria from 1966
until 1990, by which
time the plant could put

together 20,000 cars a

year. For a brief period in
the 1960s the cars were
called the Moskvich Rila.
The Bulgarian operation
started building the
Moskvich 408 before
replacing that with

the 412. The Moskvich

2140, seen here under

assembly and which was
known in Bulgaria as

the Moskvich 1500, was
built from the late 1870s
until the introduction in
1987 of the last Moskvich
of all, the 2141 Aleko.
(Avtoexport}

16@

more advanced than its competitors — it had an
avernead camshaft, allaluminium enging, senvo-
assisted brakes and driving aids that were stil an
optional extra on many British cars, Even a heater
still wasn't standard on the basic Imp or Mini, while
the Moskvich had & veritable furmnace designed
for Siberial Reclining seats and  two-speed
wipers remained the preserve of top-of-the-rangs
British saloons.

The 412's image was boosted by it success
on the race track when Satra entered the Group
One Production Saloon Car championship in
1972, in which showrcom-spec cars were raced
against sach other. Admittedly the Moskvich had &
slight acivantage in that the cars were grouped by
price, o that the Moskyvich, with its meaty 1,478cc
angine n the capable hands of Tory Lanfranchi,
was easily able to outpace the sharp-handling
but underpowerad Hilman Imps and Minls In both
1972 and 1673. In the Avon Bound Britain Rally in
July 1973, the Moskvich secured first, second and
third places in its class.

The Moskvich had its own special appeal t©
the still sizeable body of British motorists who
liked to do their own maintenance — and in an era
hefore black boxes and sealed units such people
could still lock after their cars themselves. Being
designed for a country where DIY mainienance
was the norm (the Moskvich came with a 21-pisce
tool kit and a pack of essential running spares as
standard wherever It was sold) the Moskvich was

. CHARS OF THE SAOVIET UNION

an instant hit. It even had a starting handle! It may
not have looked as fashionable as an Avenger or
handled as crisply as an Escort, but for buyers
on a budget that really wasn't an issue: thay had
8 new car that they could maintain themsslves
and still have money left over for a few weekend
motoring outings. The van and pickup versions had
their own appesal 1o self-employed builders, which
was unsurprising as their options were otherwise
limited to the Escort van — much more expensive;
the Bedford HA — much smaller; or the A55-based
Austin-Morris Half Ton range — designed in 1859
and with its heater an optional extra.

Moskvich 412 sales took off in the UK and they
started to be seen with increasing regularity on
British roads as sales increased from 300 in 1868
0 3,462 in 1973, When Mofor magazine tested a
412 they admitted that they didr't like it, but they
added that they wouldn't ‘discourage anyone from
buying one provided they knew and accepted the
snags. t's a personal matter of weighing the very
considerable appeal of having a big, brisk car on
the cheap against having a very dated car with
many faults.’ Motor's road tests awarded stars for
each aspect of a car's performance, five being the
highest: the Moskvich scared five for performance
and accommaodation and three for ride comifort,
goonomy,  transmission, fitings  and  finish.
However, it got just one star for its brakes. Motor
wrote that: ‘the brakes on ourtest car suffered from
s0 many faults that we can only describe them as
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A By 1973 Moskvich was
on & roli in Britain. Taken

from a sales brochure,

this is the model range

offered to British

buyers that year.

(Author's collectinn)

4= The 1974 Moskvich
range inciuded a van,
estate car and saloon.
These are all 1,478cc-
powered examples.

fAuthor’s collaction)
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AThe last-cver British
Moskvich sales
brochure, by which
time the 412 had been
renamed the Moskvich
1500 for the UK market.

fAuthor's collection)
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dangerous. It cited brakes puling violently to one
side, locking a rear whesl, and excessive brake
fade, athough the figures showed that the car
could actually stop ‘quickly if not in a straight line’,
A similar report by the Consumers Association's
Which? magazine ihat criticised the brakes as
baing potentially dangerous was picked up in the
autumn of 1973 by ihe BBC's Nationwide news
programms and Moskvich sales suddenly started
o fall away. The criticisms were perhaps a litlle
unfair — at this time the cheaper Avengers and
Marinas stil had all round drum brakes and cross
ply tyres as slandard eguipment, and i the brakes
weren't periectly adjusted they (0o could display
some erratic braking characteristics.

At the 1973 London Motor Show, Satra showed
that they were determined to keep the red flag

. CHRS OF THE SOVIET UNION

fiying in British car showrooms by putting two Lada
1200s on display alongside three Moskvich cars.
It was a wise move. Sales of the Moskvich simply
el away — from the 3,462 sold in 1973, sdes
plummeted to 424 in 1974 and 344 in 1875.

In May 1974 Satra re-branded the Moskvich
4127427 as the Moskvich 1500, A number of
changes had besn made, including padded tim o
the top of the fascia and in front of the passenger
and relocated heater controls in a neat extension
mounted under 1he centre of the dashboard that
had been added 1o left-nand-drive cars three years
carler, There was also a central handbrake lever
hatwaen the two front seats and some changes o
the all drum-brake systern. At £785 it was underout
by just one car, the tiny lwo-cylinder Fiat 126, which
cost £1 less.
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Autocar tested the new 1500 in March 1875 with
mixed feelings. The brakes still came in for criticism,
dthough the cars performance was highly rated.
The steering too was criticised far sticking on full
lock when comering at speed — the magazine
published a picture of the Moskvich cornering
with the driver's hands clear of the steering wheel!
However, Autocar cited examples of satisfied
owners, including a fleet operator who had run
cars and vans to 80,000 miles without any major
treakclowns, and one owner in Nottinghamshire
who used a Moskvich 1o pull a two-blade ploughl
Even so, Autocar wondered Just how long Satra
would continue with the Moskvich when they had
the Lada range to offer British buyers. Moskvich
mports ended in October 1975 although stocks
lingered on until July 1678.

Mearwhile, back in the Soviet Union, the AZLK
designers continued to refine their product and
prove their ability to mix it with the best of the world's
motorsport competitors, In 1972 the  two-pisce
tailgate on the van and estate cars, with its upper
half top-hinged and lower half bottom-hingsd, wes
replaced by a single-plece top-hinged unit. In the
same year Moskvich scored more international
motorsport success by winning first place and the
Gold Cup in the Intemational Tour d'Europe-71. This
was followed by a first place in the South Africa Safari
of 1973 and gold and silver cups in the 15.000km
International Auto-rally Tour d'Europe-74.

At the start of the 1970s the AZLK team dusted
off its plans frorm the earty "60s for a compact 4x4.
Although the 415 and 418 had remained prototypes,
the team still felt there was a clear need for such a

AThis is the final

resting place of one

of the Moskvich 355
prototypes, now
gatheringmoss ina
Moscow car lot. The
355, built in 1972, was
used as the basis for the
Moskvich 356 prototype,
which had a bolder front
end with larger grilie and
headlamp units.

(Jultan Nowill
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= The 1973 Moskvich
356 prototype featured

a 1,799¢c engine and a
Borg Warner automatic
gearbox. Sadly it didn’t
go into production. This
example is now on show
at a museum in Moscow
dedicated to the marque.
fulian Nowill)
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car. The project was therefore reprised with the more
modern 412 engine as the Moskvich 2150, but this
also did not progress beyend the profotype stage
because by the mid-1970s work was wall advanced
on what was to become one of the most iconic
Soviet vehicles of all time — the VAZ 2121 Niva.

AZLK also worked on possible aptions to replace
the Moskvich 408/412 itself. lronically, the success
of the 408/412 was perhaps a poisonsd chalice.
In 19686 the Soviet governmant agresd to invest
sufficient funds in the Moskvich line 1o boost capacity
o 200,000 cars a year. However, on the basis thet
one dosan't change awinning formula, they decided
to use the new production equipment to produce
more of the current car rather than introduce a new
ore. Even so, the AZLK designers didn't stop thinking
about or working on new producis.

The prototype Moskvich 353 of 1970 was oquite
iraditional in style and used the same machanical
parts as the Moskvich 412 without any major
changes. Although its bodywork was bigger, with
larger rear wings, 1t still looked recognisably lke
a Moskvich 408/412. This was ollowsd in 1972
by the Moskvich 355, which was stil conservative
in style but looked substantialy different from the
412, Its length had grown by 230mm, whils 140mm
was added to the wheelbase and 80mm to the
widih, The interior and the boot were both ussfully
larger. The spare wheel was located vertically in
the boot and the door handies were recessed Into
the pansls.

. CHARS OF THE SOVIET UNION

The 355 sired the 356, deveioped between
1973 and 1975. It shared much of its body with
the 355 but had much bolder front end styling.
Underneath the boxy body there was a revised
suspengion set-up and a 1,798cc version of the
UZAM engine, which, with twin Zenith carburettors,
gave 103bhp and a top speed of 89mph. A rear-
wheel-drive car, it was intended to be equipped
with a Borg-Warmer automatic transmission and
the example on show at the Moskvich museum
in Moscow, painted & pleasant shade of emerald
green, has just such a gearbox. Two other engines
were planned for the car, both based on the UZAM
412 unit, one a 1600 and the other a 1700, Anew
five-speed manual gearoox was also drawn up for
buyers who still wanited to shift their own gears.

The chief designer at AZLIK, Alexander Andronoy,
retired after the Moskvich 356. He was replaced by
a team of people who were determined 1o make
their own mark on Moskvich and take the company
in a new direction. Having seen the changes taking
place across Europe and not waniing Moskvich to
fall any further behind, they began work on a car
that was intended to have no links with the past and
would take the Moskvich upmarket. While retaining
an engine that would not move too far beyond the
company's longstanding 1,500cc market niche,
the new car was 10 have capabiities that would
allow it 1o chalenge the Soviet Union's traditional
middle-class car, the GAZ 24 Volga series. AZLK
wanted o develop a car that would be just as
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“The Moskvich 356 was an extremely tidy-
looking car, with a fow hints of the Fiat 132

about its lines. Behind this éxample can be

seen sketches for other proposed Moskvich
cars as the design team started to expliore
Ratchback body styles. (Viadimir Varaksin)

“The Moskvich C3 prototype of 1976.
(Author's collection)
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=2 The Moskvich 2140,

annaunced at the end

of 1976, was a careful

revamp of the 1,478cc
Moskvich 412 that gave

the venerable range’s

reputation and sales a

short-lived boost. The

front and rear ends

were restyled and there

was a new interior
and dashboard. The
Moskvich 2138 was

identical apart from its

smaller 1,358c¢ engine.

{Author’s collection)

¥ This 1977 Moskvich
2140 is for the export

markei, where it was

often sold as the
Moskvich 1500.

(Author's colfection)

(=15
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comfortable as the Volga but cost much less ©
build and to run.

1975 saw the first fruits of their enthusiasm, the
G1. Bven its name — Series One — was chosen 1o
represent the start of a new era. However, some
compromise was nevertheless inevitable: the
C1 retaned a tradifional front engine/rear-whesi-
thive layout, even though there was a defintte
shift towards front-whesel drive by cther makers,
including Audi, Volkswagen and Fiat,

The C1 prototype looked very similar to a Saab
800. Like the 356, it had a UZAM 412-based engne,
but in this instance it had only been stretched 1o
1,702¢ and produced 81ohp — enough for a top
gpeed of 93mph. Suspension at the front was by
MePherson struts while the rear had independent
traling arms, as adopted by BMW. Indeed, the

MZMA design teamn maintained their own BMW
520 for tests and comparisons. The body style was
a fastback although it cid not have a rear hatch,
instaad retaining a separate luggage compartment
with its own boot lid. Although a major step forward
compared to the existing Moskvich range, the C1
did not offer the much higher levels of refinement
that AZLK were looking for,

The C1 was followed in 1978 by the G2, which
only got as far ag a clay mock-up. This was a
heavier-looking car, but ke the C1 was a Tastoack
saloon. Later that year came the C3, which was
an evolution of the ideas expiored in both the &1
and the G2, It retained a fastback profile, only this
time it got a full fiith door at the back, with e
possiolity of folding the rear seal to create estate
car capablity. To look at it was a litle less daring

A The Moskvich 2137 was
the revised estate car
announced at the same
time as the 2140, This
example was exporied to
Cuba and is seen here in

Havana. (Avicexport)
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2The rear of the
Moskvich 2137 remained
unchanged from its
predecessor, the
Moskvich 427. The estate
cars retained the same
rear-end styling from
the commencement of
production in 1967 until
the final examples

were made in 1988.

{Author’s colfection)

1682

and innovative n its datalls than its predecessors,
especially in its doors, which lost the interesting
use of cormers and prominent B post that had
haen a feature of the C1. The front end was also a
itte more conventional, Even so, the G3 remained
a good-looking and elegant car with sufficient style
of ita own to distinguish it in what was ecoming
an incressingly compsiitive global market for
farnily-sized cars. ff it had gone into production it
would have been made as both & hatchback and
a tragitional saloon. t had the same mechanical
componertts as the C1, although fitting the engine
under the low bonnet proved to be difficult, even
gfter the engineers slanted the engine 10 one side
{a solution chosen by both the British Rootes
group for its 1966 Hilman Hunter and Vauxhal
for fte 1967 Wictor FDJ. Sadly none of these
promising prototypses got beyond the experimental
department. As far as buyers of Moskvich cars
were concerned, ine 408/412 series — albalt with
some judiclous alterations — was the only option
avallabie untl well into the 1980,

Untti Novernber 1973 the body of the Moskvich
405 and Moskvich 412 differed Inintermal equipment
and style, having, for example, different instrumert
panels; but from Novermber AZLK standardised the
same tim and equipment on both. inspite ofthe 1973
changes, the Moskvich range, which in its time had
been highly regarded as a relable and unpretentious
quality product, was increasingly seen as being old-
fashioned, both inside and outside the Soviet Unior,

. CARS OF THE SOVIET LINION

Cvon so, in August 1974 AZLK compisted the two-
ralliontn Moskvich, just seven years after Moskvich
rurmnber 1,000,000 had been made.

Af the start of 1975 the nstrument panel was
changed from the rather fussy oval speedometer
surounded by tiny audiiary gauges 10 three
large round instruments, the central one being
the speedometer and the outer two housing
the fuel, temperature, ammeter and oil pressure
nstruments. The rest of the dashboard remainec
unchanged. The new dials werer't seen on British
cars, athough they were shown-asa drawing —in
tne last ever brochure for the pickup, published in
the autumn of 1875

Praduction of the Moskvich 408 and Moskvich
412 officially ceme to an end in December 1975,
when Maskvich announced their replacements —
sheMoskvich 2138 and Moskvich 2140respectively,
which were really litle more than facelifted versions
of the existing vehicles, Production of these new
medels officialy commenced in January 1976. The
2138 was fitted with the 1,358cc S0bhp engine
while the 2140 got the larger 1.4/5¢C 75bhp unit.
With the exception of their engines and gearboxes
the two cars were otherwise identical. Export
designations were Moskvich 1300 (2138) and
Moskvich 1500 (2140).

These cars were the Moskvich factory's
contriution o the Soviet Union's tenth five-year plan,
the five-year Quality Plan, They included a humber
of safaty feafLires not seen bafore on Russian cars.
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and answered the criicisms made of the ariginal
cars that they werc dated to look &t and © ride in.
The facelift had taken thres vears to complete from
the: first skelches io production getting under way.
Extemal styling was changed, with the boot and rear
wings being squared off and the previous chrome
grile being replaced with a black plastic unit. The
front wings were also slightly altered as the grille
no longer wrapped around the front comers of the
car, Exterior door handles were dtered fo recessed
safety units, and the bumpers gained black rubber
overriders. Badges at the back spelling out the car's
name were in Roman script rather than Cyrillic.
There was even a naw, brighter colour range.

Themechanical componentswere alsoimproved,
especially the brakes. The new English-lcensed
brake system had front discs and servo-vacuum
instead of hydro-vacuum assistance. It was a dugl
circutt gystemn, which meant that in the event of a fiuid
lsak & minimum B0 per cent of the braking power
remained avallable 1o the driver. A red signal light
was fited 1o alert the driver to any system problems
as wall as acting as a handbrake warning light. The
cooling system became a sealed ong complete with
expansion tank. Lower profile tyres were fittled to0.
Unfortunately the urreliable gearbox, which could
trace fts birth back to the original column gearshift
Moskvich 402 unit, remained, albeit with the floor-
mounted gearshift first seen on the 408 and 412,
However, thanks to the new diaphragm clutch the
Moskvich was much easier to drive.

Other changes included the option of a headlamp
washAvipe system - a first for a Soviet car, a
standard laminated windshield, black ‘goose-head’
gearshift knab and a smaller 380mm stosring wheel
with a safety pad in the centre. The stop signals and
turn indicators shone more brightly when the fights
were tumed off —whan the lights were used at night,
the stop lamps and indicators were dmmed o
avoid dazzling other drivers. Hazard lights were also
a standard fiting. After tests on the car, including a
session in France, the new Moskyich was able to
display the intemationally recognised European 'E
safaty symbol.

Inside, the enfire car was thoroughly upgraded
with a larger back seat and taller front seats. The
front seats also gained figure-nugging contours o
stop the driver and front passenger slicing around
during hard comering. Seat upholstery was offered
in two versions: perforated vinyt and soft-feel cloth.
Colour combinations were the maost diverse ever
offered by Moskvich: all black, dark grey with
plack, contrasting shades of red and tan. The
redesigned dashboard was completely covered by
a black or tan-coloured enargy-abseorbing maierial,
although the actual instruments were the ones
introduced on the 408 and 412 at the start of 1975,
Noise reduction had also been a priority for the
designers: a new three-stage exhaust was fitted
and special sound insulation material was added
1o the body and engine bay. The new cars offered
improved venilation and minor controls.

€The 1976 Moskvich
2136/7 estate cars
remained useful
compact station wagons,
sharing the mechanical
refinemenis of their 2138
and 2140 saloon car
eounterparts. (Hungarian
Moskvich Club)
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AThe Moskvich 2140
was a brave attempt to
give the 1964 Moskvich

408/412 a new lease

of life. Mechanically,

it gained a new brake
system but liitle else was
changed under the skin.
(Avtoexport)

118

In spiie of its official launch date being December
1975, with production formally starting in January
1978, the actual launch of the Moskvich 2140 and
its sister the 2138 was subjected 1o a somewhat
ad hoc approach, First off the production line
came cars with the 412 bodyshell but fitted with
the rear wings, boot lid and tail panel of the 2140.
Next came models with the revised front end but
still with the 412 doors. And then eventually, sarly
in 1976, cems complete 2140s and 2138s without
412 doors. The hybrid models were few in number
but are now rather collectible, They are not, as has
somelimes been suggested, home-made cars!

The rest of the range was similarly upgradod.
The 1,380cc estate car was called the 2136 and
the 1,478cc the 2137. Eslale cars were always
made In much smaller numbers than saloons,

. CHRS OF THE SOVIET UNION

since traglitionally station wagons have not been
popular with Russian car buyers. The 2136 was
only made for a year, being dropped from the ling in
1977, The 1,880cc van was named the Moskvich
2733 and the 1,478cc varsion the Moskvich 2734,
A few facelifted pickups were built —the 27334 with
the 1,358¢cc engine and the 27344 with the larger
1,478cc unit. However, pickup production at the
Moskvich works, which had in any event been on
an extremely small scale, soon ¢ame to an end,
leaving the field open for IZH to comer the Soviel
markct in compact pickups (see page 180). By
the start of the 1980s AZLK had al but dropped
production of the vans too, mainly in order 1o mest
domestic demand for its cars.

The pro-facelift pickups were the last new
Moskvich cars to be offered 1o British buyers,
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being listed for sale into 1975. These were also
the only Moskvich cars imported to Britain with &
revised instrument panel with round dials. It is not
known how many were actually sold.

Other variants were the AZLK 21381 and

| 21401, introduced in January 1976, which were
¥ built for use by the medical services. In October
1978 Moskvich introduced the 21406, espacially
designed for use in rural areas. it was powered
by a low compression 88bhp 1478cc engine
E that could run on 76-octane fuel, had front drum
brakes, reinforced rear springs and town-and-
: country tyres. A small number of standard 21408
were fitted with the 68bhp engines, these being
known as the 2140D and, in the case of models
adapted for disabled drivers, the 21403, first seen
; o in Novemnber 1979, There was even a right-handt-
‘ drive version, the 21402.
: 3 The revised Maoskvich range was reaily 100
little, too late. The rest of the world had moved on,
including the Soviet Union. Although the millionth
export Moskvich was made in December 1977,
exports to markets outside the Eastern Bloc fell
away, especially as local importers switched their
efforts to the much more promising Lada rangs.
Belgium was one of the last Westemn marksts
for the traditional rear-wheel-drive Moskvich, the
Maskvich 2138 being sold as the Scaldia 1300
and the Moskvich 2140 as the Scaldia 1500.
Finland too remained a reascnably successful
outlet for Moskvich cars for a while. B

FENOHT AR ooy,
BOATACHH
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A An eye-catching use
for a Moskvich 2140,
seen in Bulgaria in
20086... (Author’s collection}

€& Moskvich used the
407 series engine in this
1961 Moskvich G3-407
racing car.

{Author's collection)
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AThe two-wheel-drive
versions of ihe UAZ light
commercials, the UAZ
451, were announced

in 1961. Avtoexport
promoted them as
general-purpose utility
vehicles, promoting
their suitability for use
in towns and rural areas.
This is the van derivative.

{Author's cofiection)

2

u AZ siaried the 1860s with further development
of Its successful range of forward-control light
trucks. lts van was nicknamed the ‘Loaf and its
pickup the Tadpole’, derived from the profile of the
vehicles, names that are stil widely used today.
On 12 December 1961 two-wheel-drive varsions
of the 4x4 UAZ 450 were announced, sharing the
sarme 2,300rm chassis and the same engine but
without the driven front axle or transfer box. The
new UAZ 451 4x2 machine was offersd as the UAZ
451D drop-side pickup, the UAZ 451 van, and the
UAZ 4514 ambulance. There was &iso & minibous,
the UAZ 451B.

In January 1963 the company unveiled one of
iha most interesting UAZ prototypes ever made.
The UAZ452GP had a unigus hydro-preurnatic
suspension system. It was developed fo answer

. CHARS OF THE SOVIET LNION

a longstanding problem with off-road ambulances
such asthe UAZ 450, While they could goanywhers,
they could only do so slowly. Driving quickly would
farow everyane — including the patient - all over the
place, which was hardiy conducive 1o geod medical
care. During the 1850s two Ccars had appeared
that dispsnsed entirely with metal for thair spring
systemns. The Citroén DS19 used a pump-driven
hydraulic system, and the Austin Mini Infroduced a
gimilar systerm but without the need o have a pump
congtantly running, Both systems provad themselves
1o be surprisingly reliable and the hought ccourred
10 Soviel engineers that somathing similar could be
used or their own vehicles.

They decided o design a aimilar but simplified
version of Ciroén's hydro-pneumatic suspension
for & cross-country venicle. The experimental GAZ
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633G appeared in 19671 and proved to be very
successiul at iroring out the burmps when off-rosd.
This inepired the idea of equipping UAZ embulancas
with & similar suspension system.

il was decided at the beginning of the project
to mass-produce vehicles with the new type of
suspension, so the designers had 1o acdapt the
existing UAZ solid axies. First they fitted much softer
leaf springs, bt replaced the shock absorbers by
large, hydro-pneurnatic cylinders, the idea being that
the cylinders would absorb all the moverment cregted
by the very soft springs and so insulate the body
from the worst of the road conditions. To keep the
hydraulic systemn under pressure there was a hand
purnp, while 1o help control what would be potentially
ouite excessive body roll anti-rol bars were fittled.

The frst examples proved to be difficutt to keep in
astraight ine, butafter some changestothe steering
gearit became possible to drive the new ambulance
at unbelievably high speeds over the roughsst of
terrain, While the driver could still feel the rough
ground through the steering wheel, the passengers
no longer needed to cling onto whatever they could
1o siay in their seats or stretchers. The vehicles could
now be driven for considerably greater distances
than regular UAZs, in which the harsh ride made
long journeys a veritable endurance test.

One problem that became clear early on wes
the nead 1o Use a manual pump to pressurise the
hydraulic system. As the project progressed an
electric pump was used instead. This automatically

correctad the helght of body once the enginc was fired
up. In spite of sucoessful lesting, however, the design
was droposd. No official reasons were given but it
is likely that the Red Army didr’t trust something as
complex as a hydraulic suspension system. Springs
and shook abserbers could be easly badged back
together in a battiefield situalion whereas hydraulic
ovlinders and purmps — well, that would be another
matter entirely.

In 1688 e entire UAZ 450 serles family was
modemised. Al models got a more powerful
70bhp 2445cc overhead-valve engine based
on the one used In the GAZ M21 Volga, a four-
speed gearbox, revised axles and a slight change
t0 the appearance of the cab, which got a revised
front panal and a lower radiator grile. The van
got & side-loading door. The clutch and stesring
wers Improved to make thern more driver-frisndly.
Chassis strengthening made it possible toincrease
the load capacity of all models. The wo-whael-
drive range now consisted of the UAZ45TM van
and the UAZ-451DM drop-side pickup, the van
being able to carry 800kg and the pickup 1,000kg.
Maximurn speed was 58mph.

The fourwneel-drive models were renamed
UAZ 452, The original range was made up of the
UAZ 452 van, the UAZ 4520 drop-side pickup,
the UAZ 452V microbus and two ambulances,
the UAZ 4B2A and UAZ 452G, distinguished
by thelr differing patient capacity. The UAZ
452 S was another ambulance, designed and
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drive UlyanovskK range
included this UAZ 451D
pickup truck, with a
wooden drop-side body.

(Author's collection)
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A In 1966 the UAZ light
commercials were given
a thorough makeover.
The front-end styling
was changed to this
simpler look, which has
remained unchanged
ever since. This is a 1966

UAZ 452 van. (Avioexport)

= One of the more
pepular UAZ light
commercial options has
always been the pickup
truck. This is a 1968 UAZ
452D. (Avicexport)

T

CARSOF THE SOVIET UNION

MacNeil Exhibit 2107
Yita v. MacNeil IP, IPR2020-01139
Page 174



souipped for use in cold, northemn areas, and was
equipped with additional heaiing, doukble-glazing
and insulated floors, roof and sidewalls. These
vehicles were tested in the Oimyakon region,
where temperaturss fell to —80°C, and were able to
maintain an insids temperature of +30°C! Vehicles
with soreened electrical equipment were also
produced. The UAZ 452 was able 1o overcome
snow 1o a depth of 50cm and carry 800kg of
load. Due to its relisbiity and amazing off-road
ability, it was extrermely popular with armiss and
officlal agencies right across Eastern Furope. At
aninternational exhibition of agricultural technology
held in May 1986 in Moscow, the UAZ 452D truck
was awardad the highest prize — a gold medal. In
October 1977 the UAZ 452 van was granted the
State Quality Sign and the UAZ452D was officially
recognised as being In the highest quality category
for Soviet products.

A rare model was the UAZ-451M-based LuMZ
248, which was eguipped at the Lutskom Machine
Building Plant with & refrigerator with a load capacity
of 500kg. Prototypes madels based on the UAZ
452 included the articulated UAZ 452P. Total weight
of the combination was 2,25 tonnes. A snowmobile
based on the UAZ 451D was also designed. This
was the UAZ 4518, which had steering skis instead
of the front wheels while the rear axie was squipped
with caterpillar tracks. It was tested by being driven
from Novoslbirsk to Ulyanovsk, Ancther interesting
model, the UAZ 45152, was & cross-snow, Cross-

A UAZ Trekmaster — the name adopted when

attempts were made to market the UAZ 452D

in Britain in 1978. This dramatic publicity shot

certainly showed the vehicle’s undoubted ability
to keep going when the going dot tough.

{Author's collection)

" “This 1979 shot of a UAZ 452 shows just
how little the vehicle had changed since its
introduction iti 1966 — and the 1966 version
wasn't all that different from the ériginal
launched at the end of the 1950s! This UAZ

remains globally something of a rarity: a four-
wheel-drive van was ahd still is relatively

unusual. {Autho liaction)
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Y Although sold under
the GAZ badge, the
GAZ 69 was made by
UAZ. This is a 1968 GAZ
69AM four-door model.
{Avicexport)

swamp vehicle with four caterpillar drives. Two six-
wheel-drive prototypes were built, a two-ton truck in
1873 and a 16-seat minibus in 1975.

In the mid-1970s aftempts were made to sell the
UAZ 452 in Britain, The UMO Group, with its head
office in Letchworth, Hertfordshire, had alrsady had
some success imporiing Sovietmade agricultural
and construction machinery such as KridZ dump
frucks. The vehicles were branded variously as
Belaz 452, UAZ 452 and Trekmaster 452, Vans
and pickups were offered and even a locally bodied
Tipmaster tipper. How many were sold isn't really
knawn but few wera ever seen on the roads. UAZs
remain a rarity in Britain, although one nearly made
an appearance as a police van in the 2006 British-
made film Charlie and the Chocolate Factory, starring
Johnny Depp. Apparently it falled the audition but
was in spring 2007 offered as a prize by Practical
Classics magazine, replete in blue police livery.

By the middle of the 1850s it was becoming
increasingly clear that the UAZ-built GAZ 69 was
faling short of the ever more demanding nesds
of the Soviet military and other official agencies
that needed four-wheel-drive passenger vehicles.
UAZ set to and started designing a new vehicle t1©
replace the ageing GAZ 69. The first prototype UAZ
471, builtin 1958, had independent suspsension for
all four wheels. Tests showed, however, that it was
w0 complex 1 build and net that reliable.

In the aufumn of 1960 UAZ finished a new
prototype, the UAZ 460 with non-independent leaf

spring suspension, a separate chassis, and the
engine of the GAZ M21 Velga. Two versions were
developed: the military model with wheel reducers
in the axle hubs t© increase ground clearance,
and a generalpurpose  version  with  normal
axles. Including wheel reducers in the axle hubs
is a technique that makes it possible 1o increase
ground clearance by lowering the centre of the
wheels below the cantre ling of the axle itself. Itis
refatively simple and avoids the nead to completely
re-engineer axes and chassis mountings 1o
achieve better ground clearance. In 1961 tests
began across Central Asia 1o the Caspian Sea and
on special routes used by the defence ministry for
training and development.

Cebugging the new design took a lot of time and
the new UAZ wasn't able to pass its official tests unt
December 1964, when it was approved for mass
production. The cause of the delays wias the extremely
high standards demanded by the amed forces,
which compared it with foreign vehicles, even though
most of them coLldn't keep going when the UAZ stil
could. Even the civiian versions had to meet amy
requirements. This was because every vehicle was
registered with the military and subject to immediate
mobiisation in the case of war, This explained why the
UAZ only had & canvas top until 1983 because that
made it easier for soldiers 1o get in and out. Some last
minute shekedown tests took place in 18965 and the
designs for what was now the UAZ 469 were finally
passed over to the production team.

1B

CARS OF THE SOVIET UNIEON

MacNeil Exhibit 2107
Yita v. MacNeil IP, IPR2020-01139
Page 176



€The two-door GAZ off-
roader was the GAZ 69M,
seen here in 1968 in an
atypical blue paint finish.
Most were painted olive

green. (Avicexport)

¥introduced in 1972,
the UAZ 469 became

the mainstay of the
plant's production for
many years. It was the
ubiquitous four-wheel-
drive for the whole of the
Eastern Blog, being used
by military forces, police
services, emergency
rescue teams and - as
seen in this 1977 picture
—surveyors and civil

engineers.

(Author's coffection)
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A The UAZ 469 really was
a go-anywhere vehicle,
and was the only one
that could equal a Land
Rover off-road - or, as
shown here, in water...

{Author’s collection)

18

UAZ celebrated fts silver anniversary in 1966,
and in January 1967 Minavicprom and the state
planning department, Gosplan, agresd o a major
project to reconsiruct and expand the plant. This
would raise vehicle production by 380 per cent
and allow for the infroduction of new models, What
was missing from the Gosplan approval was the
cash needed to put the expansion plan into action.
It wasn't untit March 1971 that the ministry agresd
o fund the introduction of a new range of vehicles,
gven though the design had been signed off by
technical experts six years sarlier!

Approval having finaly been given for the UAZ
469, in 1972 an extension was built at the south
side of the man Ulanovsk assermbly line that
made il possible to set up a second ling. Within just
a few monihs UAZ production was up by 150 per

CARSOF THE SOVIET LUNION

cent, and by the first quarter of 1973 daily output at
the UAZ works had doubled. On 18 February 1974
UAZ built fts milionth vehicle, a UAZ 452,

The last GAZ 69 had meanwhile roled off the
Ulyanovsk production ling on 16 December 1872, to
be followed immediately by the first UAZ 468. This
was the first ime that the Soviet motor indusiry had
made a complete model switch on a single day.

The UAZ 489 was equipped with the same inline
four-cylinder 2,445cc 75hp UMZ 452M engine that
was by then used inthe UAZ 452 range. ZMZmads a
similar engine for Use in the GAZ M2 Volga. It could
run on the lowest grads fuel — as low as 72 octane,
atthough 76 octane was the preferred mix. The
UAZ 452 and UAZ 469 also shared the same basic
chassis and lour-speed gearbox, with synchromesh
on the top two gears. There was a dry single-disc
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oluich, tworange twin lever fransfer box, and
drive 1o the frort exde could be disconnected. The
steering gear and hydradlic drum brakes were not
equipped with power assistance. The suspension
remained dependent leaf springs all round with lever
typa hydraulic shock absorbers. The military UAZ
469 had wheel reciucers that made ft possitle @
noreass the road clearance from the 220mm of
the civilan UAZ 469B o 300mm. There was also
a pre-operational heater and screened electrical
equipment. The civiian version was first bulltin 1973,
alinough during the Soviet era an ordinary ciizen
was not alowed 1o buy one. Distibution was strictly
1o state orders from the army, colleciive farms and
state agencies. The UAZ 4868 BG was a medical
varsion, with space for a siretcher next 1o the driver.

The folding tarpaulin awning and the removable
windshield, which could Told down onto the bonnet,
méde the machine nct only air-ransportable but also
easly disguised. The door window frames could be
auickly unbolted too butwere also suitable for models
with 2 rigid metal top. Even though a prototype hard-
top UAZ 463 was bult in 1967 producton of hard
top examples didn't begin unill the earty 1990s. A
UAZ 469 could carmy Up lo seven passengsrs and
100kg o, with just two people, B00kg. It could tow
an 850kg traller even when travelling offroad, and a
special traller was even built for use with it

Like rmuch of the Soviet auto indusiry during the
19608, UAZ expanded iis reach beyond the Iron
Curiain, In the early part of the decade 1t began

o g -
N AN S

technical co-operation with the ftalian cormpany
Martoreli Brothers, which had imported the GAZ 69
before iurning later to UAZ vehicles. The design work
an the UAZ 4807469 was closely folowed in the
People’s Republic of China. in 1965 the first Chinese
off-reader, the Beiing BJ212, was buil in Peking,
which, apart from the design of the bonnet and
wings, was extremaly closely ralated fo the 460.

The new UAZ 469 generated enormous interest
in other countries and during the 1970s it was
exported to 80 countries. UAZ vans and trucks
pecame popular on Cuba's sugar-cans plantations,
they were often seen in Vistnam and Mozambigue,
and during August 1974 three 469s even climbed
Mount Elbrus, which &t 5,642rm is the tallest mountain
in Europe (the only other vehicls to ever achiave the
same feat was a Land Rover Defender in 1997). In
1975 UAZ tack part in a trek through the heart of
the Sahara desert, and when the second European
competiiion for cross-country automobiles took
place in San Remo in October 1978 UAZ vehicles
came first. ltaly bacame an important export market
for the UAZ 468B, where it was a popular cheice
amongst off-road enthusiasts. In Caolombia, it was
marketed as the Indestructivle UAZ.

Back in the USSR, on 31 July 1868 the
Ulyanovek engine faciory was renamed  the
Ulanov Motor Plant (UMZ) and re-equipped t©
bule engines for cars and light trucks. Gn 28
October 1969 the first UMZ 451 car enging was
built, producing 72bhp. B
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4= Hardtop UAZ 469s
didn’t appear until the
1890s. All were sold

until then with a fully

collapsible soft-top that

allowed for real open-

roof motoring. (Author's

colfection)
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ANThe IZH 2125 was

the plant’s first self-

designed car, although
it clearly owed a lot to
the Moskvich models
the plant had been
building since 1966.
Announced in 1973, the
five-door hatchback
was a clever variation
on the Moskvich theme.

(Avtoexpori)

ore commonly known simpiy as [ZH, lzhevsky
Mekhanichesky Zavod (‘Mechanical Factory
of lzhevsk') was originally established as a weapons
manutacturing plant in 1807 with the full suppart of
Tsar Alexander. The city of lzhevsk itself was founded
in 1780 on the site of an iron works on the River izh in
the western Urals and is now the capital of Russia’s
Udmurt Republic. Today the factory produces cars,
motoreycles, industrial machines, tools and, asinthe
past, weapons —everything from knives to bazookas.
During the Second Woerld War IZH alone produced
11 milion weapons, while in the same period the
total arms production of Nazi Germany was just 10
milion! In the West, the company is perhaps best
known Tor its Kalashnikov assault rfle.
Vehicle manufacture at [ZH started in 1928
when the Soviet government approved plans 1or

CHARS OF THE SOVIET UNION

it to build motorcycles, IZH was given a centrally
developed design to build although it did make a
few changes to the approved blueprint. The first
motorcycles wers made in 1933/ and owed a
itle to German DKW machines. However, over
time [7H developed its own style and designs
and during the 1670s and 1880s its bikes were
successiully  sold
Nevals. It was the Soviet Union's biggest maker
of motorcycles, a position it now holds in post
Soviet Russia.

[41 I's first staty at car production came when it
proposed a mulii-purpose fourwheel-vehicle for rural
areas. A prototype — the IZH Ogoryok or NAMI-048
—was unveiled in 1958, based on a GAZ chassis but
using a 780cc flat twin engine derived Trom the Ural
M72 Mctorcycle, but did not go into production.

in Britain as Cossacks or
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It wasn'l until October 1965 that the company
was given the go-ahead to bulld a car assembly
plant. The [ZH 408 was the first car to be
made at lhe new works, production starting
on 12 December 1966, This was a copy of the
Moskvich 408 and was made from components
shipped out from Moscow. Three hundred were
made by the end of 1966. In December 1967,
after 4,000 had been made, the [ZH 408 was
replaced by the IZH 412, which was very closely
based on the overhead cam 75bhp 1,500cc
Moskvich 412, which had been produced along
with the 427 estate and 434 van at the AZLK
works in Moscow since October 1967. By the
end of the year 207 of the new IZH 412 had besn
made at the Izhevsk works. In 1968 the saloans
were joined by the Moskvich 434 van. The
engines for the new car came from the UZAM
factory in the town of Ufa, Iocated to the south
of Izhevsk.

Although the IZH cars were based on Moskvich
designs, they eventually started to develop their
own identity. For instance, when the Moscow
car adopted ractangular headlamps in 1970 [ZH
opted for two round headlights and a new radiator
grille with a fine mesh style. In January 1971 the
[ZH, like its Moscow counterparts, alse gained a
revised rear lamp design, individual front ssats,
power-assisted brakes and tyres increased in
size from 6.00x13 to 640x13. Around this time
the Izhevsk built 412 was renamed the 4121E,

The firm went on to produce its own variants. In
1970 two prototypes, a five-door hatchback and a
van, were designed entirely by engineers in [ZH's
new enginearing and design dspartment. The van,
added to the range in 1972 as the [ZH 2715 had
a 1,478ce engine, side-hinged rear doors and a
high roof and could carry 350kg. The van and its
sigtor, the 1IZH 27151 pickup announced in 1974,
were a major success for IZH, staying in production
officially urtil 1997, athough the last examples were
net built untll 2001, when 325 vans were made in
the first six months of the year. The pickups were
sometimes scld abroad, t©0 markets as diverse
as South America and Scandinavia. Sales of
both the [ZH 2715 and the IZH 27151 to private
owners, however, were in Soviet tmes Torbidden.
Fven so, the two vehicles had their own appeal
o private motorists. By sharing components with

: Although sales of the IZH 2125
outside of the Easteth Bloc were
very few indeed, it was a popular
c4r within the Soviet Unicn. This is

a 1977 example. (Avioexport)

ACRARFOREVERY DACHA 1968-18719

. Greating the hatchback IZH
2125 from the saloon IZH 4121E
was a relatively simple operation.

Retaining the high loading lip of the

‘ parent car's boot helped maintain

the torsional strerigth of the body
without the need for extensive re-

engineering. (Avioexport)
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=The IZH 2715 van,
announced in 1872,
stayed in production
until 2001. Designed by
the 1ZH team, its high-
top body offered much
more capacity than
the Moskvich 434 van.
(Avtoexport)

Y Alongside the 1IZH
2715, the plant also
created a smart little
pickup truck, the 1ZH
27151. (Avtoexport)

1 45 BISR
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the mainstream [ZH and to a lesser degree the
Moskvich serigs, not only did state agencies find
it relatively easy to maintain their fleets but private
owners of [7H and Moskvich 412s had an unofficial
source of hard-to-get spares!

The IZH 2715 van was sold in China as well as
the Soviet Union, where it gained particular favour
with the Scoviet and later the Russian Post Office,
Right up to the end of production, it remained
firmly a utilitarian vehicle, even though a version
with side windows and sideways-mounted rear
seats, the ZH 27156, was Introduced in 1987,
Top speed was 109 km/h (68mph), handling
and roadhalding on wet and slippery roads
rather minimal, and the Iinterior retained an
ignition switch mounted on the dashboard. Only
the driver's seat was adjustable — by 180mm (7
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inches) fore and aft — the passenger seat being
fixed, with the spare whoel located behind it.
Tall passengers could easily rost their elbows
on the dashboard. Howevor, steering sfforl
was lighter than expected, the load space was
huge and had secret compartmenis in the floor,
the vehicies were sasy to maintain, and they
remained incredibly cheap to buy right up until
production came to an end.

The 1970 fve-door hatchback was eventually
introduced as the IZH 2125 Kombl in September
1973. As far as [ZH was concerned, Kombi meant
a fve door hatchback. The 2125 had its own
unique grille design with rectangular headlamps.
The rear end retained the high loading lp of the
saloon but had an attractive fastback body style
with a smali notchback effect. It was a simple but
effective adaptation of the mainstream car and
proved to be extremely successful.

The expanding IZH range benefitad from major
investment In the production capacity of the
lzhevsk plant. In 1871 more than 5000 pieces
of hew equipment and tools were Introduced,
with support from Remault and Komatsu. By then
i7H was no longer an assembler of cars but a
fully-iedged manufacturer in its own right. The
plant's dependence on the main Moscow plant
for many companents diminished as [7H created
a network of its own subsidiaries. Production of
the mainstream [ZH 412 and its 2125 hatchback
derivative increased quickly.

T

Ll

“The 1ZH 2715 van had a large
and practical rear load space
- effactively one big cube!
This vehicle was popular with
the Soviet and, later, Russian

postal services.

““The I1ZH 412IE saloon retained single
round headiamps long after its Moskvich
cousin had moved first to twin headlamps
and then to rectangular units. The IZH
also had a slightly different radiator grille
and was often said to be better-built than

the Moscow car. [Avicexport)
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A This is an early IZH
412IE, still hard at work in
2004. The 12H saloon range
retained single round
headlamps throughout

its production. The grilie
was subtly different from
the Moskvich models, and
as time progressed |IZH
gradually differentiated
their car further from the
Moscow machine.

(Jutian Nowil}

2 The IZH production
line in 1975.

(Author’s colfection)

18U
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Moskvich announced its new 2138 and 2140 in
January 1676 but [ZH continued o build the 4121F,
based on the original Moskvich 412 serles. It was
said on the Soviet Union grapevine hat IZH cars
were more solid and better built than the Moskvich
and were the preferred cholce of the Red Army,
among others.

In 1877 the millionth [ZH car was made, Even
80, desplte an output of 100,000 cars per vear
[ZH was not one of the biggest Soviet automotive
factories. s most important activity remained
wedpons production. However, between the late
1980s and the early '70s a number of prototypes
were produced. The [ZH 13 and IZH 19 were
sporty locking front-wheel-drive  salcons  while
the [ZH 14, produced in 1974, was a small four-
wheel-drive vehicle. Unfortunately, none of these
cars — all equipped with the 1,500cc engine of
the mainstream IZH vehicle — entered production,
partly because they would have required huge
amounts of investment.

lZH didn't stand still, though. Gradually the plant
made many small but important improvements o
its cars, which took on more of their own identity
as the years went by. This meant that over time
many parts ceased 10 be interchangeable
betwesn a Moskvich and an [ZH — which made
life: & bit tougher for motorists in the Soviet Union,
where the supply of spare parts could be erratic.
Major changes to the 1ZH range didn't teke place
until the eighties. I

A €in 1974 I1ZH

il
Il
!
f
completed its own |
I
ideas for a small i
4x4. Its project was g
subsequently dropped ;
in favour of the VAZ
2121 Niva, which ended

s‘
i
|
up Iooking remarkably i
}

similar to the [ZH vehicle.
(Jurian Nowdll)
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M The VAZ 2121 Niva was
ideal for people who
wanted to spend their
weekends getting back
to nature. Its compact
three-door bodyshell,
short wheelbase and
minimal front and rear
overhangs gave it
unrivalled off-read ability
and made it extremely
manoeuvrable in urban
driving conditions.

fAuthor's collection)
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Eack on the River Volga, VAZ was preparing
to launch what was 1o becoms its most
acclaimed car. Alihough the success of the VAZ
2101 Zhigull and its sister models had increased
car ownership right across the Soviet Union, the
rugged Zhigull couldn't penetrate every market,
especlaly In a country where there were many
markets without any roads at alll The solution was
an off-road vehicle that would not only be tough
enough o go anywhere but alse not so rough
that no ane would want fo use it. In 1970 he only
four-by-fours that met this description were the
Range Rover and the American Jeep Cherokes.
Even the Toyota Land Cruiser was stitl very much
in the mould of the Land Rover — a workman's ool
—while the: Eastern Blec’s own off-roader, the UAZ,
was produced almost exclusively for military use.

CARS OF THE SOVIET UNIEN

A civilian 4x4 was needed, one that would be as
easy and as cheap to drive as a compact carn.

Led by VAZ dssigners Vladimir Solovyev and
Valery Semushking, the project to develop what
became known as the Lada Niva got under way
at Togliatti in 1971. The car's origins can be traced
back to the IZH 14, a remarkable vehicle with &
short chassis, minimal overhangs, large wheels
and high clearance that was nevertheless more a
car than a jeep. It had phenomenal off-road ability
and a unigue transfer box that let the driver select
rear-, front- or four-wheel-drive. However, since the
l7hevsk plant’s role in the planned Soviet economy
was car, not jesp, preduction the IZH 14 remained
only a prototype. it was, however, carefully studied
by VAZ and clearly influsnced what was to become
the VAZ 2121 Niva.
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The first Niva prototypes, produced in 19771 and
1972, weare in the form of a fraditional jeep, canvas
covered and without doors. The engine was a VAZ
1300 unit that was guickly discounted as being too
weak for the tough job of powering a 4x4. Moreover
the prototypes' rustic character was dislked by
Soviet leaders, who wanted rural motorists © have
the same creature comforts as thosea living in cities.
The design team added & roof and doors, thersby
creating & mini SUV before its time.

It wasn't until 1973 that the results of this rethink
ook form. The new design, inspired by the first
Lada and more particularly by the VAZ 1101
Cheburastiku, was the work of the young designer
Valery Paviovitch, who worked at VAZ Info the 27st
century and later designed what was o become
the Chevrolet Niva. The body of the latest proposal
was made entirely out of steel, with two doors. The
engine was changed to the 1,570cc VAZ 2108
unit, and there was permanent Tour-wheel drive
with the added bonus of locking central and rear
differertials. These were ruly revolutionary ideas
for the time. Performance was modest on-road but
exceptional cross-country: nefther inclines of up to
58° fords 80cm desp nor & metre of snow could
stop this car! Over the next two years the profotype
was further developed, including tests conducted
with the help of UAZ engineers in Uzbekistan during
the summer of 1973. Porsche got involved in the
project 0o, developing a twin-rangs transfer box
that had originally been planned for a small cross-
couniry vehicle designed by the German fim that
never made it beyond the design stags.

VAZ presented the finished product for approval
in April 1977, now officially called the Niva, which
means ‘Fleld’, the name being chosen because it
was expected that the car would spend most of its
Iife in fields. It was the first Lada not to be a cloned
Fat, although the carburettorfed 76bhp engine
had its roots in the tallan-based range. The Niva
was an incredibly capable car off-road thanks to its
short wheelbase, short front and rear overhangs,
locking inter-axial differential, twin-range gearbox
and large 16in wheels. Top spesd on-road was
8imph and it could climb a 58° slope with ease.

The 1978 Paris Motor Show was the litle car's
frst Western Europsan outing. Compact, robust,
comfortable and economical, the Niva combined
Qualties then unknown In a 4x4, and is low price

macle it possible for & far greater number of drivers
than ever bafore 10 enjoy a 4x4 lfestyle. ltwas the SUV
of the masses, and soon accounted for 40 per cent
of the Eurapean 4x4 market. It mainiained its position
at the top of the SUV free for 15 years because there
was little real competition. Japan had Its Suzuki SJ
40, later assembled in Spain by Santana, and in the
Esstern Bloe tteelf ihere was the Aro Series 10, but
reither was & serious challenge. Baok home VAZ
couldr’t meet sales demand for the Niva because
praduction for the export market was prioritised.

The Lada Niva arrived in Britain in November 1878
and was an immediaie success, despite at first only
being available with lefthand drive. Priced at £4.088
it hacl only two competitors, the Subaru Leone 1600
AWD Estate at £3,990, which was much less capable
off-road, and the £3,048 Dahatsu F20 three-dlocr,

ACARFOREVERY CACHA 195@-1872
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A A pre-production VAZ
2121 Niva undergeing
tests. Note the round
indicator and sidelight
lenses, replaced on
production models by a
fiush-fitting one-piece

unit. {Author’s collection)
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AThe VAZ 2121 Niva

is the most successful
Lada, internationally at
jeast, With its permanent
four-wheel drive, dual-
range transfer box and
supple coil springs it
brought Range Rover
capability within the
reach of everyone.

{Avtoexport)

= One of the worid’'s few
truly classless cars - the
VAZ 2121 Niva.

(Author’s collection)
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which was a much cruder vehicle alfogether, offered
hothing like the creaiure comiorts of the Niva and, in
spite of its rugged appearance, wasn't as capable
as the Lada in the rough stufl. Moior magazine
summed the Niva up very succinctly in its first road
test by saying: 'It's hard to see how the Niva can fal
10 succeed inthe UK. It has a few shortcomings but
none of them is serious. And it's as capable in the
rough as any but the Land and Range Rover. It is
also reasonably civiised on the road.

A very interesting amphibian military version of
the Niva, the VAZ 2122, was developed in the late
1970s. Called the Reka{'River'}, it had astrengthened
bodyshell and a 80bhp 1,300cc engine derived
from the VAZ 2101 Zhiguli, providing a top speed
of 7imph on land and 5 knots on the waler.
Several configurations and revised prototypes were
developed unitil 1888. Though they passed various
miitary tests succsassfully, the Red Army — the main
potential buyer — was by this time having financial
difficuties, and with its main market effeciively
closed the Reka never entered praduction.

Meanwhile the Niva's off-road capabiliies had
helped it 1o become the first champion in the
amerging Rally Raid moverment, In 1884 this sport
tumed professional and became the Formula Cne of
44 motoring. The Niva's subsequent roll of honour
in such events included the Tunisia Rally, the Atlas
Rally, the Algeria Rally, the Rally of the Pharaohs and
the Baja Rally. Bven the legendary Jacky [ckx drove
a Niva in non Formula One events.

Specialised high-speed models  with no
relationshio to mass production Nivas othaer than
in thair shape wers also developed. In 19871 some
waere equipped with the 1800 Turbo engins of the
VAZ 2106 VE TS, The French importer Lada-Poch
went cne step further, preparing the powserful
Niva Proto for the grueling Paris—Dakar rally. Its
engine was a rear-mounted six-cylindsr Parsche
unit. Several privately sntered Nivas, almost all
equipped with the normal engine, also performed
with distinction In the Paris-Dakar event — even
without the benefit of high-tech tweaks, Lada
Nivas could take on the Sahara and come out
on twep.

Even without professional support, Ladas can
beat the rigours of desert motorsport. No Lada
has ever faled o complete the Plymouih—Banjul
Challenge, the antidote to the high cost high-
tach Paris—Dakar rally. In the Plymouth—Banjul
everit, which also Includes frekking across the
Sahara Desert, no car is allowed 10 cost more
than £100 and there Is no formal or official support
for the competitors at all! Thig event, because the
competitor cars are pretty much at the tal end of
their useful lifs, tests the intrinsic design qualities
and sirengths of any car. Getting from Plymouth
through Eurcpe and across the Sahara 1o the
Gambia in aging bangsrs with no back up from
well-sgquipped mechanics is perhaps the ulimats
test of man and machine — and one that Ladas
have never falled to pass! B

¥ One of the many

successiul Lada Nivas

prepared by the French

importer Lada-Poch

for competition work

in the most grueliing

of events, such as the

Paris—Dakar Rally.
(Avtoexport)
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A The LUAZ 967 was
prompted by the need
for a vehicle that could
recover injured soldiers
from the front line. As
¢an be sean from this
picture, it was admirably
suited to the task.

{Author’'s collection)

198

he Lada Niva wasn't the first smal Soviet 4x4
— that distinction belonged to the products of
the Ukrainian LuAZ factory in Lutsk, athough the
two vehicles could hardly have been more differert.
Whils the Niva was refined and user-friendly, the LUAZ
products took hasics back 10 a new level of utility.
The LUAZ 968A was an example of a rare
phenomenon, the transformation of amilitary product
into a civilan one. Its roots were in the front-ine LUAZ
967, production of which had started in 1981, and
it would have perhaps remained a purely military
vehicle if the USSR hadn't embarked on a policy of
agricultural expansion in remote areas, such as the
stcppes of Kazakhstan. The government realised
that to get around in these remole areas the nation
necded a simple, cheap, general purpose cross-
country vehicle for civilian use.

. CARS OF THE SOVIET LINION

Designers working at the Moskvich plant
applied some of the ideas they had developed
for the Moskvich 415 to the LUAZ concept. They
added a proper body to the LUAZ 967, with a more
conventional layout, but the result remained firmly
utlitarian, The chassis, engine (an 887cc 30bhp
four-cylinder air-cooled MeMZ 966 unit shared with
the later versions of the ZAZ 965 car) and all other
meachanical components remained unchanged.
A trial batch of 30 vehicles, called the ZAZ 969,
was made at the ZAZ plant in 1965, followed by
full produciion in 1966 as the ZAZ 969V. This
continued at the Zaporozhets plant until 1971,
when the Lutsk works took over.

The ZAZ 969V was the first Soviet vehicle with
fromt-whesel drive, which it had only because the Lvov
plant was at first only able to supply limited numbers
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of driveable rear axies, which were reserved for use
inthe miitary LuAZ 967 that remained n production
urtl 1967, Bven so, the two-wheel-drive ZAZ 96
had remarkable cross-country capabilty, mainly
because of its small waight of 1,340Kg and short
wheelbase of 1,800mm. The mechanical layout,
with the engine mounted well to the front ahead of
the front axle, and independent suspension all round
all confributed o the car's abiity 1o keen going inthe
rough. The gearbox had four apeeds. The examples
made in the first 18 months had a power take-off
1o drive stationary agricuttural eguipment. However,
uniike its military courterpart the civilian 969V could
reither flcat nor wade.

The Sovist Union's bapy off-roeder had a
relatively uneventful 1870s. In 1971 the LuAZ-built
LuAZ 089 with al-whes! drive replaced the ZAZ
9ROV, and offerad a low rangs option. Then in 1875
ihe LUAZ 969 was replaced by the LUAZ 9694,
powered by a new engine, The 1,197cC MeMZ
9694 producing A40bhp but still an air-cooled V4.
This model was buitt untl 1979, In 1877 a small
batch of al-metal vans with & 400kg payload, the
LuAZ 989F, was also made. The ZAZ o6V, LUAZ
069 and the LUAZ 969A all look alike.

In 1979 the lLutsk autormobile works began
production of the LuAZ OB9M — a modified variant
of the LUAZ 989A — for which development work
had started in 1074, This was named the Volin, after
the ragion surrounding Lutsk. Like its predecesscr
it was squipped with the 40bhp MeMZ SE9A
engine, but Tt had dual circLit brakes and a servo.
Outwardly the front styling was rounded off and
the windshield was restyled. The doors becams
lockable and had firm, remaovable Upper sections
with gliding windows, while the dashboard was
padded and gained a safety steering column.
Even before full production got under way the
LUAZ 9ROM received a high honour at an exhibition
neld in 1978 fo celebrate the achievements of the
USSR. |t gained international recognition as well,
making it into the Top Ten of Eurcpsan cars atan
International show in Turin, while in Czachoslovakia
it received a gold medal for being one of the best
cars for rural reglons. Exports to Westemn markets
were limited, however, although Ytaly (where the
Volin was sold alongside the UAZ 469B) took a
ghine fo . The ltalian importer Martorell also
offered a Ford enging in the LUAZ. B

“The first multi-user

LuAZ, as opposed

{o those aimed
unashamedly at
military users, the
965M offered ciude
hut effective off-road
maoforing for a very

low price. (Avipexport)

A somewhat

optimistic view of a

LuAZ being used in
winter. While the car
could certainly cope
with a2 Bussian winier,
quite how long the
driver would have
lasted with the roof
and windsereen down
is another matter.

fAvtoexport]
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VFINS AIND MINIBUSES FOR THE SOVIE

AThroughout the 1960s he BAF 977, launched in 1859, was given  ideasariginaly explored with the RAF 08. Called the

and well into the 1970s its first facelift in 1961 and renamed the BAF  RAF 978, it shared rmuch of its body with the RAF
the RAF 977 wasthe 077D, lts split windscreen was raplaced by a 977 but was shorter and featured dual headlamps.

E main Soviet luxury  Single curved unit, and a GAZ M21 Volga steering  Power came from the 48bhp 1,360cc engine of

|

|

minibus. Changes  Wwhas| and minor controls were introduced. The  the Moskvich 407, which also donated the front

were minimal butthe  iNstruments were those being developed for the  suspension set-up. However, the vehicle was not

E basic vehicle was  forthcoming Moskvich 408. Manufacture ineamest & success, its engine not having enough torgue 1o

) strong, spacicus, and  Started in 1962 on anewly installad production ne.  cope with the body weight. The engineering team

thanks to fis relatively  Mainstrear variations now offerad onthe RAF 977 tried altering the gearbox and rear axle ratios but

soft suspensionvery  theme included the BAF @771 ambulance and the  &ll to no avall. The shorter wheelbase and length

comfortable. Thisis  RAF O/ 7E, which, designed for tourist work with  improved manoeuvrability but at lhe expense of
21868 RAF 977 DM.  Intourist within the Soviet Urion, was equipped  ride comfort. The project was abandoned.

(voexport)  with special seats, roof lights and a sunroof. The naxt major change to the RAF 977 was

Another variation, first seen in 1968, was the RAF  in 1989, when it was superseded by the RAF

983, equippad for usc by local fire departments. 977DM. This update addressed criticisms  of

A smaller version of tho RAF 977 was developed  inadoquate ventiiation in the original model. The

at the beginning of the 1980s, picking up on the  main differences were a wider side passenger

1892
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MacNeil Exhibit 2107
Yita v. MacNeil IP, IPR2020-01139
Page 192



door and the appearance of two wider oponing
windows behind the door on the right-hand side
and three on the left side, instead of the previous
three and five respectively. The ambulance variant,
the RAF 9771M, no longer had fewer windows than
the minibus as had previously bsen the case. The
tourist model was now called the RAF 97 7EM.

The RAF 980 was a road train developed for
use at airports, fourist attractions and exhibitions.
The passenger units had the front and rear ends
made from the rear panel pressing used on the
RAF 977, while the tractor unit was a standard RAF
977 with the side panels cut away to allow easy
aocess 1o rows of hard plastic seats. A full RAR
980 road train could carry 44 passengers.

In 1962 the first one-ton van based on the RAF
977 was produced. Caled the RAF 977K, It was
essentially an RAF minibus without seats and
rear windows. However, the fimited production
capacity of the RAF plant in Riga — 3,000 units a
year, with vehicles built on trolleys rather than on a
fraditional conveyor belt type assembly line — did
not allow the plant to start full-scals production of
the van. Ingtead, the daesign was sent o a fork-lift
truck factory in Armenia, which started to build
its own van model based initially on kits supplied
from Latvia.

The history of the frst — and, to date, only
Armenian wvehicle factory — began on &1

December 1964, when the Soviet governmoent
gave a grean light for the production of light vans
1o bagin at the Yerevan fork-lift truck plant. During
1965 sixty-six people from the Yerevan factory
were sent for training at the Riga and Ulyanovsk
factories. At the same time, the first production
faciliies for the new vans wers installed and, to
mark e status as a fully-fledged Soviet vshicle
factary, in September 1965 the new plant was
officially named ErAZ. Its first van, the DAZ
762, was built on 1 May 1866, by which time
production  capacity was 2,600 vehicles per
year, though in its firet year actual preduction was
1,000. Local people referred to the ErAZ 762 as
the Yeraz, which is Armenian for ‘Dream’.

The EAZ 762 was replaced in 1969 Dy &
slightly modified version, the ErAZ 762A. By 1873
production was up to 6,500 pér year and by
1975, following the installation of ong of the first
overhead production lines In the Soviet Union,
capacity was up to 12,000.

In 1971 the BAZ design team worked on
developing a new generation of van, the BAZ 3730,
based on the principles of easy access Tirst seen
in the famous British Commer/Dodge Walk Thru. In
1976 a test bateh of ErAZ 3730 vans was bullt and
sant for testing and approval in Moscow, However,
a lack of development resources stopped e
new van going Into production. although in 1980

WThis prefile shot of
the RAF 977DM minibus
shows the simplicity of

the styling. (Avtoexport)
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ErAZ prepared ten refrigerated vans based on the
3730 to serve visitors attending the Moscow
Olympic Games,

An RAF-based vehicle, the LARZ 977, was also
produced at the Ukrainian LARZ (Lugansk Avio
Remontny! Zavod) works.

Retuming to the story of RAF, by ihe mid-1960s
it was clear to the company’s management that
their factory was out of date and needed new
investment. However, to convince Minavioprom of
the nesd for a new factory they needed to show that
they would use It to build a new, modern vehicle.
RAF designers therefore locked at a bus with a
metal frarne and plastic body panels, prototypes of
vehicles with this type of construction having been
bullt in the Soviet Union in the 1950s. However, this
method of construction was not ideal for the kind of
mass production that the plant had in mind, Thers
was also & debate within RAF over whether or not
the next RAF design should be normal contral, like,
for exampls, the Ford Transit, or forward control,
like the Commer PB or Renautt Estafette. In 1965,
therefors, the management made what was an
unusual declsfon for a Russian vehicle plant. They
assigned two separate groups, sach with four
designers, the task of independently developing a
proposal for the next generation RAF The teams
were forbidden to share their ideas and had just
two given parameters within which to work: the new

vehicle had o be able 1o seat 12 people (one more
than the RAF €77) and had to use the mechanical
components of the GAZ M271,

The two outcomes, unvelled at the end of the
1960s, were entirely different. Cne group cams up
with a normal control, fairly conventionally styied
minibus, the RAF 982-1, which looked a little like the
ariginal Ford Transit. It wasn't an entirely successful
design — the body seemed way too wide for the
track. Originally called ‘Cyclone’, it was renamed
‘Latvig, confusingly the name chosen for the other
proposal, the RAF 982-I. The RAF 982-Il forward-
control model was  extremely  forward-looking,
with a sharp, chiselled profie, though some RAF
engineers were concemed that the exrems
forward-control layout posed a risk to the driver
and front passenger in the event of a crash. Both
designs were taken to Moscow fo demenstrate
what the plant was capable of designing.

A committee in Moscow, which included
specialists from NAMI and members from the health
ministry (Decause RAF was a major ambulance
producer), chose the 982-1 Cyclone. The RAF team
were guite happy with the decision. The Cyclone
nct only had safety advantages but also loocked as
if it would be easier to get into production — but
the committee’s decision was not the one that
the director of RAF wanted to hear. He felt that he
would stand a much better chance of convincing

= The RAF 877 EM was
the more luxurious
version of the Latvia
minibus, offering a
sunroof and higher
quality interior trim. It
was often used for taking
tourists around the

Soviet Union. {Avtoexport)
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Minavtoprom fo fund a new factory If it was to be
used to build a radically new and modern design
e the RAF 982-I. A second dolegation set out
from Riga to Moscow 1o try and change the minds
of the committee —and it was successful, because
the final thumbs-up was given to the RAF 982-1I
On 25 July 1969 the foundation stone for a new
plant was laid in Jelgava, 50km from Riga, to build
the next RAF minibus, the RAF 2203, which was
based on the futuristic RAF 982-1l design.

The new Jelgava factory was opened in
February 1976. It had a modem production line, &
lot of high-tech equipment and had been designed
to build 17,000 minibuses a year, having been built
especially for the RAF 2203. The first hundrad left
the plant on the ava of the 25th congress of the
Soviet Communist Party in 1976, To show how
tough they wers, three brand new RAF 2203s
Immediately set off on a marathon 16,000km run
from the Baltic Coast right across the Soviet Union
to its easternmost ity Viadivostock. ’

Aso known as the Latvia, the 2203 was
powerad by the 2,445¢c engine used in the GAZ
24 Volga. This was posttioned between the front
seats, which were mounied over the front wheels.
The independent front suspension was also based
on Volga components, although the springs came
from the GAZ 13 Chaka. However, afthougn the
back axle was lifted straight from the Volga, on

he RAF vehicle the propshaft was a two-part unit
rather than a single component. Headlights and
some parts of the brake systern came from the
Moskvich 412. The wheels remained the 15in units
used on the GAZ M21 Volga, not the smaller ones
adopied for the GAZ 24,

Two basic versions of the RAF 2203 were
made. The RAF 2203 itself, with space for ten
passengers plus driver and front-geat passenger,
was built for official transport purpeses and had
a ZMZ 2,445cc engine with a compression ratio

ACHARFOR EVERYDACHA 186@-1878

AThe ambulance
derivative of the RAF 977.
{Avtoexport)

€ The RAF 2203
locked to be extremely
modern and futuristic,
although its mechanical
components were
borrowed from existing
vehicles such as the
GAZ 24 Volga. Sadly the
RAF 2203 proved to be
somewhat unreliable,
and not particularly
pleasant to drive in poor
weather conditions.

{Author's colfection)
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A Bright colours were

often used for the RAF

2203, which was for
many years the oniy

comfortable general-

purpose minibus

available in the Soviet

Union. I had one side-

ing door. (Author's

load

coiaction)

2The RAF 2203 had

a huge top-hung rear

tailgate to allow access

to the luggage area.

{(Author’s coffection)
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of 8.2:1, dovoloping 95bhp. The BAF 22032,
with space for two more passengers thanks to
longitudinally mounted rear seats, was designod
for work as a routs taxi or crew bus. The motor on
ihe RAF 22032 had a lower compression ratio,
8.7:1, designed to work on cheap 76-octane petrol,
and fts power was just 85bhp. An ambulance,
the RAF 22031, was also quickly added to the
range - indeed, ambulances made up a third of all
RAF 2203 production. There was also a minibus
version designed to run on LPG, the RAF 2203-
02. The RAF 22033 and RAF 22036 were special
versions built for use by the state militia and the
RAF 22035 was designed for use by the blood
donor and transfusion service. The RAF 22034
was equipped for use by fire depariments. The
RAF 2203 also formed the basis for experiments
with elactricaly powersed vehicles such as the
RAF 2207,

The styling was undoubtedly distinctive, with a
a ¢lean, uncluttered side profile. There were two
front doors and one hinged door on the right-hand
side. External door handles were taken from the
Moskvich 408, Up front sat the driver and one
passenger, with a half-height bulkhead between
them and the rest of the passengers. In the back
of the official bus there was a mix of benches and
indivicual seats to accommaodate ten passengers.
The front seats wers wider than those in the rear

but all were timmed In vinyl and complemented by
matching sidewall tims. The driver's seat reclinod
and could be adjusted for rake. Seats bells were
filled as standard. Behind the rear seats there was
g space Tor luggage accessible through a top-
hinged tailgate.

The RAF 2203 was usualy sold only 1o official
bodies — privaie individuals were not normally
alowed 1o own them, the only exception being
families with five or mare children. Small numbers
of luxury-trimmed sight-geat versions were made
and sold for the use of such large families.

By this time RAF was the Sovist Union's In-house
specialist coachbuilder. As well as its mainstream
RAF 2203 range (and associated derivatives) the
Riga plant was responsible for such interesting
vehicles as station wagon adaptations of the GAZ
limousine range for Use varicusly as ambulances
and hearses for the Soviet eliie. Some were
exported to Cuba and North Vietnam.

The RAF 2203 offered more space and comfort
than the RAF 977 and promised in theory at least a
much longer service life. It locked extremely smart,
with its shovel-nose front end projecting a thrusting
Image. However, the good looks hid a number
of critical deficiencies in the vehicle's design
and construction. tts al-mstal body was heavy
and generally robust but rust soon weakened 1t,
especially the chassis rails. Problems in the quality

ACARFOR EVERYDACHA 185@-19719

€ Very little publicity
was given to the ErAZ
vans - indeed, they were
not that well known at all
outside the Soviet Union.
This is a 1871 EYAZ T62A.
The family relationship
with the RAF 977 is
clearly evident. (Author's

collection)
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of construction and assembly were hard to resolve

because most of the vehicle's componerts had

to be shipped in from alt over the Soviet Union.

Oil leaks were a common fault and axle bearing

fallures were commeon.

On the road, the RAF 2203 was notorious
for heavy oll and fuel consumption, overheating
in hot weather, and severe vibration. A ot of the
problerns were related to the focation of its heavy
engine above the front axle, directly between
the driver and passenger seats. This caused
constant breakdowns, including the failure of the
front suspension, and made the RAF extremely
difficult to control on slippery roads, a problem
exacerbated by the all-round drum brakes, Road-
holding in general was pcor, athough it could
be driven reasoneably guickly on dry roads. Cn
wet and icy roads, however, the situation was
complstely reversed.

‘This ErAZ 762 van was seen in 2004, :,One of the great missed The front suspension had springs and shock
a little the worse for wear. The 762 ‘ opportunities of the Soviet absorbers considerably stronger than those on the
didn’t change much in appearance motor industry was the ErAZ Volga from which it had been derived. Howeaver, the

from the day it was introduced in 3730 series, a well-designed suspension still didn'tlast for long and the lubrication

1966 until production ground to halt and sensible box van ideally point of the kingpin was located in the middle, not
in the mid-1990s. It was riever really suited to urban delivery work. the top, of the compeonent, meaning it often ran dry
promoted as ah export model and This is one of the exfrémely and wore out. Some owners consequertly tapped
within the Soviet Union was, like all rare early pilot production in another ubrication point &t the top of the pin. The
conimercial vehicles, only ever made madels, the first of which front springs collapsed as well over time, giving the
availabie 1o official organisations. were made in the early 1970s. RAF fts characteristic inclination towards the front
(At oliection) or a slight lean to one side or the other, The rear

suspension, however, was more durable, being a

live axle on longitudinal semi-elliptical gprings, with

hydraulic shock absorbers.

Added to the wel-known deficiencies of
any forward-control layout with regard io crash
protection and driving position, the RAF somehow
managed to add inconvenient entry to the cab,
complicated steering and gsarbox linkages, high
noise levels and high concentrations of exhaust
and other fumes in the cabin. The cabin heating
and ventilation system was pretty poor as well,
comoining freezing cold air on the feet of the front-
seat occupants with a heater that boiled away the
upper portions of 1heir bodies!

The general purpose RARs came with a choice
of bright colours: red, orange, light green, bluc
and gold. Medical vehicles were white with a red
strip and traffic control vehicles were yellow with a
blue strip down the sides. B
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THE LIKRAINIAN CONNECTION

Dun‘ng the 1860s the ZAZ 965 had such an
impact on Soviet soclety that to this day It ig
still held in high regard across the Cornmonwealih
of Independent States, the loose federation of
countries that emerged following the brezk of the
Soviet Union in 1981, It was fondly nicknamed
The Hunchback' alongside its other popular title
of ‘Dnieper Cossack’. It even had a drive-on role
in the 1995 James Bond fim ‘Goldeneye’ as the
company car of a Moscow based ClA agent! But
the ZAZ 965 wasn't perfect — the front suspengion
forsion bars lost their iension, especlally on earlier
exarmples, and the enging was prone to overheating
inhotweather. Other problems included high noise
lavels and a small boot. The rear-hung doors were
not liked either. Yet in spife of these faults the [ittle
car was ldeal for use in rural areas, especially in

regions with poor roads, Its off-road ability was
enhanced by lis smooth underside, indepencent
suspension on al wheels and the fact that 60 per
cent of its weight was over the driven wheels, Inthe
rare cases when a 7AZ 965 was unable to escape
from mud under its own steam, a few strong men
could simply Iifi it fres, as it weighed only 668kg.
Urban drivers alse grew to love the Dnieper
Cossack for its manosuvrability and fuel efficiency.
The engine with separate cylinder liners was
comparatively light and simple to repair, it could be
removed easily and ke fixed either by any home
mechanic ar guickly and efiiciently at a garage.
During the first two years of production testing
continued o find ways to Improve the car. Ten
owned by the plant clocked up almost a milion
kilometres (625,000 miles) under all possible road

ACAR FOREVERY DACHA 19EE-19713

AThe rear of a 1968

ZAZ 966 clearly shows
the vents in the engine
cover that, along with
the large scoops on the
rear flanks, were needed
to keep the engine cool.
{Avicexport)
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#To loak at, the ZAZ

966 was a completely
different vehicle from its
predecessor, the ZAZ 965.
it had a crisp style with
plenty of giass and, like
the NSU Prinz and Hillman
[mp, had clearly been
inspired to some degree
by the American Ghevrolet
Gorvair, also rear-engined
and air-cooled. Noie the
large air scoops on the rear
wings. This 1968 example
is an export model with
chrome front grille trim.

{Avioexport)

and climate condiions across the Soviet Union.
The accurmulated experience led o a thoroughly
revised model being unveiled in October 1862, This
was the ZAZ 985A, which had a larger and more
powerful engine, the 887cc 27bhp MeMiZ 968, It is
interesting to note that becauss the cylinder banks
in the MeMZ 966 were at a 90° angle to each other
no balancing shafi was needed to make the engine
run smoothly.

The 985A could be distinguished by its steering
wheel with a ceriral badge, parking lights instaled in
the wings rather than on the top of them, a changed
fradermark {a rectangle instead of an asterisk) and a
decorative grille on the front panel. On some export
cars there was a full-length bright side moulding. The
original cars had four round hales on the rear wings
to draw in air o codl the engine, fondly referred

CHARS OF THE SOVIET UNION

to as the car's ears. They looked a little lke the
famous partholes that appeared on the front wings
of Buicks o denote & V8 under the bonnet... For
the 9654, they were replaced by a body coloured
grifie. Inside there were new seats and an instument
panel with an oil temperature gauge. The electrical
souipment was also improved and the rear bonnet
and front panel were restyled. In 1966, a mildly
revamped engine, the MeMZ 966A nudged power
up to 30bhp, the front pansl was restyled, replacing
a recessed mouth with a more bulbous pressing.
Side repeater flashes wers added to the front wings.
In spite of these continual improverments, the price
only went up from 1,800 roubles In 1981 to 2,200
roubles in 1989, Iks low price had been insisted
upon personally by Soviet leader Nikita Knrushchey,
and the instruction survived his departure from the
highest cffice in 1864.

The range avolved during the decade to include
some special cars designed for disabled drivers,
harking back % the late '50s when GAZ had
developed a small car for disabled drivers but had
peen forced to can the project in favour of the ZAZ,
The ZAZ S65AB was designed for drivers without
the use of one or both feet while the ZAZ 985AR
was for people without the use of one arm and
one leg. Ancther spacial model was designed for
the Soviet Post office. The ZAZ 985S had right-
hand drive, blanked off rear windows and a baox for
letters instead of a rear seat.

The replacement for the ZAZ 966, called the
ZAZ 968, was launched in 1967, production
having started in November the previous year.
This resembled the NSU Prinz 4, launched at the
1961 Frankfurt Motor Show and itself inspired by
the American Chewrolet Corvair, However, the
986 was an entirely in-nouss design, developed
by the ZAZ team without any outside help —even
from MZMA — at all. It was crisp, with thin window
pilars and a vory stylish, sharply styled beft line.
Prominent 'cars’ on the rear wings were there,
though, 1o cool the V4 engine, which was initially
the 887cc MeMZ 966A producing 30bhp. The
now car had some nleresting features including
a separate petrol-driven heating system that could
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run independently of the engine. A radio was
also standard equipment. The new car had really
grown up in comparison with the 965, Increased
overall dimensions, a larger boot, a more spacious
interior — the ZAZ 966 had moved up a class and
was consequently alsc more expensive than its
precieGessor.

Technically, serious changes from the ZAZ 9654
were not too numerous; the gearbox, brakes, front
suspension and the MeMZ 966A engine were all
inherited from the previous car, meaning it retained
the rear engine, rearwheel-drive layout of its
predecessor. This was an approach that Renautt
had adopted when it replaced the Dauphine with
the Renault 8 in 1983. Volkswagen, 100, had used
their Beetle rear engine format for their Type 1800
of 1961. Front-wheel drive at this time was still an
uncommon layout, with only Citro&n and BMC,
among the larger firms, pushing it forward. Simca
and Britain's Rootes Group had also expressed
their faith in rear engines with, respectively, the
Simca 1000 of 1962 and the Hilman Imp of 1963,

From November 1966 through to May 1968
the ZAZ 965A was made alongside s sUCCessor,
the ZAZ 966. Though sirong customer demand
suggested that the two cars could be happily run
side-by-side, it was eventualy decided 1o end
production of the clder model. In sight and a half
years 322,116 ZAZ 965 cars were bult and it now
has 2 massive following, with eninuslasts’ clubs

across Russia and the Ukraine.

The Ukrainian industry was by this time beginning
to really grow. In 1965 work was finished on a new
power unit, the 1,187ce MeMZ 968, which produced
40bhp but was stil a V4 aircocled unit — it won a
top diploma at the Exhibition of Achievernenis of the
National Fconomy of the USSR, In 1966 work began
on adagting the new sngine for use in the LUAZ off-
roader, this modification becorning the MehMZ 969V
(MeMZ 969B).

Construction of & new buiding &t the Melitopol
works for the production of MEMZ 968 engines
had only started in 1967, but in 1968 ZAZ launched
the 966B. This used the larger MeMZ engine, and
although It was a heavier car, at 78Ckg, it offered a
highermaximum spesd of 75mph. Afterthe beginning
of production of the ZAZ 986B, the smaller MeMZ
965-engined 30bhp model gained the designation
7AZ 966-1. This was buit in comparatively smal
numbers and is today extremely rare.

Exports to Eastern Bloc couniries were popular
alinough the ZAZ — or Zapo as it was sometimes
nicknamed — gained a reputation for somewhat hit-
and-miss bulld guality. Bven so, thers ars plenty of
examples stll unning in Bulgaria today, Sales 1o
Westarn Europe, including France and Scandinavia,
wers more limited, and took place under the name
“afta. In some markets a 956cc Renault engine
replaced the Russian unit, the cars being scld as
fhe Yalta 10Q0.

In 1072 the ZAZ 9668 underwent some mid
restyling and was renamed the ZAZ 868, It could be

€ The ZAZ production
line in 1969, with the last
of the ZAZ 965 series
being built alongside the
new ZAZ 968. (Avtoexpori)
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