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av RACER BROWN 

G
olden Hall'k .. is the name applied 

to the Studebaker-Packard Corpora­
tion ·s 1956 high-po,Yered ·'sports 

type" passenger car. The name and the 
components that make up performance 
factors \\·ere obviously chosen iri an at­
tempt Lo clip the tail feathers off a 
few other high-flying but ground-bound 
"birds.'' 

The entire "Hawk'' line. which in­
cludes four engine options. can best be 
described as controversial when speak­
ing of appearance. Either you like ·em 
or you don't. Judging from the number of 
strangers who asked questions. looked. 
stooped, squinted. gave advice. etc .. the 
vast majority voiced approval of the 
styling. But even if the lines do nothing 
for you. there are a few practical ad­
vantages of the long. low design. 

Our test car had the same basic 352 
cubic inch ( 4 inch bore. 31~ inch stroke) 
overhead valve VS engine that powered 
last year's Packards. It was also equipped 
with power steering. deluxe heater-de­
froster, signal-seeking radio. power-op­
erated windows and seats .. and Packard's 
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Ultrama tic torque converter type auto­
matic transmission. The engine is rated 
at 2i5 brake horsepower at 4600 rpm 
and 380 pounds-feel of torque at 2800 
rpm. Wheelbase is r 201~ inches and over­
all length is 203 1~\ti inches with 341/~ 

inches of overhang at the front. Inside. 
five people could be seated with three in 
front and two in back. but because of the 
low seat and rather large hump over the 
transmission. two in front could be ac­
commodated more comfortably for long 
distances. 

The idea of a relatively small car with 
ample passenger space. po\\·ered by a 
large displacement. high-output engine is 
a good one. Hence. the "Golden Hawk" 
should be able to out-perform other cars 
with equal passenger space. \Yith the low 
center-of-gravity and with fairly large 
brakes. overall roadability hould be 
good. But what happens to the handling 
characteristics when an engine-transmis­
sion combination that tips the scales at 
well over 900 pounds. is installed in a 
relatively light chassis? In the opinion of 
a necessarily nameless but honest Stude-

baker engineer. the handling of the 
·'Golden Hawk" took a turn for the 
worse as compared to others in the 
"Hawk" line. That same opinion was ex­
pressed by others who also felt that the 
extra weight of the Packard engine and 
transmission. being primarily 0Yer the 
front wheels. would result in a grossly 
exaggerated and unfavorable front-to­
rear weight distribution. which would 
make drh·ing the car a delicate and risky 
job under any condition other than in a 
straight line. Read on and see how our 
findings dispel these rather premature 
opinions. 

In the first place. the "Golden Hawk" 
is no heap of feathers. Our test car. 
which was a production model, weighed 
3740 pounds ll'ith a full tank of fuel but 
without driver or passengers. Of this. 
2200 pounds or 59 per cent of the !1Jtal 
\\·eight was on the front wheels and , 540 
pounds or 41 per cent was on the rear 
wheels. These figures are entirely com­
patible ll'ith present-day passenger car 
practice and should serYe to dispel the 
doubts oi anyone ll'ho belie,·es that the 
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"Golden Hawk" is any more "nose 
heavy" than other makes. 

Our test car had 2030 miles on the 
odometer when we received it. so we 
drove it around a few days. for an addi­
tional 500 miles to help with the "loosen­
ing up' ' campaign. Then we took it to 
Paxton Products Division of McCulloch 
::vlotors Corporation in Inglewood. for a 
blast on their 300 horsepower Clayton 
chassis dynamometer. Maximum road 
horsepower was 132 at 3300 rpm, equiv­
alent to 84 mph in high gear. This may 
seem quite low for the 35 2 cubic incher, 
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but remember that advertised values are 
established by a bare engine at the fly­
wheel. which is a far cry from an engine 
burdened with a fan . air cleaner. charg­
ing generator. power steering pump. muf­
flers and tailpipes and with the power 
routed through a fluid coupling and 
torque converter. Frankly, we expected a 
bit more from the engine but upon in­
vestigation. we found that the fuel/air 
mixture ratio 1Yas too Jean for the extrac­
tion of maximum power. Had we cor­
rected the mixture and thrown in a 
fresh set of spark plugs. maximum road 
horsepower would have been closer to 
150. Power output at !011·er speeds left 
little doubt that all those cubic inches 
were working in the best interests of 
good acceleration. This confirmed our 
earlier impressions that , from a standing 
start. the " Golden Hawk" would be hard 
to beat. even with the Ultramatic. 

We were able to further explore the 
car's acceleration qualities by attending 
the new Long Beach drag strip. After 
several runs through the level standing 
quarter-mile course, the average speed 
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at the end of the quarter was 79.8 mph 
and the average elapsed time was 17.5 
seconds. Fortunately, a fellow with an 
overdrive-equipped "Golden Hawk" was 
present and we were able to compare his 
times against ours. By locking out the 
overdrive and using all three forward 
speeds, he was consistently able to turn 
better than 83 mph. about one mph short 
bf the strip's class record. His average 
elapsed time was correspondingly better 
than ours, being 16.8 seconds. As it hap­
pened. it was our friend 's first try with 
his new "Hawk" and he, too, was 

plagued with a lean mixture condition 
that caused the engine to "flatten out" 
in the higher speed ranges. If it hadn't 
been for this, the strip record for the 
class may well have been broken. 

In order for us to obtain the best ac­
celeration times from our "Golden 
Hawk." it was first necessary for us to 
do a bit of experimenting with the Ultra­
matic. This unit is slightly different in 
operation from other torque converters ; 
in the "Golden Hawk," the transmission 
is manually controlled by a conventional 

( Continued on next page) 

FAR LEFT. Test crew pauses above cloud 
level on way to Mt. Wilson summit. 

CENTER. "At speed" on the curvaceous 
roads, "Golden Hawk" proved quite agile.· 

BELOW. Most everyone approved of the 
"Hawk" styling, even to fiberglass rear fins . 
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steering column selector and indicator 
quadrant. while in the new P:ickards. the 
same torque converter is operated by 
means of an electrically controlled push­
button panel, a la jukebox. By mo\·ing 
the selector to "lo" when starting. the 
transmission will remain in lmY until the 
selector is moved to either "low dri\·e" 
or "high drive." at which time a shift to 
the· second peed is made follm1·ed by an­
other shift into high "lockup... "-hen 
starting with the selector in "low drive ... 
the transmission first shifts into lo1Y. then 
makes the abo\·e shifts into intermediate 
and high "lockup ... In this position. the 
transmission is a three-speed affair with all 
shifts made automatically. In the "high 
drive" position. starts are made in inter­
mediate followed by a single automatic 
shift into high '·lockup ... 

It should be explained that the inter­
mediate or second speed. is not an inter­
mediate "gear" as such. Instead. it is the 
torque converter reduction in high. but 
before the ·'lockup" occurs. \\'hen the 
transmission shifts into the third speed 
in "lo1Y driYe .. or the second speed in 
"high drive .. , it mechanically '·Jocks out" 
the torque converter. Consequently, the 
term high "lockup" means that the trans­
mission is in direct drive with no reduc­
tions. If a full-throttle start is made in 
' 'low drive," a detent holds the transmis­
sion in low until the throttle and the de­
tent is released. permitting normal up­
shifts to be made. A full-throttle start in 
·'high drive" starts the car in intermediate. 
the detent and the shift to 1011· being in­
operative in this position. A dom1shift 
into low may be accomplished manually 
by moving the selector to the "lo .. po­
sition at any speed below about 45 mph 
for the purpose of "compression brak­
ing ... In high. the "lockup" is released at 
about 20 mph while decelerating. which 
provides a gooc! degree of "compression 
braking" in either of the '·drive .. posi­
tions. For passing purposes. the transmis­
sion will downshift into low 1Yhen the 
throttle is floored at speeds of about 45 
mph or less if the selector is in --10\Y 
drive." In "high drive.'· the ·' lockup .. is 
released. putting the torque converter 
into action when the throttle is floored 
below about 45 mph. 

Thus. the Ultramatic is quite a versa­
tile. if complicated, piece of machinery. 

18 

Ei•cn on the most 
vicious turns, tlte 
Studie stayed 
stuck. The most 
noticeable trait 
was tlte /pan 
on left tums . .• 

For best performance in town or on the 
high\Yay. '·low drive" should satisfy most 
requirements. For '·economy-run" dri\·ers. 
'•high drive" yields the most in miles-per­
gallon 11·hile deliYering adequate low 
speed performance. The one disad\·antage 
found in the Cltramatic is that there is 
no way lo hold the transmission in the 
intermediate speed. This feature is de­
sirable for fairly fast mountain driving. 
for example. permitting a certain amount 
of "compression braking .. when entering 
a turn and a good ratio with which to ac­
celerate out of a turn. 

The ratios of the L'ltrama tic are as fol­
!01Ys: Lo11·- torque converter plus t .82 

gear reduction. the same as low in '·low 
drive"; intermediate - torque converter 
reduction only: high .. lockup "-direct 
drive; reverse - torque converter plus 
r .63 gear reduction. Maximum torque 
converter reduction ratio al stall speed is 
2.9 at 1650 rpm. Rear axle gear ratio in 
Cltramatic equipped ·'Golden Hawks .. is 
3.07. Incidentally. automatic transmis­
sions. under one name or another. have 
accounted for 90 per cent of Studebaker·s 
passenger car production so far this year. 
That is. until a recent \\,'est Coast run on 
overdri\·e equipped "Ha11·ks" wiped out 
the factory's supply of o\·erdri\·e gear­
boxes. which brings up another point. 

The policy-makers at Studebaker-Pack­
ard can take justifiable pride in the fact 
that they have more than one transmis­
sion type to offer prospecti,·e customers. 
In a car built primarily as a performance 
package ,1·ith passenger space. the "Gold­
en Ha11·k .. needs something besides an au­
tomatic transmission to bring out its best 
qualities. Consequently. the rugged Pack­
ard three-speed transmission and over­
dri\·e is standard equipment on "Golden 
Ha1Yks .. 11·ith the Ultramatic as the only 
transmission option. The gearbox ratios 
are 2 -49 in lo\1·. r.59 in second. direct in 
high and the O\'erdri\·e pro\·ides a . 7 22 

step-up. The standard rear axle gear ra­
tio with the o\·erdrive is 3.92 , which re­
sults in a final drive ratio of 2.83. In con­
junction ,Yith the o\·erdri\'e is an r r-inch 
diameter Long semi-centrifugal pedal op­
erated clutch. With either form of trans­
mission. the remainder of the drive train 
consists of an open (Hotchkiss) two-piece 
driveshaft with a universal joint at each 
end and one to join the two sections and 

a semi-floating type rear axle assembly 
using hypoid final drive gears. This ge,ir­
box and the more favorable rear a'<le 
gear ratio ,ms what spelled the difference 
between the speeds turned by our friend's 
''Golden Hawk" and our test car at the 
drag strip. So for once in automotive his­
tory. it's possible to have your cake and 
cat it too; maximum accelerative per­
formance with the overdrive locked out, 
and what should be quite good fuel econ­
omy with the o,·erdrive in operation. Also. 
it isn ·t likely that premature wear will 
occur in the engine by using the over­
dri\·e. because how can you "lug" a 35 2 

cubic inch engine in a 3 iOO pound car? 
But back to the rest of our acceleration 

times. By flooring the throttle and hold­
ing the brakes with the selector in either 
"low drive .. or "lo" positions. we found 
that the zero to 60 mph runs could be 
made all the way in loll' without a shift. 
At a Lrue 60 mph in lo1Y. the tachometer 
registered 4800 rpm. child's play for this 
engine. Our average zero to 60 mph time 
\\'JS to seconds flat . For our zero to So 
mph runs. we started in "low drive" the 
same as before. released the throttle at 
bet,1·een 4800 and 5000 rpm so the shift 
to intermediate could be made, then 
buried our foot in the throttle again until 
a true So mph ll'as reached. The average 
zero to So mph time was 17 .7 seconds. 
After these runs. it was evident that the 
spark plugs had had enough of the lean 
fuel air mixture condition mentioned 
earlier. If this had been corrected, I be­
lie\·e that about five or six per cent 
would have been lopped off the times. 
Twice during preliminary runs. we forgot 
to release the throttle in low to permit the 
shift to intermediate with the result that 
the tachometer kept climbing to 5600 rpm. 
at which time the hydraulic valve Ii fters 
loudly announced their retirement by 
"pumping up.·· At about 5 200 rpm. there 
\Yere cla tterings from the valve depart­
ment but this was apparently a valve 
spring "surge" because no "float" or 
··pump up·· occurred until 5600 rpm was 
reached. 

\Ve drove the car over our usual course 
and in so doing. it became evident that 
the --Golden Hawk" possesses good (but 
not race car) handling qualities. The Sag­
inaw recirculating ball type integral power 
steering was precise and any miscalcula­
tions in aim ll'ere very easily corrected. 
making directional control of the car quite 
simple at all times. This steering required 
more driver effort to turn the wheel than 
with other types and because of this and 
the 20 to r overall steering ratio, a very 
definite "feel-of-the-road" was rnam­
tained. The car was driven for a short 
distance with the pO\\·er steering pump 
drive belt loosened. which permitted me-
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chanical steering actuation and it was 
found that as long as the car was moving 
the steering wasn't excessively "heavy," 
but parking under this condition was a 
chore that required brute force. However, 
the standard Ross cam and twin lever me­
chanical steering gear has an overall ratio 
of 24 to 1, which is more favorable for 
non-power steering, but some of the re­
sponse and precision of control is lost. It 
was our experience that the optional pow­
er steering with its "quicker" ratio is 
practically a "must" for the "Golden 
Hawk." The only fault we found was one 
that is common to most power steering 
units; a conscious effort was required to 
return the steering wheel to a neutral 
position after going through a turn. In 
all probability, this minor trait would 
vanish if the factory specified one to 2½ 
degrees of negative caster was changed to 
one to 1 ½ degrees positive caster. Prospec­
tive buyers had better make up their 
minds beforehand whether or not power 
steering is necessary, because it's a major 
( and expensive) operation to install it at 
a later date. 

The tenacity with which our "Golden 
Hawk" stayed stuck to the road through 
the most violent road race maneuvers was 
considered exceptional. Only in the fastest 
turns did the rear end show any signs of 
"breaking loose," this being a simple mat­
ter to correct. Although the front end 
had a "heavy" feel to it in turns. it 
showed no tendencies to "wash out" into 
a slide. As long as the road surface was 
good, there were no ill effects. but sharp 
fast turns over rough roads produced a 
certain amount of "wallowing" in the 
front end. There was also a considerable 
amount of "body lean" in turns in spite 
of the relatively low center-of-gravity. 
This action was generated in the front end 

Front suspension is conventional inde­
pendent system, using unequal length 
wishbones, coil springs with shock in center, 
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••• and right 
turns, but this 

caused no difficulty 
in maintaining 
the directional 

stability 
of the car, 

and speaks for the need of a stiffer anti­
roll stabilizer. Usually, when there is a 
large degree of "lean," the front end isn't 
too responsive to steering corrections be­
cause the suspension geometry is pretty 
well loused up in this attitude. But with 
our "Golden Hawk," the "lean" had no 
effect on directional stability or steering 
responsiveness. On the straights, the 
Studie was a completely stable automo­
bile, even at speeds well past the idiotic 
point. 

The car is suspended in front by the 
conventional independent method of un­
equal length wishbones and coil springs 
with the direct-acting tubular Monroe or 
Delco shock absorbers located in the 
center of the springs. At the rear. a pair 
of fore-and-aft semi-elliptic leaf springs 
are used and are rigidly mounted at their 
front ends with compression shackles at 
the back. Direct-acting Monroe or Delco 
tubular shocks are mounted at an angle 
of about 30 degrees from the vertical. 
The front spring rate is 296 pounds per 
inch while the rear spring rate is 90 
pounds per inch. This is definitely on 
the "soft" side for the weight of the 
car and would have accounted for very 
good riding qualities if the travel of both 
front and rear springs had been increased 
to prevent "bottoming'' over moderate 
dips and bumps. The shock absorbers 
provided very good bump and dip con-

Worm's view of lower wishbones, stabilizer 
bar, front crossmember to which is 
mounted pivoting arm of center steering. 

trol and the addition of stiffer shocks 
would be of questionable value. 

As with other cars with a similar rear 
suspension layout, torque imparted to the 
rear axle ca uses the axle to rotate about 
its center in the opposite direction of 
wheel rotation, twisting the springs into 
most unbecoming shapes. The result is 
that the rear axle oscillates and the wheels 
jump madly up and down, traction goes 
down the chute and universal joints, 
transmissions and rear ends are shattered. 
This was never a problem with our Ultra­
matic "Hawk" but with an overdrive, it 
assumes major proportions during fast 
starts. As a consequence, a pair of torque­
absorbing radius arms, like, for example, 
"Traction Masters" is a virtual necessity 
to prevent this destructive occurrence. 
Those desiring or requiring better road­
ability can haggle with their Studebaker 
dealers over the availability of a "kit" 
consisting of stiffer front and rear springs 
and a stiffer anti-roll front stabilizer. Now 
that Studebaker and Packard have fully 
merged, it's an even-money bet that with­
in two or three years, the equivalent of 
the present "Hawk" line will feature a 
torsion bar suspension layout similar to 
that of the '55-'56 Packards. We're all for 
this. 

Our test procedure at times calls for 
treatment that is abusive. which rapidly 

( Continued on next page) 

Rear suspension is by parallel semi-elliptic 
springs, angularly mounted shocks. Open 
driveline and ltypoid drive gears are used. 
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HRM ROD TEST 

Engine RPM 
2000 
2500 
3000 
3300 
3500 
4000 

Road 
MPH* Horsepower 

52 90 
65 112 
77 129 
84 132 
89 129 

101 112 
*In high gear "lockup." 
All dyno runs made in "low drive." 

ACCELERATION 
Average Oto 60 mph .............. .. 10.0 secs. 
Average 0 to 80 mph ................ 17. 7 secs . 
Standing quarter-mile ........ ..... 17.5 sen. 

FUEL AND OIL CONSUMPTION 
City dri v ing ................................ 12.5 m pg 
Hig hway dri v ing ........................ 16.5 mpg 
Mo unta in d riving ...................... 13.3 mpg 
Average l 000 mile test ............ 13. l mpg 
Oil consumptio n .................................... nil 

STATISTICS 
Weight ........ .. ...................... . 37 40 lbs. 
Weight distribution: 59% (2200 lbs.) front 

41 % (1540 lbs.) rear 
Braking area ..................... 195.25 sq. in. 
Braking effectiveness, frant .............. 62% 

rear ...... .. ...... 38% 
Ratio of car weight to brake lining area: 

19 .2 lbs. per sq. in. 
Transmission type ...... Packard Ultramatic 
Rear axle gear ratio ............. ............ 3.07 

brir,gs out and sometimes magnifies in­
herent faults of a car. In normal opera­
tion, a car is seldom, if ever, called upon 
to display its rigidity and resistance to 
stresses and strains imposed by deliberate­
ly abusive driving methods. As a case in 
point. we retired with our "Golden Hawk" 
to a fa\'ored stretch of dirt road that con­
tains undulating dips, bumps and choppy 
"washboard" sections that are diagonal 
to the road. Here we found that the Studie 
was structurally quite sound; there were 
no major creaks or groans of protesting 
frame and body components nor was there 
any feel of ''racking." Also, the direc­
tional stability of the car was not dimin­
ished under these conditions, denoting a 
good degree of frame rigidity. 
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Bendix duo-servo brakes, having a front 
diameter of 11 inches and a rear diame­
ter of ro inches, are standard on the 
"Hawk" line. The "Golden Hawks" and 
·'Sky Hawks·• have Budd composite 
drums that contain a steel center section 
and a cast iron drum with radial fins. The 
fins double the area in contact with the 
surrounding air. as compared to a conven­
tional drum, thus reducing the tendency 
to "fade'' by a sizeable margin under pro­
longed and severe brake applications. In 
normal and moderately severe use, the 
brakes of our test car were indeed ex­
cellent. Only under the most extremely 
severe conditions did any degree of "fade·' 
occur, which was accompanied by rather 
erratic and unpredictable "pulling" to left 

PERFORMANCE CHART 
I I I 
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or right. The brake lining area _of the 
"Golden Hawk·' is 19514 square inches 
and represents a farnrable 19.2 pounds of 
car weight per square inch of lining area, 
a figure almost without equal in present­
day American passenger cars. 

Driving the '"Golden Hawk" required 
some "getting used to .. for it is somewhat 
different from other cars of more conven­
tional design and styling. First. the seats 
are quite low and one's legs are more 
nearly horizontal than in a '"chair height" 
seat. Frankly. I find that this position is 
much more compatible with long distance 
driving. The steering wheel position is al­
so low, being almost in one's lap, but it is 
placed about three inches too far to the 
right to be completely comfortable. This 

HOT ROD MAGAZINE 



was a bit disconcerting at first because, 
habit prevailing, everyone who drove the 
car tried to "center" themselves with the 
wheel only to find they were too far away 
from the left hand armrest and window 
sill for any support. Later, everyone 
shifted their position closer to the left 
door and let the wheel position fall where 
it may. Another point of conflict was the 
location of the brake pedal. being below 
and slightly to the right of the steering 
column. This required "cocking" the right 
leg slightly to reach the pedal to prevent 
interference between the upper leg and 
steering wheel and was not compatible 
with the exertion of full pedal pressures. 
Obviously. left-foot braking was much 
easier. but what to do when there is a 
clutch pedal to contend with, Aside from 
these two faults , everything else in the 
cockpit is good or better. For example. for­
ward visibility is really excellent because 
the driver is quite close to the windshield 
and there are no vertical posts or wrap­
around windshields to block or distort 
vision. The front fenders were always in 
view. The rear fenders , to which fiberglass 
"fins" have been attached were visible by 
either a glance rearward or into the rear­
view mirror. 

The instrument panel is a hot rodder's 
delight. All the instruments have white 
markings on black backgrounds and are 
mounted in a simulated engine-turned 
panel that extends the full width of the 
dash. The instruments consist of a coolant 
temperature indicator with degree mark­
ings ( instead of the usual "cold," "nor­
mal," "hot" indications ), genuine amme­
ter and oil pressure gauges ( instead of a 
batch of blinking and almost meaningless 
lights) , a fuel level indicator. an electric 
zero to 6000 rpm tachometer ( that ap-

proaches its limit of usefulness with the 
Packard engine) , a zero to 160 mph com­
bination speedometer-odometer (in the 
best of stock trim, about 3'0 mph of this 
would go unused ) and, of all things, a 
very handy vacuum gauge for those who 
drive and tune their engines by the indi­
cations of this instrument. (Prospective 
buyers shouldn't be discouraged by the 
relatively low vacuum indications at idle 
speeds; it 's the camshaft that causes this.) 
But seriously. it's an imposing, compact 
and functional group of instruments, in­
stantly legible by day or by night. The 
accessory switches are located on the low­
er edge of the dash panel on the driver's 
side and are three-position toggles with 
identifying markings. The hand brake "T" 
handle is sensibly located on the right side 
of the steering column. The entire lay­
out was done with a purpose; namely to 
make driving the "Golden Hawk" more of 
a pleasure than a chore. 

Our test car didn 't show signs of being 
an exceptional penny-pincher as regards 
fuel economy. The piper must be paid 
those pennies , even when the large dis­
placement engine is just loafing most of 
the time. Our tank mileage for the ac­
celeration and drag strip runs and the 
dyno checks averaged out at 10.1 miles 
per gallon. In normal city traffic , we 
averaged 1 2 .5 mpg. in the mountains we 
averaged 13.3 mpg and on a 200-mile 
run on the highway at conservative speeds, 
we averaged 16.5 mpg. Our overall mile­
age for more than 1000 miles was 13 .1 mpg. 
Oil consumption during our test was nil. 
An average driver even remotely con­
cerned with fuel economy should certain- . 
ly be able to top these figures without 
trying. The gang that drove the car, includ­
ing HRM's Wally Parks, Bob Greene. 

Bob D'Olivo, Car Craft 's Ray Brock and 
myself, have, as a group, more lead in 
the accumulative right foot than any other 
bunch ever assembled under one roof. We 
like the feel of the "punch" and are will­
ing to pay for it. For our test, we used 
Mobil "Special" gasoline. 

When the rather heavy hood-grille com­
bir:ation is raised, one beholds a stagger­
ing amount of engine. It seems that every 
available inch is filled by the Packard 
engine. which is just plain BIG. We hot 
rodders have grown almost immune to 
things like this. but when the Detroiters 
do it , we are somewhat shocked and we 
feel that our domain has been invaded. 
But regardless of who does the deed, we 
agree with the idea and the results. How­
ever, a merger of an engine and chassis 
like the "Golden Hawk" does result in a 
few problems. For example, although the 
carburetor and ignition are easy enough 
to reach, a change of spark plugs is not 
easy , especially on the left side where the 
number seven plug is particularly inacces­
sible due to the proximity of the steering 
gear. Removal and replacement of the 
cylinder heads. front timing chain cover, 
oil pump and pan are about on a par with 
other cars . 

The engine of our test car always per­
formed smoothly and very quietly, aside 
from the fan noise at high speeds. There 
was never any valve lifter "clatter" when 
the engine was cold or after a fast run. At 
idle speeds. there was a slight but not an­
noying roughness that was traced to the 
camshaft, but this disappeared completely 
at 1000 to 1 200 rpm. The single WCFB-
2394S Carter four-throat carburetor was 
sensitive and responsive at all speeds and 
hot or cold starts were made with no 

( Continued on page 54 ) 

Arro~• poi11ts to bellcr.111k arm that co1111ects throttle lmkage to 
·ra11smissio11. Holes in crm adjust tra,1smission shift poi,rts. 

Big Packard 1'8 loads engi11e compartment to the roof, which 
makes ro11ti11e mainte11a11ce a bit difficult but not impossible. 
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we're 
sorry ... 
that we have not had the production to 
supply all the demand for Life-Time 50,000 
Mile Spark Plugs. New equipment and 
greatly accelerated production enable 
us now to make immediate delivery. 
If you have ordered and your check has 
been returned, please place your 
order again. Life-Time Spark Plug Sets 
may be ordered from this advertisement. 
We will postpay at regular retail price. 
Specify make, model and year of car. 
Set of 6, $7.14; set of a, $9.52. 

DISTRIBUTORSHIPS 
Some additional distributorships are 
now available. If you have already 
written us regarding your area, please 
contact us again. If you have not 
written before, please send us an outline 
of your previous business experience 
and qualifications. 
CONTINENTAL MANUFACTURING CORP. 
Washington Blvd. at Motor Ave. 
Culver City 128, California 

IF YOU 

W-HILE 
YOU 

At NORTHROP INSTITUTE over 50% of 
all AERONAUTICAL ENGINEERING stu­
dents work part-time and usually 
within the Aviation Industry. 

Northrop's two-year engineering 
training program starts you earning 
TWO YEARS SOONER. There is a waiting 

list for our graduateJ. 

COURSES APPROVED FOR VETERANS 
MAIL COUPON BELOW FOR 
COMPLETE INFORMATION. 

-----------------NOITHIOt AEIONAUTICAL INSTITUTE 11 1113 W. Arbor Vitae Street, lnIlewood l, Callfornla 
II Please send me lmmtdlately the Northrop cat1lo1, employment data, 

and schedule of class startin& dates. I am interested in: 

I Aircraft Maintenance En,i:lneerin& Technoloey 
I ~ Aeronautical EnIJneerlnI Technology 

I :~sl~~i~~c~~ih~~~ !;f~~t~:,c:,•;~~ 
I Narna . •• • •• • . ..•....••..•.••. . .•.••.•••••.••• . A11 . •. • • •· 

I Addrm .. . .. • ••.••.••..••. • • •. ....•....•..• .. .•..• . ..• • • 

I I City .. , ... ........................ zone .... Stat, ... . 
I Veterans: Check here D for Special Veteran Tralnln1 Information._, 
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THE '56 STUDEBAKER 
trouble. It contained, however, a fault 
that is common to most four-throats with 
large capacity float chambers; during 
hard turns the fuel in the chambers 
sloshes around. uncovering the main me­
tering jets causing the engine to "gasp" 
for fuel. This can be overcome by gradu­
ally squeezing the throttle to the floor, 
which supplies the engine with sufficient 
fuel from the accelerating pump circuit. 
The only other significant fact that 
emerged was that the one lonely carburetor 
contained venturi diameters that were not 
large enough to permit the big engine to 
"breathe" properly in the higher speed 
ranges. This was first detected on the dy­
namometer when the good showing ob­
tained at lower speeds tapered off at the 
top end. Later. it was confirmed during 
the acceleration runs when , after the ini­
tial and very healthy "jump" off the line, 
the engine felt as though it were "labor­
ing" above 3000 rpm. This can be checked 
by observing the relatively high vacuum 
reading (between three to five inches of 
mercury) when the engine is turning 4000 
rpm or so with both primary and sec­
ondary throttles fully opened. 

Happily. there is a good cure for the 
above situation. The double four-throat 
intake manifold of the '55 and '56 Pack­
ard "Caribbean" will drop right in place, 
requiring at most a minor bit of intake 
port alignment. There is a great variety 
of larger and smaller carburetors that will 
mount on this manifold_ but another Car­
ter WCFB-2394S will work out nicely 
and, if the fuel/air mixture is properly 
attended to, will yield an increase of from 
10 to r 2 per cent in maximum power and 
a gain of 200 or 300 rpm in peaking speed. 
Maximum torque won't be affected, ex-

cept to shift the peaking speed a bit 
higher and spread out the rpm range in 
which near-maximum torque is developed. 
The installation and mounting of another 
offset Studie oil bath air cleaner would 
be a simple matter. The intake manifold 
change, plus the addition of a good set of 
"scavenge" type exhaust headers to re­
place the stock dual cast iron manifolds 
sl:.ould be among the first modifications 
made. By reducing the restrictions on both 
the intake and exhaust sides, these changes 
will bring out the inherently good 
"breathing" characteristics of whi:h the 
engine is capable. Another modification 
which would help in this direction to 
some extent is a good porting and polish­
ing job to take advantage of the large 
stock valve sizes ( 2 inch diameter intake, 
r 1½G inch diameter exhaust) . 

Aside from the compression ratio, valve 
timing, valve spring pressures, intake 
manifolding and spark plugs , the "Golden 
Hawk" engine is identical with the engines 
of the 1955 Clipper "Custom," Packard 
and Packard "Caribbean" which were 
thoroughly dissected in the August '55 
HRM. In "Golden Hawk' ' form, a com­
pression ratio of 9½ to 1 is used. For 
more "urge." the heads can be milled .030 
of an inch, which will boot the compres­
sion ratio to an even 10 to 1, about maxi­
mum with the stock valve timing and 
present day gasolines. By changing to a 
reground camshaft, the compression ratio 
could be a bit higher; about 10.3 to 1 
would do it, which can be accomplished 
by milling the heads .045 of an inch. The 
stock valve timing, incidentally is as fol­
lows: Intake opens 14 degrees before top 
center, closes 62 degrees after bottom cen­
ter, duration 256 degrees, lift at valve 
.398 of an inch. Exhaust opens 54 degrees 
before bottom center, closes 18 degrees 

( Continued on page 56) 
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NEW IMPROVED CARBURETION 
6 - CHEVROLET - V-8 

Dynamometer results on our V-8 man­
ifolds installed on Chevrolets with 
Power-Glide transmissions. 
Test # 1-NICSON-DUAL-MANIFOLD delivered 
24 H.P. more to wheels than stock DUPLEX 
Carburetor. 

Test # 2-NICSON-TRI PLE-MANI FOLD delivered 
13 H.P. more to wheel s than stock Quad carb. 

See your dealer today or write factory direct NO OTHER CHANGES WERE MADE 

NICSON ENGINEERING CO. 
Calif . 

• . . be sure and 
read the NEW MARCH 
ENLARGED 

WATER 
APRIL 

issue 

WORLD on 

sale 
more pages* 

NOW! more features * 
more pictures * 

lt~b I HOT ROD READERS PREVIEW! 
,J,tff? • "READ THIS AD-IT WILL COST YOU NOT TO" 

Each year we have an inventory sale-here it is-Since we have cash- C.0.0. or lay-away plans-you can make 
those savings NOW! DON 'T MISS A LINE-MAYBE YOUR BUDDY'S NEED IS LISTED ALSO. 

* I 
Please order by item number-Give all data on your car with validation I 

depos it per be low: * 1. GHEV-OHV-8 ADAPTOR-allows 
'55-56 Chev-VB installation into '32-
48 Ford '39-50 Mere. ONLY SH .50. 
For '49 & up models $27 .50 . 
2. OLDS-CAD ADAPTOR-fits '49-54 
Gad-'49-55 Olds OHV's to early Ford­
Meres $22.50 LATE $49.75 . (Includes 
pi lot bearing adaptors and installa­
tion instructions.) 
3. MODEL A-B-G FORD 4 cyl. ad­
justable tappets-$7.95 set. ¾ ac­
celerat ion cams $17.95 , FULL $20.95 
matched metal timing gear sets 
$5.95 chopped-balanced flywheels 
$15.50 
4. QUAD GARB manifold for '32-53 
Fords-Meres-NEW factory 2nds­
guaranteed !st line performance and 
looks-ON LY $19.50 

5. WHEEL SPACERS-ALLOWS use 
of '40 and later Ford steel disc 
wheels on A-35 Ford hubs without 
wobbling-cracking-send $2.50 for 
2 or $4.00 for 4-Send amount in 
full-mailed prepaid. 
6. '49-53 Ford and '51-53 Mere mo­
tors into '32-48 Ford-Mere chassis. 
Adaptor ONLY $9.50-same 8RT part 
at Ford $16 .50 
7. CAD-OLDS '49 OHV & up-stand­
ard clutch & flywheels-for conver­
sions 9½"-10" or 11" specify 
$27.50. Aluminum 1316-hard faced 
for all cars-clutches $34 .95 
8. BALL BEARING, positive throttle 
eliminates slippage and slop in car­
buretion l inkage-one required at 
each point of movement ea. 35c 

9. USED '32-53 Ford-Mere F.H. cams 
¾, Fulls, Supers-originally cost 
to $SO .OD NOW-$12-25.00. Write 
your model and NEED! 
10. USED '32-53 Ford-Mere F.H. 
Heads - Manifolds · Distributors­
excellent savings-WRITE YOUR 
NEEDS - PLANS-WE'LL ANSWER. 
11 . MODEL A-B-C Finned hi-com­
pression WEIAND HEADS $24.50 
12. HYDRAULIC SPACER KIT-al­
lows '39 & up Ford brake installa­
tion on "A"-'35 Spindles $3.50 
postpaid. CUSTOM STEERING ARM 
-where '35 up spindles are used 
on earlier chassis. Reg. type $4.95 
-3 hole adjustable - reinforced 
$11.00 

SPEED 6. MUFFLER SHOPS 
Ph.: GR 7-8283 

Open 7-5, closed Sun ., Holidays. 

HOW TO ORDER * send tor our com­
plete listings with our OPS form-how to order 
data OR send approx. 50% deposit. We'll ship 
C.0.D. Balance, anywhere, best carrier. 

SHELL 
References : Dun & Bradstreet 

11726 HR-8, Wilshire Blvd., West Los Angeles 25, Calif. 
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THE '56 STUDEBAKER 
after top center , duration 252 degrees, 
lift at valve .388 of an inch. 

For the "big bore" kids, about the 
easiest way to increase the piston dis­
placement would be to bore the cylinders 
to 4¾ inches and use '56 Packard pistons 
and rings. This will raise the already huge 
number of cubes from 3 5 2 to 373. The 
4¾ inch bore diameter should be con­
sidered maximum. If anyone wished to 
take advantage of the new and very 
good welded stroker crankshafts that are 
available, he could. by increasing the 
stroke ¼ of an inch to 3% inches, and by 
using the 4;s inch bore, raise the dis­
pl acement to the nice round figure of 400 

cubic inches. That should be enough for 
the most avid cubic inch devotee. 

Tuning the stock engine is relatively 
simple because only the fuel/air mixture 

Composite Budd drums with radial fins 
are wed on " Golden Hawk." Brakes on 
car were excellent, greatly resisted fade. 

and the ignition need be considered. The 
lean mixture condition mentioned earlier 
is probably typical of most "Golden 
Hawks" and may be cured in one of two 
ways. The simplest method is to raise the 
Carter metering rod holder from ~!{2 to 
½o of an inch, after the air cleaner and 
metering rod cover have been removed 
from the carburetor. The other method is 
to drill, or preferably ream the main me­
tering jets to a larger diameter in steps 
of .001 of an inch. The use of either 
method requires that the mixture be 
checked with a combustion analyzer for 
best results. The stock spark advance 
curve leaves little to be desired except to 
set the initial advance with a timing ligh t 
so that the spark occurs at seven to nine 
crankshaft degrees before top center for 
use with the best gasolines . The Cham­
pion N18-67 B "long reach" 14 mm plugs 
should be thoroughly sandblasted, cleaned 
and regapped at 2500 to 3 000 mile inter-
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vals. If city driving is the rule, the plug 
electrode gap should be .033 to .038 of an 
inch. For sustained highway operation, 
.024 to .027 of an inch will do the job 
and if fuel economy is the prime objective. 
try a gap of .045 of an inch. 

One point that should be mentioned is 
that the shift points of the Ultramatic 
are governed by the length of the link 
from the carburetor to a bell crank at the 
back of the engine. One arm of the bell­
crank has three holes in it to accept the 
link and these can be tried in order to 
find the most desirable shift points. For 
best performance. a fairly high rpm is 
desirable before a shift occurs and for 
this purpose. the bottom hole in the bell­
crank arm seems to work out best. 

The general construction. the fit of the 
doors, hood and trunk , the quality of the 
finish (synthetic enamel ), upholstering 
and trim were all good. There wasn 't a 
sign of a leak after the car had been ex­
posed to torrential downpours for a cou­
ple of days and during this period , the 
two-speed electric windshield wipers 
proved their worth over the more con­
ventional ,·acuum-operated wipers. Body 
squeaks and rattles were at a minimum, 
even after the "washboard'' treatment. 
One discordant note was the lock and 
latch release of the trunk lid. This thing 
must've been designed for the grip of a 
gorilla. It took both hands to operate the 
release but once the lid was raised a bit, 
the stiff countersprings did the rest. How­
ever. I understand this minor complaint 
has been corrected in subsequent cars. 

In all, the "Golden Hawk" is a very 
neat and tidy package and one that is 
loaded not for bear but for some of the 
mythical four-wheeled predators that 
roam the streets and highways. A factory­
tuned version has lapped the 2½ mile 
banked ova' Studebaker-Packard test 
track at speeds approaching 130 mph. 
This gives some idea of what a prospec­
tive buyer may expect. At a stoplight or 
on the highway, a sharp. well-tuned 
"Golden Hawk" is capable of giving com­
plexes to the competition. Although the 
factory calls it a "sports type" car. we 
like to think of it as a production-line hot 
rod. But reg.irdless of what it is called, 
the "Golden Hawk" represents passenger 
car performance at its best. 

"Wait a minute, Joe, I just got 
another idea." 
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THE DIFFERENCE BETWEEN AN ORDINARY ¾ CAM AND 
AN ISKENDERIAN ENGINEERED ¾ CAM IS • ••••••• •• 

PARABOLIC---

·~,,,mm,,,, ~~~~~~.;,r~~/~~ 
., ' · · · ,;:, revolutionary design that increases revving abi lity up to 1000 RPM combined _ _.....,.....,,_=--_,.. with good low and intermediate power. In conjunction with these cams -~~-~~~:I= lskenderian has also developed special component parts that add considerable 

; life and dependability to the engine. 

OH V Ct-lfVROUT • CORVETTE Left: A ¾ Chev and Corvette cam and kit for the late 0HV VB engines. 
Special ¾ cams and kits are available for all makes. Write for details. 

END ALL GUESSWORK IN OBTAINING THE MOST IDEAL GRIND FOR YOUR ENGINE. 
As a new innovation and service lskenderian has ;1repared a specification chart that enables our factory experts to select 
the best grind for your particular engine. Write fo r sample copy or see your dealer. 

MOST VERSATILE CAM 

ED I SK EN DERIAN 6338 Slauson Ave. Culver City, Calif 
TExas 0·8081 TExas 0·8442 EXmont 8•1259 

FINEST PLAQUES IN THE NATION 
CUSTOM DESIGNED FOR YOUR CLUB 

• HEAVY ALUMINUM 011 HASS CASTINGS. 

for comple te catalog o n Emblems, 
Jackets, Decals, Plaques, Novelties 
- including information on how fa 
start your Club. 

• STEEL AND ENAMEL FOi COLOI AND VISIBIL ITY. STYLIZED EMBLEM CO. • SOME MODELS WITHOUT ,ATTHN CHARGE. 
e MANY STOCK DESIGNS. 
• FIIH LITHATUIE . 

Tornado Steering Arm 
These are designed to be used in 
conjunct ion with the late Ford cro ss 
stee ring spind les when adapted to 
a cha ssis wi th drag link type side 
steering. $7.50 (chro med add $2.50) 

NEW DESIGN TORNADO 
DROPPED AXLE for Ford 

..... ~OT 
~ HI S 

c::: ~ 
Competitive Axle Tornado Axle 

or Old Style Filling Unnece55ary 
These Axles are not refo rged. They are reshaped 
by an entirely new process which assures un ifo rm 
bend, the some strength a nd thickness throughout 
and a much cleaner appearance. The New Tor­
nado Ax le requires no fi ll ing or fi ni shing-it looks 
just like a facto ry job. *The lower steering arm 
on both spind les must be heated and dropped to 
clear the botto m of the reshaped axle. 
1928-31 models-3" drop........... $22.50 ea. 
1932-36 models-3" drop............ 22.50 ea. 
1937-41 mode ls-2" drop................. 22.50 ea. 
1942-48 models-2" drop.......................... 22.50 ea. 
• These ax les shipped Railway Express. Only $7.50 
depo si t requi red. 

Quantity Prices to Dealers. Write on your 
letterhead. All Prices F.0 .B. Oakland 

1331 H • No. Western 
Los Angeles 27, Calif. 

TORNADO STREAMLINED HEADLIGHT BRACK ETS 
Chrome~like finish for that custom appearance. Eas• 
ily attached to frame. Strong $JJ95 
heavy aluminum, highly polished. Pl\ 

Baked enamel b la ck sealed beam 
headlights only, $14.00 pr. 

l.ee's SPEED 
SHOP 

1143 East 14th St., Oakland, Calif. 
Phone: Templebar 4-9964 
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