


By the Members of the 
"YM" TEST DRIVERS CLUB 

With JOE WHERRY 

SPECIFICATIONS 

TEST CAR: 

1956 Studebaker Golden Hawk Sports Coupe (all 
dimensions in inches unless otherwise noted). 

ENGINE AND RELATED EQUIPMENT: 

Cylinders , block, valves: 8, 90 deg. "V", overhead, 
hydraulic lifters. Bore and stroke: 4.0 x 3.50. Dis­
placement: 352 cu. in. Compression ratio, 9.5 . 
Brake horsepower at max. rpm : 275 at 4600. Piston 
speed at max. rpm: 2683 ft./min. Torque , max. : 
380 ft. lbs. at 2800 rpm. Carburetion: 4 barrel. Ex­
haust system: dual. Choke: automatic. Fuel pump: 
mechanical. Fuel recommended: premium. Fuel tank 
capacity: 18 gallons. Crankcase capacity: 5 qts. 
(add 1 .for partial flow filter). Drive shaft: exposed. 
Transmissions and rear axle ratios, manual with 
overdrive (3.92)-automatic (3.07). Gear change 
lever, location: conventional, on steering column. 
Cooling system capacity with heater: 26.5 qts. Elec­
trical system: 12 volts , negative ground. 

PASSENGER SPACE AND VISION : 

Interior dimensions (front-reaO ... Hiproom, 59.5-
58.0. Headroom: 35.6-34.0. Legroom (wi th front seat 
at rearmost): 43.8-36.0. Seat he ight: 10.8-12.0. Lug­
gage compartment depth: 51.5 . Vision over hood for 
70" tall driver: 16' 7" forward of bumper. 

RUNNING GEAR AND BODY: 

Wheelbase: 120.5. Tread (front-rear): 56 .69-55.69. 
Length overall: 203.94. Width overall: 70 .44. Height 
overall: 56.31. Ground clearance: 6.45. Turning 
circle diameter: 41 '. Steering wheel lock-to-lock: 
4.25 turns power ; 5.25 turns mechanical. Tire 
size: 7.10 x 15. Weight (shipping) 3437 lbs. Brake 
lining area: 195 25 sq. in. Effectiveness rear brakes: 
38%. Weight to brake area rat io: 17.6 lbs. per sq. 
in. Weight to power ratio: 12.5 lbs. per BHP. Sus­
pension (front-rear): coil-sem i-elli ptic. 

YOUNG MEN 

Sports car class with · room for five 6-footers; from 

fine mesh grille to dual exhausts this job scored high 

• "Man, she's a real wheel spinner!" 
was the way Ted described the first 
exhilarating take-off in our test Stude­
baker "Golden Hawk." But there's more 

· to driving this perfect example of the 
new crop of high-performance cars than 
merely mashing the throttle. In fact, 
mashing the throttle can get a fellow into 
a lot of trouble if the lead foot is not 
accompanied by a li·beral helping of com­
mon horse sense. 

What's the purpose behind such power­
ful cars? And, what is the proper tech­
nique for handling them? We'll consider 
these points after we examine the en­
gineering features first . 

"That's an awfully potent-looking en­
gine," Don remarked when he lifted the 
hood. Lifted is right, too, for that sports 
car type grille is die-cast, making the 
hood plenty heavy. 

"Right you are; Don," I replied, "and 
those 352 cubic inches of piston displace­
ment tum up a maximum of 275 horse­
power. The fact that the car weighs only 
3,437 pounds and each horse needs to 
move only 12 1h pounds of car weight is 
the reason this baby will 'lay rubber' with 
so little effort. Good streamlining re-

duces wind resistance so that true top 
speeds of 125 miles per hour are fairly 
easy on a straight stretch. But speed 
alone is not the most important thing 
about this car." 

"But you could sure make time on a 
coast-to-coast trip, couldn't you?" 

"Yes and no, Ted. Because you still 
have speed laws and the safety of other 
drivers to consider." 

The Golden Hawk has been designed 
and will be produced in somewhat limit­
ed numbers to satisfy the desires of 
those who want ultimate performance. 
The tremendous following garnered by 
the imported sports cars has, in a way, 
put the American manufacturers to a 
severe test. No one, not even in Detroit, 
doubts there is a market for sports cars 
that are able to compete in competition, 
but the. vast majority of Americans, re­
search discloses, prefer a car that has the 
interior space to transport comfortably 
more than just two persons. 

"And this is where cars like the Golden 
Hawk come -in," put in Don. 

For a manufacturer like Studebaker, 
while not a small company in the usual 
sense, is small in the automobile business 
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wash rnaybe, tzunk is generous 
compared to most sports cars. Everything is substantial. loo. 

In instrumentation G.H. scores neat 100%: from left, ammeter 
(top), water temp .. speed, vacuum, tach, fuel (lop), oil. 

as it has developed . in this country. It 
would be foolish for Studebaker, for in­
stance, to sink millions 01 bucks into the 
development of an out-and-out sports car, 
but when they have been able to develop 
a car with many fine characteristics of 
the real sports car and still retain the 
comforts of the family rig, they've got 
something. · 

Beginning under the hood, they've 
adopted the big Packard Clipper engine 
to the relatively light chassis of the 
Studebaker line of sports type coupes. 
This engine is heavy, so the fact that 
Packard's new transmission is cased in 
aluminum helps out here by reducing 
weight up front. It's too much weight 
over the front wheels, or near them, that 
causes cars to "plow" or make like a 
scoop shovel when cornering hard. This 
tremendous power has not been devel­
oped without taking fuel consumption 
into consideration. True, such an engine 
with holes 4 inches in diameter takes 
gas, but careful attention to the shape of 
the intake manifold allows this car to 
give as much as twenty miles per gallon 
of gasoline if driven steadily at moder­
ate speed. But dig out hard from a few 
traffic lights and you'll be lucky to get 
twelve miles to the gallon if you lead­
foot a throttle on any of the new crop 
of super-powered cars. 

Then Ted got a brainwave: 
"But wouldn't this car get better mile­

age, even with fairly snappy d~iving 

like the car's designed for if it didn't 
have the automatic transmission?" 

YES, in capital letters, and here is 
where Studebaker has been smart. They 
have available a three-speed stick shift 
gearbox with overdrive. When so equip­
ped, the time from a standing start to 
a true 60 miles per hour would be 
chopped from 91h seconds in our blue 
and white test rig to 81h. Now, that's 
moving! Cruising along at a legal SO 
per with the stick shift job, you can 
mash the throttle and the overdrive kicks 
back into third gear for passing and you 
shoot to 70 miles per hour in just a hair 
over S seconds. With the automatic 
transmission the time from SO to 70 is 
just a hair under 6 seconds. 

But · come along and look over the 
chassis of this sportster, and then we'll 
go for a ride. 

With the Golden Hawk on a hoist, 
the first thing you notice is a new type of 
brake drum. The outside, ir,stead of being 
smooth, is finned to provide increased 
surface· area. This permits much better 
air circulation and hence a more rapid 
cooling of the brakes. Hard driving neces­
sitates hard braking and such use causes 
heat to build up to the point where the 
brakes lose effectiveness. This is called 
"brake fade" and it can render your 
brakes almost useless. You may have ex­
perienced this sometime when pedal ac­
tion became increasingly hard and brake 
action correspondingly less. These cool-

ing fins on the brake drums are an im­
portant safety feature. In our . tests we 
found the Golden Hawk's brakes to be 
able to withstand a terrific beating and 
to cool rapidly, with the result that there 
is almost no fade even after a series of 
hard stops. 

Under the front end you notice that 
the tie rods which connect the front 
wheels to the steering mechanism are of 
equal length. Though most cars are not 
so equipped, Studebaker has made this 
a feature of its cars for many years. 

"So what does this mean?" queried 
one YM driver. 

Simply that the amount of leverage re­
quired to turn in either direction is 
equal. With both tie rods the same 
length, the car turns as sharply in one 
direction as it does in the other. Think 
hard and I'll wager that you've noticed, 
on occasion, that some cars turn just a 
bit tighter one way. 

·of course power steering is the big 
thing these days, and with the increased 
weight of cars there is good reason for 
power steering where one has to park a 
lot and drive in crowded streets. But the 
Golden Hawk is a car for the open roads, 
and on our test car from F. L. Mills Co. 
of Bridgeport, Connecticut, the steering 
was completely manual. Running through 
a series of turns the boys noticed that it 
was necessary to do considerable winding 
of the steering wheel. In fact S ~ turns 

(Continued on page 67) 

YM's Teen Test Drivers examine windshield washer · waler bag, 
an, improvement over glass bottles. They like the inset 3rd 
color style panel on the trunk, thought side V's a nice note. 
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Golden Hawk 
(Continued from pate 37) 

of the wheel were necessary to go from 
extreme left to extrme right. 

"Isn't that a lot of wheel turns for a 
sports type car?" Ted asked. 

I had to admit that this many turns 
does reduce the driver's ability to snake 
the car through a course that would be 
a cinch in a Jaguar. However, a happy 
medium has been reached · between un­
dersteer and oversteer to the extent that 
the car tends to return quickly· to a 
straight ahead course. 

"I've heard of oversteer and under­
steer," Don remarked, "but ·could you 
give us a · rundown on just what you 
mean by the terms?" 

Have you ever driven a car that want­
ed to keep turning after you got clear 
of the corner? If you have, you experi- · 
enced maximum oversteer-you had to 
use considerable effort to bring the front 
wheels back to the straight-ahead posi­
tion, and if you were traveling fast, you 
probably had a frantic time. On the 
other hand maybe you've driven a car 
that all but refused to stay in the tum 
and required effort to prevent it from 
straightening itself out while you .were 
still in the turn. That was too much un­
dersteer. The front suspension of a car 
is more than springs and wheels and 
shock absorbers; it's a study in geometry. 
Toe-in or toe-out determines whether 
the tread will be scrubbed off the tires, 
but with everything .else being equal, 

· the caster of the wheels largely affects 
whether your car will under or oversteer. 

"If you were getting a Golden Hawk, 
Joe, would you order it with power 
steering or without?" 

That put me on the spot. Normally I 

do not like power steering because it 
takes away the feel of the road and gen­
erally has the effect of letting the car 
wander at high speeds or be too easily 
subjected to the influence of high cross 
winds. I have to answer this question in 
two ways. First, I would determine 
whether this car could be safely fitted 
with a longer pitman arm (the small arm 
that connects the steering tie rods to the 
steering mechanism); if this could be 
done, then I'd have much faster, more 
responsive steering. However, if this 
could not be safely recommended (and 
I'd go along with whatever the Stude­
baker chassis engineers had to advise 
since they know this car better than 
anyone else), then I'd order my Hawk 
with power steering for this cuts down the 
number of steering wheel turns to 4 * 
from either extreme. 

"Would faster steering make the Gold­
en Hawk able to get on the track and 
compete in sports car races?" 

To this I had to say that this car is 
not built for such purpose in any case. 
The suspension-see those fairly soft coil 
springs in front and not overly stiff 4-
leaf springs in the rear-is designed to 
give a reas·onably soft ride. No, the Hawk 
doesn't ride as soft as the average 
family car, but it won't spank you on a 
bumpy road the way an out-and:out 
sports car is likely to, either. This 
snazzy number gives you a lot of things 
you normally expect on a sports car 
while retaining most of the features re­
quired of the American type family car. 

"But if you carry three . passengers in 
the rear seat the guy in the middle is 
going to have a rough time," one of the 
boys said. 

That's true, because the extremely low 
design meant placing the rear seat down 

low and dose to the floorboards. This '· · 
low flooring causes the drive shaft tunnel 
to extend a few inches above the level 
of the rear floor. Now in the interests of 
a sporting type interior, Studebaker has 
put in an armrest in the middle of the 
rear seat. When folded down, this arm­
rest does not lie flush but extends above 
the seat level an inch or so. In other 
words this rear seat handles two per­
sons, and that's all unless you want to 
make it comfortable for a small "third" 
by removing the armrest and filling in 
the resulting Jack of upholstery. On the 
other hand there's plenty of room in the 
front seat for three persons of average 
size without crowding. As it stands, the 
Golden Hawk is a five-seater. 

In the words of Ted and Don, the 
front office is a "real cool affair with the 
sort of instrument board that any guy 
would give his eye teeth for." Genuine 
Stewart Warner instruments are set neat­
ly in a stainless steel panel below the 
padded dashboard top. White figures on 
black dials show up well and are easily 
read. Matching the speedometer (which 
reads very optimistically to 160 miles 
per hour) is an engine tachometer. I'd 
recommend that you watch the revolu­
tions and keep 'em somewhere in the 
neighborhood of 3,000, arid this car will 
then give you some amazing money­
saving mileage and you won't be loafing 
along, either, To further the instrumen­
tation is the practical inclusion of a mani­
fold pressure gauge, the small dial be­
tween the tach and the speedometer. 
Showing the number of inches mercury 
that the manifold is pulling, this gauge 
gives the car driver the same sort . of 
assistance that the corresponding gauge 
does on an airplane. Keeping the needle 

(Continued on page 71) 



, AN ALL NEW ' SENSATIONAL LIVE WIRE FOR R/C! 

ANOTHER STEP FORWARD. SINGLE CHANNEL RIC FL YING 
AT ITS BEST WITH THE "REBEL"! 

A FINE KIT .•• 
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MODEL MCR ... $18.95 MODEL 2 PN . . $11.95 
Positive, instantaneous rudder action in 
either direction, se!f-neutrolir.es itself 
electronicolly ond provides proportional 

action. 

MODEL MCE ... $18.95 
Immediate, non-jamming elevator move­
ment in both directions, trimmob le ond 

self-cen1erin9 for smooth ftying. 

SPICIAL IOAT SERVO 
MODEL 5 PN . . . $24.95 
A COMPLETE ocluolor for single chan­
nel radios that provides selective steer­
ing, forward speed, reverse speed and 
power shut off for electric powered 

vehicles. 

Two positions with on outomotic 
neutral, for single control operation . 

MODEL 3 PN ... $14.95 
Two positions with on automatic 

neutrai, plus o 2nd actuator 
circuit added. 

MODEL 2P2N . . $11.95 
Two positions with two neutrals, use 

separately or with JPN for 
second control. 

MODEL 3P . . . . $10.95 
Three posilions without on automatic 

neulrol, for auxiliary controls. 

DE BOLT MODEL ENGINEERING CO. . 
, WILLIAMSVILLE " HOME OF" DESIGN-ENGINEERED MODELS" NEW YORK USA 

(Continued from page 67) 
of this gauge between 10 and 18 inches 
indicated means that your engine is tak- . 
ing on the correct amount of fuel mix­
ture for efficient combustion and for 
economy, too. The rest of the gauges, 
oil pressure, etc., are real, too. 

"So why, if this car can be econom­
ical," one of the boys popped, "do they 
give you 275 horses to play with and 
125 or more top speed?" 

Competition requires this manufac­
turer to make this blazing performance 
available. It seems that the American 
people are buying big power for talking 
purposes in the belief that they need a 
lot of cylinders in order to move. 

But the availability of power can in 
itself be a safety factor if the driver 
knows how to use such power. Say for in­
stance that you find yourself in a tight 
situation where power is needed in large 
quantity. Brother, you've got it with this 
baby, and that's where the torque counts 
more than sheer horsepower. After all 
you've got to be going full gun to 
develop total power, but note that this 
engine develops its maximum of 380 
foot pounds torque at just _28.00 revolu­
tions per minute. One foot pound torque 
is the amount of twist, or actual driving 
force, measured 1 foot outward from the 
center of rotation. In other words, torque 
is, in a manner of speaking, the amount 
of power that is generated where it 
counts the most, · right where the rear 
wheels touch the ground. 

The boys, one of them a six-footer in 
spite of his seventeen years, found lots 
of legroom up front and a comfortable 
amount in the rear as well. Of course 
the top is so low that you have to duck 
and climb in the best way you can, but 
what matter that? The seat belts are 

attached in a unique way: the outside 
half of each individual belt is firmly 
fastened to the door panel ·while the in­
side half is attached through the split 
between the seat backs and through the 
floor to the frame of the car. Studebaker 
has the new safety door latches that re­
sist pulling apart in case of an accident, 
but the way the seat belts fasten to the 
door provides an additional safety fea­
ture. 

This Golden Hawk has three brothers 
that look identical on the outside but lack 
the tachometer and the manifold pres­
sure gauge on the dash. Under the hoods 
these other three, called the Sky Hawk, 
Power Hawk, and Flight Hawk have 210, 
170, and 101 horsepower respectively, 
with the latter model being the only six­
cylinder job in the lot; it has the vener­
able little Champion engine that repeat­
edly wins fuel economy contests. 

In the interests of keeping _the good 
will of the sports car enthusiasts, Stude­
baker has retained the distortion-free 
flat windshield, something the boys 
agreed was a good idea. The body, as in 
recent years, has the sculptured con­
cave on the sides and a minimum of 
chrome. Grille is in the best sports 
tradition and the hood is long and low. 
Probably the most distinctive styling 
feature is the contrastingly colored panel 
at the rear. According to Ted and Don, 
"that Hawk is outer space stuff, real 
cool, in other _words, merely the most!" 

Super~onics 
(Ccntinued from page 48) 

for the fullback so they won't be in his 
way-and thus the kids live to play 
football another day. · 

In trans-sonic flight, the plane . is 

traveling at practically the speed of 
sound and by the time the air at the 
wing gets the warning to the air ahead, 
the wing is right there too. The air piles 
up and has a nervous breakdown. This 
time we get a 200-pound fullback and he 
runs the ball through the other team 
by getting up a head of steam and just 
pushing all the opposition ahead of him. 

In supersonic flight, the airplane knifes 
through the air before the air realizes 
the wing is there, and the air splits off 
the airplane surfaces like waves off a 
ship. These are the shock waves of the 
now incompressible air in supersonic 
flight. Our fullback is now a 200-pounder 
with a real flying start. He hits the other 
team solidly and drives right through 
them, bouncing players off each side of 
him before anyone can touch him. 

So there it is, and like the fullback, 
the faster the plane goes the stronger it's 
got to be to withstand the punishment 
it has to take. The designers and en­
gineers help make the plane's task easier 
by giving it the best possible shape and 
form to ease its job of smashing through 
the air. 

Well, there is supersonics - very 
lightly touched on, but at least you now 
have the basic concept of what has 
happened when you hear that mysterious 
"sonic boom." Some plane has gotten 
up to or about Mach 1.0 and the pres­
sure wave wound up by bouncing off 
your back yard as a kind of man-made 
thunderclap. These "booms" usually are 
multiple-two, three maybe more, very 
closely space explosive sounds. If you 
hear a multiple "boom," look up and 
see if you can spot a vapor trail in the 
sky. Chances are that you will and the 
airplane that made it is the one which 
just sent you a supersonic calling card. 
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'Tom feels more weight at rear erid of Hawk 
would improve handling, prevent wheel spin. 

"This car should be a bomb"- is 
what Tom says of this plush job. 

By Tom McCahill 

·THE Golden Hawk is a far cry from 
my old second-hand 1921 Light Six 

Studebaker which could do 0-60 mph 
in exactly five and a half minutes. This 
all-new, foreign-looking product of the 
Studebaker-Packard Corporation is be­
ing offered as the prestige car of the 
Studebaker line: For a power plant, the 
tremendous V8 Packard engine displac­
ing 352 cubic inches and developing 275 
horsepower was tossed between the 
frames. This, plus the comparatively low 
weight of 3,800 pounds, should make the 
Golden Kid just about the Bomb of the 
Century. .1 . • 

Since this car is a performance entry, 
let's consider its chances in that field be­
fore we get into the practical side. Un-

. fortunately, the Golden Hawk delivered 
to me for testing had less than 50 miles 
on the speedometer and was loaded like 
a sailor on his first night in port-with 
power seats, power windows, power 
steering and Packard's UltraMatic tra~­
mission. So evaluating its real perform­
ance potential presented a problem. 

Packard engines are put together with 
extremely close tolerances at such vital 
points as the main bearings. This means 
careful break-in to avoid expansion 
damage. Unlike most other American 
cars with comparatively loose toleranees, 
these -close-fitting parts will limit per­
formance for a longer period of time. 

After several hundred miles the en­
gine in my test car was still extremely 
stiff and I only succeeded in making re- · 
spectable test runs in the early morning 
while the engine was still on the very 
cool side. As this car has been one ofthe 
most widely-rumo_red "sleepers" of the 

"Air scoops" are on rear fenders; front 
fenders mount the small parking lights. 

Singled ·out'· for McCahili° praise Is low­
sloping hood allowing good view of road. 

Front fender vents mark return of useful 
feature most American cars have discarded. 



Tom calls the j.nstrument panel the finest 
one he has ever seen on an American. car. 

Golden Hawk sports tremendous VS Packard 
engine which delivers big 275 horsepower. 

'56 batch, speculations as to its perform­
ance against cars such as the Chrysler 
300B have run rampant. The one they 
sent me to test was definitely neither 
equipped nor prepared to show the 
Hawk off at its best. So I can only specu­
late as to how fast a well-tuned, high-

--. performance Hawk might go. But sev­
eral well-prepared Hawks without the 
extra weight of the power ·equipment 
are entered in the Daytona Beach Speed 
Trials and we'll bring you \IP to date · 

· on the Hawk's ultimate performance 
next month. 

Meanwhile, let's consider the Hawk I 
tested, which as already stated had more 
equipment inside its closed doors than 

96 t ,, 
• • 

Seat belts are unique ln that the outside 
part of the belt fastens to the car door. 

Jim McMichaeL autodom's foremost trunk· 
tester. says that luggage· space is ample. · 

Abercrombie & Fitch. Zero to 30 mph 
averaged 3.4 seconds and this, ·On the 
face of it, does not tell the full story. Due 
to the tremendous torque, of the engine 
(380 foot-pounds @ 2800 rpm) and due 
to the fact that the Hawk is quite a nose­
heavy car, (because of its heavy engine), 
it is almost impossible to make a fast 
getaway start on any surface without 
considerable wheel-spinning. I feel that 
if I'd shoved two or ·three hundred 
pounch of sand in the trunk to equalize 
the weight distribution, my times would 
all have been considerably better. Zero 

. to 60 averaged out at 9.6 seconds and 
0-70 at 12.2. This is fast, as anyone 
knows, but really not too sensational or 

Mechanix Ulustrated 



Inside, claims Tom, the Hawk will match · 
the lushness of any Detroit car ever builL 

. . 
Semi-curved windshield gives all the VlSl· 

bility of any wraparound. gets Tom's nod. 

I • 
outstanding when compared with the 
competition the Hawk must run against. 

Top speed presented more problems. 
This is a car that doesn't Teally unwind, 
due to its cam design, until it's above 
80 mph. Then it really starts to take hold. 
Because of my deadline for this issue, 
I couldn't wait for a smooth beach, 
which sometimes means a delay · of 
weeks. The measured mile at Daytona 
Beach where I made my tests had more 
dips in it than a roulette wheel. On one 
run, when I [Continued on page 200] 

Prestige car of the Studebaker line has 
brand-new look in. grille. bumper design. 

April, 1956 

\ 

"Firm but comfortable suspension • ." 

SPECIFICATIONS 

MODEL TESTED: 

Studebaker Golden Hawk 

ENGINE: 

VS cylinder, O HV; bore 4.0 Inches, stroke 3.5 
inches; maximum torque 380 foot pounds @I 
2,800 rpm; brake horsepower 275 @I 4600 rpm; 
compression ratio 9.5 to I 

DIMENSIONS: 

Wheelbase 120.5 Inches; overall length 203.94 
inches; tread 56.69 inches front, 55.69 rear; 
width 70.44 inches; height 56.31 inches; weight 
3,800 pounds; standard tire site 7.10115; gas 
tank 18 gals 

PERFORMAl'lCE: 

0 to 30 mph, 3.4 soconds 
0 to 50 mph, 7.4 seconds 
0 to 60 mph, 9.6 seconds 
0 to 70 mph, 12.2 seconds 
Top speed, 130 mph 

At 60 mph on speedometer, actual speed 57.9 
mph 

/ 



ROT ROLLED· 

FLATS . ANGLES 
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Use these handy steel bars for your repair 
, and construction jobs around farm and home. 

ROUNDS: 36" long-}4" to %'" diam. 
FLATS: 36" long, Vs" x ~·.1· & 1~· wide. 
ANGLES: Ys"·x 1}4" x 1}4", in 36", 48", and 
60" lengths. 

REDI BOL I · 5348 lndlanapoll. ltvd. 
• T, nc. loat Chlcogo, lndlono 

NOW ••• at Your Hardware Store! 

The W.U., Po_, Sanclw and Polisher 
has na equal In Its price deus. Recip,ocatlng 
type ""''°' ahaa,t lmpo61ble la ttan. 
Straight.Jin• action oets into comen and 
11and, amoolh. Writ• fat calalao,. 

WELLER wcmccoar. -
820 Packer s,., lalloa, Pa. 
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GRAVE'lY 
~ makes ·foll!/_/, 

c!ohs£ASY! 
Rotary Mower is 
only one of 21 tools 

• • • ,-HP Guvely Tractor does every lawn, 
garden, 6eld job tllJi,r, bel/H ! All-gear Drive!', 
Power Reverse . New "Power YS Drudgery" 
Booklet FREE! Write today . , • and uk about 
the NEW EASY PAY PLAN. 

(P111h-b11tto• St#ltr Op1io•J El{,11ipmml) 

•GRAVE LY• 
BOX 4U, 

,, Tlae '56 Golden Hawk 
·[Conti~ued from page 97] 

got up to just above 120 mph, we were 
leaping as much as 15 or 20 feet through 
the air betw~n sand mounds. (If you've 
ever sailed through the air like a kangaroo 
on .fire q.t better than 120, touching the 
ground only occasionally, you will corn~ede 
this ~ not the best formula for growing 
old.) Even if -I hadn't been chicken I 
couldn't have made it go any faster. 

What would this Hawk haye done if the 
beach had been good? It is my sincere be­
lief that it would have just topped 130 and 
stayed there as steady as the smile on Mona 
Lisa. After my beach runs I went over to 
Bob Osiecki's Racing Equipment Com­
pany. He was preparing a Golden Hawk 
for the Trials and after a lot of multiply­
ing, squaring, cubing, dividing and con­
sideration of gear ratios and tire size, we 
came to the conclusion that the stick job, 
unloaded, should run 135-plus on the beach, 
if conditions are right and the engine tuned 
to the teeth. · 

What this car definitely needs, in my 
opinion and in the opinion of some top race 
men such as , Smokey Yunick, Marshall 
Teague and Bob Osiecki, is a real competi­
tion cam. Call it a "high performance" cam, 
"heavy duty" or whatever you choose, this 
car with a sharper cam might prove a real 
threat to the 300B Chryslers in the Speed 
Trials. As is, it's my guess that the Chrys­
lers will take the Hawks with· ease. In the 
MECHANIX ILLUSTRATED Trophy standing~ 
start mile, even the hot Chevys should 
outrun them. If I'm wrong, there'll be no 
artides of mine in here next month-I'll be 
on a boat to Tasmania. But that's the way 
I see it. ' 

Mauri Rose, three-time winner at In­
dianapolis, said when · he sat in the car 
with me, "McCahill, look what you 
started." Rose is master-minding the Chevy 
team for Speed Week. He went on' to re­
mark that a few years ago we had nice, 
sloppy family cars without very good 
brakes or roadability and no performance . 
McCahill put in the pitch month' . after 
month for better brakes, more safety, bet­
ter balance, roadability and all the rest­
and today everyone's trying to build better 
road cars than the other guy. It's all your 
fault, said Mauri. "And don't try and argue 
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with me," he added, "I've got all my c11d 
MI's at home and I can prove· you're the 
guy · responsible." 

Well, if we made them safety and road­
.ability-conscious, we're glad. But the per­
formance of some well-known makes is 
out-and-out race car stuff today. It's my 
belief that we build several stock sedans 
now that could have won the Indianapolis 
race just ten years ago-perhaps even 'this 
Hawk-and that's something to think 
abovt. ~ 

· The Golden Hawk is a good-looking car 
and extremely pleasant to drive. Inside the 
cabin it'll match the lushness of ~y 
American car ever built. The instrument 
panel is the finest I've ever seen on an 
American car. In addition to all the regu­
lar instruments it has a real oil gauge 
and ammeter, plus a magnificent tachom-
eter and a vacuum gauge. These are 
smartly-designed, easy-to-read instruments 
mounted in a machined metal panel. In 
this department the Golden Hawk makes 
some other current models look ·like fish 
peddlers' carts. 
. The seat belts in the Hawk I tested were 
unique in that the outside part of the belt 
fasfened to the door, which would help 
hold the doors closed in the event of a 
cr~sh but might prove uncomfortable if 
the crash was such that the door was 
ripped open. One outstanding feature of 
this car is the windshield. This is not a 
wraparound with built-in distortion but 
a finely-placed, semi-curved windshield 
which, due to its placement closer to the 
driver, gives all the visibility of any wrap­
around. Another feature is the low-sloping 
hood which lets you see the roadway as 
close as four feet in front. The side mirror, 
almost opposite the driver's chestline, is 
the finest I've ever seen because, being 
right there, it gives you a much better rear 
view than most conventional center mir­
rors. When driving this car, the firm-but­
comfortable suspension instills confidence. 
On the debit side, the emergency brake is 
located just right to de-knuckle you and I 
would be just as happy without the fender­
mounted parking lights. 
· In summing up, the Golden Hawk is the 
car to watch in the '57 Speed Trials. Thanks · 
to its low weight and terrific power; it 
would be just an afternoon's work to make 

[Continued on page 202] 
. , . 
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The New Model 70 UTILITY TESTER 
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ELECTRICAL APPLIANCES , 
MOTORS • AUTOMOBILES •TV ' TUBES 

As an electrical trouble shooter the Model 7.0: 
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mobile paint sprayer 
Oloice of craftsmen for 3~ years! Saves 
time, paint and money. Quickly gives 
flawless finish to walls, furniture, screens, 
fences and haodiwork. Sprays all ma­

__ __, __ __, terials ; \4 H.P. motor. Diaphragm prin-

FREEi 
Write for 

"How to Spray" 
Booklet and 
Literature. 

ciple assures dean, oil-free air. Never 
needs lubrication.With gun, less motor. 
No. 890 SpHdy Spray•r •••• $3 850 

Add wheels with Wheel Kit No. 909. 
lndudet 6• wheels, handle, fittings. $6.95 
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[Continued from page 201] 
this car a little better balanced in the stern 
and to slip in a high-performance cam. A 
better selection of rear-axle ratios would 
also add to its potential. At this writing, all 
,that is available is the 3.07 with UltraMatic 
and 3.92 with overdrive. 'The 3.92 with 
overdrive would prove much too tough to 
unwind on a soft beach or into a heavy 
wind. The fully-equipped car I tested­
the mdst expensive model in the line--de­
livered in Florida for $4,250, a quite reason­
able tab in my opinion for what you get. 
All in all, considering looks, performance 
and equipment, I think the Golden Hawk 
is quite a buy. It's as lush as any car selling 
for several hundred dollars more and it 
has a real semi-sports car look. I'd like to 
have one of these cars. Anybody should 

_get a big kick out·of owning orie. • 

Killing OIi Our Men 
[Continued from page 57] / 

rest. Actually a fit of simple hysterics, a 
good cry or a solid "mad" might easily do 
more for a man's life span when he is wor­
ried or disappointed than any amount of 
Spartan self control or big biceps. 

And if he tried to be less brave-if he 
pampered himself by going to bed and call­
ing a doctor when he didn't feel well, in­
stead of trying to be a hero and refusing to 
"give in to weakness," he· would probably 
be able to enjoy life longer. 

Boiled down to its essentials, the ironic 
truth seems to be that the male death ratio 
is zooming largely because men are less 
able than women to cope with the stresses 
of modern life. And the reason men aren't 
able to cope with these stresses is because 
they ru:e too busy protecting the myth of 
male superiority. to deal with the bitter 
fact of male biological inferiority. 

so· while the women are finicky about 
their diets; scream, weep, have occasional 
hysterics, keep calling the doctor at the 
slightest discomfort and live to a comfort­
able widowhood; the men are strong, self-, 

W. R. BROWN CORPORATION 
2659 N. NORMANDY AYE,, CHICAGO 35, IWNOIS 

controlled, unafraid to punish themselves 
, and their bodies to prove that they can 

"take it" and, in valiant masculine fashion; 
often succeed in leaving healthy widows: • 



G
olden Hawk" is the name applied 

to the Studebaker-Packard Corpora­
tion ·s 1956 high-powered "sports 

type., passenger car. The name and the 
components that make up performance 
factors were obviously chosen iri an at- · 
tempt to 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. ga\·e 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 3 s 2 

cubic inch (4 inch bore, 31h inch stroke) 
overhead valve VS engine that powered 
last year's Packards. lL 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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Ultramatic torque converter type auto­
matic transmission. The engine is rated 
at 2 i 5 brake horsepower at 4600 rpm 
and 380 pounds-feet of torque at 2800 
rpm. Wheelbase is r 20!~ inches and over­
all length is 203 '·}fo inches \\"ith 34 ~ 
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 scat 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, powered by a 
large displacement, hlgh-output engine is 
a good one. Hence, the "Golden Hawk' ' 
should be able to out-perform other cars 
with equal passenger space. With the low 
center-of-gravity and with fairly large 
brakes, overall roadability should be 
good. But what happens to the handling 
characteristics when an engine-transmis­
sion combin:1tion Lhal Lips Lhc scales al 
well over · goo 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 over the 
front wheels. would result in a grossly 
exaggerated and unfavorable front-to· 
rear weight distribution, which would 
make driving 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 with a full tank of fuel but 
withoul driver or passengers. Of this. 
2 200 pounds or 59 per cent of the Iota! 
weight" was on the front wheels and 1540 
pounds or 41 per cent was on the rear 
whecb. ThcsC' figures arc entirely com­
patible with µresent-day passenger car 
practice and should serve to dispel the 
doubts of a :1 yo:1e who believes that tht' 
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"Golden Hawk" is any more "nose 
heavy" than other makes. 

Our lest car had 2030 miles on the 
odometer when we received il , so we 
drove it around a few days, for an addi­
liona l 500 miles to help wilh the "loosen­
ing up" campaign. Then we look it to 
Paxton Products Division of McCulloch 
Motors Corporation in Inglewood, for a 
blast on their 300 horsepower Clayton 
chassis dynamometer. Maximum road 
horsepower was 132 at 3300 rpm, equiv­
;tlenl lo 84 mph in high gear. This may 
seem quite low for the 352 cubic incher, 

HRM 
ROD 

TEST 

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
in!,( generator. power steering pump, muf­
ller, and tailpipes and with the power 
routed through a fluid coupling and 
torque converter. Frankly. we expected a 
bit more from the engine bul upon in­
vestigation. we found that Lhe iuel / air 
mixture ratio w:1s too lean for the extrac­
tion of 111;1ximum pmYcr. Had we cor­
rected the mixture and throm1 in a 
fresh sel of spark plui.:s. maximum road 
horscpo1Yer would have been closer to 
1 50. Power out put at lowrr speeds lefl 
!itllc doubt lhal all those cubic inches 
were 1rnrking in the best inlcresls of 
i.:ood acceleration. This confirmed our 
e:1 rlier impressions that. from a standing 
sta rl. 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 1 7 .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 
of the strip's class record. His average 
elapsed time was correspondingly better 
than ours, being 16.S 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 besl ac­
celeration times from our "Golden 
Hawk," il was first necessary for us lo 
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 

( Contim1ed on next page) 

FAR LEFT. Test crew pauses above cloud 
level 011 way to Mt. Wilson summit. 

CENTER. "At speed" on tlte wrvaceouJ 
roads, "Golden Hawk" proved quit,, agih:. 

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 Packards. the 
same torque converter is operated by 
means of an electrically controlled push­
button panel, a la jukebox. By moving 
the selector to "lo" when starting. the 
transmission will remain in low until the 
selector is moved to either "low drive' ' 
or '·high drive," at which time a shift to 
the second speed is made followed by an­
other shift into high "lockup." When 
starting with the selector in "low drive. " 
the transmission first shifts into low, then 
makes the above 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 in to high "lockup. " 

Il 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. When the 
transmission shifts into the third speed 
in "low drive" or the second speed in 
"high drive," it mechanically "locks out" 
the torque converter. Consequently, the 
term high "lockup" means that the trans­
mission is in direct drive with no reduc­
tions. lf 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 low being in­
operative in this position. A downshift 
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 downshifl into low when the 
throttle is floored at speeds of about 45 
mph or less if the selector is in "low 
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, 

,. 

.s 

E1,cn 011 the most 
vicious t ums, the 
Studie stayed 
stuck. T!t e mnst 
1toticeable trait 
was the I ea11 
011 left tums .• , 

For best performance in town or on the 
highway. ''low drive' ' should satisfy most 
requirements. For "economy-run" drivers. 
"high drive" yields the most in miles-per­
gallon while delivering adequate low 
speed performance. The one disadvantage 
found in the Ultramatic is that there is 
no way to 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 Ultramatic are as fol­
lows: Low- torque converter plus 1.82 

gear reduction. the same ;is low in "low 
drive''; intermediate - torque converter 
reduction only; high " lockup "-direct 
drive; reverse - torque converter plus 
1.63 gear reduction. Maximum torque 
converter reduction ratio at stall speed is 
2.9 at 1650 rpm. Rear axle gear ralio in 
Ultramatic equipped " Golden Hawks" is 
3.oj. Incidentally . :iutomatic 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 \Vest Coast run on 
overdrive equipped "Hawks' ' wiped out 
the factory's supply of overdrive gear­
boxes. which brings up another point. 

The policy-makers al Studebaker-Pack­
ard can take justifiable pride in the fact 
that they have more than one transmis­
sion type to offer prospective customers. 
In a car built primarily as a performance 
package with passenger space. the "Gold­
en Hawk '' needs something besides an au­
tomatic transmission to bring out its best 
qualities. Consequently. the rugged Pack­

. ard three-speed transmission and over-
drive is standard equipment on "Golden 
Hawks' ' with the Ultramatic as the only 
transmission option. The gearbox ratios 
are 2-49 in low. , .59 in second, direct in 
high and the overdrive provides a .722 
step-up. The standard rear axle gear ra­
tio with the overdrive is 3.92 , which re­
sults in a final drive ratio of 2.83. In con­
junction with the overdrive is an 1 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 gear­
box and the more favorable re:u axle 
gear ratio was 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, ifs possible lo have your cake ;ind 
e;it it too; maximum accelerative per­
formance with the overdrive locked out, 
and what should be quite good fuel econ­
omy with the overdrive in operation. Also. 
it isn't likely that premature wear will 
occur in the engine by using the over­
drive. because how can you "lug" a 352 
cubic inch engine in a 3700 pound car? 

Bul 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 low without a shift. 
At a true 60 mph in low. the tachometer 
registered 4800 rpm. child 's play for this 
engine. Our average zero to 60 mph lime 
1\'a, 1 o seconds t1a L. for our zero to So 
mph runs. we started in "low drive" the 
same as before. released the throttle at 
between 4800 and 5000 rpm ,so the shift 
to intermedi;ite could be made, then 
buried our foot in the throttle again until 
a true So mph was reached. The average 
zero to So mph time was r 7. 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
lieve that about live 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." Al about 5200 rpm. there 
were cfatterings from lhe valve depart­
ment but this was apparently a valve 
spring "surge" because no "float" or 
"pump up" occurred until 5600 rpm was 
reached. 

'vVe drove the car over our usual course 
and in so doing, it became evident that 
the "Colden 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 were 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 main­
tained. The car was driven for a short 
distance with the power 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 stand·•rd Ross cam and twin lever me­
chanical steering gear has an overall ratio 
of 24 to r , 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" ralio 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 21h 
degrees of negative caster was changed to 
one to r 1h 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 fro nt 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 

· Fro11t suspe11sio11 is conventional indc­
pe11de11t system, usi>ig unequal length 
wishbones, coil springs with shock in center. 
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••. and right 
turns, but this 

caused 110 di fjiculty 
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-ellipt~t 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 011 

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 pivoti11g 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 causes 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 majQr 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 stlffer 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 Limes calls for 
treatment that is abusive, which rapidly 

( Co11ti1111ed 011 next page) 

Rear suspension is by parallel semi-elliptic 
springs, angularly mounted shocks. Opw 
driveline and hypoid drive gears are used. 
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HRM 1~':::t., TEST 

ACCELERATION 
Average O to 60 mph ................ 10.0 secs. 
Average Oto 80 mph .. ... .. ... .. .... 17.7 secs. 
Standing quarter-mile .............. 17.5 secs. 

FUEL AND OIL CONSUMPTION 
City driving ........ ..... .. .......... .... ... 12.5 mpg 
Highway driving .. ..... .... .. ........... 16.5 mpg 
Mountain driving .. ............... ... .. 13.3 mpg 
Average l 000 mile test ... . .. . : .. .. 13. l mpg 
Oil consumption ....... ...... ... .................. .. nil 

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

41 % (1540 lbs.) rear 
Broking areo .. ............. ....... 195.25 sq. in. 
Broking effectiveness, front.. ............ 62% 

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

19.2 lbs. per sq. in. 
Transmission type .. ... . Packard Ultramatic 
Rear axle gear rotio .......................... 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 favored 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 10 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 fin s. 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 
'56 STUDEBAKER 

.. GOLDEN HAWK'' 

or right. The brake lining area of the 
" Golden Hawk" is 1951;.; square inches 
and represents a favorable 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 " Colden Hawk" required 
some "getting used lo" 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 
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was a bit disconcerting at first because, 
habit prevailing, everyone who drove the 
car tried to "center" themselves wilh 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" Lhe 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 lo contend with? Aside from 
these Lwo 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 30 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 lhe "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 trafllc, we 
averaged 12.5 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 wilh 
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 1200 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 011 page 54) 

Arrow points to bellcra11k arm that connects throttle linkage to 
transmission. Holes in arm adjust transmission shift points. 

Big Packard V8 loads e11gi11e compartment to the roof, which 
makes routine maintenance a bit difficult but 11ot 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 8, $9.52. 

DISTRIBUTORSHIP$ 
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. 
CONTINENT AL MANUFACTURING CORP, 
Wuhington Blvd. at Motor Ave . 
Culver Cav 128, Co lifornio 

IF YOU 

Then Hear This: 
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 

11 
list for our graduateJ. 

COURSES APPROVED FOR VETERANS 
MAIL COUPON BELOW FOR 

N :~::~ EA:~o~~u:~:,M ~N:'.~~:, 
I 1113 w. Arbor Vitae st,ut, 1n1l1wood 1, California 

I :~:'!~hseednud1:!, 1~:,t,dl:1~'/fin~•d:t~,:~r,o~i!'::i:f~s!:/'1:ment data, 

I Aircraft M1lnteno1nu Enfilneerina echnolol)' 
I ~ Aeronauttnl En1lnHrln1 Technolofy 

I ~~s~:~1~~c6!!~h1~~ !:: ~~1~:::::~~ 
.- 1 Nam, ...... ... . . . . ........ .. .. . .... . ..... . ... . . Aao . •.•... 
I Address .•. . , ,, •....•• • • . •• • • . .• ..... . • . ••• ...... . . . • , .·· 

I I City . . .. . ..... . ..... . . . . . ... . . .. . . zone .... st,t, .. . ..... . ... . 
I Y1ter1n11 Chtcll htlt O for Special Veteran Tr1lnln1 lftformatlon._ 1 
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Excellent instrumentation, convenient accessory operation is provided in the "Hawk." 

continued from page 21 

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 oYercome 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 
stould 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 ch 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 1Y1n 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 9~ 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 IO 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-TRIPLE-MANIFOLD delivered 
13 H.P. mare to wheels than stock Quad carb. 

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

NICSON ENGINEERING CO. 

, .. be sure and 
read the NEW 
ENLARGED 

WATER 
WORLD 

more pages* 

more features * 
more pictures * 

MARCH 

APRIL 
issue 

on 

sale 

NOW! 

It~ k) / HOT ROD READERS PREVIEW! 
...J,:jff? • "READ THIS AD-IT WILL COST YOU NOT TO" 

Each year we have an inventory sale-here it is-Since we have cash-C.O.D. 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 

deposit per below: * 1. CHEV-OHV-8 ADAPTOR-allows 
'55-56 Chev-VB installation into '32-
48 Ford '39-50 Mere. ONLY $37.50. 
For '49 & up models $27.50. 
2. OLDS-CAD ADAPTOR-fits '49-54 
Cad-'49-55 Olds OHV's to early Ford­
Meres $22.50 LATE $49.75. (Includes 
pilot bearing adaptors and installa­
tion instructions.) 
3. MODEL A-8-C FORD 4 cyl. ad­
justable tappets-$7.95 set. J/4 ac­
celeration cams $17.95, FULL $20.95 
matched metal timing gear sets 
$5.95 chopped-balanced flywheels 
$15.50 
4. QUAD CARB 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 ON LY $9.50-same BRT part 
at Ford $16.50 
7. CAO-OLDS '49 OHV & up-stand­
ard clutch & flywheels-for conver­
sions 91/2"-lO" 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 linkage-one required at 
each point of movement ea. 35c 

9. USED '32-53 Ford-Mere F.H. cams 
3/4, Fulls, Supers-originally cost 
,o $60.00 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-8-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 

HOW TO ORDER * send far aur com­
plete listings with our OPS form-haw ta order 
data OR send approx. 50% deposit. We'll ship 
C.O.D. Balance, anywhere, best carrier. 

S H E L L SPEED P~., ~~F!_L
8
;~

3 
SHOPS 

Open 7-5, closed Sun., Holidays. 
References: Dun & Bradstreet 

11726 HR-8, Wilshire Blvd., West Las Angeles 25, Calif. 
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THE '56 STUDEBAKER 
after lop 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 41/\l inches and use '56 Packard pistons 
and rings. This will raise the already huge 
number of cubes from 352 to 373. The 
4 % 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 14 of an inch to 3% inches, and by 
using the 4 % inch bore, raise the dis­
placement 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 dntms with radial fins 
are used on "Golden Hawk." Brakes on 
car were excelleut, 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 1/.:~ to 
1/in 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 lo 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 light 
so that the spark occurs at seven to nine 
crankshaft degrees before top center for 
use with the best gasolines. The Cham­
pion N18-67B "long reach" 14 mm plugs 
should be thoroughly sandblasted, cleaned 
and regapped at 2500 to 3000 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 shiil points of the Ullramatic 
are governed by the length of the link 
from the carburetor to a bellcrank at the 
back of the engine. One arm of the bell­
crnnk has three holes in it lo 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 
thi:; purpose. the bottom hole in the bell­
crank arm seems to work out best. 

The general construction. the lit 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
po~ed to torrential downpours ior a cou­
ple of days and during this period . the 
two-speed electric windshield wipers 
proved their worth over the more con­
ventional ,·acuum-opera ted wipers. Uody 
squeaks and rattles were at a minimum. 
c,en after the " wa shboard' ' treatment. 
One di scordant note was the lock :ind 
latch release of the trunk lid. This thing 
must 've been designed for the grip of a 
i.!Orilla. lt took both hands to operate the 
relea se but once the lid wa s raised a bit, 
the s tiff countersprings did the rest. How­
ever. I understand thi s minor complaint 
ha s 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 21,~ 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.udless oi what it is called . 
the " Golden Hawk' ' represents pa ssenger 
car performance .it it s best. 

"Wait a minute, Joe, I just got 
a11otlier idea." 
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THE DIFFERENCE BETWEEN AN ORDINARY 3,4 CAM AND 
AN ISKENDERIAN ENGINEERED 3.4 CAM IS • ••••••••• 

PARABOLIC----

t,\,,,,itt11,,,l,t :!o:!~i~i~~: ~~e~a!:c!.! 
.,. • t-& · • f $ 4t · Viewer, I skenderian engineers have developed the new parabolic contour, a 
"''! • f ' revolutionary design that increases revving ability up to 1000 RPM combined 

with good low and intermediate · power. In conjunction with these cams 
·~"'~JS; lskenderian has also developed special component parts that add considerable 

· i life and dependability to the engine. 

OHV CHlVIIOLH • CORV£Tn Left, A ~ Chev. and Corvette cam and kit for the late OHV VS engines. 
Special ~ cams and kits are available for all makes. Write for details. 

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

FREE! The talk of the automotive world 'has been the astonishing developed 1 HP per cu, inch, a new record for modified engines 
results and information obtained by Vic Edelbrock in testing running on gas. 
the new Chev. VS engine Write for details on this engine, which 

FLASH! Ernie Hashim's powerful Chrysler roared to a new official 
record of 153.11 MPH in V, mile on the Bakersfield drag strip. E.T. 
was 9.1 I seconds. This eclipses the best time of all dragsters includ· 
ing twin engines, triple engines and aircraft engines. Hashim's car is 
powered by a parabolic #2 Crossflow Jskenderian cam which now 
gives us a clean sweep of all major classifications. WORLD'S FASTEST 
CAR tKenz,Leslie Spf.J, WORLD'S FASTEST ACCELERATING CAR (Jim 
Nelson!, WORLD'S FASTEST DRAGSTER (Hashim's Chrysler!, AMERICA'S 
(Pike's Peak official AAA record, Dick Frenzel). 

FINEST PLAQUES IN THE NATION 
CUSTOM DESIGNED FOR YOUR CLUa 

e HEAVY ALUMINUM OR HASS CASTINGS. 
e STEEL AND ENAMEL FOR COLOR AND VISIIILITY. 
e SOME MODELS WITHOUT PATTEIIN CHARGE. 
e MANY STOCK DESIGNS. 
• FREE LITEIIATUH. 

NEW DESIGN TORNADO 
DROPPED AXLE for Ford 

THIS.,, 
,,a 

SEND 25c TODAY 
For complele calalog on Emblems, 

Jockels, Decols, Plaques, Novelties 

- including information on how le 
storl your Club. 

STYLIZED EMBLEM CO. 
1331 H • No. Weslern 
Los Angeles 27, Calif. 

Competitive Axle 
or Old Style 

Tornado Axle 
Filling Unnecessary 

TORNADO STREAMLINED HEADLIGHT BRACKUS 
Chrome-like finish for that custom oppeorance. fas-

These Axles ore not reforged. They c,re reshaped 
by an entirely new process which assures uniform 
bend, the -;.ome strength and thickness throughout 
and a much cleaner appearance. The New Tor­
nado Axle requires no filling or finishing-it looks 
just like a factory job. •The lower steering arm 
on both spindles must be heated and dropped to 
clear the bottom of the reshaped axle . 
1928-31 models-3" drop,. ...... ,... ,.,. .. $22.50 ea. 
1932-36 models-3" drop .... . ,. ................... 22.50 ea. 
1937-41 models-2" drop ......... ,., 22.50 ea. 
1942-48 models-2" drop .. ... ,. .. ... ,. .............. 22.50 ea. 
*These axles shipped Railway Express . Only $7.50 
deposit required. 

Quantity Prices to Dealers. Write on your 
letterhead. All Prices F.O.B. Ookland 

ily attached ta frame. Strang $JJ95 
heavy aluminum, highly polished. .. .. 
Baked enamel black sealed beam 
headlights only, $14.00 pr. 

l.ee's SPEED 
SHOP 

1143 East 14th Sf •r Oakland, Calif. 
Phone: Templebar 4,9964 
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By Pete Sukalac 

1 Packard engine in the '56 
Golden Hawk uses com­

bustion chamber unlike any cur­
rent design . Area under valve 
seats is too thick, passages 
are full . of sharp bends . 

2 Stock valves are heavy, 
and tend to float at the 

engine speeds above 4500 rpm . 
Continuous abuse in th is range 
brought about damage to the 
piston at top of the picture . 

3 Dali Ki/cup uses a hJgh 
' speed grinder fiHed with 

a rotary file Jo hog out ports . ' 
Stones of varying coarseness 
were then used to polish the 
metal of cumbustion chambers,, 

• I 

Modifications To Packard Power Plant Increased 

Road Horsepower From 90 At 3000 rpm To 12/! 

j · 



Modified Golden 
Hawk is smooth 
in traffic and a 
hairy bear on the 
open road, hit­
ting 97 mph in 
1/, -mile from 
standing start . 

4 The finished combustion 
. chamber in center is glass-

smooth compared to others . 
~ote how unrestricted the valve 
ports are as compared to the 
ones in the right chamber . 

FtBRU~RY, 1957 

FOR six months prior to release of the '56 Studebaker 
Golden H awk, the publicity department of the S-P 

Corporation followed the usual practice of advertising the 
coming vehicle to the point where folks had their too_gues 
hanging out a foot in sheer anticipation of the glorious 
event. Naturally, as so. often happens, when the car did 
make its appearance many of these same people were more 
than a wee bit disappointed when they took their factory 
hot rod out to the local drag strip. Owners found them­
selves being dusted off by much less romantic iron. These 
people were learning that dropping in the biggest mill 
available doesn't necessarily make for the quickest car­
even if the job was done at the f,actory. 

The 352 cu. inch Packard engine that powers the Golden 
Hawk is big. When you consider that it was designed to 
power cars in the better than two-ton category, you jump 
to the conclusion that the same engi ne would turn into a 
fireba ll when placed in a chassis weighing about 1,000. 
pounds less . Th at's what eve ryone thought, unt il they found 
that they cou ldn't get dow n a standing quarter mile in less 
than 17 seconds, or make a better speed in the same dis­
tance than. 85 mph . 

Don Rasmussen, a Stude dealer in Portland, Oregon , 
decided to find out JO"~ why th is was so, and what could 
be done to ·make the coupes wit h the muscle-bound mills 
do their chores more quickly. Rather tha n break the rou­
tine of his own shop with experimental work, Don placed 
the test car in the capable hands of Dan Kilcup, a speed 
merchant in the same city. His parting instructions to Dan 
were, "Make the thing go, but don't make the engine too 
radical for street use." Plenty of performance, but keep the 
reliability and smoothness. Jhat made sense. 

Before starti ng any speed tuning, Dan put the car 
through a si mple road tes t for acceleration and passing 
times. Using a stop watch, he determi ned that the best 0-60 ~ 
time was 8.5 seconds, while 50--70 took a flat 8 se.conds. 'zy 

5 Carburetor float drop was 
adjusted at po int shown by 

bending stop tang . The second­
ary floats (front) were adjusted 
for 11 I 1611

• drop , primary set 
at 5/8" to eliminate flooding . 

6 Valves were tuliped and 
undercut to lighten them . 

The exhaust valve carbon 
scrapers were too close to the 
valve heads. A .125 cut let 

move into the guide . 

..... , ' 
' ' 

• ,,,,' I : ?( .. \': I 25 .1; 
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7 Carburetor primary jets, above, were increased in 
size from .0935 to . 104. Right: secondary carbure­

tor jets, shown by screw driver, went from .0785 to .083. 

9 Rocker adjustments can be 
seen from this angle . In· 

takes are set at .008, exhaust 
valves at .016 with engine hot . 

1 o As new rocker setup is 
higher at vafl,e spring 

side, rocker covers had to be 
peened out to let rockers clear 

11 Camshaft changes were 
unnecessary, as Packard 

camshaft has .395 lift, which is 
plenty_ high for modified engine . 

The standing 1/.i mile run produced an average of 85 mph . 
The car was certainly not to be considered slow by any 
standards, but with all its cubic inches it should have done 
better. The next check was made on Blackie Blackburn's 
Clayton dynamometer. At 2,000 rpm the engine put out 
46 hp at the rear wheels. At 3,000 rpm the power jumped · 
to 90. Certainly a mill rated at 27 5 hp , and supposedly 
making good 380 foot pounds of torque at 2,800 rpm 
should show mo're output. Of course , some of the potential 
performance was held back because of the tight, new engine . 

Heads, Manifold Pulled, 
With the preliminary tests at an end, Dan drove the car 

to .his shop where the hop up work was to be done . All 
hoses and wires were removed from the heads and the 
water drained from the block. The carburetor was left on 
the manifold when the latter was unbolted and lifted ofT the 

engine. The va)ve covers were removed and the head bolts 
backed off. When clear of the rocker arm assemblies, the 
heads were pulled and placed on a bench. The cam cover 
was removed and the push rods and hydraulic lifters · 
plucked out of their holes and placed in their proper order 
on the same bench. A valve spring compressor was used to 
remove the valves and spring assemblies from the heads. 
The bare heads were then free for inspection . After looking 
over the valve-port layout, three things were immediately 
apparent to Dan. The valves were adequate in size, with 
the intakes measuring close to two inches in diameter. The 
valves were too heavy for quick acceleration and high rpm, 
and there was a large step in both the intake and exhaust 
ports that would impair proper breathing. 

To modify the heads , Dan placed a wire brush in his 
high speed hand grinder and proceeded to clean the carbon, 
soo t and other residue from the combustion chambers and 
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8 Left: modified valve train is three oz. lighter than 
Packard's hydraulic setup at right. Above: 1956 

Old~ valve !~ing retainers were modified to fit Packard . 

With mill reassembled, 
adjusts spark advance 

to get maximum power. SeHing 
was checked on dynomometer. 

13. Fuehl bmixture just bright 
wit ig jets in car ure-

14 As no Traction Masters 
available, Dan mode up 

these from shock absorber ends, 
two lengths of 1 1/a II Shelby tube. 

tor. Plug insulator turned choco­
late brown under hard pull load. 

ports. When clean. the brush was exchanged for a rot a ry 

file and the steps in each port ground a\'. ay. The fast cut­

ting tool literall y hogged its way through the tough cast 

iron. Next, a high speed stone was used to polish the com­

bustion chambers. The actual time consumed in the grind­

ing-polishing operation totaled out to one hour per chamber. 
Since considerable metal had been removed from each 
chamber, and not wanting to lose precious compression 
pressure, Dan sent the head to a machine shop with orders 
to take off a . I 00 cut. The cut ·would not only restore the 
factory ratio of 9.5: I , it would raise it a point. When the 
heads were returned, each chamber was chamfered along 
its perimeter to remove all sharp edges resulting from the 
grinding. The valve seats were then retouched using a 29 ° 
stone on the intakes and a 44.5 ° stone on the exhausts. 

The valves were then checked in their respective seats 

FEBRUARY, 1957 

for alignment and freedom of movement. The carbon 

scrapers on each of the exhaust valves were found to be so 

close to the valve heads that the ledges were not able to 

do their jobs. The exhaust valves were thereupon given a 

125 cut up the stems. Each valve was then placed in a 

lathe and given a light tuliping and as· much of an undercut 

as Dan considered safe. The valve edges were then recut 

'in the grinding machine to match the seats . Each valve was 

then hand-lapped to ensure a gas-tight seal. The springs 

were checked for a stock tension of 187 pounds. To be on 
the safe side, the tension was increased by shimming up 
each spring with a washer, the thickness of the washers 
being dictated by the reliefs made in the heads for each 
spring. Enough of a ledge was retained to keep the springs . 
from shifting. (Continued on page 5~) / 
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Your Car Can Save Your Life (ContinuedfrompageJ5) 

you'll want fuel at hand to fire a tire, 
its black smoke calculated to pinpoint 
your location. 

Next, you remove the sun-visors for 
shovels, throwing up a sand windbreak 
around the chassis, leaving just enough 
entrance to squeeze through . As for 
that entrance? Better make it on the 
side facin,g the nea'rest continental air­
lane. That'll let you manipulate a rear­
view mirror for signaling without ex­
posing more than an arm to the sun. 

And don't underestimate that mirror 
of yours. Properly used (heading' into 
the sun), it .:an 11ttract sea:ch planes 
45 miles dist ant-even when they're fly­
ing at 5,000 feet. You can signal with 
chrome-plated metal too-the hubcaps , 
trim, bumpers, or other reflective auto­
motive accessories. But metal's glitter­
ing reflection reaches only about 35 
miles ( 10 less than a mirror's). Still, 
that's considerable: And it means that 
often a plane will catch your signal 
Jong before you either hear or see it. 

With a seat as an improvised bed, 
your windl,reak thrown up, and that 
tire blazing away, you're ready to th1nk 
about protective <;lothing-a layer or 
two of seat cover, ,upholstery fabric or 
ceiling liner. Even a patched together 
over-garment will isolate your body 
from the heat, conserve your strength 
and reduce water evaporation from the 
body. You can pin together the fabric 
with upholstery clips. A sharp piece of 
chrome stripping pinch-hits for~ knife . 

Even utensil-less , you needn' t go 
without crockery-so long as you have 
hubcaps . Nor need you starve on any 
desert in the world (with possible ex­
ception of the Sahara) if you've got 
radiator water and a tire fire . 

Desert Food 
One delicacy is the prickly pear, a 

cactus. Its spines can be peeled off, the 
fruit eaten raw or boiled. Another is 
the common Yucca, its ripe fruit, stalk 
and leaves roasted to your taste pref­
erence. Edible too is the Sahuaro 
flower, from the common cactus of the 
~rizona desert. Arid America is alive 
with edibles including that Indian fa­
vorite, the beans of the mesquite (soak 
a handful of mesquite beans in a hub­
cap-full of radiator water and you've 
got one day's rations). In all, probably 
two score vari~ties of desert flo:a ~an 
be roasted or bGiled to palatability 
over your tire fir<l . 

But before you crawl into your chas­
sis shelter for the night , it'd be a good 

gone even further in bolstering their 
chances for survival: three ft. strips of 
shirt have been rigged to a fully-ex­
tended car antenna-a flag that stands 
out vividly against the drab dullness of 
desert America. At least one motorist 
used his car's clock (the stem-winding 
variety) as a portable compass, judg­
ing direction by the midday .shadows 
of its hands; strips of inner tubes have 
been used as constricting bandages, 
throttling blood circulation while a 
snake bite was sucked clean of poison. 

Far-fetched? Not at all! Every one 
of these ideas· has saved a motorist's 
life one time or ·another. Taken to­
gether, they spell survival in any North 
American desert. 

Winter Survival 
idea to remove your sealed-beams, Ih the , bitterness of a winter your 
angle them at 45 degrees so you can car can save your life too-although the 
switch them on should you hear a techniques are different. Your first 
plane nosing overhead. For the electri- aim : preserve your body's warmth, 
cal hook-up, borrow wire from your hoarding every catorie · of heat. That 
, tail lights or from beneath the dash . means fire-by burning your tires, , 

Laying out signal -panels, there on fueled by gasoline; turning your car's 
the desert floor, is another job worth interior into a snug, warm hut; insu-
the effort. Even panels fabricated from Jating your body by multiple layers of 
floor coverings and upholstery are bet- fabric-foam rubber or upholstery; 
ter than none. Outlined with strips of guarding the extremities-:feet and 
chrome, panels are visible to pilots at hands-from frostbite (by mittening 
I 0,000 feet or more. Another survival your hands in upholstery, inner-soling 
tip : Shatter the windsh ield or windows, your shoes with floor mat); and pro-
scattering ch_unks of gl<!SS over your / tect ing your face from tqe cold by 
fabric panels . They'll reflect so that smearing nose and ears heavily with 
they cary be seen for miles. And all chassis grease. ' 
you reall y need is a single panel , three · The major problem, then, is warmth. 
feet wide and just as long as material Here your car's windows are a help, 
allows. (75 ft. isn't too long.) That but they need buttressing with layers 
single panel is a universal distress call of fiberboard- from door interiors to 
meaning, "require doctor .. . serious really shut out the cold. From inner 
injuries." tubes you can cut serviceable leggings 

Some, stranded deep-desert , have (Continued on page 56) 

Making The Hawk Fly (Continuedfrom page27) 

. Adjustable Rockers Used 

The valve actuating train was next 
in line for checking. The '56 Packard 
engine featured hydraulic lifters , heavy 
steel push rods, and neat , short rocker 
arms. The rocker arms were light and 
well designed, but being non-adjust­
able, they wouldn't work if the hydrau­
lic lifters were discarded-and this is 
exactly what Dan had in mind. He 
made up a sample assembly using a 
'56 Stude solid lifter ( a perfect fit) , 
aluminum push rod and a Stude ad­
justable rocker arm . Even though the 
Stude rocker arm was heavier than its 
Packard counterpart , the total weight 
.,, ;., , , , , .. ,, ,J.., , , , . , ,~ ,,n e r,1,: T h ,, 11, ,h ;, 

was a small saving, the lighter weight , 
coupled with the positive action of the 
solid lifter, swung the decision in their 
favor . Stock aluminum push rods were 
not reat.lily available, so Dan made his 
own using the ball ent.ls from '56 
Studebaker rods and 61 ST .065 x ¥s 
aluminum tubing. The lifters were a 
beautiful fit , but to make ·sure they 
wouldn't bind when hot, they were 
dressed t.lown .001 with aluminum ox­
ide paper. 

While reassembling the valves in the 
heads , it appeared to Dan that the 
valve spring retainers were certainly 
thin and weak-appearing for the heavy 
dut y work they had cut out for them. 

" .~r ., ,. 01, f (' ri" t ' l; f1 ('r (. ,,r r,, .. ,, h 

heavier construction were of the right 
diameter, but the holes were 11/32" 
and the Packard valve stems were ¥s ". 
Sixteen of the Olds spring retainers 
were modified by chucking each in a/ 
lathe and taper, cutting the center ·to 
take the Packard valve stem and keep­
ers. A lot of work, but better than 
losing a valve at 5,000 rpm. 

Out on the road for a test, the car 
went like .a boi;nb, up to a point. When 
idling, the carburetor tended to flood, 
but when under hard acceleration the 
thing would scream and then starve 
out. Obviously the· 4 barrel carburetor 

1 
needed some attention . The pot was 
removed from the manifold and the 

,< . , 



Save Your Life 

(Continued from page 55) 

-slip your legs into them as if they 
were puttees. A couple of these sheath­
ing each leg will do the trick. 

As in the desert, to put your auto­
motive suz-xival kit to maximum use, 
you need to know so~ething about 
the climate that is victimizing you. 
For it's fact.: more motorists have fro­
zen to death in the biting cold of a 
mid-west winter than in the A,laskan 

Arctic. Why? Because wind, as much 
as temperature, -can kill. With a 45 
mph wind blowing, you can freeze, 
although the thermometer is hovering 

at a paltry 24.8 degrees F. Human 
flesh, on the other hand, is slow to 
freeze ( even at 20 below zero) unless . 
the cold.is wind-driven. That's why it's 
important to smear chassis grease over 

your face-with emphasis on nose and 
ears-if you must stand against a freez­
ing wind. Even crankcase oil will insu­
late-when applied like sal.ve to ex­
posed skin' areas. 

Cold Kills Fast 
There's far greater urgency to "get 

at it" in the .cold for cold kills faster 

Hawk 
(Continued from page 55) 

floats dropped I/ 16" on the secondary 
side to ensure a full supply of fuel. To 
allay the starving problem, a bigger 
jet size was called for. The stock seat 
( .095) was exchanged for a .104 
model ·and the secondary increased 
from .0785 to .083 . The pot was as­
sembled and remounted on the mani­
fold. As a safety precaution, a Bendix 
electric pump was mounted at the tank 
outlet to ensure a supply of fuel under 
pressure to the mechanical pump. If 
the rig was to have an Achilles heel, 
it wasn't going to be the fuel system. 
· The car was tried again on the 

street. So much power was available 
at the rear wheels that if the most ex­
treme care was not taken the rear 
would chatter and snake from side to 
side. Something had to be done to 
hold down the torque reaction. Dan 
checked on the supply of "Traction 
Masters." None were made to fit the 
Hawk. Taking a set of ·shock absor~er 
ends and two lengths of 1 l/s" Shelby 
tubing ( .0625 wall) Dan set about 

---..,_ : . 

than heat does. You won't have the' minous smoke:_smoke that can att~a·ct . 
luxury of time to think things over- rescuerS'. Crankcase oil spilled over the. 
at. least not until you're snugged down snow, as kind of . black panel (set 
warm and out of the wind. ' with chromed auto accessories) has 

Your car's steel body becomes your been used time and time again by 
haven. But there's too ,much headroom · marooned hunters, camplers and just 
in today's average car, too much inte- ·· plain motorists ( oil can be "painted" 

· rior . space for one human body to atop snow using a whisk broom as a 
warm. Huddle inside your car and brush. Other usable "brushes": a flap 
your body heat is wasted without ap- of innertube, the core of oil filters). 
preciably warming the air. Your most Five inflated innertubes laid out in a 
urgent first job? Reduce that air space! panel get the same results. You. can 

You might profitably decide to bed "walk" a geometric snow-patlern, em-· 
down on the floor, just behind the phasizing it with crankcase oil. Re-
front seat. For here it's relatively sim- member this: any geometric pattern 1 

pie to build a body-wide cubicle, re- ( cross, circle, triangle or straight lil)e) 
ducing air space. Remove the front is unmistakably man-made and recog-
seat cushion, lay it as an insulating nizable from aloft. 
roof atop the back seat, leaving just , 
enough headroom to crawl in. Lock Flash Floods 
one door and seal it where it forms What of flash floods? Whether or 
one wall of your behin9-the-backseat not you survive depends upon their 
shelter. Insulate. this locked "wall" --severity and depth, for your car is·n·t 
with fiberboard from the front doors. water-proof. But you can minimize the 
Thus, you've effectively reduced the hazard if, as a flood rolls down upon 
51ze of your in-car shelter, have made you, you head into it-taking its brunt 
it small enough so that your body can· head-on. That way, your car offers 
act as a kind of heater. least resistance, presents too, its strong­

Seat Cover Blankets 
As for blanketing? Scrounge the 

trunk's carpet, the underdash floor 
mat, the backseat's upholstery, all the 
seat covers you can rip off. It's sur­
prising how two or three thin , layers 
of fabric will insulate against the cold, 
keep you snugly warm. · 

Agairi, once the storm's abated, you 
should lay our aerial signals. It goes 
without saying that a tire emits volu-

making his· own. The tubes were cut 
so they would run from the center of 
the spring-axle pads to the frame un­
der the front shackles. Heavy duty 
steel strap was welded directly to the 
pads and the frame for anchors. These 
were drilled and the tubes, complete 
with rubber shock ends,. bolted on . 

Back on the test strip again, the car 
was clocked at 97 mph on the stand­
ing 1/,i , and 121.62 at the end of a 1h 
mile run. The rear wheels still broke 
loose if the full power available was 
used too quickly on starting, but the 
traction tubes did a good job. The car 
was again placed on Blackie's dyno 
and the rig given a full test. At 2,000 
rpm it turned 88 hp at the rear wheels, 
while at 3,000 power output was 128. 
With the pipes and air cleaner removed , 
the output at 2,000 rpm was ·98, this 
went to 138 at 3,000 and 158 at 3,500 
rpm. Not bad! The car was a.s smooth 
and tractable as stock, and · the per-. 
formance was about as . sharp as orie 
could wish . 

STOCK HAWK 
Air temp. 77° 

Compression pressure 14b pounds per 

est bulwark to the water's impact. 
Taken sideways, a flood has too often 
bowled over a car, carrying ' it and its 
driver to sudden death. 

Cold weather or hot, flood or fire, 
the family car is a kind of automotive 
St. Bernard. For. all1011g its yards of 
wiring, its tons ·of. steel, rubber, glass, 
fiberboard and fabric lurk every essen­
tial for family survival. 'Make no mis­
take about it, your car can save your . 
life! 

cylinder at cranking ·speed. 
RPM ROAD HP 
2000 46 <· 
3000 90 

'I" -mile ... ... .. .. .... .. . .... .. ....... 85. mph; 
0-60 .. ... .. .. .. .. ........ : .. .. .. ... ... 8.5 secs. 
30-50 .. ......... .. .... .. .'.......... .... 7 secs. 
50-70 .. . .. . ....... .. ..... ... . .. ... .. . .. 8 secs. 

MODI.FIED HAW~ 

Air temp. 85° 
Compression pressure 215 pounds per 
cylinder at cranking speed. 

RPM I ROAD HP 
(Full Road Equipment) 

2000 88 
2500 115 
3000 128 
3500 I 130 ~ 

(Pipes & Cleaner Removed) 
1200 38·· 
2000 . 98 
2500 ' .J19 · . 
3000 . · ,. · · .. 138 /,:' · 
3500 · 150.· ·· 

1/"-mile ..... . .. ................. ., .... '.97 mph 
%-mile .. ..... ... .............. .. 121 :62 mph 
0-60 .. .... .. ..... ..... .... . , ... .... .. .... .. 7 secs. 
30-50 ... ..... ....... .. ... ... ......... , .. :5 secs. 
50-70 ... ...... . ~.; .... ... ... ....... ... ... 5 secs . . 

~ . 
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Jnderbird 

,La Corvette 

- ,-: ~-

• • • Dozens of Othe'r Great Prizes 
HERE'S what you've been waiting 

for! MI presents the biggest and 
most exciting contest in its long history, 
giving you a chance to win your choice 
of three great American sports cars. 
Also on our prize list are· beautiful 
boats, power workshops, outboard mo­
tors, cameras and many, many other 

4TH PRIZE 

awards. For those who didn't place in 
our Buildwords Contest last year, here 
is a fresh opportunity to hit the jack­
pot for a Ford Thunderbird, Chevrolet 
Corvette, Studebaker Golden Hawk or 
some other valuable prize you've always 
wanted! You'll find the $20,000 High­
way Safety Contest is easy and fun, too. 

Chris-Craft's beautiful new 22-ft. Express Cruiser! Big cabin sleeps four. has galley, dinette. 
toilet and berths. Uses inboard or outboard power. does up to 27 mph. Kit is worth $1.141. 

Complete Rules ~or ff ictures 
and Entry Blank of Other Prizes 
On Pages 80-81 Turn the ~age 

I .... 
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RuleS for Ml Highway Saf~ty Contest 
Read All of Them Carefully Before Starting o~ Puzzle 

1. The MI HIGHWAY 5AnTY CoNTEST is com­
posed of four puzzles: No. 1 in the May 1956 
issue of Ml:cHANIX lLLusTRATED, No. 2. in the 
June issue. No. 3 in the July issue and No. 4 
in the August issue. · 

2. Complete all four puzzles, trying for the 
highest possible score. In scoring, add the letter 
values on each horizontal line and place these 
sub-totals in the boxes marked LINE TOTALS. 
Then add LINE TOTALS to get your score for 
each puzzle. (See Sample Puzzle and How 
To Win.) 

3. Write your score for each puzzle .in the 
MY SCORE box. Write your total score for 
the four puzzles in the box marked GRAND 
TOTAL on Puztle No. 4;,also write this Grand 
Total in the lower left come,- on the address 
side of yO'Ur envelope. PRINT your name and 
address on each puzzle in the spaces provided. 

4. You may submit legible copies of the 
first tliree puzzles. But Puzzle No. 4 must 
be clipped from the August 1956 issue. 

5. The four completed puzzles-pinned, 
paper-clipped or stapled together-must be 
mailed in the same envelope. Do not mail puz­
zles separately. Do not include anything in the 
envelope except puzzles. Print your name and 
return address in the upper left corner on the 
front of your envelope, then · address it to: 

MI HIGHWAY SAFETY CONTEST 
FAWCETT BUILDING 
GREENWICH, CONN. 

6. The final authority on acceptance of 
words used in the puzzles is the latest (1953) 
edition of Webster's New Collegiate Dictionary. 
Any complete word defined in the main section 
of this dictionary (pgs. 1 through 997) may be 
used-EXCEPT possessives formed with an 
apostrophe ( e.g., girl's) ; hyphenated words 
(e.g., · post-mortem), proper noWlS (names), 
or abbreviations. Plurals and other accepted 
forms (such as past tense) of words may be 
used. The same word may be used more than 

' once in the same puzzle or in different puzzles. 
. All words must read from top to bottom or 
from left to right. · 

7. Entries must be postmarked not later 
than September 1, 1956. No entry will be ac­
knowledged or returned. All entries become 
the property of Fawcett Publications, Inc. 

8. The three contestants having the highest 
scores will win -Grand Prizes. The con­
testant with the highest score will be giv~ 
his choice of a 1956 Ford Thunderbird, a 
Chevrolet Corvette or a Studebaker Golden 
Hawk. The contestant with the second highest 
score will have his choice of the other two 
cars. The contestant with the third highest 
score will win the remaining car. Other prizes 
will be awarded accordingly, with fourth prize 
going to the contestant with the fourth highest 
score, etc. Originality, neatness and legibility 
will be judging factors in ev~t of ties. 
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9. The Editors' of Ml:c:HANIX · ILLUSTRATED 
are the judges of this contest and their de­
cisions shall be final. Correspondence will not 
be entered into with contestants concernil)g 
the contest, nor will telephone calls or tele­
grams relating to it be answered. 

10. Contest is open to any resident of con­
tinental North America except employees of 
Fawcett Publications, Inc., its wholesale dis-­
tributors and advertising agencies, and their 
employees and families. 

ll. The winners will be notified by mail 
and their names will be printed in a future 
issue of MEcHANIX ILLUSTRATED • • 
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PUZZLE LINE 
TOTALS 
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MY SCORE!;~ 

LETTER VALUE CHART 

A-1 F-2 J-7 N-2 R-3 V-8 
B-4 G-7 K-10 0-1 S-5 W-9 
C-3 H-3 L-5 P-8 T-2 X-5 
D-6 I-2 M-6 Q-10 U-5 Y-4 
E-1 Z-1 
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and educational too! 0 
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PUZZLE LINE 
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9 
c;, 

C I 1 
3 
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MY SCORE!) ~ 

7 N-2 R-3 V-8 
10 0-1 S-5 W-9 
5 P-8 T-2 X-5 
6 Q-10 U-5 Y-4 

Z-1 

HOW TO WIN 

WORKING the puzzles in 
our MI HIGHWAY SAFETY 

CONTEST is easy, it's fun ... 
and educational too! On the op­
posite page we've done a Sample 
Puzzle for your guidance. 

you are to use the Safety 
Slogan letters as starting points 
in each puzzle. We began with 
the letter A in WATCH, then 
completed the other rows of in­
terlocking squares much in the 
fashion of a crossword puzzle. 

Next, we printed each letter's 
value in the triangular letter 
value spaces. Then we added 
the numbers on each horizontal 
line, placing these sums, in the 
LINE TOTALS boxes. 

Be sure to include in your 
LINE TOTALS the values of 
letters · in the Safety Slogan. 
These are Bonus Scores that are 
printed in for yo·ur convenience, 
as is the LINE TOTAL when 
slogan letters occupy the entire 
line. 

Finally, we added up the 
LINE TOTALS and printed this 
figure-94-in the box marked 
MY SCORE. 

That's all there is to it! Every 
puzzle is done in exactly · the 
same way. 

Here's how to win yourself 
one of those great prizes: Check 
the Letter Value Chart-which 
remains the same for all puzzles 
-and find letters with highest 
values like Q, Kand W. Then 
work in as many words as pos­
sible containing these letters. 
That will increase your score­
and a high score is a free ticket 
to a valuable prize. 

Read the rules two or three 
times before starting. Hours of 
~ork won't win a prize if you 
violate the rules. 

A soft lead pencil will be best 
to use. Ink tends to run. 

And have fun in that new 
SPorts car of yours! • 

A-1 
B-4 
C-3· 
D-6 
E-L 

PUZZLE N0.1 

· LINE 
TOTALS 

/; 

20 

MY SCORE•D 

F-2 J-7 N-2 R-3 V-8 
G-7 K-10 0-1 S-5 W-9 
H-3 L-5 P-8 T-2 X-5 
I-2 M-6 Q-10 U-5 Y-4 

Z-1 

NAME .... -........................................... ................................ ... ............. . 

ADDRESS ..................................... ........... _ ......................................... . 

CITY .............................................. ......... ..... STATE ... _ ........................ . 

Wedi pvule, point - GM ..W.e11 hi bla,.,, clip alo"ll bN,k•n IIM; wlMn yo• 
solve all low puzzles pin, ....,.....cflp or staple "'-"' togelhff and send them In. 
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Packard's bold 
bid for power 

inchtdes a 1·adical 
new chassis 

and the industry's 
biggest engine 

1
ihc ,·L'il of ;:ecrecy that shrouded the 

ne1,· Packard ,·s ha s been surpa,;:ed 
on ly by the Iron Curt:iin. L"sually. 

nc"· :iutomoti,·e de,·elopments are re­
lca,ed to member;: oi engineering groups 
rnd the pres;: some time before the c:ir;; 
till the , howrooms . but this year Pa_ckard 
withheld specitic information of t\\·o ,·ery 
,i!mitic:1nt inno,·ations. ~Ieanwhile. a few 
expe rt rumormongers had a field day. 
. .\ccording to them. the ne\\' Packard \'S 
engine wa- a 400-cubic inch. two-c:immed 
aii.1i r ,,ith an aluminum block. The actual 
re,ult i, ,lightly lc:-s spect:icular. but 
nnnct ht'ie'5 quite ,,·orthy of a detailed 
di,cu,, ion. 

In 1946. P:tckard instituted an engine 
deq~lopment pro!!ram to explore the po,­
,ibilitie, oi new and no,·el designs suit­
abk ior iut ure production as successor:: 
10 thl' ,·enerable str:iight eight. To he 
,urt'. 111:iny unusu:tl de;igns were te,tcd 
and c,·:duated. a, ,,·ere new method, :ind 
111:itcr i:d, 1 including aluminum cylinrlrr 
block,, By 1949. mo::t oi the detail, oi 
ihe th'''. Packard engine ,rere established: 
th.11 i,. nearly e,·erything except the pi,ton 
di;pl:1ce111ent 1,·hich \Yas originally set at 
:rH1 cubic inches. The le:ips and bound, 
hy 1,·hi,h ,,ther manufacturers incre:ised 
pi,111n di,pbcement. po,,·er :ind torque 
pn,rnpted l'.1ck:1rd engineer, to recon;icler 
.rnJ redt·;ign. ;o they ,rnuldn't be caught 
11:tt-i,>oted with an engine that 1rnuld be 
underpowered to sell the increasing num­
ber, ni periorm:1nce-co1_1,:cious b_uyer,. So 
they went to the other extreme and made 
the production engine, big. with proYi­
,ion, ior i;oins! bis!ger whene,·er the need 
:ir1,t,. 

Currently. the Packard Dh·ision of the 
ne" 11· iormed ~tudeb:iker-Packard Cor­
poration is ;;upplying 310-cubic inch \"S 
engine, ior both the ·55 Hudson "Hor­
net, .. :ind the :\"ash ··.-\mbassadors ... Bas­
ically. the;c are "detuned" versions oi 
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the ,:o-cuhic inch Clipper engine. which. 
in t1;rn_ i:- :1 ,m;t!ler edition of the engine 
used in the Clipper "Custom ... Packard 
and the P:1ckard --Ca ribbean" models. 

l'acbrd engineer:- ha,·e neYer shied 
a11·ay irnm building engines of mammoth 
proportion, and their latest effort is 
automatically a unanimous choice for the 
world-iamou:: 1 hut mythic:tl I orpnization. 
"There .-\in't :\"o Substitute for Cubic 
Inches·· Club. of 11·hich l modestly pro­
claim I am mythically president. This 
35 :-cubic inch monster ha s a four-inch 
bore and a :; 1 ~-inch stroke. 11·hich results 
in the ian1r;1h'c ::troke i hore rat;o of .8S 
to 1. The 111aximu111 ad,·ertised brake 
hor::cpo11·er i, :(,: ohuined at an engine 
speed ni 4(100 rp111 and maximum ad1·er­
ti,ed torque i, 355 pounds-feet between 
2-100 :rnd 2::,00 rpm. The sa me size engine 
in the Clippl·r ··Cu::tom" produces 145 
brake hor,epn11·er ;it 46co q :m and 355 
pound,-ieet oi wrqur at 1600 rpm. The 
,;mailer ,,20-cuhic inch engine ( 3 1::i,:-inch 
bore . ., 1 ~-inch :-trokc, in the Clipper 
"Deluxe" am! --::: uper" se ries yield, 1-15 
brake hor::cpmrrr at 4600 rpm and 315 
pound,- icrt oi t11rque at 1600 rpm. Both 
the Hud,011 and :\"a,h 1·er,ions put out 
:o~ brake hor:-t'pn1rer :it -1200 rpm and 
.,oo pound,-fcet oi torque at 1300 rpm. 
The,c ,·:tlue, ,,·ere obtained under the fol­
lo\\·ing condition,: 1 he 11·ater. iuel :ind 
oil pump, ll'ere connected :ind operating; 
the generator 11·:1, rotating but ll'a:; not 
charging; the ,park ad1·ance ll'as man­
ually adju,tt·d for be,t torque: dyna­
mometer exhaust collectors were used; 
intake maniiold heat 11·as blocked off; 
iuel 11·a, <J.i octane Research ga,oline; no 
fan or carburetor air cleaner was used . 
The dynamometcr figures were corrected 
for a temperature of 6S degrees F. al 
19.91 inches of mercury. 

It should be realized that ad1·ertised 
power and torque tigures do not repre-

:'. .. • . ' 

By Racer Brown 

sent ":1:: in,t:1lled .. 1·:tluc,. \\.ith the engine 
in the car and 1,·ith the ,tock exhaust sys­
tem hooked up. an a ir cleaner and fan 
installed. a --hot .. intake manifold and a 
load applied to the gcner:1 tor. plus under­
the-hood temper:1ture, oi around 100 
degrees F.. the p1rnw :ind torque 11·ill 
drop off on an a,·e r:1gc oi about q and 
11 per cent. re,pecti1·ely. b·en ,o. the big 
Packard ha, the ed!.!c on :ti! competitor,: 
in all department,: the di,placem~;ll i, 
..,.. per cent l:trger than it,; clo,est 
ri1·a I. the a d1·en i,cd pn1,·cr i:- iour per 
cent higher and the :1d1·en i,cd maximum 
torque is 1.9 per cent 111orc. This engine 
also ,core, in the 111:1tter oi engine 11·cight. 
the whole i'-:'ue with all .1c,e;;ories except· 
the ai r cleaner. tipping the ,ca les at 6<)~ 
pounds. 

The ~ 1 o-pound c)·linder hlock i, ca,t 
with the u,ual 90-de!!rce ,pan between 
cylinder hank;; iro111 cl,1:-l'·!!r:1incd :1lloyecl 
iron . The block, ior both engine ,ize,: 
a re identical except ior the cylinder bore 
diameter, :rnd the coring oi the cylinder,. 
The upper h:tli of tht· !it'll housing is an 
integral part oi the block . Fi1·e tr:rn:-1·er,c 
bulkheads separate the cylinder:; oi each 
h:ink an<l are u-ed :1, ,:upports for both 
the crank,hait and tht' cam,hait. The 
main bearing cap:: :ire loc:1ted 1.s oi an 
inch aho1·e the oil p:111 ,uri:1,·c in longi­
tudinall)· br .1ached rece,,e,. The cylin­
ders are surrounded by iull-length 1Yater 
jacket s. except at the inboard side,. 
where the jacket length is reduced to make 
room for the 1·:1h·e liiter bo,:;es and two 
longitudin:tl oil gallerie, . 

Distortion oi the cylinder bores i;: 
minimized by tying the cylinder head 
screw bosses into ,·crtica l ribs. The cen­
ter-to-center distance between adjacent 
cylinder bores is ti1·e inches. which lea\·e;, 
a minimum of one inch between bores 
( 1'i~,: inches in the 320-cubic inch engine) 

( Co11ti1111ed 011 next page) 
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PACKARD vs continued 

( Co11ti1111ed from preceding page) 

ior a head gasket seal. This little ieature 
c:ould and should be used by a few 
other manufacturers. This dimens.ion also 
;_illo"·s the bore diameters to be enlarged 
at a iuture date without scrapping the 
existing tooling. All that is required is a 
rclati,·ely simple and inexpensi\'e change 
in the coring oi the cylinders. Sufficient 
,pace in the underside oi the block has 
been pro\'ided for a substantial increase in 
cranbhaft stroke. when the need arises, 
without interference with the existing 
hlock casting or other parts. The o,·erall 
length of the cylinder block is 2j::; inches. 
From all out ward appearance,. the block 
could be safely re bored to 4 \, inches with 
no particular danger from cylinder distor­
t ion or o,·erheating; on Packard and Clip­
per ··Custom"' blocks. that i,. The 3 1'!),;­
inch bores of the Clipper "'DeLuxe" and 
"'Super .. blocks. as well as those of the 
Hudson and Xash. could be bored to a 
maximum of 310•\.: inche;; with reasonable 
,a fety. 

Packard ngineers went to considerable 
length, to e,·aluate the rclatiYc merits of 
foq,ed versus cast crankshafts. Accord­
ing to their findings. a steel casting pro­
,·ide, a sufficiently high modulus of -elas­
t icity as well as material density to effect 
a lighter crankshaft without sacrifices in 
rigidity or stiffness. Also. a casting permits 
the counterweights to be more fa\'orably 
disposed for balancing effectiveness, as 
well as coring of the crankpins to reduce 
the amount of unbalance and. conse­
quently. the size of the tounterweights. 
The finished Packard \"8 crank is a heat­
treated alloyed steel casting that weighs 
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Transverse, left, (JIU/ /011;:it11di11<1/ sections of Packard VS. Note 
large ports, excellent water jackctiug aro1111d critical areas. 

56 pounds. The five main bearing journals 
are ground to a diameter of 2.500 inches 
and the crankpins are 2.250 inches in 
diameter. These dimensions are well with­
in the realm of design conservatism shown 
elsewhere in the engine. With the 31,:!­
inch stroke. an overlap of ~){, of an inch 
is obtained between the crankpins and 
adjacent main bearing journals. which 
materially contributes to the torsional 
stiffness of the crank. The total connect­
ing rod cffecth·e bearing area is 52.8 
square inches and the total main brnrin~ 
effective area is 38.6 square inches. A non­
bondec! rubber harmonic balancer is placed 
at the nose of the crank and ·s effectin 
in reducing the amplitude of torsional 
\'ibrations. The balancer is integral with 
the crankshaft pulley assembly. Fore-and­
aft crankshaft thrust loads are taken by 
the flanged rear main bearing. 

The main hearings are copper-lead. 
while connecting rod bearings are lead­
babbitt. and both are of the steel-backed 
replaceable insert type. Both bearing ma­
terials are completely compatible with the 
heat-treated but unhardened steel crank. 
Each connecting rod has its o\\·n bearing 
that is locked in the rod and the crank­
shaft is drilled to oil each of the two 
bearings on the crankpins. 

The healthy appearing connecting rods 
are drop forgings made from SAE 1041 

steel. The beam is of ·'H" section design 
and the rods have a center-to-center 
length of 6~%~ inches. Two specially 
formed high tensile steel bolts locate and 
secure the rod cap to the rod. A groove 
is machined at the juncture of rod and 
cap to provide lubrication from the rod 
bearings to the cylinder walls on the 
opposite bank. Balancing lugs form in-

•/:'. 

tcgral parts of the rod assembly. one lug 
at each end. :\ bronze piston pin bushing 
i, prc,,cd into the ,mall eye of the rod 
and i, bored to gi,·c .0002 of an inch 
clea ranee bet ween the bushing and the pin . 
The connecting rod assembly has under­
gone Ycry ,e,·ere testing at loads and 
,:pccds far in excess of those encountered 
in any type of driYing conditions. Each 
rod assembly weighs one pound 10 ounces. 

Aluminum alloy •·autothermic'' pistons 
arc u,cd in which steel tension members 
control the :.imount and direction of piston 
expansion. The pistons "nest" about the 
crankshaft c:ounterweights at the bottom 
of the stroke. which necessitates a "slip­
per .. type ,kirt. Crown thiEkness of the 
!lat-topped piston is .280 of an inch. 
Three ribs extend from the piston pin 
bos,c, to the crown for pin boss rigidity. 
The .,JSo of an inch diameter by 3~-~ inch 
long pi,ton pin is a full floating affair 
that is retained in the piston by snap 
rings and grooYes in the pin bosses. The 
pin m:.iterial is heat-treated SAE II 17 
;:tee!. The piston pin bores arc offset \1u 
oi an inch in the direction of the major 
thru,t fare. l'i,tons arc tin plated to 
minimize "'scuffing"' during the initial 
break-in period. Piston weight is one 
pound six ounces. 

Two compression rings and one oil 
ring arc used. all of which are located 
above the piston pin. The alloy cast iron 
compre,sion rings arc %t of an inch 
wide with a radial thickness of .200 of an 
inch and ha,·e tapered faces. The top 
ring is chrome plated to a thickness of 
from .004 to .OOj of an inch for longer 
life and freedom from the effects of high 
temperatures and corrosive gases. The 
alloy cast iron oil ring is of open slot 
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c ,,1 ,1, , ti_\' !tear/ s!tv«•s ~,·11, ·rou, pt1ssa~e, , 
1,tl:·,· si:,·s ,wd i11tegral scat a11d guides . 

design and measures :jj6 of an inch in 
width with a radial thickness of . 166 of 
:1.n inch . and uses a polygonally shaped 
light spring steel expander. 

The hardenable alloy iron camshaft 
is dri,·en by a one inch wide timing 
chain and sprockets on the crank- and 
camshafts. The cam is supported in the· 
block by n,·e removable steel-backed bab­
bitt-coa ted bearings. The cam lobes are 
ground with a taper of six minutes and 
are positioned 11,, of an inch in back of 
the , ·ah·e lifter centers to a\'oid lifter 
overrun and insure positi\'e lifter rota­
tion . . -\ helical gear, located ahead of the 
rear bearing journal. is an integral part 
of the ,amshait and is used to drh·e the 
di , t ributor. 

Hydraulic ,·ah·e lifters are used in all 
mndcb . the bodies of which are Lubrite-

cuatcd hardcnaiJlc iron . The liiter iace, 
arc ground to a spherical radiu, oi 30 
inches and the liiter bod)· diameter i, .90-1 
of an inch . Lubrit ing the lifte r;; and phos­
phate coating the camshaft is sa id to 
minimize initial break-in ,,·ca r. \\'hich 
seems to he the period ,,·hen cam and lift­
er wc;ir is the most sc,·cre. In line ,,·it h 
this. it is interesting tu note that. although 
the cams in all the Packard engine; arc. 
to all intent s and purposes. identical. cast 
steel camshaits are ,pcci ti ed for the en­
gin~s supplied to Hudso n and :\'ash . £,·e n 
more interesting would be a compari,on of 
the wearing qualities oi the t\\'O diiie rcnt 
camshaft materials. aite r each ha , been 
subjected to long periods of operational 
service . But this 1,·e \\·on 't knol\' ior a 
while. 

The cylinder head ca,tings are made 
from the same material a, the block. They 
are interchangeable. !c it to right . and 
each head weighs 6-1 pounds. \'ery gen­
erous water jacketing ha:' been pro,·ided 
around the ports. vah'c,. spa rk plug, and 
combustion chambers. Each head i, lo­
cated on the block by mo dol\'el, and is 
secured by 15 capscrews. '1,; oi Jn inch in 
diameter. in a pattern that surrounds each 
cylinder with five capscrew s. Cylinder 
head gaskets are of the embossed steel 
type, .025 of an inch thick. 

After playing with many different com­
bustion chamber configurations. Packard 
chose the elliptically shaped. high tur­
bulence "wedge" type chamber. Tests 
ha,·e shown that. at compression ratios 
of 1 2 to 1 . this design pro\'ide;; a low 
burning rate of the fuel / air mixture 
charge and a,·oids a rapid pressure ri,e. 
thereby minimizing combustion rough­
ness. and the chamber is quite insen,iti,·e 
to combustion chamber deposits usual!)· 
incurred during low speed. light load op­
eration. "Quench" and "squish" areas. 
formed by a .045 of an inch piston-to­
cylindcr head clearance. co,·er ~o per 
cent of the total piston area . Each com­
bust ion chamber is iully machined. which 

m:1kcs ior a consistent compression ratio 
for all cylinders . 

The vah'c hc:id diameters are unusually 
brgc for thi, type of combustion cham­
ber. being r 1.YIG inches for the intake 
,·a h·c , and 1 1 \ -;;, inches for the exhausts. 
This accounts for what appears to be a 
sli ght "s hrouding " of the valves at the 
end, of the combustion chambers. The 
spark plug is located about :j~ of an inch 
irom the lateral axis of the cylinder bore 
toward the intake \'alve on the deep side 
of the chamber. Due to the angular loca­
tion of the plug in the head. a counter­
bored passage connects the firing end 
oi the plug with the main combustion 
chamber c;1 , ·ity. The present compression 
ratio of the Clipper and Packard engines 
i; a conscn·ative S\~ to I. while the Hud­
son and Xa sh engines have an even more 
con sc n·ati\'C ratio of 7.8 to 1. If one chose 
to use the heads of the 3 20-cubic inch 
Pa ckard engine on the 352-cubic inch en­
gine. a compress ion ratio of 9% to 1 would 
be obt:1incd. which would be the upper limit 
for u,e with presently available gasolines. 
Or the heads may be milled .050 of an 
inch on the 35 2-cubic inch engine for the 
same re~ult. The same amount milled from 
the heads of the Packard 320-cubic inch 
engine would result in a compression ratio 
of 9. 1 to 1. To obtain a compression ratio 
of 7 .S to I on the Hudson and Nash. the 
heads irom the 352-cubic inch engine 
arc used. By milling the Hudson and 
:,;'a sh head, .065 of an inch . the compres­
sion ratio will be 8.7 to 1. When and 
ii the heads a re milled, each side of the 
intake manifold should be milled the 
same amount as the heads to maintain 
correct intake port alignment. Also. the 
pu shrods should be shortened by the 
amount milled from the heads. As future 
fuel s impro,·e. it becomes a ,·ery simple 
matter of a coring and minor tooling 
change to increase the compression ratio 
of the Packard engine, which would un­
doubtedly be accomplished by lowering 

( Cc>11th111ed 011 ,zext page) 

Bo//11111 u/ sturdy Packard 1'8 block ltas broaclted recesses 
jar Ilic pusiti,·e location of tlte fi, •e 11111i11 beari11g caps. 

Cyli11da ltead capscre«· pattern 1111d t/11· 1,•idely spaced bores 
pro,:ide a i:ood gaskd srnl wit!t 111i11i11Z1111Z block distortio11. 
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PACKARD VS continued 

(Co11ti1111cd .from prccedi11g page) 

the ··roof .. o i the \\·edge type chamber. 
As pre,·iously mentioned. the valve 

,ize;; are quite generou,. but much more 
important for a high ,·olumetric efficiency, 
the ports a re posit h·ely huge. especially 
on the intake side. As in other comparable 
designs. the intake ports of the Packard 
cylinder heads are rectangular in shape 
and arranged in pairs. Exhaust passages 
in the heads ha,·e been laid out so that 
the t\\'O end cylinders of each bank have 
indi,·idual ports. \\'hile the l\\'O center 
cylinders of each bank discharge exhaust 
izases into common ports. Each center 
port has a continuation extending upl\'ard 
:rnd into the intake manifold pre-heat 
chamber. Both intake and exhaust \'alve 
guide; are an integral part oi the heads. 
,,·hich materially aid in reducing valve 
tL·mperatures. not only at the vah·e stems 
but at the sea t s as \\'ell. In fact. tests 
i11\'oh-ing the use of integral rnh-e guides 
ha\'e sho\\'n that ,·ah·e head temperatures 
can be lo,,·cred as much as 200 degrees 
F.. \\'ith a corresponding reduction of 
\'ah-e stem temperature oi 100 degrees F .. 
as compared to the diminishing practice 
oi using pressed-in guides. ,,·hich erect 
,1 thermal harrier despite the similarity of 
metals and the proximity of the guides 
to the guide bores in the heads. Intake 
,·ah·es are made from Silichrome number 
one , tee!. ,,·hile the exhausts are made 
irom number :112 austenitic steel. The 
,·:ih·e scat angle is 30 degrees on the in­
take a1•d -15 degrees on the exhausts. The 
longitudinal axes of the \'al\'es form an 
angle of 1 2 degrees \\'ith the longitudinal 
axes of the cylinder bores. 

The ,·a h·es are retained by com·entional 
tapered split keepers . retainer \\'ashers and 
, ingle \'al\'e springs. In an effort to obtain 
a ,a ti,iactory ,·ah·e motion in the in­
tcrc,t s of good engine performance and 
yet not o,·erload the nose of the cam 
lobes . the Packa rd cam lobe shape results 
in a rclath·ely lo\\' rate of ,·ah·e accelera­
tion together ,,·i th a lo\\' , ·a h·e spring rate. 
The ,·ah-e timing is as follo\\'s: Intake 
open,; 1 -1 degrees before top center. closes 
~h degrees after bottom center. duration 
250 degrees . lift at Yah·e .3 ;5 of an inch. 
Exhaust opens 5 2 degrees before bot tom 
renter. clo:<es 1$ degrees after top center. 
<lura t ion 2 50 dc1,:rcc:;. lift at ,·ah·e .3 i 5 of 
an inch. The , ·ah·e spring load is 82 
pounds \\'ith the \'ah·e sea.t~d and i 65 
pound:; \\'ith the ,·al Ye open. The · rocker 
arms arc cast pearlitic malleable iron 
\\'ith tiame hardened ends. These are lo­
cated on a single longitudinal rocker 
shaft for each head. \\'hich is secured 
to the head by four rocker arm stands 
and four capscrel\'s. The rocker arm lift 
ratio is 1.6 to 1. Pushrods are of steel 
tubing with an outside diameter of % of 
an inch and a wa II t hicknc,, of .06 5 of 
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Brake liorscpo«'<'I'. torque 111111 brnkc spl'ci.fic fuel co11s11111ptio11 cur.,es of Ilic st1111d11rd 
352-rnbir i11rli !'11 (/.:11.-d I',\ t'l1gi11c. fr.ii, 1111d //,p dual four-lliroat "C11ribbca11." riglit. 

an inch . These contain h:1rde11cd steel 
tip:; that arc ground to a ,phcrical radius 
oi '• oi an inch and arc prc,,ed into the 
open end:< oi I he pu, hrn:1". Hydraulic 
,·al\·c lifter " pump-up " ,pcerl i, about 
5100 rpm. Hm-m-m . \\'ith ;1 little intelli­
gent ,,·ork on the nh-c train. together 
with faster ,·ah-e action and more lift. 
one could more fully utilize the inherently 
good "hreathing" capacity oi the,e en­
gines. Th ;, might require different cam 
:rnd liiter material though . 

In the carhurction department. there 
seems to he a great di,·crgence of the 
engineering minds . Hudson and :\'a sh spec­
ify a sin;dc Carter \\"DC-2231-S t\\'O­
throat carburetor \\'hilc the Clipper "De­
Luxe" and "~uper" model, call ior a 
,ingle Carter \\TFB- 2 2_; 2.:,; fo ur-throat. 
Both Clipper "Custom,.. and Packard,; 
use a :ainglc Rochc:< tcr -1CC four-throat . 
The "Caribbean ... Packard·, a n,,,·er to a 
certain earth-hound ,pare ,hip. employ, 
t\\·o oi the abo,·e Roche:'ler, 011 a \\'Cll­
dcsigned . balanced intake manifold. \\'hich. 
incidentally . ,,·ill tit the nther engine, of 
the ;;pecies. ,\II oi the carburetors con­
tain a thermostatically operated auto­
matic choke \\'hich rcccin, heat from 
the intake manifold "sto,·e." The intake 
manifolds of the series are made from cast 
iron and haYc been ,ymmetrically designed 
in an attempt to equalize the lengths of 
the passages. 

The carburetors rccci,·e fuel under a 
pressure of from 31 ~ to 51 ~ psi from a 
mechanical pump located on the right side 
of the engine front co,·er. The pump is 
driven by a chrome plated. hardened 
stamped steel eccentric that is bolted 
onto the front of the camshaft sprocket. 
The unbalanced condition cau,ed hy the 

eccentric is compensated for by the non­
symmetrical openings in the camshaft 
sprocket. The fuel pump is one component 
that has been simplified in the Packard 
de:aign . for it no longer contains an in­
tegral \'a cuum booster pump. I3ut you 'd 
ne,·cr guess ,,·here said \'acuum hoo:ater 
is hiding. It 's in the pan ! 

Exhaust gases are collected hy ca,t 
iron manifolds that are positioned ,o that 
one ,,·o n·t get scorched changing spark 
plugs on a hot engine . \\'ith the ,tandard 
exhaust ,y,tcm. the left-hand manifold 
connects to a t\\'o-inch diameter cros:<o,·er 
pipe that passes beneath the engine :rnd 
joins to a 21 \-inch diameter header pipe 
that extends to a re,·erse !lo,,· muttler. 
Tailpipe diameter is t\\'o inches. \\'ith the 
optional dual exhaust layout. the header 
pipe dia meter is t\\'O inches and the tail­
pipe diameter is 1=:. inches. 

Po:a iti,·c lubric;1tion of the Packard cn-
1,!ines is handled by a spur gear type pump 
a,;sembly ,,·ith a built-in pressure relief 
,·ah·e . The pump is drh·en hy an inter­
mediate shaft that couple, \\'ith the di, ­
tributor dri,·e gear. Oil entering the 
pump through a screened tloating pirkup 
i, directed through a rather complex ,y,­
tcm oi galleries. drilled passages and hc:1d­
ers to all main. connecting rod a nd cam­
shaft bearings. as \\'ell as \'ah·c lifter guide 
bores. rocker shafts and arms. the timing 
chain and fuel pump eccentric. Other parts 
are lubricated by splash or drain-hack oil. 
:\ \'ery sensibly placed partial tlo\\' type 
oil filter is located on top of the engine 
at the left front. This little gem of fore­
thought makes changing the filter car­
tridge an absolute joy rather than a trage­
dy. A constant system pressure of 50 psi 
i, maintained by the pressure relief ,·ah·e 
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u:1der all normal operating conditions. 
The oil pump assembly isn ' t complete 
11 ithout an eccentric \'ane-type \'acuum 
booster pump ior windshield wiper opera­
! ion under lo\\" \'acuum conditions. The 
p::m p performs double duty when the 
en gine is idling because the pump exhaust 
creates a pres;: urc differential in the crank­
case. which aids in the circulation of air 
through the engine. 

To ;;:itisfy both the present and future 
c' kctric:i l requirements. particularly those 
oi the ignition and the starter motor, 
P :, cbrd Ins adopted a r 2-\"0lt ,ystem. 
.\uto-Litc electrical systems are used on 
the sm:ill di splacement engines, while the 
bi g ·un empl oys Delco-Remy. The igni­
t ions contain centrifugal ad,·ance mecha­
nisms as well as \'acuum ad,·ance boosters. 
The st:irter motor and solenoid assembly 
is located at the rear of the engine on the 
Io,,·er left side. The ignition is positioned 

radiator. The heat rejection of the new 
engines to the coolant has been reduced 
by about 21 per cent, as compared with 
the '54 straight eight, which, in part, at­
tests to the increased thermal efficiency of 
the \'S's. 

The method of balancing the engines 
is also of some interest. Before assembly, 
all of the rotating and reciprocating parts 
arc individually balanced. This group in­
cludes the crankshaft , connecting rod as­
semblies. piston assemblies , flywheels and 
harmonic balancers. After the engine is 
put together. it is transferred to a special 
balancing machine. which motors the en­
gine sufficiently to indicate the amount 
and location of unbalanced forces. The 
machine automatically stops the engine 
at this point and the indicated unbalance 
is compensated for by automatically drill­
ing into the crankshaft pulley and weld­
ing a slug onto the flywheel. Packard 

REAR AXLE 
l'ORQUE ARMS REAR LOAD 

MAIN LOAD TORSION BAR 

\ 

REAR LOAD ARM MAIN LOAD TORSION BAR 
SUPPORT UPPER ARM 

Packard's s11spe11sio11 medium is two j11/l-le11gth torsio11 bars. Shorter bars are con-
11crted to load co111pe11sator, which is 11ecessary due to sensitivity of main load bars. 

the back oi the engine to the left of 
,ter and is dri,·en by a helical gear that 

r.1a tches the gear on the camshaft. 
The pressurized cooling system makes 

u,c of a sinizle. high capacity centrifugal 
type pump that i, dri\'en \'ia pulleys and 
:1 " , oi :rn inch \"-belt from the crankshaft. 
Th e pump i;; mounted in a casting th:it rc­
;:em ble;; an intake manifold ior some 
, t: .. ;e iour-hanirer. Coolant enter;: the 
pu mp iwm the ;;ingle lower radiator out­
let . through an oil cooler for the "Cltra­
matic·· 1luid. The pump disch:irges cool­
:rnt into an equalizing chamber in the 
" m:iniiold" " th:ll directs a babhced flo,1· 
tn e:ich cylinder bank .. -\iter circulating 
:1 round the cylinders. the coolant is forced 
up11·:ird into the heads through cored pas­
sages. after which it flows through the 
"m:rniiold"" outlets into a header. which 
con tain;; :i single thermostat. and back to 
the radiator by a single inlet. A 19\1;-inch 
diameter four-bladed fan. mounted on the 
coolant pump hub. draws air through the 
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claims that the stack-up of balancing 
tolerances that occurs during engine as­
sembly is reduced to no more than ~4-inch­
ounccs by this method. Could be, but 
I"d like to know how the balancing ma­
chine compensates for the unbalanced 
forces that are absorbed by engine friction 
while the engine is being motored. 

Oh. yes. almost forgot. The 352-cubic 
inch '·Caribbean" engine is rated at 2i5 
brake hor:;epower at 4800 rpm and 355 
pounds-feet of torque at 2800 rpm. This 
engine uses the pre\'iously mentioned 

. double four-throat manifold. carburetors 
and dual exhausts and is the most potent 
a utomotiYe engine currently being pro­
duced in this country. 

.-\long with their new engines. the Clip­
per "Custom'' and Packard cars (352-
cubic inch only) contain the most sig­
nificant American suspension development 
since independently sprung front wheels. 
I refer to the much-publicized "torsion 
level ride." In this layout, the suspension 

medium is a pair of 106 inch long fore­
and-a ft torsion bars that are connected to 
front and rear load arms on each side. 
At the front, the load arms extend out­
ward from the torsion bar, while at the 
back, the arms extend inward. This auto­
matically eliminates the need for stops, 
adjustments, etc. Each rear load arm is 
also connected to a 461/s inch long "level­
izer" bar, which parallels the main tor­
sion bar. The front end of the levelizer 
bar is linked to a two-way electric motor 
that is called the "levelizer" or "com­
pensator" motor. The leYelizer bars 
and motor automatically adjust for load 
variations in the car ( extra passengers. 
baggage, spare engines, nitro drums, 
etc.). This is done by applying a 
torsional force to the main bars. through 
the levelizer bars, so that the height of the 
car will remain constant throughout the 
range of unloaded and loaded conditions. 
When the front wheels go o,·er a bump or 
fall in a hole, the wheel action is trans­
mitted as a torsional load to the main 
torsion bars by the front load arms. 
Because the front and rear wheels are 
joined by a common torsion bar. the rear 
wheels actually anticipate the magnitude 
and direction of the front wheel disturb­
ance and the rear wheels arc "set ·· for the 
same disturbance before it occurs because 
the bars are twisted in a direction opposite 
that of the disturbance. In this instance. 
the back end knows exactly wh:it the front 
end is doing, which is a nonlty in itself. 

The ride that is a product of this in­
genious yet simple system borders on the 
fantastic. By my own stand:irds. it is soft. 
yet the feeling of complete stability is 
there e\'en at the highest speeds. unlike 
any other passenger car. The amount of 
body lean on turns is about par for a 
car of Packard dimensions. but this poses 
no threat to security. There is no floun­
dering, wallowing or sashaying about on 
the worst kind of roads at speeds that 

( Co11tin11ed on page 55) 
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Fully machi11ed combustion chamber has 
been tested at compression ratio of 12:1. 
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HOW POTENT 
IS PACKARD'S VS? 

1 Co11ti1111cd _fro111 page 19 ·\ 

,rnuld otherwise be sheer insa nity. I can·t 
help but think one of these things would 
,upply :i lot oi rig-lll answer, in the Pan 
. .\mericrn road race. 11·here the 11·orld·s 
I ,e,t ,u,pen,ion ,y,tems are reduced to 
111l'rC adequacy. 

The mo,t uniortunatc part oi the story. 
and sureh· a irustratim: experience to a 
prriorma~ce-minded pr~spectil'c buyer in­
tere,t ed in an excellent chassis. is the iact 
that on a ll models except the Clipper 
"lleLuxe ..... ~uper" and ··Cu,tom." ' the 
.. 'J\,·in Utra nut ic ·· i, standard equipment. 
Thi, is true oi the Hudson and :S,:a,h \'S's 
:1, well. Only on the abo,·e Clipper models 
i, there a Sl'nchromesh transmission as 
,tandard with the option oi an 01·crdri1·c. 
and on h· on the C'lipper "(u;tom" can 
one pur~ha,e a ,ynchroilll·,h or 01·erdri1·e 
,1111/ the tor,inn ,u,pcn,ion. The "Cltra­
tn:t tic " is undoubtedh· one oi the better 
.1utomatic,. hut let',· face it: in spite of 
their ad,·an tage,. :ti! of thc,e new-fangled 
tnrque con,·erter:' ,op up engine power like 
:1 dry ,pom:e in Lhe low and mid-range 
, peed,. :\, yet. there i, no ,uh:; titutc for 
a good "'·nchromc,h t ran,mis,ion for me­
chanical ·eiricicncy and optimum periorm­
:1 nce in all ,pt'l'd range, . ()j cour,e. the 
record a,·ira~,· o i 104.; mph for 15.000 

mile, I including :ti! pit ; top,, posted by 
:1 pre-production l'ack:trd earlier thi, 
ye:ir ,peak; ior it ,elf . BuL thi,- was a top 
,peed run. nnde 1Yith the c,mn:ner me­
chanically and automatically "locked out" 
aho,·c ,peed; oi :, bout 60 mph. In acccl­
l' ration. the " Utr:1111:t tic " equipped cars 
a re onh· i:1ir. Tlh' ht·:'t one oi the hunch 
i, the ;11·crdri1·e equipped Clipper "(u,­
tom ... Howc1·er. µ:1,t ,ak, record; ha1·e 
,ho1rn that the public f:t,·or, the auto­
matic tran,mi,,ion, . ,o Pacbrd not on ly 
en,ouragc, thi, chnicl'. hut 111:1 ke, it man­
dat,n:· on ,onH' nH>ckk \'ou can't con­
demn ·em iur recm:nizing the hut tered 
;ide oi the hrt':td. hut to 111:· 11·ay oi think­
in!.! . t he iull p11t,·nti:tliti,·, oi thl' Packard 
engine, c111 1wn·r rt·:1rh tht· p:11·cment. 

In ,um111:1ri1.ini:. :ind in :111,wcr to the 
que:-tion p,>-l'li I"· thl' 1itk . the P:tck:trd i 

\' ~·,; .ire !.!OOCI. hi .!.! :111 d hot. hut co uld he 
hotter 11·ith ., 11;,>rt· lil,er:tl tran,mi""inn 
rhoice. Th,·"· ,·11,:inr, h:1n' h,·t·n laid out 
11·i1h inr,·th,n1c:h1 .ind :, 1:rl'.1t de:tl oi , 
ron;ider:1tio11 i,,r the gu:· 11h,, t1Yi,t :- the 
nut:; and holt, . t lnly :1 ir:1 nio11 oi their 
dc<ign potential i,; being u,cd no11·. Ju st 
-tand hack ii anyhody e1·er h:1ng; :1 hi::gcr 
hore and ,trnke in one oi these giants I The 
,u,pension dewlopmen t , rate nothing hut 
the highest i )r:1i,e and are hound to ,tart 
:1 chain rea ction among other manufac­
turer,. ..\ Pa rka rd i, a pretty expensil'e 
rhug for a per;on in the "]ow-priced 
three" bracket. but if nothing else. it 
,en·es to stimulate and direct thinking 
toward the desirable goal oi good engine 
performance with a chassi, to match. 
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AUG.17th 

So get your rod in shape. Send in your entry form roday. Join the fun 

as the finest rodders in the nation, running on a 5200 fooc runway - the 

best and most centrally located in the country - compete for 

OVER 30 TROPHIES . •• including the MAREMONT TROPHY 
and $1000 UNIVERSITY SCHOLARSHIP . .. PERFECT CIRCLE 
TROPHY • .. CHAMPION TROPHY . .. PROTO TROPHY . •• 
and individual trophies in over 26 different categories. 

Tlte Automobile Timing Association of America is under­
written by tlte manufactu,ers of: 

SPONSORED BY • ACCURATE CLUTCHES • PERFECT CIRCLE ... • CHAMPION SPARK PLUGS PISTON RINGS 
• GRIZZLY BRAKE LINING • PROTO TOOLS 
• MAREMONT MUFFLERS and SPRINGS 

ENTER NOW ... Only $10 for four days of racing. (August 17th is 

Registration Doy; racing on August 18, 19, 20 and 21.) Fee includes driver 

and two crew members. Late entries of gate pay $12. 

MAIL TO : ATAA , 1705 S. Ashland Avenue, Chicago 8. Illinois 

Gentlemen : 

(PLEASE PRINT) 

Please enroll me as a conrestanr in rhc: 2nd ANNUAL 
WORLD SERIES OF DRAG RACING. I am enclosing 
SIO in 

0 Money order O Check 

AddreU-------------------------- --
City _____________ Zone __ Stote _________ _ 

Describe vehicle being entered ___________________ _ 

If you are a member of a local liming 
ouociotion, give name and address ___________________ _ 

Drivers under 21 must have parents' consent m writing 

·-r_ 

H 
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1956 Studebaker 
Colden Hawk 
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Above left: Modestfins, accent area in rear cove help update original 1953 Loewy design ofStude hardtop. Top right: Grille design was 
undoubtedly inspired by the cars from MaraneUo. Above right: Wheel covers are ultra flashy. 

by John F. Katz 
photos by Vince Wright 

Driving Impressions 
RT Hettinger bought our drive­
Report Golden Hawk in 1994, 
rom the daughter of the original 

owner. Her father, a dentist named 
Palmer, had spent his leisure hours 
back in the fifties playing golf with doc­
tors and lawyers, many of whom drove 
Thunderbirds or Corvettes. Doc Palmer 
wanted something a little different, so 
he bought a Golden Hawk. Like his bud­
dies, he used his special car sparingly, 
mostly for drives to the country club­
and occasionally for a little racin' in the 
street. "They were always heckling him 
about his Studebaker," Art told us, "so it 
really satisfied him when he beat a 
Corvette." 

Dr. Palmer had his Hawk inspected for 
the last time in 1978, then stored it in 
his basement garage, taking it out only 
occasionally for cleaning. Art found the 
car remarkably well preserved, with no 
rust but needing some cosmetic work. 
He replaced the tires and carpets , re­
paired some minor collision damage at 
the right rear, and repainted the body 
its original Mocha and Doeskin hues. 
The front bumper has been re-chromed, 
and the headlight rims replaced, but the 

rest of the shiny stuff- indeed, the rest 
of the car-is original, withjust 52,786 
miles. 

I have to duck low to squeeze into the 
Hawk, but once inside I'm sitting sur­
prisingly high and bolt upright, in typi­
cal mid-fifties fashion . The steering 
wheel lays low, down in my lap, although 
the spokes and grips are well placed. 
Visibility isn't too bad all around, with 
the fins at the rear and high fenders up 
front helping to locate the corners of the 
car. Despite the Hawk's long wheelbase. 
there isn't that much car ahead of the 
windshield , and what little there is 
slopes away very neatly. 

The Hawk instrument panel is so 
purely functional, you might wonder if 
the engineers locked the stylists in a 
closet and then gleefully ordered gener­
ic gauges out of a Stewart-Warner cata­
log. As plain and straightforward as the 
control panel on a fire pump, it's also 
one of the best looking dashboards of 
the decade. Its only functional flaw is 
the location of the radio , which requires 
a little reach. 

The rear seat looks low and skimpy. 
but it's really no worse back there than 
in most mid-fifties hardtops. The lower 
cushion is generous, the backrest angle 
comfortable, and there's enough head­
room to wear a cap. Admittedly. the 
dishpan-sized foot wells are a little 
weird. 

The shift pattern of the two-speed 

Packard Ultramatic is P-N-'D'-L-R. 
where the hash mark to the- left of the D 
corresponds to High in a Packard, 
meaning that the transmission starts in 
high gear and relies on the torque con­
verter alone for torque multiplication. 
The mark to the right of D corresponds 
to Packard's Drive, with the low gear 
kicking in for faster getaways. 

The Packard V -8 rumbles - no, 
sings - a deep baritone song; this is 
how Ezio Pinza would have sounded if 
he were a race car. Even at low rpm, its 
prodigious torque rewards the smallest 
throttle opening with an urgent forward 
thrust. Get on it hard, and the rush 
toward Eternity will convert non-believ­
ers. Just as an experiment, Art said, he 
once tried flooring the gas from rest on 
dry pavement; the rear tires lost traction 
completely, spinning and smoking while 
generating only negligible forward 
progress. 

The Hawk m,aneuvers with surprising 
ease, its narrow body, high seats, and 
good visibility suggesting a compact 
more than a mid-priced, full-size auto­
mobile. It glides smoothly over rough 
roads, with body motions well under 
control. The optional power steering 
responds accurately but offers little 
feedback. It does compensate for the 
weight of that Packard V-8; in normal 
driving, the Hawk feels no more nose­
heavy than any big-block muscle car 
from a decade later. 
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stude Golden Hawk 
continued 

If anything, the Hawk's brakes are its 
weak point. The pedal is offset way over 
to the left, feels dead and unyielding, 
and delivers little in the way of results. 

Nonetheless, this first child of the 
Studebaker-Packard marriage showed 
great promise, combining South Bend's 
flair for extroverted styling ("damnable 
fins" and all) with the smooth and cer­
tain power of a Packard. It handles no 
worse than most of its contemporaries, 
and better than some. The Golden Hawk 
was easily strong enough to take on the 
Big Three; it's a pity that Studebaker­
Packard was not. 

History and Background 
The marriage was hasty, and perhaps 

not well considered. But for richer or 
poorer, for better or for worse, 
Studebaker and Packard took the vow 
on October 1, 1954. The first child of 
their union was the finny, flashy, 
Packard-powered Golden Hawk of 1956. 

Former Packard president James M. 
Nance, now president of the Stude­
baker-Packard combine, championed 
the Golden Hawk as a conspicuous flag­
ship and fabulous performer that would 
show the world what Studebaker and 
Packard could accomplish together. Bob 
Bourke, who headed Raymond Loewy's 
design team at Studebaker, described 
"Big Jim" as "a great promoter, an elec­
tric personality." A decade later Car and 
Driver (see "Who Killed Studebaker," · 

page 66), called him a "one-man, three­
ring circus." 

Certainly, Nance exuded confidence­
and justifiably so, if one read the right 
statistics. South Bend's sales had ex­
panded from a healthy $268 million in 
1947 to $594 million in 1953, with an 
after-tax profit of $108 million in six 
years. Packard, producing fewer cars for 
a more rarefied market, had generated 
$48.5 million in profit in the same peri­
od. Taken together, the two nameplates 
had sold 5.5 percent of all new cars in 
J}.Inerica in 1950-53. As if to display its 
industrial dynamism, Studebaker-Pack­
ard operated two company-owned DC-
3s on a daily schedule between Detroit 
and South Bend. 

Bold plans were laid for an all-new 
line of '56 Studebakers, sharing the 
Packard-built 320-c.i.d. Clipper V-8 and 
Ultramatic transmission. The new se-

Above: In 1956 Hawk was the most Euro­
pean of American cars. Below: False air­
scoops provide beginning for .fins. Facing 
page, top: Graceful roojline wasn't changed 
from '53 design; taillamps carried over from 
earlier cars. 

The Fastest of the Fast in 1956 
Studebaker Buick Chevrolet Ford Dodge Chrysler 
Golden Hawk Century Corvette Thunderbird D500 300B 

Base prtce $3,061 $2,963 $3,295* $3,151 $2,833·· $4,242 
C.t.d. 352 322 265 312 315 354 
Compression 9.5:1 9.5:1 9.25:1 9.0:1 9.25:1 10.1:1 
Carburetion lx4v lx4v 2x4v lx4v lx4v 2x4v 
Bhp@rpm 275@ 4,600 255@ 4,400 225@ 5,200 225@ 4,600 260@ 4,800 340@ 5,200 
Torque 380@ 2,800 341@ 3,200 . 270@ 3,600 324@ 2,600 330@ 3,000 385@ 3,400 
Transmission 2-speed auto 2-speed auto 3-speed manual 3-speed manual 2-speed auto 2-speed auto 
Axle 3.07 3.36 3.55 3.31 3.73 3.08 
Wheelbase 120.5 122.0 102.0 102.0 120.0 126.0 
Track, f/r 56.4/55.6 59/59 57/59 56/56 58.9/59.2 60.4/59.6 
Weight, lb. 3,360 3,890 2,870 3,088 3,505 4,360 
Lb./bhp 12.2 15.2 12.8 13.7 13.5 12.8 
Acceleration: 0-30 3.4 3.4 3.4 3.3 3.4 N/A 
0-60 9.2 9.6 7.5 9.3 9.6 N/A 
50-80 8.5 11.0 N/A N/A na N/A 
1/4-mile 17.3@80 17.1@ 80.5 15.9@ 91 17.0@85 17.2 N/A 
Max mph 117.2 109.8 118.5 112.2 115.4 N/A 
Mpg 12.2 11.1 12.0 13.5 N/A N/A 
60-0 braking 171 feet 155 feet NIA N/A N/A N/A 

*includes optional engine tested 
•• Custom Royal Lancer with D500 package 
Dimensions, unless noted otherwise, are In inches; torque in foot pounds; speeds in mph; times In seconds. Test results are from the 
following sources: Studebaker. Motor Trend, February 1956; Buick, MT, June 1956; Corvette, Sports Cars lllustrated, May 1956; 
Dodge, SCI. August 1956; T-Bird, Road & Track, August 1956. We could find no comparable test of a '56 Chrysler 300-B but have 
included Its specifications· for compartson. 
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GM was the first automaker to introduce 
a modern, fully automatic transmission. 
Second was Packard, which launched its 
tntramatic in mid-1949. None of the other 
independents ever built an automatic of 
their own. Even Ford wouldn't have its own 
automatic until '51, and Chrysler would 
debut its PowerFlite in mid-'53. 

Even more remarkably, the Packard tn­
tramatic - at least in theoiy- combined 
the best charactelistics of the HydraMatic 
and the Dynaflow in a way that GM would­
n't even approach until the sixties. 

Packard chief research engineer Forest 
M. McFarland had been expelimentlng 
wtth torque converters for as long as any­
one at GM. Wartime projects diverted his 
attention for awhile, but then McFarland -
assisted by development project engineer 
Warren Bopp and staff engineer Herbert 
Misch - returned to his automatic trans­
mission research in 1944. 

McFarland was convinced that he could 
Improve on GM's corporate HydraMatlc 
and Its "godawful number of shifts." With a 
simple fluid coupling that provided no 
torque multiplication, HydraMatlc deliv­
ered relatively good engine braking and lit-

dan would have been stunning: longer 
and wider than its predecessors, with a 
Buick/Olds-inspired greenhouse, very 
clean flanks, and an upright, trape­
zoidal grille. In December 1954, Loewy 
himself presented the full-size clay to 
Studebaker's somewhat skeptical man­
agement, who worried about the car's 
slightly tapering fenders. 

But it didn't matter what they 
thought, because the real numbers 
wouldn't add up. Of that $108 million 
profit from 1947-53, almost half-$47 
million - had been earned in 1948-49. 
By June '54, South Bend was losing 
$2.5 million per month. Packard had 
lost $1 million in the first quarter of the 
year, and the combined market share of 
Studebaker and Packard had fallen to 
2.5 percent. Studebaker couldn't afford 
tooling for an all-new body. In late 
January 1955, Nance postponed the 

Ultramatic 
tle "slip" but depended on a four-speed 
gearset for acceleration. Buick's Dynaflow 
torque converter, McFarland believed, was 
closer to the mark, but it allowed so much 
slip it felt as though it "was in second gear 
all the time." 

McFarland's solution was a twin-turbine 
torque converter wtth an even higher max­
imum ratio than Buick's. As in the Dyna­
flow, a planetaiy gearset provided reverse 
and an emergency low. tntramatlc diivers 
could select High range and rely exclusive­
ly on the converter for smooth, unburned 
starts (like a Dynaflow), or select Olive to 
accelerate in low gear and then automati­
cally shift up to high (like Chevrolet's 
Powergllde). Naturally, Packard also pro­
vided a Low position to lock the transmis­
sion in low gear. 

But what made tntramatic unique was 
an internal, 11-inch, oil-bathed cork 
clutch that locked the torque converter 
solid at cruising speed. This combination 
of features gave Ultramatic the smooth­
ness of a Dynaflow, with superior torque 
multiplication, plus-once the clutch 
engaged - the engine braking and fuel 
efficiency of a manual gearbox. 

new car until early ·57 (of course it 
wouldn't arrive then, either) and called 
for a rapid and economical face-lift of 
the current Studebaker line. 

Celebrated industrial designer Loewy 
had run Studebaker styling as an inde­
pendent consultant since 1936, drop­
ping in three days a month to keep 
everything on track. His full-time crew 
in South Bend consisted of ten design­
ers and about 30 clay pushers, wood 
carvers, and other supporting cast 
members, all headed by Bourke. Loewy 
billed South Bend around $1 million a 
year for the entire operation, including 
salaries-a not-outrageous fee by the 
standards of the times. Nonetheless, his 
contract was up in '55, and Nance 
decided not to renew it. Instead, the for­
mer Packard chief farmed out the '56 
facelift to free-lancer Vince Gardner, 
who in seven weeks squared up the 
ends of the '53-55 sedans-and 
charged $7,500. 

Nance still hoped to develop new two­
and four-door hardtops out of the face­
lifted sedan bodies, so he could phase 
out the separate line of Starlight and 
Starliner coupes that shared very little 
sedan tooling. And even with the older, 
smaller body shell, the Packard V-8 
might still go into top-of-the-line Presi­
dent models. Alone among the indepen­
dents, Packard had developed its own 
overhead-valve V-8 and automatic 
transmission, and Nance wanted to 
amortize some of that considerable in­
vestment by supplying engines and 
transmissions to Studebaker. Once 
again, however, the figures wouldn't 
mesh: Studebakers could be produced 

GM used locking converters on its 
buses, and in 1956 Borg-Warner added a 
lock-up clutch to the automatic trans­
mission it supplied to Studebaker and 
Jaguar (a hybrid unit that depended on 
both a torque converter and a three­
speed gearset for torque multiplication). 
But it wasn't until Chrysler re-invented 
the idea In 1978 that any of the Big Three 
offered a locking converter on a passen­
ger car. 

For Packard, the Ultramatic would prove 
more of an engineering achievement than a 
business success. The company poured 
$15 million Into Ultramatlc, and by 1954 
still hadn't sold enough cars to recoup its 
Investment. It was hoped that the merger 
wtth Studebaker would create a whole new 
market for Ultramatlc. But the two-speed 
transmission proved a poor match for the 
underpowered, six-cylinder Champion, 
and was judged only "moderately satisfac­
toiy" wtth the StudebakerV-Ss. Ultimately, 
It couldn't compete cost-wtse with off-the­
shelf units available from Borg-Warner or 
Detroit Gear, and so It expired wtth the last 
of the traditional Packards at the end of 
1956. 
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I- 56.4 inches -I 1 20.5 inches 

1956 Studebaker Golden Hawk 
Price $3,061 

Std. equip. includes Sky Power 352 V-8, finned 
iron brake drums, overdrive 
(with manual transmission), 
complete instrumentation with 
vacuum gauge and tachometer, 
full wheel covers 

Options on dR car Twin-Ultramatic transmission, 
power steering, power front 
windows, radio, heater, dual 
outside mirrors, tinted glass, 
whitewall tires, deluxe wheel 
covers 

Est. price as tested $3,565 

ENGINE 
Type V-8 

Bore x stroke 4 inches x 3.5 inches 
Displacement 352 cubic inches 

Compression ratio 9.5:1 
Horsepower@ rpm 275@ 4,600 (gross) 

Torque @ rpm 380 @ 2,800 (gross) 
Taxable horsepower 51.2 

Net bhp at rear wheels 104 @ 3,000 rpm (80 mph) 
Valve gear Ohv 

Valve lifters Hydraulic 
Main bearings 5 

Induction system 1 Carter 4-bbl downdraft 
Fuel system Mechanical pump 

Lubrication system Pressure, gear pump 
Cooling system Pressure, centrifugal pump 
Exhaust system Dual 

Electrical system 12-volt 

TRANSMISSION 
Type Two-speed automatic with 

locking torque converter 

Right: Vacuum gauge and tach is in 
keeping with sporty image. Facing 

page, top: Big 352 Packard V-8 was 
good for 275 bhp. Center left: Driving 

position is firm and upright. Right: 
Dash design is very pleasing to enthusi­
asts. Bottom: Doors open wide Jor good 

access to front and rear. 
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Ratios: Low 
High 

Reverse 
Max. torque converter 

DIFFERENTIAL 
Type 
Ratio 

STEERING 
Type 

Turns lock-to-lock 
Ratios 

Turning circle 

BRAKES 
Type 

Front 
Rear 

Effective area 
Parking brake 

CHASSIS & BODY 
Construction 

Body 

Body style 

SUSPENSION 
Front 

Rear 

1.82:1 Shock absorbers 
1.00:1 
1.63:1 Tires 
2.90:1 @ 1,650 rpm 

Wheels 

Hypoid, semi-floating 
3.07:1 

WEIGHTS 
AND MEASURES 

Wheelbase 
Saginaw recirculating ball with Overall length 
hydraulic servo 
4.25 Overall width 

18.2:1 gear; 20.0:1 overall Overall height 

41 feet, curb-to-curb Front track 
Rear track 

Min. road clearance 

Wagner 4-wheel hydraulic Shipping weight 

with vacuum servo 
11.0 x 2.5-inch drum 
10.0 x 2.0-inch drum CAPACITIES 
195.3 square inches Crankcase 
Mechanical , on rear drums Transmission 

Rear axle 
Cooling system 

Separate box-section ladder Fuel tank 
frame with 5 crossmembers 
Welded steel stampings 
cross members 
5-seat pi I larless coupe CALCULATED DATA 

Bhp per c.i.d. 
Stroke/bore 

Independent, upper and lower Lb./bhp 

A-arms, coi I springs LbJsq. in. brake area 
Live axle, semi-elliptic leaf Production 
springs 

Tubular, direct acting, front and 
rear 
Firestone Deluxe Champion 
7.10 X 15 
15-inch stamped steel disc 

120.5 inches 
203 .9 inches 
70.4 inches 
58.1 inches 
56.4 inches 
55 .6 inches 
6.5 inches 
3,360 pounds 

5 quarts 
11 pints 
3.0 pints 
26.5 quarts (with heater) 
18 gallons 

0.781 
0.875 
12.2 pounds 
17.2 
4,071 , Golden Hawk; 19,165, 
total 1956 Hawk 



stude Golden Hawk 
continued 

more economically with Studebaker V-
8s, and with automatic transmissions 
from Borg-Warner or Detroit Gear. 

Likewise, the new sedan-based hard­
tops would cost tooling dollars that the 
corporation didn't have. If Studebaker 
was to field a pillarless style-leader in 
'56, it would have to base it on the exist­
ing '53-55 coupe. 

That lovely "Loewy Coupe" had been 
Studebaker's glory and, to some extent, 
its undoing. Bourke's group had devel­
oped it as a show car for Studebaker's 
centennial in '52, but management 
made an eleventh-hour decision to 
launch it as a limited-production model 
for 1953. Unfortunately, they also 
ordered Loewy to wring a bread-and-

. butter sedan out of the same styling 
theme. Not surprisingly, the long, slen­
der, elegantly aerodynamic coupe trans­
lated into a high, narrow sedan with 
oddly sloped front and rear ends. Sales 
plunged when South Bend literally 
couldn't build the coupes fast enough -
and couldn't give the sedans away. 

Changes to both sedans and coupes 
had been minimal for '54 and then mod­
erate for '55, when Sales chief Ken 
Elliott dictated a new and clumsily 
chromed front end- over the objections 
of both Bourke and Loewy. That 
January brought Studebaker's first 
wraparound windshield to sedans (and 
wagons) only. But it also brought a lim­
ited-edition flagship coupe called the 
President Speedster-trimmed inside 
like a custom hot-rod, with deep, dia­
mond-shaped pleats in its leather 
upholstery and businesslike Stewart­
Warner gauges set in an engine-turned 
panel. Motor Life found the Speedster 
"more like a sports car than any other 
hardtop." It set the tone for the Hawks 
to follow. 

Now Nance asked Loewy's departing 

designers to facelift the coupe on their 
way out the door, while sticking to a 
strict tooling budget that specified so 
many dollars per panel. Bourke none­
theless welcomed the chance to reverse 
some of the damage done in '55. A com­
pletely new front end, he decided, would 
give the biggest bang for the tooling 
buck, so he lifted the Mercedes-inspired 
snout virtually intact from the big sedan 
that was never to be. Then he squared 
up the coupe's sloping rear deck, while 
saving 80 percent of the inner deck 
stampings-which meant there was no 
real increase in trunk room. Still kibitz­
ing, Elliott insisted on plenty of chrome 
doodads, but at least he let Bourke de­
sign them this time. Perhaps the result 
wasn't as pure as the '53-54 coupe, but 

it looked enormously better than the 
'55, and was really quite handsome in 
its own right. And the . Speedster­
inspired dashboard was a revelation: a 
wall-to-wall spread of engine-turned 
metal housing handsome Stewart-War­
ner gauges. 

Previously, Studebaker had called its 
pillared coupes Starlights, and pillarless 
models Starliners, and offered them in a 
range of price and trim that approxi­
mately covered the spread from a Chev­
rolet Two-Ten to an Olds 88. Nance 
heartily endorsed this strategy, which 
applied to Studebaker sedans as well. 
For '56, all the coupes became Hawks -
although the origin of the name has not 
been recorded. At $1,986, the base­
model. pillared-top Flight Hawk shared 
its 185-c.i.d., 101-bhp flathead six, as 
well as its level of trim, with the $1,946 
Champion sedan. Next up came the 
$2, l O 1 Power Hawk, still a pillared 
coupe but packing the 259-c.i.d., ohv V-
8 from the equivalently trimmed Com­
mander. This engine developed 1 70 bhp 
with a two-barrel carb, or 185 with a 
four-barrel ari'd dual exhausts. Hardtop 
Sky Hawks, at $2,477, corresponded to 
President sedans, with a 210-bhp 289. 
Overdrive or a Borg-Warner automatic 
were optional on all three. 

But the fanciest chick in the nest was 
the Golden Hawk, priced $100 over a 
Buick Century, and identifiable on the 
outside by an extra helping of chrome 
and what Bourke called "damnable 
plastic fins" grafted onto the same 
'53-55 quarter panel. (Years later, the 

continued on page 66 
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Stude Golden Hawk 
continued from page 15 

designer wrote in Automobile Quarterly 
that he "kept those little fins at the rear 
of the Golden Hawk as restrained as I 
could and still please Sales.") Inside, 
Golden Hawks came with a tachometer 
(optional in lesser Hawks). a manifold­
vacuum gauge, and rich cloth-and-vinyl 
upholstery. 

But the Golden Hawk's most distin­
guishing feature was the Packard V-8 
under the hood: not the Clipper 320, 
but the four-barrel 352 from the Clipper 
Custom, developing 275 bhp and bolted 

The March 1964 edition of Car and 
Driver has achieved a certain notoriety for 
its controversial comparison of GTOs from 
both Pontiac and Ferrari. But the same is­
sue might as well be remembered for an 
equally audacious article titled "Who Killed 
Studebaker?" The venerable old South 
Bend automaker had fled to Canada Just 
months before, leaving some 6,000 Indian­
ians unemployed. 

C/D's answer to its own question is 
angry and unflattering, characterizing 
Studebaker as "a company doomed for 
years, finally dying by Its own hand.· The 
editors pointed to "dead-last engineering." 
soft labor policies, and stubborn, insular 
management as proof that "Studebaker 
deserved to fail.· 

AutorrwbUe Quarterly waited until 1972 
to publish a somewhat more sympathetic 
postmortem. Veteran historian Maurice 
Hendry attacked the C/D article as the 
product of a "Europhile press ... psycholog­
ically incapable of recognizing good sound 
engineering-if It happens to have 'made 
in the USA' on it." Hardly dead last, Hendry 
argued, Studebaker had "a modem short­
stroke ohv V-8, independent front suspen­
sion, automatic overdrive and power steer­
ing either before, at the same time as, or 
shortly after any of the Big Three." 

Special Interest Autos seems to have 
drawn from both of these sources when it 
presented its own, more even-handed an­
alysis of "How Studebaker Came Not To 
Be" in 1974. 

to a three-speed manual transmission 
with overdrive or to Packard's sophisti­
cated Ultramatic (see sidebar, page 13). 
Oddly, the package did not include 
Packard's pioneering limited-slip differ­
ential. Still, the '56 Golden Hawk was 
the only model-ever-to combine a 
Studebaker badge and Packard power. 

Sporty as they looked, the old coupes 
hadn't been known for their handling. 
The engineers, under Gene Hardig, 
addressed this problem with softer 
springs but firmer shocks for the Hawk. 
Golden Hawks and Sky Hawks featured 
finned-drum brakes, although the drum 
sizes - 11 inches in front, 10 in the 
back-were the same as in any V-8 

Who Killed Studebaker? 
Two dozen years later, we still see some 

merit to both arguments. 
As C/D alleged, the Studebaker V-8 was 

undeniably heavy for its displacement. 
Various sources cite weights of 625-682 
pounds for an engine that couldn't grow 
beyond 289 cubic inches; Cadillac's 331-
c.i.d. V-8 weighed only 699 pounds. On the 
other hand, as an independent with Just a 
fraction of GM's resources, Studebaker de­
serves credit for developing a modem V-8 
at all - only two years after Cadillac and 
Olds, at the same time as Chrysler, and a 
year ahead of Ford. 

Studebakers had vacuum-assisted brakes 
and variable-ratio steering in the ~­
Certainly, as C/D noted, Studebakers suf­
fered from brake fade and slow steering. So 
did Buicks. 

Yes, Studebaker's labor costs in the for­
ties were the highest in the industry. Ac­
cording to Hendry, however, tough cuts in 
the period from 1954-59 brought them in 
line with the Big Three's. Maybe by then it 
was too late. 

Hendry blamed Studebaker's demise on 
the same 1953-56 Ford vs. Chevy sales 
blitz that finished the other independents. 
But then even he admitted that Stude's 
dog-ugly '53 sedan had left South Bend's 
corporate pants around its ankles. C/D 
speculated that "had the sedans been of­
fered in the 54-inch-hlgh, 120-inch-wheel­
base version that Loewy had in mind, 
Studebaker might still be building cars." 
Well, maybe. Obviously, a sedan that 
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Stude sedan. For the Golden Hawk, 
Studebaker advertising claimed not only 
the best power-to-weight ratio but also 
the best ratio of brake area to weight of 
any American car. "Engineered to out­
handle and out-run sports cars costing 
thousands more, " the Golden Hawk 
offered "sports performance [with] room 
for 5 and a full-size trunk!" 

Far from out-handling sports cars, 
however, the Golden Hawk developed a 
reputation for nose-heavy understeer. 
Most contemporary road tests only hint­
ed at the problem. The Motor Trend staff 
reveled in the stability and precise steer­
ing of their manually steered Golden 
Hawk, reporting severe understeer only 
in tight, low-speed turns. They found 
the Golden Hawk's brakes "adequate for 
a sports-type car" (their emphasis) and 
praised them for not fading away com­
pletely in hard use. 

Auto Age called the Golden Hawk "one 
of the fastest and best-looking cars ever 
made on these shores ... a car of 
prey ... going out after the Thunderbird, 
Corvette, Chrysler '300' market with a 
vengeance" - and then gingerly danced 
around its chassis shortcomings: "The 
steering felt perhaps a trifle slow for so 
fast a car, but dead accurate and free 
from play, and there was a slight but 
pleasant degree of understeer. . . . If you 
have been wondering, by the way, what 

shared external sheet metal with the coupe 
would have looked worlds better, and 
might have spared some of South Bend's 
dwindling resources. But it's hard to imag­
ine how it could have offered adequate 
rear-seat room for the four-door family 
trade. On the other hand, GM had no trou­
ble peddling stylish four-door hardtops 
with somewhat restricted rear compart­
ments two years later. 

The C/D arfi~le was particularly hard on 
Nance. True, he. spent $74 million of Pack­
ard's money and had nothing to show for it 
but the Hawk and a sedan that was still nar­
row and unattractive. But this is the same 
James Nance who went on to manage Mer­
cury, where he inspired class and subtlety in 
a division that was definitely headed the 
wrong way down Buck Rogers Boulevard. 

Once Curtiss-Wright took over, it didn't 
matter anyway. Even CJD related how, by 
mid-'58, the Wall Street bankers were al­
ready casting lots for Studebaker's re­
mains, anxiously coveting South Bend's 
$140 million in accumulated credits. When 
Harold Churchill, Nance's successor, actu­
ally made $28.5 million selling Larks, they 
maneuvered him out of the company. 

Ultimately, Studebaker's fate was decid­
ed far from Indiana. Maybe an all-new car 
in '60, or '56, or even '53 wouldn't have 
made any difference anyway. But the peo­
ple who put their hearts and sweat into de­
signing and engineering and managing and 
assembling Studebakers deserved a better 
chance. 



Facing page: Rear seats have gran turismo appearance thanks to center armrest. Above: 
Deep Jootwells in rear for more leg room. Below: For a sporty car it has good trunk room 

the heavier Packard engine has done to 
the balance of the Studebaker, let us say 
that the car does seem noticeably heav­
ier at the front than last year's Speed­
ster, but this works out seemingly to its 
advantage." Sure. 

On assignment for Speed Age, Racer 
Bill Holland took a Golden Hawk around 
Packard's own 2.5-mile oval in Detroit 
on a rain-soaked day and still averaged 
121.0 mph. He found the Golden 
Hawk's power steering "light in opera­
tion and not geared too fast for average 
reflexes," and its chassis "balanced 
properly so that it can still be controlled 
with the steering wheel while it is slid­
ing." 

Only Car Life openly criticized the 
Golden Hawk's handling: "Primarily the 
Hawk's trouble is weight distribution. 
The car is heavy on the front end, which 
results in a tendency for the rear wheels 
to slide on dry pavement. ... The power­
ful. well-built engine on the Golden 
Hawk provides more power than the 
chassis design can properly handle. A 
full-throttle start in reduced 'D' range 
spins the rear wheels on dry pavement 

and keeps the tires screaming on the 
concrete up to 25 mph . ... These trou­
bles could be remedied to some extent 
by filling the trunk with sand bags [but) 
perhaps the best solution is to buy the 
lower-priced Sky Hawk with its lighter­
weight Studebaker V-8." 

That said, Car Life still allowed that 
the Golden Hawk's overall roadability 
was "excellent when compared with 
other five- and six-passenger cars, but 
falls behind the two other semi-sports 
cars, Corvette and Thunderbird." And 
they thought the new front end, though 
"simple" and "pleasing," suggested a 
"South Bend Ferrari." 

Studebaker sold just 82,000 cars in 
'56, but nearly one-quarter of them were 
Hawks. South Bend was on to some­
thing. 

The big Packards were gone for '57, 
and with them their V-8 engine and 
Ultramatic transmission. The Hawk 
lineup was rationalized to just two mod­
els: the pillared Silver Hawk with six­
cylinder or 259-c.i.d. V-8 power; and the 
hardtop Golden Hawk, now motivated 
by Studebaker's 289, but producing the 

same 275 horses (at 4 ,800 rpm) thanks 
to a McCulloch centrifugal supercharg­
er. Though the Stude V-8 weighed only 
50-100 pounds less than the Packard 
mill, Hardig considered this a happier 
solution. 

A column-shifter with overdrive was 
still standard, but the automatic option 
was now the three-speed, Borg-Warner­
supplied "Flightomatic." The engineers 
even updated the Hawk chassis with 
variable-ratio steering and, finally, an 
optional "Twin Traction" limited-slip dif­
ferential . Both Hawks now wore out­
ward-curving fins, metal this time but 
still tacked on to those 1953-vintage 
fenders. Sports Cars Illustrated found 
the Golden Hawk's handling dramatical­
ly improved, while acceleration to 60 
(despite a 14 percent reduction in peak 
torque) was quicker by a whisker. 

The so-called "Packard Hawk" that 
joined the line in '58 was also powered 
by a supercharged Studebaker V-8. 

Nance, meanwhile, had tried to bor­
row tooling dollars from the major New 
York insurance companies that held 
Studebaker stock. No deal. He proposed 
assembling cars for Ford or Chrysler, 
and even tried to convince GM to en­
dorse a loan. Desperate for cash, Stude­
baker agreed to turn over its manage­
ment to Curtiss-Wright in late '56. In 
return, the aerospace contractor bought 
up Studebaker's defense business and 
pre-paid a lease on two Studebaker 
plants. C-W president Roy Hurley 
planned to maintain South Bend at its 
break-even point for two years, wrtte its 
losses off of C-W's taxes, then collect $40 
million on a stock-option deal. Nance 
resigned before the ink was dry. So did 
Studebaker chairman Paul Hoffman. 

Studebaker's fate was sealed. ~ 
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~ You spo1ts car lovers who didn't buy 
the 1955 Studebaker because they didn't 
have enough muscles, can now step 
right up and put your money on the line. 
You're going to love the Golden Hawk, 
it has GO to spare, it is now a speedster 
with SPEED. It will do 125 mph by the 
clock and 0-60 in 9.4 seconds with Ultra­
matic transmission, 3.07 gear ratio, 
hydraulic valve lifters, a smooth cam, 
power steering and brakes. Imagine 
what this little beauty would do with 
a good racing kit. 

I drove the Golden Hawk last month 
during the press showing at the Packard 
Proving Grounds i~· Detroit. It was a 
miserable day, raining hard with about 
a 30 mph gusty crosswind, but in spite 
of these conditions I had no trouble do-
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We are very happy to present herewith the first 
in a series of Road Test articles by Bill Holland, 
winner of the Indianapolis 500-Mile Classic in 
1949, second place man in 1947, 1948 and 
1950 and member of the Champiol'\ Sparkplug 
100-Mile-an-Hour Club. Bill, who except for a 
mix up in pit signals at Indy would have been 
a two-time winner, has one of the finest rec­
ords al the big brick oval and on sprint, midget 
and championship tracks throughout the coun­
try. His appraisal of 1956 American cars will 
be unbiased and authoritative and we are both 
proud and happy to welcome him aboard as 
chief test pilot for Motorsport. 

Right: Holland shows Golden Hawk model lo a 
pretty model. Model (car) is longer and lower 
than other models, somewhat like European cars. 

, I I I 

NEW 275 HP 5-PASSENGER SPORTS 
TYPE HITS O TO 60 IN 9.4 SECONDS 
WITH A TOP READING AT 125 MPH. 

ing 120 mph around the big two and '.me 
half mile banked concrete oval. Later 
in the day after it stopped raining, but 
with the track still wet I was clocked 
at 122 mph. The next day with the sun 
shining I averaged 123 mph and reached 
a top speed of 125 on the straights. It 
handled beautifully; even in the cross­
wind I experienced no diving at all. 

This new Studebaker has everything 
an American sports type car should 
have, smart looks, performance, good 
handling, and most important for the 
American car buyer, comfort for four 
passengers at a reasonable price. 

Some of the interesting features in 
this new car are, the big, short stroke 
V-8 engine, with 352 cubic inches, 9.5 
to 1 compression, 275 hp, 380 ft. lbs. of 

By Bill Holland 
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torque at 2800 rpm, four barrel carbu­
retor, 12 volt system with 30 amp. gen­
erator, and dual exhaust system. 

The built in safety features are, new 
brakes with Safety-Fin drums, crash 
tested safety door latches, increased 
passing efficiency, new safety strength 
steel bodies using heavy gauge, box 
section, girder construction, new safety 
beam headlights, higher capacity de­
froster system, tubeless tires, selftight­
ening wheel bolts, padded dash and pad­
ding on the rear of the front seat, a hill 
holder to prevent rolling back on hills. 

The radial dial instruments on the 
dash are of functional design inspired 
by Grand Prix race cars; included are, 
140 mph speedometer, tachometer, large 

( Continued on Page 46) 

M~torsport 



, 

.I 

The instrument panel on the Golden Hawk incor- The Sky Hawk is one of two hardtop models in 
porales a tachometer and vacuum gauge in addi- Studebaker's line of sporty cars. Sky Hawk has 
lion to standard instruments. Panel is padded. 287 cubic inch V-8 engine that develops 210 hp . 

Jau.-Feb. 1956 
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Finned brake drums on President and Golden 
Hawk were designed to prevent brake lade by 
increasing air circulation, heat radiation area. 
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Motor City Mirror 

( Continued from page 13) 

and getting it out more effectively have 
been given careful treatment. 

Efforts to control this greater horse­
power have been manifested in some 
brake redesigns and improvements, but 
this has seemed a rather sterile area. 
The fact is that brakes are fairly close 
to optimum levels of virtue in their 
present designs. At any rate, it is no 
secret that every development shop in 
the industry is working overtime trying 
to find some kind of improved braking 
system. 

And, finally, the mechanical side has 
seen an all but unanimous movement 
to 12-volt electrical systems. The 6-volt 
wiring has practically passed on. 

A few postscripts remain options, as 
reflected in 1956. To begin with, auto­
matic transmissions are moving very 
close to standard equipment, and they 
operate more virtuously than ever be­
fore-smoother, faster, more efficiently. 
The new General Motors automatic 
transmission, third in that company's 
"stable," is worth mention. 

Second, power steering is at last 
coming down in price to the level where 
it should be. The power steering me­
chanism has long been overpriced; the 
reductions of 1956 will do a little to­
ward compensating for the general in­
creases in list prices of the automobiles 
themselves. Then there's the matter of 
air-conditioning; it caught on better 
than was expected during 1955 and it 
is expected to be more widely ordered 
in 1956. (The new Continental started 
off with air conditioning as an option, 
but by the time this reaches print it 
may be installed as standard equip­
ment, so widespread has been the call 
for it). 

The big 1956 swing in styling has 
been toward the use of accentuated rear 
quarters. Fenders, taking a cue from 
the highly distinctive Cadillac fins of 
years past, have mostly tended in an 
upswept direction. This seems a gen­
erally accepted styling trend. Less deci­
sive has been the front end treatment; 
the rounded hood motif of the Chrysler 
cars and the somewhat more straight­
ened, more right-angled pattern of the 
General Motors designs are each find­
ing adherents. 

In between front and rear the indus­
try has outdone itself for 1956 with 
imaginative handling of side panels. 
Speedlines, highlights and chrome 
moulding have been utilized in more 
ways than could be thought imaginable. 
The breakup of the side panels into 
various planes has been accentuated by 
the use of more color (and often more 
vivid color) than has been the case 
heretofore. One make, at least, has not 
only three-color combinations, but also 
a panel of gold intruded between them 
- making it a four-tone job! 

Some grilles seem to be edging away 
from the massive bar treatment which 
gained vogue after the war, toward 
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more refined honeycombs or similar 
treatment, a turn for · which original 
credit must be given to Cadillac. Wheels 
are fancier than ever; the plain discs 
of past years have been dolled up by 
stamping with simulated ridges, rec­
tangles, closely-meshed spokes and 
practically every other treatment you 
can think of. 

Windows are larger all around-big­
ger windshields, more completely wrap­
ped around rear lights. There seems 
some indication, too, that body lines 
are being lowered ever so slightly at 
the waist, and the height of the win­
dows somewhat enlarged. The one ex­
ception to this trend is in the new Con­
tinental, where the rear quarters are 
blind, in deference to the tradition es­
tablished with the Lincoln-Continental 
of the prewar and postwar periods. 

Four-door hardtops are jumping out 
like corn pops over a hot fire. This 
seems to be the standard four-door car 
of the future, just as the two-door hard­
top has largely replaced the traditional 
coupe. 

A word, now, as to the factories that 
build these chromed creations. Enlarge­
ment is the order of the day throughout 
the industry. The Big Three have taken 
the lead in expanding manufacturing 
and assembly facilities; and the smaller 
producers are not far behind, in scale 
witli their respective outlooks. The note­
worthy aspect of this expansion ii;; that 
it is largely in automated equipment­
which means that precision of manu­
facture will be continually better. 

Completion of the nine-figure building 
programs of the big companies-and 
most of it will be done in 1956-should 
result in the industry's capacity being 
enlarged to cope with today's higher 
plateau of production without an 
agonizing amount of overtime. Volume 
in 1955 ran close to 8,000,000 cars plus 
another 1,200,000 trucks or so. The out­
put in 1956 will be close to those fig­
ures, from all reliable estimates; and 
it will be achieved with less overtime 
( which ultimately means less cost for 
the customers) and with more uni­
formity and greater precision. 

Bill Holland Test 
( Oontinued'from page 16) 

sweephand clock, and water tempera­
ture, oil pressure, ammeter, manifold 
vacuum, and fuel gauges. 

The 1956 Golden Hawk presents a 
strikingly new appearance. The hood 
is higher and gives the sensation of 
power and length. There is an air scoop 
near the grille; reminds me of the 
Ferrari. The rear deck also is higher 
and more massive providing 20 per cent 
more storage space. The new fenders 
are fleet and long in appearance with 
fins at the rear. The wheels are spoked 
and neat looking with 7.10 -15 tires. 

Visibility is good both front and rear. 
There is an arm rest in the center of 
the rear seat. The car is longer, 204 
inches overall, it weighs 3,325 lbs. and 
is only 4 feet 8 inches high. Rear over­
hang is 49 inches. 

All the driving at Detroit was at high 
speeds and on high banked turns, so 
to get a better feel of the car under near 
normal road conditions, we took it to 
the Studebaker Proving Grounds, 10 
miles west of South Bend, Indiana. The 
grounds here are beautiful and very 
well kept, the three-mile track is very 
much like any black top highway you 
might drive on, anywhere around the 
country. The turns are banked but only 
slightly. The outside lane is smooth, the 
inside lane is quite bumpy. Adjoining 
the track is a road that winds up thru 
the hills and woods, then back to the 
track again. This is called the durability 
course and is full of turns and bumps. 
Some of the turns are covered with 
small pebbles and sand, others have 
built in ripples and bumps. It was de­
signed to give a severe test of a car's 
durability as well as handling charac­
teristics. 

The day I arrived to make the tests, 
it rained all day, but we decided to 
make the tests anyway, so keep in mind 
everything we did in this test was on a 
wet surface. 

Eddie Reynolds who is in charge at 
the proving grounds, drove me around 
the course a fe'w times to acquaint me 
with it. We were accompanied by Lyn 
Milliken of Studebaker Public Relations 
Dept. 

The track was cleared of the regular 
tests cars and we were ready to start 
the test of the Golden Hawk, I was as­
sisted in the tests by one of the fac­
tory's regular test drivers, Ernest Wig­
gins. 

First we checked the speedometer 
for accuracy on the measured tenths 
marked on the backstretch. We found 
it to be only one mile an hour fast at 
60 mph. 

We then ran a series of acceleration 
tests with the following results, 

0-30 
0-60 

30-60 
40-60 
60-100 

mph - 3.5 seconds 
9.4 
5.9 
4.0 

-21.0 (high gear) 

These times are amazing, I think and 
they were done with a 3.07 gear in the 
rear and Ultramatic transmission. The 
top engine rpm was 5,000. This is also 
good for stock hydraulic valve lifters. 
I noticed at 80 mph in high gear the 
engine was only turning 3,000 rpm. 

Most of the American sport car 
builders have increased the horsepower 
and top speed of their cars, but haven't 
increased the braking power to keep 
pace with it. Studebaker has taken care 
of this too with their new Safety-Fin 
brake drums, which increase the cooling 
area about 100 percent. I made two 
stops as quickly as possible on the wet 
surface, from 100 mph. I noticed no 
fade, nor any tendency to pull to either 
side. · 

We then did a few fairly fast laps 
around the three mile track going into 
the turns about 85 to 90, sliding a little 
but with good control and recovery at 
all times. The steering setup of five and 
one-half turns lock to lock is fast 
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enough for highway driving. 
We left the track then and drove 

around the course in the hills for about 
an hour, trying just about everything 
possible on the wet surface. There were 
wet leaves on both sides of the road in 
most places too, so we couldn't slide 
around as much as I would have liked. 
However I found I could negotiate the 
turns marked 30 mph at 45 and the 40 
mph turns at 50. There is some lean no­
ticeable on the corners, but not exces­
sive, due to the low suspension of the 
Golden Hawk. It rode over the big built 
in bumps very nicely too; the ride is 
not too soft, neither is it stiff enough 
to be uncomfortable on the highway. 
The new adjustable Gabriel shock ab­
sorber is available from the Studebaker 
factory. vVith this shock you ca n get the 
kind of ride you prefer, soft, medium or 
hard. 

So we headed back to the garage con­
vinced that this car is going to make a 
lot. of new friends in 1956. 

Road Testing Simco 
( Continued from pa g c 21) 

Personally I'd have to see such an ac­
complishment to believe it, but accord­
ing to a Simca owner, "to own a Simca 
is to love a Simca." A reputation for 
durability and dependability seems well 
founded for the writer did his best to 
induce rattles and other troubles in 
the test car without any bad results. 

The "Aronde" Grand Large hardtop 
provides room for five average size per­
sons. The styling is in the best conti­
nental tradition, and those who prefer 
the absence of a door post between the 
side windows and the rear-quarter win­
dows should apprnvc. All windows roll 
clown mechanically, and on this score 
I found my first beef: eight full turns 
are required to roll down the side win­
dows, making raising or lowering far 
too slow a process. During my tests 
down near the water front the Simca 
got thoroughly doused with spray sev­
eral times, necessitating the use of the 
windshield wipers. Ordinarily one has 
excellent visibility forward, all around 
in fact, but in rainy weather, the driver 
will be hampered by a 5-inch wide blind 
spot at the left side of the windshield. 

Continuing with the comparatively 
few technical objections I found on the 
Simca, I feel that it is a distinct disad­
vantage to be able to lock the doors 
externally only from the right side. The 
door handles, too, do not measure up 
to the high standard of workmanship 
noted on the rest of the car, file marks 
being visible, indicating a possible has­
ty final assembly and inspection. The 
handles, however, are aluminum as are 
most of the interior fittings, parking 
brake handle, etc. The trim on the 
steering whee.I is of plastic and in ap-

. pearance, at least, this trim seems none 
too sturdy. The small aluminum panel 
fastened to the bottom center of the 
dash carries several auxiliary controls 
- the ignition switch which is pushed 
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in for on, pulled out for off ( the key 
locks the transmission only); the choke 
control; a pull starter, etc. 

The instruments are well grouped 
and with the exception of a water tem­
perature gauge, which is missing, are 
adequate. A red light warns of the ap­
proaching emptiness of the tank when 
the 2-gallon level is reached. Red lights 
are also used in place of the more use­
ful instruments to warn of low oil pres­
sure and generator discharge. It seems 
that there has been some effort to make 
the Simca somewhat more palatable for 
the average American driver, but en­
thusiasts would probably prefer instru­
ments that tell the whole story. 

On the credit side, as opposed to these 
foregoing objections, I believe that the 
Simca can become an import marque of 
considerable importance if a vigorous 
sales program is undertaken. Thorough­
ly pleasing to drive, the Httle car is 
very capable in any traffic situation. 
Excellent maneuverability, a very short 
turning radius, ability to start off 
smoothly on the level in 2nd gear and 
to cruise nicely in the 30-MPH range 
in 4th gear, or to handle almost any 
situation in 3rd gear, makes this an 
excellent car for around town where 
parking problems and heavy traffic 
make a small car definitely the peer of 
the big stuff. On the open road the 
Simca can be safely cruised at 60 MPH 
all day long, and if you've a mind to 
take to the side roads, ability to corner 
and keep a sure footing on gravel and 
secondary roads will please the fellow 
who drives for the fun of it. The ride 
is remarkably soft for a car with a 
moderately firm suspension by means 
of coil springs up front and semi-ellip­
tics aft. Telescoping double action shock 
absorbers effectively iron out bumps, 
while providing better than average sta­
bility in hard going. The car did bot­
tom, but it took effort. 

Under the nood one finds the usual 
compact layout of the small imports­
a tiny overhead valve engine that is 
readily serviceable. The three bearing 
crankshaft is both dynamically and 
statically balanced. A conventional 
thermostat controls cooling system cir­
culation and the spark is automatically 
advanced. The oil sump is so designed 
as to achieve considerable cooling from 
the air stream. Lucas ignition compo­
nents are fitted and the carburetor is a 
Solex unit. The use of the more wide­
spread British parts should relieve some 
of the servicing problems. 

In view of the similarly sized and 
competitively priced imported cars, 
mostly of British origin, the Simca 
Hardtop (and the 4-door Sedan for that 
matter) stacks up as an exceeaingly 
attractive package with quality, com­
fort and that all important factor-per­
formance. Economical to operate, the 
Grand Large turned in nearly 26 miles 
per gallon over a hard driving week­
end. Part of the kick of the imported 
car field is the wide variety available, 
and the new Simcas certainly should 
increase interest. In my opinion, this 
car has a lot to offer. 
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Bill Holland 

Studebaker Golden Hawk Specifications 

Engine 
Type: 90 VB 
Valve Arrangement: In-head 
Bore and stroke: 4 x 3%" · 
Displacement (cu in) : 352 
Cam ground (three-quarter). 
Compression Ratio : 9.5-1 
Taxable horsepower : 51.2 
Advertised max brake horsepower 

at Engine Rpm: 275 @ 4600 
Max torque (Ft lb @ rpm) : 

380 @ 2800 
Carburetor: 4-barrel, downdraft 
Exhaust: Dual 

Capacity 
Oil: 5 quarts 
Water (heater) : 26.5 quarts 

(without heater) : 25 quarts 
Gas: 18 gallons 

General 
Wheelbase: 120.5 inches 
Overall length: 203.9 inches 
Overall width: 70.4 inches 
Overall height: 56.3 inches 
Tread front: 56.36 inches 

rear: 55.6 inches 
Tires: Tubeless, 7.10 x 15 

SPEED AGE 



A great race driver and former Indy 

winner gives his opinion of t,he leader 

of the first line of sports cars in America 

tests: 

By BILL HOLLAND 

MARCH 1956 

GOLDEN 
HAWK 

THIS WORLD IS BECOMING 
quite a confusing place for rac­

ing drivers like me. Just a short 
time ago there were only two · kinds 
of cars as far as I was concerned­
the racing car and the passenger 
car. It was very easy to tell them 
apart because one was an ultra-fast, 
stark or almost ugly single-seater 
and the other was a large, beau­
tifully styled and sedate vehicle 
that would carry five or · six people 
in complete comfort. "Never the 
twain shall meet," I thought: 

Studebaker has proved I was 
wrong. Their new Golden Hawk is · 
faster than many race cars, won­
derful to look· at and roomy enough 
to carry the whole family. This car 
is the lead model in a special four.: 
model line of sports-type cars, the 
first, as far as I know, line of such 
cars to be introduced by an Ameri­
can auto maker. 

Late in September, 1955, I was 
lucky enough to become the first 
person, other than a Studebaker 
engineer, to drive the Golden Hawk. 
It was in Detroit, on the fast, bank­
ed track on the Studebaker-Pack~ 
ard proving grounds. Wi.th many 
hundreds of miles of racing on the 

Indianapolis track behind me I felt 
completely at home on the big two­
and-a-half mile oval so I climbed 
into the Stude and charged right 
off. 

I was impressed immediately with 
the tremendous acceleration of the 
car. Floor-boarded, it took off with 
hardly a trace of wheel spin and 
roared with turbine-like smooth­
ness well up over the 100-mph mark 
without any lag or "flat spots" at 
all. Round and round I went and 
the speedometer needle slid easily 
past the 125-mph mark. 

Finally I came in and checked 
with the engineers who had been 
timing me. I was delighted, but not 
at all surprised to find that the 

1 Golden Hawk had done two laps at 
an average of 121.0 miles per hour 
on the· rain-soaked track. I told 
them . I was impressed. It was an 
understatement. 

Some weeks later, SPEED AGE 
asked me to go out to the Stude­
baker proving grounds in South 
Bend, Ind., to give the Golden Hawk 
a more thorough workout. Here I 
was able to run accurate accelera­
tion and braking tests and I got to 
drive the car over a grea,t variety 
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of road sunaces. • Here's what I 
found. 

My original impression about the 
acceleration was easily confirmed. 
The Golden Hawk is absolutely 
breathtaking in acceleration, either 
from a standing start or from any 
cruising speed up to 80 or 90 ·miles 
per hour. From zero to 60 mph took 
just 9.6 seconds and the car needed 
only six seconds to go from 30 to 
60 mph. That's about 20 per cent 
faster than the average fast sedan. 
These figures were gotten with a 
car equipped with the 1956 Pack­
ard Ultramatic transmission. Most 
of the Golden Hawks will be deliv-
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The 275-horsepower V-8 engine gives 
the Golden Hawk the highest 
horsepower to weight ratio of any 
volume-built U. S. car. 

This front end view of the completely 
new Golden Hawk shows the daring 
grille and sweeping · combination of 
foreign and U.S. lines. 

1. 

ered with this automatic setup, but 
a manual three-speed shift and 
overdrive is also to be made avail­
able. You should be able to get even 
better performance, shifting by 
hand, and the overdrive will more 
than likely improve gas mileage if 
that's what you're· interested in. 

You may be wondering- whether 
or not the car is hard to drive, or 
even if' it's safe. I will say definite­
ly that this automobile is not a 
compromise in any way between 
safety and performance. The power 
steering is light in .operation and 
not. geared too fast for average re­
flexes, and the new finned brakes 

are especially good. The seating po­
sition is such that you are always 
completely relaxed and yet alert, 
and visibility is excellent all 
around. 

Just under five feet in height, 
the car has a center of gravity so 
low that it would be almost impos­
sible to · turn it over. I put it 
·through several controlled slides 
and found it recovered perfectly. 
It is balanced properly so that it 
can still be controlled with the 
steering wheel while it is sliding. 
This technique will be necessary 
only in an emergency, of course, but 
it's nice to know that your car is 

SPEED AGE 



• ,» 
' ~-~f"' .. C..'. '{.,_ .... _ 

' Looking at the west end of the GH 
going east reveals a new concept in 
rear design. Over fender fins and 
squared trunk are among the attrac• 
tions. Notice dual exhausts. 

Dashboard incorporates a tachometer 
and vacuum gauge in addition to stan­
dard instruments. Standard safety 
equipment includes the crash pads for 
the panel, padding on the back of the 
front seat. 

up to any situation that might 
arise. 

I took the Stude over some 
bumpy, windy, hilly roads on the 
test grounds and found that I never 
once had to "fight" it. The ride is 
somewhat firmer than on previous 
Studebaker hardtops, but even on 
the worst bumps at high speed it 
never becomes harsh. That roof 
looks awfully low, but you soon 
learn that you don't have to worry 
about banging your head on it. 

By now you may have gotten the 
Impression that I like the car. I 
won't be at all guarded in my opin­
ions; I like it very much. It has all 
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the power anyone cou)d want, ahd 
then some-275-horsepower to be 
exact. In design, all ·the Hawk line 
is in sharp contrast to Studebak­
er's big new styling of its President, 
Commander and Champion series. 
The Golden Hawk is long and low 
and very sporty, and yet it · has 
none of the disadvantages of the 
usual sports car. There is an ex­
cellent heater and defroster sys­
tem, a fine radio, plenty of space 
for luggage and no service problem. 
Interior finishing is very attractive 
and the dashboard has enough in­
struments to satisfy an engineer, 
including a tachometer and a vacu-

um gauge. Seats are all extremely 
comfortable and 'so is ~he price­
factory list $2800.00. Other ·models 
in the line step down in price and 
aim at combining performance with 
economy. The Sky Hawk has 210-
horsepower V8, the Power Hawk 
170-horsepower V8 engine, and the 
Flight Hawk has a 101-horsepower 
six-cylinder engine. 

When you see your first Golden 
Hawk on the road, take a good, 
close look at the driver; it might 
be me. And I wouldn't be surprised 
if the second one you saw had an­
other familiar face behind the 
wheel-your own. • 
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Coming 'round the bend, thl1 Golden Hawk 1how1 a 
degree of tilt that looks leu than most, but our ln­
atrument1 show It l• a shade above average, How­
ever, tho,,qh the angle l11 · relatlvely high, the actual 
arc through which yo11r body swing, h low, because 
the car seat 11 110 clo11e to the ground. Thu, the driver' 

notlcH le111 away than with the average car. 

WE DON'T often wish we were 20 years 
younger, but we did the fi rst night we 
drove the Golden Hawk. Couldn't help 

wondering how this gay and gleaming power~ 
house would have stacked up against our old 
Model A in date-drawing power 20 years · ago. 
oh' well • ·• • ' 

The wife was real 'nice about it. She let us 
wonder happily in silence. And so did the two 
younguns we packed along with us in the back 
setlt. 

Speaking of back seats, some purists may howl ' 
abotlt the impossibility of having rear seats in ·• 
tMLe sports car design (whatever that is). Let 
'em howl, as long as they do it in the anti-social 
seclusion of their racy two-seaters. The important 
point Studebaker makes with their new Hawk 
series is that there is no reason why a family man 

·. can't get .his kicks driving a truly distinctive 
looking car, without having to leave his family at 
home. (Unless, that is, he prefers having the 
size family only a station wagon can handle.) 
, As for performance, this new Hawk won't take 
a back ·seat to any American stock car we have 
tested. From zero to a true 60 mph in our test 
r.1odel took a measly 9.6 seconds, even loaded 
down with. test equipment and two engineers. 
And you can chop this time down to 8.8 seconds 
under . the most ideal conditions of fhe· driver . 
alone, no wind, premium fuel, and the best spark 
~etting 'for acceleration. 

When we moved up a notch to the · 0-70 and · 
0-80 mph. test runs, we got 12.8· and 17.7 seconds 
respectively. These are the same runs, by the 

I I 
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There'• power Just aching to 90 on thl1 new Hawk. 
. Zero to a true 60 take1 8.8 to 9.8 Hcond11 ·depending 
on the ,park · 1ettlng, the . carried wel9ht,. the road 
and weather condltlon1. To hold thl1 power back, thl1 
Studebaker newcomer ha• brakH that 1how excel­
lent fade re1l1tance, due ln part to the cooling fin• 

on the outside of the drum1, 

' ' 

' ·' 
way, on which last year's Studebaker · Com- ·· 
mander registered '24.5 and 37.6 seconds elapsed . 
time. So you can see there is . nothing ersatz 
·about the sports performance Studebaker has 
built into the new Hawk series. 

At 80 mph, incidentally, this Hawk is still accel­
erating at a rate of 2.8 ft./sec., proving thaf the · 
reserve guts. are there-if you can find a road on 
which it is safe to spill them. · The same limita- : 

· tion applies to that top speed of 117.5 true .••• 
When you compare the 3690 lb. curb weight of 

.this Hawk with the weights of the "lower-pric_e" . 
three (3535, 3550 and 3690) it should come as no · 
'surprise that the Hawk, with an advertised 275 ' 
hp rating, has about the highest horsepower-to­
weight ratio of any American stock car. Add into 
the picture the Hawk's giant torque-advertised 
as 380 at 2800 rpin ( even at the rear axle, this ·. 
still comes out to between 226 and 236). Add in 
still another pertine'nt factor, the 58 % front, ·42% 
rear wheel weight distribution. ' The sum of all 
these factors ·simply means that you'll have no 
trouble at all burning rubber on the geta~ays, · • 
until you learn how to treat \his impulsive pow-

.,., 
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~ ~-2''.!~fB'}:Jitj;;;J. Does all of the Hawk's sp~ctacu~ar get-up-a~d-
. lllllliill t,~#itl' ; .go mean that the Studebaker engmef;!rs workmg 

·" 

.. v':; , I 

., on this sports model tossed fuel economy out the 
""""--,--....., ·1 · window? Not those boys-with their , fuel-saving 

. · .ways. Of course, you can't rU{l aqy 275 hp car on 

.' ; a motor-scoot's gas ratio.n. But the _fuel ~onsump­
. tiqn figures this new Hawk produces are ~xcel.: 

' lent, particularly on the lev~l ro.ad-n:oruitant 
speed test rWls, as these test figures ·show: . 

· Levtl road, i 

Comtant Speed 
Fuel Mileage 

20 
.30 . 

· 40 
50 
60 
70 

1955 Studebaker ·\ ·. 
Com1Jlandtr·l40 hp 

3.~4 :1 rear axle 
· , ratio 

22.9 ' 
22.5 
21.0 

· 19.2 
17 • .3 
15.0 

, I 

1956 ·Studebaker · 
Goli!Jn Hawk-275 .hp 
/ 3.07;1 rear ul1 
· · r.1tio . 

· 16., 
22.l , 

\. ' . 20.4 
. l~:9 

11.9 
15.4 

ThoH 27S hor11111 m11k11 It Cl tiqht fit undar th• low 
hood. But moat Important Hr~iclng polnt1 ar• racidily 
cicc1111lbl•. ljot11 (A) oil dlpatick, (Bl 1park pluqa, (C) 
dlatributor, 11nd (D) elactrlc wlnd1ihl11ld wip•r motor. 
THmamlulon dlp11ick 11 un4er lloorboarda In the cen· 

Note that, with the exi:eption of the. figme at 
20 mph, fuel mileage for the two cars· averages 
out closely, despite Qle tremendous increase in 
horsepower of the Hawk. In fact, the Hawk ac­
tually shows up a little. better than last year's 
Commander at the higher speed ranges. This 
is in part due to the · more economical rear 
axle ratio· on tpis year's Hawk (3.07 to 1 vs. 3.54 
to 1 .on the 1955 Commander). It's also due in 
pac_t to havin~ a smaller frontal arejl which 
doesn't build up as much .wind resistance. · 

· , ter of the iloor ahaad ol the front H11t. · 

erhouse with respect and finesse. 
Mii;id you, all this time we're talking about a . 

Golden Hawk with a 3.07 to 1 rear axle and . 
Ultramatic. Get one that ·has the 3.92 axle with i 

overdrive and you are guaranteed membership 
in the RQyal Order of Tir,:e Burners; Just as you · · 
would be if you tried to prove out that calculated 
nill climbing ability our test chart show~. The 
torque is there to produce it, but the -rear wheels 

' will s_lip before you could actually reacl\ the 2030· 
pound pull needed for a 58 % grade at 15 mph. 

What would be the maximum pull you could 
actually . expect? Th.it depends on the road fric­
tion coefficient. Let's say it is 0.70 (dry, new 
concrete roads range from 0.70 to 1, depending on 
speed). Multiply this 0.70 by the rear end force 
of 1530 or I so poWlds with which the Studie 
presses down on the road. The result is about 
11~0 pounds-roughly the practical limit . of pull 
before the wheels slip. 

Also, to complicate the picture, ·there's the 
Ultramatic transmission on the new Hawk, which 
locks into direct drive at 25 mph, to prevent the 
wasteful slippage norm.ally found in hydraulic 
torque conv~rtors in this speed ranrre. Most oJ 

' • p 
today's cars give maximum economy (not ef-
ficiency) at about 30 mph, and somewhat less at 
20 mph. This Hawk followed the same patt.ern 
only a little more :;o, with a gooµ 22.1 mpg at 3C 
mph which dropped to 16.4 mpg at 20 mph .. Tht 
prime reason for such a drop, in this case, is tht 
unlocking of the clutch at this low speed-whicr. 
means that the ti>rque convertor is "paddlipg.' 
'l.'he locking action also penalizes .20-40 mph ac· 
celeration times because of the hesitating clun~ 
·you. get when flooring the · gas pedal to . make i. 
downshift for a better pickup gear ratio. 

============= D_river's Observations==========:;::::;::;:== 
ROADABILITY: Excellent high speed 
performance (particularly on the 
1traightawaya). Pickup is fhere 
aplenty (tho11e exhaust11 purr like hap· 
py tigera), and car would be ', even 
hotter ii gearing blended with power 
plant a little more smoothly, and rear 
end canhid a great11r 11hare of weight. 

Except at locking and unlockinq 
points on Ultramotic, however. the 
ahitls are smooth with detent on P and 
R. On a couple of tri11s, Reveue failed 

. to engage. Transmiuion will not UP· 
ahUt unleH you take foot oft gas pedal 
or upshift manually. 

· Car tracks well and show11 little 
wind wander. Non-powered steering 
11tilf with little play. and quick recov• 
ery. Comeu laidy tightly for a stock 
car, but not for a aporta car. Wind · 
whi11tle high11r than av,erage when · 

74 

side vent ii open-and you need ibis tall people. getting in and out . of ca: 
open to get much heat in winter. Over• take11 more man11uver\ng becquae o 
a 11 no Is• l II v e I in II id e moder au,. • low-Ht wheel. 

RIDING AND DRIVING COMFORT: 
Far more comfortable than mo11t sport• 
stars. with better bump absorption 
through softer 11uspension. Interior 
quite roomy, (lhere'a more headroom, 
by the way, than you'll find in some 
hatdtops). Very moderate away (ol 
pa1111engers; if not car) on curves. 
Driver vision fairly good (excellent 
over the hood). St11ering wheel seem• 
to be 11et more on vertical-like a 
11port11 car-which makes it fairly easy 
to handle but ao low that your thigh 

.hit11 ii when your right loot triea to 
reach that brake pedal to the left ol . 
tho 11teerinq column. Better g11ometry · 
needed her,-or left toot braking. For 

I 

INSTRUMENTS AND CONTROLS 
Those are reg!_ gages-not ima9inor1 
works ot art. AirP,lantHype tog9J, 
pwilchea for headlighta, dashliQhlt 
electric two-speed wipera, etc., worl 
easily, and we're kind ol taken will 
the idea of not having to yank on o 
tune in the control . you want.. Bu 
watch that you don' t overthrow awitcl 
when you're hurrying. All conuol 
clearly labeled for daytime but nc 
for nighttime ua11. Key w11ll not Iii 
StW'l'ing wheel well-dii.hed (not juat , 
token cavity) tor safety. It ha1 n 
sharp projection, and half-circle hor. 
ring qivea o clear view ol gages. 

SCIENCE ANV MECHANIC 
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No wraparound wind&hield hen,, which 
mean11 ,mallttr blind vi11ion anHUI d\lring 
&now and mud condltlon11, but 11\0HI cor­
ner po11t lntarlerence. Wipttr arc cl61aranc61 
In c:ttnlt,r l1 belier than many. Perforat11d 
1ound-ab1orbln9 ma1t11lal i1 u11ud on 

so,~-of-a"'cam that 
e ij_ts horsesho.e 
curves at 80 per. 
Could be. In fact, 
those very hard­
riding qualities 
(plus . that front­
scat-only space we 
mentioned earlier) 
may help explain 
why relatively few 
sports cars, and a 
lot of stock cars, 
are sold to the 
American public. 

Studebaker's an­
swer to this prob­
lem of trying· to 
design a sports­
type car that 
would still appeal 
to a volume mar­
ket, · is a compro- , 
mise. The Hawk is 
~ wide notch above 

Somit of lh4i 61qulpment It takH to run 
a pertormanc61 IHI. The Sth wh6'el 
mounted on th• car 11 uaed In conjunc­
tion wllh th• ni•t"r ln the IHI ttngl• 
neer'a right hand to c;ilve true mp/1. 
The electronic countar In hi• 16111 hand 
11 UHd In callhratlnc;i the odomato1r, 
and alao , In other IHII, Th• blood, 
aweat and lean involved In double• 
checking •'{t1rY IHI finding are not 

root, and hona11t fac11111 on gag1111. 
~~ . 

· 1hown her1t. 
- most sport::. cars in 
. riding comfort, but 

a natch below in 
curve-holding abil-• 
ity . . As a meas­
ure of the Ha'wk's 
relatively soft sus-

'Ma
0

ybe , it's those finned brake 
drums Studie added this year to cool 
things off, but this' Hawk's brakes 
proved 'far more fade resistai:it than ' 
those on last year's Commander . . 
Pedal pressure came nowhere near 
doubling in 12 successive panic stops. 
In fact, the Hawk was one of the 

f-.~ ~ f J(/jL ~ ~ .... >;;Ji/:{rf i-:r ::,. · :~·:~ .~;: :~.-~-: ,/~?L~f f 1::f JL ... : pension, it regis­
tered a high ~0 

tilt angle on our 
40 mph turning 
circle test, and a 
high 4° nose-down 

, relatl'vely few cars we have tested 
whose brakes could be locked j.mme­
,<liately after our fade tests. 

There'• more room here than many aport. 
model.a have In the trunk, though height 
ia naturally limited compared to average 
paaaenger mod4il; and apare lire laku up 

How about roadability and general 
" lot of uaable 11pac~ : 

riding qualities? Here we. i~nmediately get back 
to the qualities that are supposedly inherent in 
sports car de::.ign. · The purhits will tell you that a 
true sports car is a stiffly sprwig, hard riding 

braking dip. This side tilt on the curves, inci­
dentally, feels much less than it actually is, be­
cause in a lo.w-slwig sports design like .the' Hawk, 
you sit close to the road ?nd your . bQdy there-

• TECH TALK---------------------------------..:..----

IT'S a refreshing change to note that the instrument panel 
also has an engine tachometer and a vacuum J(agc (con­

nected to the intake m.tnifold). · While not scientifically 
, txai.:l, that vacuum gage can give you good guidance on 

ewno1i1y. For example, an engine rcquirt:s a retarded 
spark and u very rich mixture for good idling at the low 
idle speeds, which the public seems lo prefer. Hence iC 
the car is driven at low speed ( without accelerating), the 
fuel economy is poor, mainly because of the rich mixture: 
(Thb is another reason for the low milea){e al 20 mph). 

Since, at or near idling, the vacuum is high ( the throttle 
··is essentially cloied) the vacuum gage is used to in- · 
dicate this "poor" range of operation. As the speed is 
increased to, say, 30 or 40 mph, the fuel-air mixture can , 
be i.:onsidcrably leaned, the spurk cun be co11:;illerably ad· 
vanced and operation beco1111:s more economical ( the 
"good" region indicated by the vacuum gage) . Now, as 
the speed is again increased to, say, 60 mph, the load 011 
the engine is considerably increuscd (about 7 hp is re­
quired for level-road driving at 30 mph and about 30 hp 
at 60 mph). It is in the range of 60 mph or higher that 
the engine becomes most eOicirnt since it is ouerating on a 
lean mixtur~. a highly advanced spark and at moderate 

, · r p111 •• On the other hand, t!ie mpg figure has fallen ( in the 
. .,, Stud1e, 22.1 11,pg al 30 mph versus 17.0 111PK at 60). 

' That's only a 2 2 % decrease in 111pg to take care of a big 

400% increase in load I Thus the overall efficie11cy of the 
car as a mechanical prime mover is only · 11.S % at 30 
111ph but 16.4% at 60 mph. ('!'his means, for example, 
that at 30 mph only 11.5 % of the energy in the gasoline 
is converted into useful work.) 

Of course, at speeds of 70 to 80 and above, . the efficiency 
of the engine eventually begins to decrease for several rea­
sons: ( 1) The horsepower load on the engine becomes hiKh 
enough to produce "knock." Since knock imposes high 
stresses on the engine, it is avoided or minimized !Sy re, 
turding the spark ( the vacuum advance mechanism on tht 
distributor). (2) Also the fuel-air ratio must IJe increased 
to get more power, Or practically, to a VOi<l IJurning the CX· 
ha\1st valvt·s. with the le,lll (oxidi:i:ing) mixlun:s and (3) 
the rpm Ji.is ii.creased tu a point whi:re a i:ood deal ol 
power is wasted in friction. 

So high speed operation, while it may be fairly efficient 
is u11ecu110111icul because 111pgs are low. This condition h 
also rcllected by the vacuum gage si11ce, with the engin1 
near WOT, the vacuum in the manifold is ww. Thus, a1 
very high vacuum (closed t,hrollle) or very low vacuun 
( wide-open throttle) in the intake manifold,. gasolin, 
economy is poor and a vacuum guge will help to show yu1 
a more economical range o,f operation. Such a gage doe, 
uot indicate engine efliciency, howevt:r, which rises to it, 
maximum at about 80 mp/, on many of today's cars. -----,.... .... ------------..-.---~-........... ---.-.----------------
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T HIS . beauty l1ns me worried. For .years, I have · handle is 'so . close to· the hinges ··you don;t get good lev•.: . 
,watched my husband· look longingly at ·· glamorous : .. erage, it -takes a lot of strength to close the · dodr .. The ·· · 

sports cars while I relaxed, secure in the knowledge he '· dash. top•. is shiny but not ·very wide and the reflect.ive ··; 
wouldn't upset the budget by buying one. · After 1all, where ,. chrome trimming is about · average.:,.;.though 

1
I'd love ·. to ·: 

would we carry the children? Yes indeed, that back seal . change the : .angl~ of the windshield mol9ing strip . so !l . 
is a threat I hadn't counted on. , . wouldn't .,bounce 1ight at me. While ·the•trunk ·Soac.! 1s . 

Then again, we just might be able to afford · a Hawk probably generous for a sports .car, ·we'd '. have .to. add a : . 
without piling a third mortgage on top of the second one. · luggage rack on top .to transport. our family with all the 1 
The interior upholstery and trim of while; smoke-blue, ', baggage •we .carry .. .- • , · · .;. ,. ; · . · · 
silver and black is certainly beautiful. And . the top is Still and . all, the road slips under ·.that low hood' so · 1 

fixed, thank goodncs!!, so there won't be any more of those smoothly, and the styling, is truly distinctive. The park- , 
ruined rrir-dos or lobster sunhurns I used to gel in our ing lights on the fender are more· than just a itecorative 
old convertible when my husband dcciclccl it was top-down touch-I can actually see whether they're working (and 
weather. And why not look like we might be a two-car whether I pulled the _turn-signal lever in the right direc- ·· 
family, even if we only own one .• , . . . tion I), 'Incidentally, I like being able fo work that lever -

Wait a minute. Buying .a new car indeed I. The old one without having lo take my hands off the wheel. This car 
has four more good years in it yet. Besides. wouldn't as certainly should have power steering1, to make it easier to . 
powerful a car as this be expensive to maintain? The handle. My husband and I both like motu1ting the ash-
power windows are hard to operate with your gloves on. trays on the doors. He's a left-handed smoker and I hold 
It also isn't e:tsy to grasp that recess and pull the door a cigar.et in my right hand. Too many of the centrally 

, closed, if you're wearing gloves, because the gripping located ashtrays on other cars allow hot ashes to drop on 
space is small. And also (my husband says) because the a man's suit or a ,woman's nylons. ·, : ' , ' 

..... --------------·------------~------.... ---·..:..:.....;.._~-~ 

fore does not move very far along the arc . with 
5° included angle. 

.Similarly, if you were to photograph that brak­
ing dip, it wouldn't look like 4° because the Hawk 
is only about 56 in. high overall. 

Our odometer and speedometer tests showed 
clearly that our test Golden Hawk had more pre­
cise instrumentation than passenger cars: usually 
have. We don't know whether more honest in- . 

· struments are a characteristic of sports cars, since 
we haven't tested enough of them to tell, but we 
should imagine that sport car owners might be 

• 
1956 STUDEBAKER GOLDEN HAWK-8 

SPECIFICATIONS . 
ENGINE: V,8, Bore 4 In.; stroke 3.5 In. Advertised maximum 

brake horsepower 275 at 4600 rpm; · Taxable horsepo\tm 51.2. 
Advertised maximum torque 380 lh ft and mean effective pmsun 
or 162 psi at 2800 rpm. Compression ratio 9.5 to 1. Piston dis­
placement 352 cu In. Fuel specified Premium. 

' . 
TRANSMISSION: Ultramatic with 1.82 accelerating gear and 2.90 

torque converter at a stall speed of 1650 rpm. (3 speed with over­
drive Is standard); Rear axle ratio: 3.07 (other rear axle ratios: 
3.92 overdrive); 3.07 automatic. · 

STEERING: Turning circle 41 ft, curb to curb. Omall ratio 33.a 
to 1. 5V4 turns lock to lock, , 

EXTERIOR: Wh"lhase 120V2 In. Overall length 204 , In. i Omall 
width 72 In. Overall heluht,unloaded 57 In. Curb weluht 3690 
lb (with· 10 gal gas, oft and water). Minimum road clearance 6¥i · 
In, at frame cross m,ember. 

INTERIOR: Headroom: front seat 36V2 In. and rear seat 36 in. 
Legroom: front seat 43 in. Kneeroom: rear s,at 8 in. to 12Vi In • . 
H Ip room: front seat 58 in. and rear seat 56V2 In. (two 26 in. 
seating spaces with arm mt raised). Total front 1eat adjustment 
at floor: 4V2 in. forward or back; 0 in. up or down. · 

VISIBILITY: Windshield area 858 sq in. Rear windO'tt area 910 
sq In.; from eye of 5 ft 8 in. driver and seat in best position, dis­
tance from driver's eye to road over left front fender is 21 ft. 9 in. 
(or 14 ft 10 in. blind distance to car); over hood cenhr 32 ft 2 
In. or 23 ft 9 In. blind dis lance to car) :· over right front fender 
27 ft 5 In. (or 19 ft 8 In. blind distant, to ur). · 

EQUIPMENT: Battery, Willard 12-volt, 9 pl alt, 60,amp hours, 
localed left rear engine. Tires 7 .10·15 ply 4; recommended pres­
sure 26 psi front, 24 psi r,ar. Springing: front coil, rear leaf. 
Frarfle: box section, 6 cross m,mb,rs. 

CAPACITIES: Fu,I tank 18 gal. Crankcase 5 qt. · Cooling system 
26.5 qt with heater. Differential 3 pt. Transmission 22 pt. Luu• 
gage compt. dimensions: 48 in. deep, 28 in. wide, and 16 In. 
high usable space. 

I , 

\ . ' \ 
more finicky about accuracy, and less subject to 
ego-inflating padded performance figures. . · · · 

As for .the dash layout of those · instrument 
dials, wen; can -you remember when gages on ~e . 
dash were · just' gages? That is, open-faced, easy-

. to-read instruments for telling ._ you what the 
score was-instead of showing you how ' souped-. 

: up the designer was the day he okayed that new 
dashboard design? The dash on the Hawk has 
the same lion~st and open dial Iaces. · And there· ' 
are a lot of well-labeled ones-including Water 
Temp., Amperes, Fuel, Oil ·Pressure, a tacho­
meter, built-in vacuum gage, with color bands, 
for decelerate, idle, good, fair and poor. Tl,iere.'s 
also a Miles-Per-Hour gage otherwise known as 
a speedometer, which reads to 160. All are easy 
to read, though the speedometer labels only the 
alternate tens (0, 20, 40, etc.). So you have to do 
some fast interpolating when · you see that po-
liceman overtaking you. · 

Bee'nuse of its permanently att'ached top, the 
Hawk came out of our water penetration tests a 
good bit drier than the other sports car~ we have 
tested. One quarter vent window whose catch · 
had been sprung by previous usage, leaked quite 
a bit. And hood leaks gave the engine · a good , 
bath, which didn't dampen its performance. · 

The .Price story on this Studebaker newcomer 
strikes us as newsworthy in itself. Suggested fac­
tory list ·price of the 1956 Golden Hawk J-5 is 
pegged· at $3,057: This includes federal taxes and 
delivery and handling charges, but not state and 
local taxes; and opti.ohals. The overdrive with 3.92 . 
axle ratio is standard, but Ultramatic with 3.07 . 
ratio is optional at $100. Power brakes are $37.66, 
power steering $107 .60, power seat $45.19, wire 
wheels $63.89, and radio .$86.39. The safety-con­
scious can get seat belts for $25.95.' Crash pad­
ding for the dashboard is standard .e(iuipment on 
the Golden Hawk, we are told (though our test 
car didn't have it). It's optional on· the other 
models in the Hawk series.-D. D. . . ' 

'7'1 



Studebaker Golden· :Hawk-8 
/"I . 

MODEL1 Studebaker Golden Hawk 8 Hardtop Coupe · 

TEST DATES1 Dec:. 14 through Dec:. 29 

GENERAL. ROAD .,AND WEATHER CONDh-JONS. P~rt- , 
land concrete generally smooth and level; clear ·win· , 
ter days 13° lo 34°, 29.4 .to 30.1 in. Hg 

• •• 
1 SPEEDOMETER-ODOMETER . CORRECTIONS1• Odo~eter" 

distance 10.00 mlles; truo dlntance 9.92 miles; odom• 
eter error at 30 mph +0.08 mlles. Multiplication 

MILEAGE AT START: 1675; MILES COVERED: 748 

OAS1 Premium: OIL1 SAE 20W 

CURB WEIGHT (with 10 gal gas): 3690 lb; 58% on front 
wheels;. 42% on rear wheels 

TIRE PRESSURE: 26 pal front; 24 pal rear 

SPARK SETTINGt 5° .bTC at idle rpm 

REAR AXLE GEAR RATIO: 3.07 to 1 

TEST DATA 
GASOLINE MILEAGE (ch~cked with fuel volume flow 

meter and 5th wheel. Temperature 13° F; relative 
humidity 60%; barometer 29.6 in. Hg) 

LEVEL ROAD FUEL CONSUMPTION (canled weight 570 
lb. Average of two or more runs ·made in opposite · 
direction• over same road): 

True MPH · True MPG Octor1ter MPG True Ton MPG 
. 20 16.4 16.5 34.9 

30 22.1 22.3 41.0 
40 211.4 20.6 43.5 
50 11.9 19.0 40.3 
60 • 11.0 ., II.I 36.2 
10 15.4 15.4 32.8 

TRAFFIC FUEL CONSUMPTION (carried weight 560 lb): 
• Simulated traffic pattern of city driving-stops, ac­

·celeratlon, braking: 
True MPG Odometer MPG True Ton MPG True Avera11 MPH 

10,6 10.1 22.5 22.5 

CITY-COUNTRY FUEL CONSUMPTION. (miles . covered 
on 5 gal gas): 

True Mll1111 Odometer Mlleare True MPG True Avera11 MPH 
82.6 83.1 16.5 33.0 

OVERALL FUEL AND OIL consumed during teat: 
Total Total Total True Odometer 011 I 

MIIHlt Gil fuel 011 MPG • MPG MPQ 
148 68.0 2~ qts 11.0 11.0 298 

OVERALL EFFiCIENCY to move car's mass against road 
'friction and air resistance, calculated from level ro,ad 
mpg, wel~ht, and frontal area of car: 11.5% at 30 
mph; 16.4 :Yo at 60 mph. • 

ACCELERATION-LEVEL ROAD (timed with 5th wheel; 
carried weight 3!!0 lb; temperature 34° F; relative 
humidity 40%; barometer 29 .6 In. Hg; spark 8° bTC; 
average of two or more runs in opposite directions 
over aam.e road): . 

True 
MPH 

0-20 
0-30 
0-40 
0-50 
0-60 

Gear 
Ranre 

lo 
Lo 
Lo 
Lo ' 
Lo 

lo lo 68 mph 

Aver111 True 
Time (sec) • 

2.40 
3.19 
5.40 
1.20 
9.60 

0-70 Conw. to speed 12.8 • 

True 
MPH 

0-80 
20,40 
20-60· 
20-10 
Z0.80 

Gear 
A1n1e 

lo to 68 mph 
Conw . to speed 

Drive 
Drive 
Drive 
Drive 

Averere True 
· Time (sec) 

11.1 
4.68 
B.83 
12.1 
11.0 

SPEEd AT END OF ~ iMILE FROM STOP;, 80.2 mph 
(true) In 17.2 seconds. · · 

MINIMUM 
0

ACCELERATION time for 0-60 mph (true) over 
level road with no wind, best spark setting, premium 
fuel and driver alone 8.8 seconds. ' 

ACCELERATION FACTORS: 
True MPH Cur MPH P<1r sec fl/secs 

JO Lo 8.3 12 
30 lo 6.7 9.9 
50 lo 4.8 1.0 
60 Lo 3.1 5.4 
80 Converter , 1.9 2.8 

HILL CLIMBING (calculated from acceleration data with 
allowances made for rotational Inertia): 

Appro• MPH 
15 
40 

At>RTT 1 Q,;6 

Gear 
Lo+ Conw. 
Lo+ Cbnv. 

.Credo ,i: 
58 
32 

• 

Pull In lb 
2030 
1240 

factor and % of error 0.992 and +0.8%: .. . · ,• ·,i 
Sp6edom,ter True ,i: Error En1.ln1 Speedometer True . ,i: Error £,;-gin• 

MPH MPH Speedometer · RPM MPH MPH SpNdomeler RPM 
120 117.5 +2.1 · 4300 60 51.7 +4.0 2150 
110 107.5 +2.3 3940 sn 41.1 +u 1800 · 
100 91,I :j:2.4 3590 40 I 38,0 +5.3 1440 
90 81.8 2.5 3230 30 28.3 +6.0 1100 
80 11.8 + 2.1 2870 20 '18.1 + 1.0 . 1000 
70 61.9 +3.1 2520 . 

LATERAL SWAY 1'EST OF CORNERING ABILITYi At 40 
· mph on 285-ft radius circle, side tilt angle recorded 

was 5°. • : · . ' 
BltAKE FADE TESTS (repeated· applications of brake 

from 60 mph to 30 mph at deceleration rate of 7 
ft/sec2): As Indicated below, pedal effort did not 
double In 12 test slops. . , · 

r:1 H 111·.01. 11·1 g 2 l 4 5 6 7 8 9 10 ti 12 

o. NUMBER OF STOPS 

LONGITUbINAL DIP ON BRAKING: At a deceleration 
rate of 21 ·· ft/eecl, body nose diving angle was 4°. 

PARKING BRAKE TEST: When bcake was applied hard 
and suddenly from 20 mph true speed, car braking 
distance was 39 ft 2 In. Left wheel locked; right 
wheel locked. 

CHASSIS DYNAMOMETER HORSEPOWER (tests made · 
by Jack Dezell, Clark Automotive Service, Chicago): 
Temperature 68° F; relative humidity 70%; bcirom· 
eter 29.6 In. Hg. · 

MPH True En1ln1 RPM Vacuum (In. Hr) Horsepower 
93 3400 1~ 114 
~ 2~ 1 · ~ 
41 1800 I 1Z 

HORSEPOWER .AT REAR AXLE .(values calculated front 
accelerntion data with allowances made for ef!lclen·· 
cles and rotational inertia): · 

MPH True 
115 
82 
54 

, En1lne RPM 
4200 
3000 
2000 

Equiv. En1ln1 Torque (lb fl) 
219 

Axle 
Horsepower 

m 
238 ·136 
242 92 

Per cent of advertised engine horsepower 
rear wheels: 64%. 

supplied to · 

. PERFORMANCE FAc'TORS 
(Calculated) 

126 mph (true) at mai:lmum advertised horsepower and 
76 mph at ma:t ,adv torque. Engine rpm at 60 mph 
(also revolutions per mile) 2230 rpm, Average plat.on 
speed at 60 mph (also, ft/mile) 1300 ft/min. Cu ft 
per minute of mixture at 60 mph. (olso, cu ft/mile) 
228. Maximum engine horaepower (adv) !er ton of 
car (curb weight) 149. Reciprocating loa factor at 

.60 . mph (based on piston weight, bore, stroke, rpm; · 
an Indicator of wear and stress on the engine; low 
values desirable) 748. Maximum engine horsepower 
(adv) per cu In. · displacement 0.78. Power perform­
ance factor (a weighted average of CR, piston dis-
placement, and curb weight): 173. . . . 

Above data and signed certification are re- . 
produced from test reports • . 

CERTIFICATION 
I certify that the test results in this report are 

the actual findings obtained in tests, conducted in 
Atrict accordance with good engineering practice, 
on the automobile named and under the conditions 
a1iecified. 

~~~· 
Memoor, Roclety or Automott,11 F.nwlneera, American 
Rocloty ot M~l11U1lc1LI }:r1Rlnoors. Ulroctor. Aut.ornothe 
Jlee11aroh J.,_boratorlee. l'rofesslonal 1o:nwlneerln11 Con· 
sultants, 120, Noyea Street; };nnston, llllnol1. . ; 



I ,.~'a.u,.a ',/\\: & , . "' " aJ IJr,e' r 'k).'Ji.eld , , , 
..,.......~ . ~t: · Pl mouth Belvedere V-8 

MODEL: Plymouth B11lvo1dere V-~ Four-door 

TEST DATES: Dec. 16, 1955 through Jan. 3, 1956 ' 

GENERAL ROAD AND WEATHER CONDITIONS: Portland 
concrtJle gent:rally smooth and l&vE:11; cold winter daya · 

MILEAGE AT START: 1945 

MILES COVERE~ 325 

GAS: Premturn; OIL: SAE 20W 

CURB WEIGHT (wlth 10 gal. g em): 3690 lb11. 56% on-front 
wlitJul:i; '1'1 % 09 re1,1r wht1t, lu 

TlllE_ PRESSURE: 26' ·p s i Iron I; 26 p:'1 rear 

SPARK SETTING: 4° bTC at idle rpm 

REAR AXLE GEAR RATIO: 3.54 to l 

TEST DATA 
GASOLINE MIL~GE (checked wlth fuel volume flow 

melur and 5th wheel. Temperatun, 31° F; relative 
humidity GO % ; banim,;,ter 30.l in. Hg) 

LEVEL ROAD FUI:L CONSUMPTION (carried welght 565 
lb;;. A viaragw ol two or rno ria runii mud.; in oppo:iito; 
dhectlor.,1; ovo;r liam-, road}: 

Trua MPH Truo MPG Odomatar MPG Trua Ton MPG 
·w ?0.6 21.6 RO 

ilO n.s n1 4H. l 
40 19.3 20,l 41.2 
~o IU lH,U :J6.H 
6U I~ ,~ lU l4 .0 
JU 14 .~ l !i.3 ll.6 

• TRAFFIC FUEL CONSUMPTION (carr ied weight 565 lbs.l: 
S11nulat"d 1ratlic pallbm of city dnvmg-~tops, ace-,· 
&raliuu, broking:" 

Truo MPG 
IU 

Odo111olu1 MPG 
. lU~ 

Tru, Tun MPG 
26.U 

fruu Asu11110 MPH 
22.2 

CITY-COUNTRY FUEL CONSUMPTION (miles covered on 
5 gal. gas) : · 

Truu Milu•11• 
HJ.4 

Odomotor Milt1•11• 
H/.S 

Truo MPG 
l6.7 

OVERALL FUEL AND OIL consumed during test: 

Tol•I 
M1lo•11• 

325 

Tula I Tolal 
c.1. fuol ' 0,1 

26.2 Nona 

Truo 
MPG 
11.8 

Odomolor 
MPG 
12. 4 

011 
MPQ 

OVERALL EFFICIENCY to move car's mass against road 
lnclion arid air I usis tance, culculate d lrorn lev e l road 
mpg , weiglit and honlal ar&a of c.:ar : 12.0% at 30 mph; 
lti .5% at 60 mph. 

ACCELERATION-LEVEL ROAD (tirn~d with 5th wheel; 
carne,d woi2ht 410 lbs.; le mpe rulure 34• F; r e larive 
humidity 70 7'0 ; bo1011,&ler 29.5 in . Hg; spark 4" b1'C; 
average of two or more run11 in opposite directions 
over :sarnti ruad): 

Truo Cur Aseuao Trua True Cur Asenae Tru, 
Ml'll Rini• l 11110 (soc) MPH H•nie T 11110 (soc) 
0-lO Lo 2.8H 0-80 Lo 22.2 
U· lO Lo 4.77 20-40 Lu 4.68 
0· 40 Lu 6.~o 10-bO lo 10.3 
O· SO Lu ~-42 20-1u lo 14.9 
0-t,O lo lo ~ti mph 

Curie . lo ,pood 12.5 20-HO Lo 20.0 
(1-70 lo to 56 mph 

Cunv. lu ipi:ud 17.1 

SPEED AT END OF 1/4 MILE FROM STOl>: 73.4 mph (trua) 
in 16.7 St:C, 

MINIMUM ACCELERATION lime for 0-60 mph (true) over 
1.,v.,1 rnad wilh no wind, bes! spark selling, premium 
luul and driver alone 11.0 s-,conds. 

ACCELERATION FACTORS: 

Truo Ml'H c ... MPH por uc fl/sec2 
10 Lo+ conv. 6.7 9.b 
JO Lo+ 1.u11v. 4.~ 1.2 
so Lu+ cunv. l .G 5.l 
60 Conw-u1tu1 2.~ 4.l 
HO Ccuwc:ildf I.ti 2.3 

HILL CLIMBING (calculated from acceleralion data with 
allowcrncc:t1 mad" for rolat1onal lnarlia) : 

Approx MPH .~ 
40 

80 

U..ar 
lo+ Co11va1lo1 
Lu+ Cuovurlur · 

· Pull inlb 
1410 
~U4 

SPEEDOMETER-ODOMETER CORRl;CTIONS: Odometer . 
distanca 10.00 mllus; true dis lanc& 9.53 mil .. s; odo, 
meter &rror at 30 mph + 0.47 miles. Multiplication 
factor and % of error 0.953 and 4.9%: 

Speodomolor True · % Error En~ine Spoodomeler True ~ Error Ena in• 
MPH Ml'H Spoedomoler RPM MPII MPH Spocdomolll RPM 
ll2 IUS .H +s .~ 46b0 60 S7 .ti 4.2 ?bbO 
100 ~4.1 ~.6 HlO 5o 4b .4 1.l n~o 
90 H5 .5 5.3 lb10 4U 3~.U 2.6 ld/0 
KO 7b .2 ~.O )Wi JU 2U + 0.G/ l4~U 
70 61 .0 4.5 JU~O 20 21J.3 - 1.~ ltOO 

LATERAL SWAY TEST OF CORNERING ABILITY: At 40 
nq .. 11 on ~U!:i -fl. , u diu'-1 drdu, sidu 1111 unyl" 1ucordud 
WU :i !J". 

BRAKE FADE TESTS (repe ated applications from 60 mph 
to 30 mph at d"celeralion role of 7 It/sec"): All indi· 
cut.id bt:low, padal e liort did not double in 12 t1;111t 
stops. 

@ 40 
_J 

w 30 
a: 

-~ 20 
l!l 
2;: 10 

_i.-V 

-
-_J 

<I 
0 
w 
0.. 

2 4 5 6 7 tl ~ 10 II 12 
NUMBER OF STOPS 

LONGITUDINAL DIP ON BRAKING: At a deceleration 
.rat<1 ol 21 fl/sqc•, , body nosb diving anglt1 was 4•. 

PARKING BRAKE TEST: Whe n brake was applltld hard 
and s udd,mly from 10 mph true speed, vlolunt chat· 
lt1r ol n ,ar uxlti u/c bmku on driv-, shall; use fur 
parking only. 

CHASSIS DYNAMOMETER HORSEPOWER (tests made by 
Jo ck. D,;zull, Clurk Au101nolive s .,rvlco, Chicago) : 
'l'u111ptirulu1 .. . 6~" F; 1ulu liv .. hum1dily 50%; ba1om­
"l"r 29 . l iu . Hg . 

MPH T1uo 
76 

En,ino RPM 
3400 
2~00 
2UUU 

Vacuum (111. Hv .J 
l.H 

Horsttpow•t 
% 

~4 l .4 ti/ 
42 I . I ~2 

HORSEPOWER AT REAR AXLE (values calculated from 
a i:cele rotlon datu with allowance:i made for etti­
cienci&s and rotational inertia); 

Axle 
MPH True 

9~ 
Eniine RPM 

42()() 

1000 
2000 

Equiv. En&in• Torqu11 (lb II) 
ISH 

Honopowflf 
126 

. 6G , 1/6 lUO 
42 16H Gt 

Per cenf of advertis<1d engine horsepower supplied to 
rear whiaeh;: 65%. 

PERFORMANCE FACTORS 
(Cakulated) 

99 mph (true) at rnaxlmum advertised horsepower and 
52 mph at tnax adv torque. Engine rpm at 60 mph 
(also revolutjons ptlr 111il<1) 2750 1p m. Average piston 
speo;d at 60 mph (also, lt/miltl) 1435 ft/min. Cu II pt1r 
111inule ·of mixlur& at 6U mph (al:io, cu fl/mile) 221. 
Maximum eng inll horsupower (adv) p"r Ion of car 
(curb weigh!} 106. .Ruciprocating load factor at 60 
n,1-'h (based on piston w1:ighl, bore, lltroku, rpm; an 
ind icator of wear and i;Irnss on the o;nglua; low 
v a lues deiiirablb) 10:32. Maximum engine horsbpowo;r 
(adv) pc:r cu in. displucia, ruent 0 .725. Power per­
lorn,un,.;e factor (a wdghtdd av131aqa of CH, pls iun 
displactlment, und curb Wbiqht) : 125. 

Above datu and signud certification are 
reproduced from le::;I raporls. 

CERTIFICATION 
I certify that tl11, lrst rrsults i11 thi, Fcpoa't arc 

the actual li11di1r.:s ub1ai11,·d in ksls, cu11ductctl iu 
strict accordance witli g-oud c:ngiucc:riul(' practice, 
on tl,e ;,ulomul,ite 11;,1111nl a11d u111kr the co11ditiuus 
~pcc ili~d . 

Member, Ho, clcty ol Auto11wtlvu l!:111(111cer•. Amerloun 
Hucicty of !\l<!Cltuntcul t;,:11~l11ccrri, l>trt!Ctor, AutumoUvc 
ll• :.·mo.rch LulJHrnt,,rtcn , Pn,h:Hslutu1.I Eu.;lnc~rlna.: (;uu­
HUlta11lH, l~tH Nu)'Cd :,;trcct, EVUIIN(UU, llll1wlH. 

SCIENCE AND MECHANICS • 



Chevrolet Bel-Air V-8 

MODEL: Chevrolet Bel-Air V-8 4-door hardtop 

TEST DATES: November 22 through November 29 

GENERAL ROAD AND WEATHER CONDITIONS: Port-
land concrete, smooth and generally level 

MILEAGE AT START OF TESTS: 387 

· MILES COVERED: 275 

GAS USED: Regular; OIL: SAE 20W 

CURB WEIGHT (with 10 gal. qas): 3500 lbs. 54% on front 
wh~els; ·46% on rear wheels . . 

TIRE PRESSURE: 24 psi front; 24 psi rear 

SPARK SETTING: 4° b'fC at Idle rpm 

REAR AXL~ GEAR RATIO: 3.55 to 1.0 

"TEST DATA 
GASOLINE MILEAGE (checked with fuel volume flow 

meter and 5th wheel. Temperature 26° F; rolatlve 
humidity 40%·; barometer 29.8 in. Hg) 1 

LEVEL ROAD FUEL CONSUMPTION (carried weight 650 
lbs. Avorage of two or more runs mado in opposite 
directions over same road) : 

True 
True '. True Odometer Ton 

· MPlt MPG MPG MPG 
20 19.1 20.0 40.~ 
30 19.7 20.0 40.9 
40 . 19.1 19.4 J9.6 
so 17 .8 18.1 J6 .9 
60 1~.8 16.0 32.M 
10 13.l tB 21.6 • 

TRAFFIC FUEL CONSUMPTION (carried wejght 625 lbs.1: 
Simulated traffic patltim of city driving-stops, acce • 
eratlon, braking: 

True MPG Odomolor MPG lrue Ton Ml'li True Avoraiie MPH 
12.~ 11.] 25.8 22.1 

CITY-COUNTRY FUEL CONSUMPTION (mile1.1 covered on 
5 gal. gas): 

True Miluiie 
81.6 

Odomotor Miloa&e 
Ml.I 

fruo MPG 
IG.3 

True Averaao MPH • 
33.1 

OVERALL FUEL ANI)..QIL consumed during teat: 
' Total Total Total True Odomolor Oil 

M1lea&a Gal f u•I 011 MPG MPG MPQ 
215 23 ./ I qt. 11.4 11.6 215 

OVERALL EFFICIENCY to move car's maso against road 
friction and air resistance, calculated from level road 
mpg, weight, and frontal area of car: 10.2% at 30 
mph; 16.3% at 60 mp!}. 

ACCELERATION-LEVEL ROAD (timed with 5th wheel; 
carried weight 450 lb.; temperature 44° F; ·relative 
humidity 50%; barometer 29 .2 in. Hg; i;park 4° bTC; 
average of two or more runs in opposite directions 
oYer eame road): 

True Gear Awenll8 True True Goar Aver•K• True 
MPlt R1nM• Time (s11<) MPH R•nie Time (soc) 
0-20 Lo 2.88 0-80 Lo to bO mph 
0-30 Lo 4.19 Converter lo spaud 26.4 
0-40 · Lo I.Ol 20-40 lo 4.20 
0-~0 Lo 10.1 20-60 Lo to )0 mph 
0-tiO · Lo lo 50 mph Conve,10, to speed 11.3 

Connrlor to spHd IU 20-70 Lo lo SO m11h 
0-70 Lo to SO mph ' Conwetter lo spoed 16.5 

Convert11 lo speed 19.3 20-80 Lo lo )0 mph 
Convetler lo ,pued 23.6 

SPEED AT END OF 1~ MnE FROM STOP: 73.2 mph 
(truti) In 19.2 sec. 

MINIMUM ACCELERATION time for 0-60 mph (true) over 
level road with no wind, b e et spark i;etting, premium 
fuel and driver alone 12.1 s econds. 

ACCELERATION FACTORS: 

TrMe MPlt Gear MPHhec ft/sec' 
10 Lo & Converlor 7.0 10 
30 Lo & Convortor 4.M 7.0 
50 Conve1lo1 3.0 4.4 
60 Converlur 2 .J 3.4 
~O Co11vor1or l.l I.M 

HILL CLIMBING (calculated from acceleration data with 
allowances made for rotational ine rtia): 

Appro• MPH 
lb 
40 

92 

Geu 
Kkk,lown 
l\ic~dowu 

G111le X 
40 
n 

Pull 111 II> 
l4b0 
800 

.. 

SPEEDOMETER-ODOMETER CORRECTIONS: <)dometer 
di ~lance 10.00 111ile~; true dis tance 9 .82 miles; odom­
e le r e rsor at 40 mph 0.10 miles. ),iultiplication factor 
ancl % ol error 0.982 and 1.8%: 

Speedumelqr Tru• % Error Lnw1n1 Speedometer True % Error En11in1 
MPH Ml'lt Speedometer kPM MPH MPH Speedometer RPM 

102 .5 99.S + 3.0 4430 SO 49.8 +0.4 2280 
90 88.0 + 2.3 3920 40 40.?- •• o.s 1810 

-80 /8.3 + 2.2 3SOO 30 30.6 - 2.0 1460 
10 b9 .0 + U 3100 20 21.1 - 5.1 1050 
60 s~. s + o. &5 2100 

LATERAL SWAY TEST OF CORNERING .}.BILITY: At 40 
mph on 285-ft radius circle, 6ide · tilt ar,(Jlt> recorded 
was 4V2°. 

BRAKE FADE TESTS (repeated applications of brake 
{1 0 111 60 mph to 30 mph at decel e1a tion role of _7 ft/ 
o&c2): As indicated below, pedul eHort doubled in 10 
tes t stops. 

80 
~ 70 
.::! 
w 60 
a: 

~ __..,,. 
I-

i---
.......... ~ 50 

U) 

w 40 
n: V --- ----- . 

. ~ 30 

- -.· <r 20 
8 I 2 4 5 6 7 B 9 10 II 12 
Q.. NUMBER OF STOPS 

LONGITUDINAL DIP ON BRAKING: At a decelera.1ion 
role of 21 fl/sec2, body nose diving ongle waa 23/t"". 

PARKING BRAKE TEST: Wh&n brake was applied hard 
and suddenly from 20 mph true speed, car braklnq 
di~tance was 30 ft. Loft whuel locked; right wheel 
locked. 

CHASSIS DYNAMOMETER HORSEPOWER (tests made by 
Jn ck Dezell, C lark: Aulomotivo Service, Chicago): 
'J'o mperature 72° F; relative humidity 60%; barom-
&lor 29,G in . Hg. , 

MPII True £n11111e RPM Vacuum (in. H&) Hors•p0wer 
,~ 3400 2.5 95 
b~ 2~00 1.5 14 
35 IMOO 1.25 bO 

HORSEPOWER AT REAR AXLE (values calculated from 
a cceleration data with allowances made for eHicien• 
cies and rotational inertia): 

MPH T1ue [n~ina RPM Equiv. [ni:ine Torque (lb 11) A,111 liorsepower 
90 4UOO 151 119 
GS 3000 ll2 9B 
40 2000 161 61 

Per cent of advertised engi~ horsepower aupplied to 
rear wheels : 67 % . 

PERFORMANCE FACTORS / 
(CalcuJated) 

99 mpn (true) at maximum advertised horsepower and 
52 mph at mi::lx adv torque. Engine rpm al 60 mph 
(also rnvolutions p e r mile ) 2720 rpm. Average piston 
s paed at 60 m p h (also, ft/mile) 1360 ft/min. Cu It per 
minute of. mixture ot 60 mph (also, cu It/mile) 208. 
Ma ximum engine horsepower (adv) per ton of car 
(curb weight) 97 .2. Reciprocating load factor at 60 
mph (based on piston weight, bore, stroke, rpm; an 
indicator of wear and stress on the engine; low 
values desirable) 918.- Maximum engine horsepower · 
(adv) per cu inch displacement 0.64 . Power perform­
ance factor (a weighted avernge of CR, piston dis· 
placeme nt, and curb weight): 120. 

Above data and signed c~rtification are 
reproduced from test reports. 

CERTIFICATION 
· I certify that the tt"st results i11 this report are 
the actual f.11di11i:s obtai11cd in tests, conducted in 
strict accordance with goo<! engineering practice, 
on the automul,ile 11a111cd au\j u11dcr the: cumlitiuns 
bpecitied . 

' A1muhcr. Su, :ll'IY of A11tu111uthu 1,;11~i111:crM, A11wrlca1.11 
Hodl•ly o( 1\h·d11udnd EuKlll1·1·rM, l)ln•1•f11r, A11to11111tlvu 
llmwu.1Th Luhu r ulorl1 ·:.. , l 0 ,oluh.1lu11nJ l~UMh1c1•rluai t..:OU· 
tn,llaUl:f, l!!Ol Nurch rilnw l. J•: \l .. u.:,llm. Jll1&w11:1. 

SCIENCE AND MECHANICS 



Performance Report with Power: Pack 
MODEL: Chevrolet Bel-Air V-8 '4-Door Hardtop · MINIMUM ACCELERATION time for 0-60 mph (true) 

over level road with no wind, best spark selling, 
TEST DATES: 1-6-56 through 1-14-56 premium fuel and driver alone 9.8 seconds. 
GENERAL ROAD AND WEATHER CONDITIONS: Port• SPEEDOMETER-ODOMETER CORRECTIONS: Odometer 

land concrete generally smooth and level; cold' win- distance 10.00 miles; true distance 9.76 miles; odom-
ter days 24° to 38° F., barometer 29.7 to 29.8 In. Hg. eter error at ,30 mph + .2A mllo11. Multiplication fac• 

MILEAGE AT START: . 379 MILES COVERED: 248 tor and% of error 0.976 and 2.5%: . 
Speedomoter lrue ,i: Error EnRlne Speedometer True ,i: Error Engine 

GAS: Premium OIL: SAE 10 MPH MrH Speedometer RPM MrH MPH Speedometer RPM 
106 108.0 -1.8 4740 50 49 .8 +0 .40 . 2270 

CURB WEIGHT (with 10 gai gas): 3535 lb; 54% on front 90 91.4 -1.S 4040 40 40.o o .oo 1850 
wheels; 46% on rear wheels 80 80 .8 -1.0 JS90 JO J0.4 + 1.3 1440 

70 70.2 -0.28 3140 20 20 .8 +J .8. 10SO 
TIRE PRESSURE: 24 psi front; 24 psi rear 60 59 .6 +o.67 2680 

SPARK SETTING: 4° bTC at idle rpm 

REAR AXLE GEAR RATIOt 3.55 to 1 

TEST DATA 
GASOLINE MILEAGE (checked with fuel volume flow 

meter and 5th wheel. Temperature 24° F; relative 
humidity 60%; barometer 29.8 In. Hg) 

LEVEL ROAD FUEL CONSUMPTION (carried weight 
603 lb. Average of two or more runs made in op­
posite dlrectiono over same road): 

True 
True True Odometer Ton 
M~ M~ .M~ M~ 
20 21.0 21.5 43 .5 
30 21 .4 22 .o 44.J 
40 20 .0 20 .5 "' ·41.5 
50 11 .9 18.3 37.0 
60 15 .9 16.3 32 .9 
70 14 .0 14 .2 24.7 

TRAFFIC FUEL CONSUMPTION (carried weight 573 lb): 
Simulated traffic pattern of city driving-slops, accel· 
eratlon, braking: 

True MPG Odometer MPG True Ton MPG 'rrue Averau MPH 
22 .2 13 .0 13 .3 26 .7 

CITY-COUNTRY FUEL CONSUMPTION (miles covered 
on 5 gal gas): 

True Mlleaee Odometer MIieage True MPG 
85 .3 87 . 1 17 . 1 

OVERALL FUEL AND OIL consumed 

True Aven11 MPH 
32 .9 

during test: 
Tolal Toh! Tola I True Odometer 011 

Mlloege Gel. fuel 011 MPG MPG MPQ 
248 18 .3 I qi. 13 .2 13 .5 248 

ACCELERATION-LEVEL ROAD (timed with 5th wheel; 
carried weight 433 lb; temperature 28° F; relative hu­
midity 50%; barometer 29.8 in. Hg; spark 4° bTC; 
average of two or more runs in opposite directions 
over eatne road):· 1 

True 
MPH 
0-20 
0-30 

·0-40 
0-50 

Geer 
Ren&e 

Lo 
lo 
Lo 
lo 

lo lo 55 mph 
0-60 Convl. lo speed 

lo lo 55 mph 

.Average True 
Time (sec) 

2.h 
4 .29 
6 .00 
8 .05 

11 .00 

0-70 Convt. to speed 15.00 

True 
MPH 
0-80 

20-40 
20-60 
20-70 
20·80 

Cur Avenge True 
Rane• Time (sec) 

lo lo 5S mph 20 .00 
Convl. lo speed 

Drive 
Drive 
Drive 
Drive 

4.08 
9.08 

13 .1 
18 .1 

SPEED AT END OF l/4 MILE FRQM STOPt 77 mph (true) 
in 18.6 sec. ' · . 

A.Pnn., 1956 

CHASSIS DYNAMOMETER HORSEPOWER (tests made 
. by Jack Dezell, Clark Automotive Service, Chicago): 

Temperature 68° F; relative humidity 40%; barom­
eter 29.7 In. Hg. 

MPH True En1lne RPM Vacuum (In. H1) Honel)Ower 
77 3400 I. S 112 
S5 ; 2500 I. 25 74 
43 2000 . 1.0 58 

HORSEPOWtR AT REAR AXLE (values calculated from 
acteleration data with allowances made for ettlclen· 
cles and rotational Inertia): 

Equiv Enrlne Torque 
MPH True En1lne RPM (lb fl) 

91 4000 184 
67 3000 210 
43 2000 . 202 

Per cent of advertised engine horsepower 
to rear wheels: 68%, I 

PERFORMANCE FACTORS 
(Calculated) 

Axle 
Horsepower 

140 
120 
79 

supplied 

104 mph (true) at maximum advertised horsepower. 
Engine rpm at 60 mph (also revolutions por mile) 
2720 rpm. Average piston speed at 60 mph (also, 
ft/mile) 1360 ft/mtn. Cu It per minute of mixture at 
60 mph (also, ~11/mllo) 208. Maximum engine hors&­
power (adv) per ton of car (curb weight) 116, ·Recip­
rocating load factor at 60 mph (based on piston 
weight, bore; stroke, rpm; an Indicator of wear and 
stress on the engine; low values desirable) 918. 
Maximum englnl) horsepower (adv) per cu in. dis­
placement 0.775. Power performance factor (a 
weighted average of CR, piston displacement, and 
curb weight): 134. 

Above data and signed cerllflcallon are repro­
duced from· test reports. 

CERTIFICATION 
I certify that the !('st rl•sults in this tcport nre 

the actual findings obtained in tests, conducted 
in ·Strid acconlance with good engine~ring prac­
tice, · on the automobile named and under the 
conditions specified. 

-~~~ 
Mt>mher, Society or Automollvo Enl!lncers. American 
Society or Mechanlca.l J•;nRlnoonr, Director, .Automotive 
Iti,scuch LaboratorlC/1, J •roresslonat J.;nglnoerlng Con• 
sult.anfR, 1204, Noyes St.rret, J~unston, llllnols. 
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TRACK TESTS 


Gold... Hawk 

TI.... ,clerbi rd 

By JIMMY REECE 

T ESTING A:\IERICA"S LEA DI NG 
sport!! cars, the Chrysler 300·8, 

CheHolet Conette, Ford Thunder· 
bird and Studebaker Golden Hawk. 
turned into an interesting assignment 
for me. Actualh-. I'm not certain that 
these can be classed as true sports 
cars, but I do feel that the Corvette, 
perhaps. comes the clo!!e5t to filtiug 
into that bracket. The others arc 
5porls-lype cars, with the exception 
of the 300 which I consider more on 8 

passenger car basis but a potent piece 
of mschincry that would be appea ling 
to all)' sport. 

Of the four cars tested, the 300·8 
appealed more to me personally Ihnn 
the others. In my opinion, it lits all 
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but II few minor points which I ca n· 
sider vital to safe, comfortable driv­
ing with added performance. It al· 
read y has been proven as II potent 
stock car TIIeing machine and its r ich 
qualities and splendid performance 
make it an overwhelming ly pleasing 
passenger car. 

In all cases, I found both appealing 
and di a ppointing fealUres about 
each of the cars tested. In every case, 
one fealure WIIS outstanding over all 
olhers such as the Golden Ha"'k's 
blazi ng get-away (rom a stand ing 
start, or the T·BirJ's comfortable 
ride, and l lound that, generall y, each 
of these cars would make an owner 
proud. 

Jimmy l ..u III the Thlllderbird ot .,,,d. 

It is difficult to make an accurate 
comparison between each of the can 
tested since the differences varied to 
extremes in some cases, but we did 
determine that America's \'enlure into 
the sports ca r wo rld has nol been a 
lo!>t cause. Th ree of the cars tested 
were equipped with automatic trans· 
missions. The exception was the 
Hawk which was equipped with a 
sta.ndard stick shift, a more prefer· 
able type of transmission over the 
automatics if r Oll are looking fo r 
d rag·type acceleration. 

For acceleration, we put each of 
the cars th roug h gruelling runs over 
the smooth and elaborate drag slrip 
at Long Beach, Calif. We testcd them 

both for acceleration from a standing 
start through the measured quarter· 
mile and for zero to 60 mph perfo r. 
mance. In each case, the Hawk was 
by fa r the fastest, taking off with a 
neck snapping burst of sneed that 
was impressive, to $8Y the least. The 
Corvetle followed, still fast but a bit 
slower than the Hawk. Then came 
the T·Bird, holding slightly better ae· 
celeration fig ures than the 300. 
• But ..... hile the Hawk got top rating 
for acceleration, it trailed the others 
in hand ling and corne ring. In th is 
department the 300 heads the list wilh 
a fi rm, stable ride in the corners., with 
little lean and plenty of assurance 
that it know! where it is going. Next 
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low COllOPY of T••tll II tl,•• 

fit for b..... ' JI IftIllY INC• • 

Corntt. '••• otI09 po. ltl.1I 
, ... deck. d by JIII""Y, 

C.r~l.r 100 wo. Jim"',' , 
cholu III th toul., co, cloll. 

I.,t cle5I,••d inltrumen' fHlltel 

wo. "ot of Golden Hawk. 

I found the Corvette's handli ng abili· 
ties stable and finn, although a bit 
too rig id. The Thunderbird had a 
great t('ndency to " roll" in light turns 
whi le tile Hal'.'k was much too slow 
on steering and showed a tremendous 
amount of lean in even mooc!ate 
corncrs. 

As for styling, I was most im­
pressed with the 300 which is more 
in the stock pleasure car category. 
The other lhree, of the sports-type or 
sports car lincs, are more comparable 
alld the Thunderbird gets my choice 
here 0 \ cr the Corvette and Hawk, in 
that order. Inter ior·wj~. t~e order 
of ranking them is almost the same. 
I sa} o.i most because the Corvett e's 
instrumen t panel could definitely 
stand improvement, while the others 
were more closely grouped and cas)' 
to read .... ithout glancing away from 
the road for too long 0. period. 

~l}\" , let's examine each car more 
thoroughl~ . 

ST(DEBAKER HAWI( 

The Hawk, .... hieh is the result of 
the merger between Studebaker and 
Packard, embraces Ihe Studebaker 
lines but ~eI! off tl) a thundering 
sta rt with a 275 hp Packard· built en­
gine. Thi_' virtual bomb for a pow~t 
plant, encased in a comparatively 
light chas!i~. makes for one of the 
mD6t po\\ erful cars on the ruad today. 
Its acceleration figures are startlin" 
Lut 5poiled by the fact t hat the car's 
5u'lpt'n ~ ion is too soft for good han­
dling and cornering. 

On Ihe Long Beach drag strip, it 
out ·pcrf.mued each of our olher three 
le!t cars with a trip through the 
quarter-mile in 17.01 seconds, hitt ing 
a speed of better than 85 mph. From 
zero to 60 mph, which was a bit 
rough to make because the rear 
wheels had a st rong tendency to break 
loose from the pavement, the Hawk 
stopped our watches in 7.80 seconds. 

In both acceleration runs, I was 
hampered by the gear shift lever 
which, when pushed into second gear, 
almost comes in contact with the top 
of the da5h panel, making it extreme­
ly difficult to shift with speed. But 
still the car took off like a shot. with 
lightning.like speed. Torque is a big 
feature with this rather light chassis 
and engine that is loaded for bear. 

AccelCTation of the Hawk could, I 
believe, be improved through the use 
of Traction Masters ; that is. rad iu5­
type rods that connect from "the rear 
end 10 the frame, preventing Ihe rear 
springs from rolling.up and allowing 
the rcar wheels to break 1005c when 
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the tremendous power is applied. 
Stiffer springs and shocks also would 
be a help. 

On our Mexican Road Race-type 
testing course, in the hills of Palos 
Verdes, Calif., the Hawk's tendency 
to be 100 !low in the sleering depart­
ment WIl! very much in evidence. Our 
course covered hills and a straight­
away with severnl horseshoe turns to 
provide an exacting test for handling 
and cornering. 

On severe turns, there was a Ire_ 
mendous amount of body roll, caus­
ing the rear wheel to lift and break 
traction . On olle severe curve, the 
roll-over was so extensive that it 
placed a tell·lale black mark almost 
down to the while sidewall of the 
tires, Thil!, of course, occurred under 
extreme conditions but in comparison 
with the other cars leAted, the Golden 
Hawk did not handle as well. That 
the sleering was too slow was shown 
by the fact that it was necessary to 
twist the wheel more than usual in 
order to hold a tight turn. 

Driving characteristics of the 
Hawk are not at all unimpfeSl!ive. I 
Will! pleased with the instrument pan­
el, which was complete with tacho· 
meter and vacuum gauge. The instru­
ments, grouped for easy reading, 
were dark faced Bnd of the type we 
U!Ie in race cars. All necessary gauges 
are located directly in front of the 
driver. 

I was impressed with the car'!,! low 
styling, although it· takes a while to 
get u!'led to, and I bumped my head 
on the roof in the back seat. But the 
body lines have an appealing appear· 
ance from front to rear. Inside styl· 

ing also is appealing, although leg 
room, as in most sports cars, is not 
over abundant. 

Two interior details on the Golden 
Hawk, in my opinion, could stand 
improving. One is the angle location 
of the brake pedal in relation to the 
clutch. The latter is located in the 
normal position, but the brake pedal 
is closer to the fl oor, making both 
pedals unel'en and confusing. 

The other item is seat belte, of the 
type installed in our test car. One end 
of the belt is anchored to the floor 
and passed through the front seat 
where it is attached to the other end 
by means of a buckle. The other end, 
however, is fastened to the door so 
that, when the belt is hooked over 
tbe occupant, it is anchored to the 
floor in one place and to the door in 
the other, to hold the door closed in 
case of an accident. This set-up does 
not appear to be too useful since 
doors usually are subject to great 
strain, cawing them to fly open in a 
severe crash. The belt being hooked 
to the door may not be much help in 
that case and the belt itseU would be 
useless. 

CHEVROLET CORVETTE 
As for the Corvette, our accelera· 

tion tests un~arthed these figures: 
zero to 60 in 8.40 seconds, and a 
quarter-mile from a standing start in 
17.12 seconds. Under tremendous 
power of acceleration, the rear wheels 
broke traction but not to a great ex· 
tent, giving the rear discs more bite 
for a smooth, fa st take-oR'. 

fn city driving, the Corvette rides 

firmly but stiff. I was not too im· 
pre&!ed with its riding characteristics 
in the city; but once on the highway, 
the stiff swpension and shocking was 
a great boon to proper handling and 
cornering at high speeds. The car 
handled the sharp curves well, hold­
ing firmly 10 the road without a great 
deal of lean. 

Carburetion, by means of two four· 
throat carburetors. could be improv. 
ed for competition. In tight turns, 
the shifting of weight and fuel cau!'led 
a momentar), miM at a time wh~n 
power Was needed. But th~ engine de­
livered plenty of punch for smashing 
get-away down the long chutes. Ac· 
celeration was good, too, in city traffic 
wh~re sometimes it ie needed rather 
badly. 

The linkage sct up on the Corvette 
is such that one carburetor is in oper. 
ation until the throttle is depressed 
half-way. There is a distinct stop 
there before the second carb cuts in 
giving more power. But in our tests; 
using half throttle, we ran up to 97 
mph as indicated on the speedometer. 

The engine of the Corvette seem. 
10 be sturdy enough_ We wound it as 
high as 7000 rpm, according to the 
tachometer, without any noticeable 
vibration or valve float. And it has a 
healthy sound, coupled with dual ex· 
hausts that give a pleasant rumble of 
power. 

Certainly an attention gatherer, the 
Corvette's new styling for 1956 is 
greatly improved over fonner yean. 
Re·locating of the taillighu, installa· 
tion of side windows, a new hydraulic 
top and bett~r workmanship of the 
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fiherglass body are great improve. 
ments. The instrument panel, how· 
ever, is not at all practical. Each of 
the important instruments, tacho· 
meter and oil gauge, are located on 
the passenger 's I>ide, away from the 
driver. To read them accurately, I 
was forced to take my eyes from the 
road longer than is considered !!aie. 
Grouping of 'all instrument!! in one 
location in fron t of the driver would 
help a great deal. 

Steer ing is fast, bUl not fast enough 
for competition. On our test course, 
subje<:ting the car to sharp cornef1l at 
speed, brake fade was evident but not 
as severe as in many cars. However, 
for competition. the car could use 
bigger brakes. Back to the steering 
department. I was really impressed 
by the addition of a new type steer · 
ing wheel. much on the same order 
as those Ilsed in race cars, with metal 
spokes and a racey look. 

Con'eUe engineers this year have 
made a few minor changes in the 
chassis, such as caster degree and 
suspension rate in the rear. These 
change! have made a better handling 
ca r. with a stable feel. In the t ight 
turns of our test cou rse, for instam,:e, 
the car tended 10 drifl in the corners. 
But it was a comfortable and secure 
drift that left me with complete con· I 
trol of the automobile and I was able 
to handle it as desired by opening or 
clo!;ing the throttle. 

The Corvette engine, producing 
225 hp at SQ()() rpm, lists a piston 
displacement of 265 cubic inches. 
With the exception of the carburetors 
CUlling out sli ghtly on hard turns, it 
is a smooth operating and highly effi· 
cient engine. 

Knock·off hubs on aU four wheek 
add to that racing look but I do be· 
lie\ e that the fake air scoops mounted 
on both front fenders could have been 
put to good use such as to cool the 
brakes. As for the hody itself, al· 
though styled nicely and gJeatly im· 
proved over previous modck, il had 
a tendency to Jattle, probably from 
the stiff suspension and shocking. 
This, however, was not evident on 
high speed driving. 

Transmission on the Corvette 
seemed healthy enough. It gave me 
the impression that it would with· 
stand the punishment of rapid accel· 
erat ion and rather. harsh treatment 
without offer ing trouble. In many of 
our cornering and handling tests of 
the car, I u,;ed low gear as a braking 
power to reduce speed for corners, 
thus sav ing the brakes as much as 
possible. The braking in low gear was 



not tremendous but it did help slow 
the car and was most useful for qu ick 
acceleration afterwards. The gear !e' 
lector, locatcd on the floor between 
the two seafs, is easily. accessible and 
\o orks freely . 

In the treacherous turns of our tcst 
coune, I found tha'i the Corvelle 
maintained good speed and c reditalJle 

. handling uLili t ies adaptable for rac­
ing hut il was necessary to keep en­
gine rJJ Il1S up in order to maintain a 
good racing pace. This was not too 
difficult to do since good handling 
chMacterist ics made it unnecessary 
for me to focus all my attention on 
fi ghting the wheel. 

FORD THUNDERBIRD 

Although the Thunderbird. to me, 
showed better styling, it impressed 
me as more of a fam ily-type sporl8 
car in comparison with the Corvctte. 
The ride was noticeably Jofter and 
more comfortable but excessive lean 
in tight comers made it seem leu se­
cure wben it came to hand ling. As in 
the case of ou r Chrysler 300 lest car, 
the T-Bird WItS equ ipped with power 
steering which is difficult to get used 
to after pullins the wheels of race 
C:lTS, 

On acceleration runs, the Thu nder· 
bird was third in comparison with 
our other test canl. In the quarter­
mile run from a standing start, it 
clipped off the distance in 17.21 sec· 
onds., and hit an impressive 8.60 sec­
ond clocking for the zero to 60 test. 
Of the sever al tests we ran fo r aoc:el· 
enltion, we achie\'oo the be5t fi gures 
by sh ifting from low range to drive 
at approximately 4000 rpm as indio 
eated by the tachometer. At one ti me, 
I did wind the engine ag high as 4600 
rpm but our figure! were not a5 good. 

The engine generally is sound and 
healthy. It is capable of cruisi ng 
along at 75 or 80 mph .... ithout effort 
or noticeable strain_ Increased sligh\. 
Iy over last yea r'5 model, the '56 Bird 
offeT! 225 hp with Fordomatic, list­
ing a piston displacement of 312 cu· 
bic inches. Wringing it out over our 
test cour&e, the power plant respond. 
ed nicely to throttle punishment with 
the exception of carhuretion wh ich, 
as in the case of the Hawk and Cor. 
vette, caused a slight cut out in ex· 
treme turns_ 

For competition. the Thunderbi rd 
is definitely undershocked, and could 
stand a big impro\'ement in the Lrake 
department. Our high speed tests for 
cornering showed considerable lean 
in the corners which prevented my 
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(Conlinued from PflBe 93) 
vergen t compet itive interests of memo 
bers of the sponsoring organization 
and con tained only three races. 

Ron Peanon continued Volvo's 
winning st ring in the sedan races 
during Saturday's open ing event by 
finishing 13 seconds ahead of Marv 
Patchem in a Simea Aronde. 

The Ladie!l' ,Race saw some ot the 
finest dridng of the week·end as Pat 
Sawyer, driving Nick Pastor's modi· 
fied Triumph TR·2, came within one 
second of hlH'ing victory snatched 
from her by the Lotus Mk 9 driven 
by Meyera Buchanan, who lost \'Slu· 
able ground when she stopped to 
do!C the car door in mid·race. 

Only thn..-e cars turned out for the 
races fo r Formula III and un restrict· 
cd category cars, Marion Playan fin· 
ishing well ahead in his MG.powered 
Formula Librc entry. • 

Track T.,ts 

(C'"f""..·" Ir"", I'tllU .' J) 

getting back on the throttle immedi. 
ately without gett ing into a sl ide. The 
rear end felt stable. however, and 
showed no tendency to jump into an 
undesired skid. At morc moderate 
speeds, handling was beller. 

The ride itself on the Thunderbird 
was more eomfonuble than wilh the 
Hawk or Corvette. It was more on 
the pleasure car line. with a good 
seating and sleering wheel position 
for commanding comfo rt. Inside, I 
liked the security of the car's safety 
belt and padded dash which, in the 
latter's case, was far beller than IIny 
of the other cars tested. The Corvette, 
of CUllI'5e, did not have a padded dash 
but tRe others did, In comparison, 
the Thunderbird's padding WIIS th ick· 
er and more practical for the purpose 
for which it is intended. 

During rough treatment O\'er our 
test course, I used the brakes n great 
deal, and found evidence of brake 
fade although not quite as much as 
\>'ilh the Con'ette, Due to the car', 
tendency to lean hard in the turns, I 
used more brake on the Thunderbird 
than on the Corvette, and while the 
brakes became hot, they did not fade 
too quickly. 

CHRYSLER 300·8 

As for the Ch rysler 300-B, I foulld 
it to IJe the best hand ling car I've 
ever driven from n denier's show­
room, This is one car that came from 
the manufacturer with all the j!;ood ics 
a critical driver luoks for. ~~th the 
exception of the pOl\'cr steering, 

which wa! too quick, it filled just 
about every factor I look for in an 
au tomobile. ' 

While it did not accelerate as 
quickly as the others, it must be reo 
membered that it packs a grent deal 
more weight. Taking this into con­
sideration, acceleration for the ca r is 
plenty rapid. On the drag strip, our 
figures for the quarter .mile standing 
starl gave us a reading of 17.80 which 
was attained by starting in low range 
and shifting into drive at about 45 
mph. On the zero to 60 run, made 
the same way. our watches indicated 
a 9.10 second elocking. 

On the test course, the big 300 
handled best of all ou r test cars. It 
stayed flat 0 11 the t ight turns, without 
lean or body roll, and the rear end 
felt more secure to me than it did 
with any of the others. At all times, 
r was conscious of a perfect k-el of 
control. In addition , it carbureted 
without a miss where the others had 
that slight miss just when the power 
was needed. 

In just about every pa!senger car 
I've driven. the shocks were too light 
or unstable for any kind of punil!h. 
ment. Such was not the case with the 
300. The chassis was firm and stable, 
yet the ride WlIS smooth and com· 
fortable. For racing, I would prefer 
the shocks a bit tighter hut they are 
very suitable for the road. 

COMl'AIISOH OF AC(iURATI O". 
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Inside and out, the 300 filled the 
bill for handlin g, styling, pOl'ler, 
speed and driving comfort. The body 
lines ar~ sleek, with just the right 
amount of chrome to set it off. Inside. 
the seats, all leather. are fi lled ""jth 
arm chair comfort. In our test car, 
seats "'ere controlled by four.way 
power that made a\'ailable any type 
driving position desired. 

One of the mmst impressive features 
about the 300' ~ interior, to me at 
leISt, was the extra long brake pedal. 
From driving race cars with the foot 
brake on the leIt side of the cockpit, 
I've formed a habit of braking with . 
my left foot without taking my right 
onc away from the thronle. The pedal 
on the 300 extends on both sides of 
the steering column where it can be 
reached easily with the left foot-or 
the right if desired. 

Push butt on driving was another 
feature that impressed me greatly. al· 
though for a time, I was hunting for 
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the lIsu ul sti~k gear selector on the 
steer ing column. But the push huuon 
selectors are great- a comillg th ing I 
believe, in all Detroit p rod ucts. With 
my left ann resting on the arm relit 
of the door. I could select the gear I 
wanted, pre~s it I"jth olle fi nger and 
the car " 8 ", underway. 

Under the hood, a 340 hp V-8 en­
gine, pack.. a terri fic punch. Fed by 
dual (our·throat carbu retors, the big 
powcrplant develops tremendous 
torque . fdling, the engine sounds like 
a race car. and it rumbled with a 
pleasant sound that indicated power. 
Boast ing 9.0 10 1 compression, the 
enginc has a high-output full-race 
cam with mechanical valve lift ers and 
rocker arms. Two oil bath air clean­
er5 on the carburetors greatly in ­
crea:;e engine breathing. 

At no time du ring acceleration 
runs. did the rear wheels break trac­
t ion. Get-away was fas t and smooth, 
without the chatter of unden;hocking 
or too soft su~pensioll . Long alld low, 
the 300 settled to an e \'CI \ take·off 
when the power was applied. 

I was realil' surprised wit h the way 
Ihe car handled under se\'c re corne;­
ing t ~ts, even with power steering, I 
could ffOe! I'ery litt le hody lean at all, 
if all ). and the engine responded im· 
mediatcl~ 10 the slightest touch of the 

thrott le. Alt hough it is big, the 300 
maneuvered through hills, 5 turns 
and city traffic with all the ease of a 
smaller car, and all of Ihis in str ict 
com fort. 

While I consider the power steer­
ing too fa!!l for racing, it was ideal 
for parking. The 300, in fact. was 
easier to drop into a parking spot 
tha ll a smaller car. The steering wheel 
will tum fro m lock to lock with p res· 
sure from one finger . But for lD y own 
purposes, fd prefer not to have pow­
er steering, and I guC!S most race 
drh'c rs share this {eelin~. 

In conclusion. I would like to say 
aga in, that America's ventu re int o 
the sports car or sport·l) pe car 1I'0dd 
has not been a lost ca U5e. Each of the 
cars tested showed definit e fealurC5 
that were outstanding (Il,d superio r, 
and they are getting better all the 
lime. 

True. we found unappealing fea. 
tures and many that needed improvc. 
mel}ts for both h ighway and track 
condit ions. But I think racing o( all 
types in this cou ntry, has and will 
continue to play an jmportant part 
in the devclopllient nJld manufacture 
of American automobi les, whether 
they be sports car!! , sport! ·lype ca rs, 
or pleasure automobiles. _ 
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