featured this convenience back in the
Twenties, when it was really useful.

Another nicety sported by many clas-
sics was a shock-absorber adjustment
control on the instrument panel. You
could get as soft or as firm a ride as
changing road conditions might require.
This kind of careful attention to detail
put classic cars worlds away from the
more plebeian products of the time. It
still has a powerful attraction for anyone
who responds to thoughtful engineering.

Still. these details were just a few
visible signs of classic engineering qual-
ity. Most of it, iceberg-like. was below
the surface.

If you've ever lifted the hood of a fine
classic car you know what I mean. What
you've seen is an engine designed not

only to perform superbly but also to look
beautiful—clean, uncluttered, magnifi-
cently finished.

Naturally a cylinder block needn’t be
polished and enamelled to perform prop-
erly. but the true classic engine had gor-
geous finish as a matter of course.
Polished aluminum crankcases were
common. Cam or rocker covers on ohv
engines were most often of polished light
alloy, frequently “scrolled” with thou-
sands of tiny circles. Cooling-system pip-
ing on the engine was usually of cast
brass, polished and bright-plated. and
the nuts and bolts, the fuel and oil tub-
ing were plated too.

The beauty of these engines was not
just skin-deep. Far inside them. where
their plutocratic owners were not likely

ever to look, there was no deviation in
the pattern of perfect quality. Every
square inch of the crankshaft’s surface
was machined smooth and clean. The
connecting rods of a Lincoln of the
Twenties, which measured just under 15
inches from end to end, were machined
all over, with every flake of excess metal
milled away to leave a strong but fan-
tastically light H-section that was hardly
less graceful than filigree. Mercedes-
Benz rods were round and hollow ground
to almost a mirror finish. Every washer
in the vintage Mercedes car was ground
on its upper and lower surfaces to insure
their being perfectly parallel. To gild
the lily, the outer, upper edge of each
washer was chamfered.
(Continued on page 62)

As an example of eraftsmanship of classic era, this 1932 Packard was outstanding. Attention to detail extended beneath shell.

THE CLASSIC ERA--
ENGINEERING’S

We may be on the threshold
of a new cycle in fine cars.
Here’s what it may mean to you

OLDEN AGE

One of the most famous cars of the pre-World War II era was the 1932 KB Lincoln,
powered by this splendid V-12. Car had stopping distance of 28 feet at 30 mph!

8Y GRIFF BORGESON

Connecting rods, for instance, were care-
fully polished for fine interior finish.

HE POPULAR IDEA that engineer-

ing advancements in the auto industry
are first applied to sports or racing cars
and then filter down to more sedate
machinery is more often wrong than not.

Improvements in any field generally
have a way of showing up where the
money is, and cars are no exception.
Engineering progress and refinement are
most likely to have their first effect on
luxury cars. This fact was demonstrated
with dazzling consistency in the kind of
car known today as ‘“‘classie.”

The term classic, according to the
definition most often used. is restricted to
cars built during the period between
World Wars I and II. It's further re-
stricted to cars that were expensive.
These are two points the experts agree
on. Beyond them, however, the authorities
argue with much passion and prejudice
about the other characteristics a car had
to have to fit in the classic category. But
some cars—Hispano-Suiza, Rolls-Royce,
DV 32 Stutz—were undeniably classics.

These machines and the few others
whose right to the title can’t be chal-
lenged all had a lot in common besides
cost and vintage. They had a certain air
of elegance. They were beautiful—in the
traditional, pre-streamlining sense. And
they were made not only to look good but
to be good. Their engineering. ranging
from fine to sublime, was vastly superior
to that of ordinary passenger cars.

One reason was that engineering ad-
vances were incorporated in the classics

30

just as quickly as they became practical.
Chrysler likes to point out today that as
far back as 1932, Chrysler cars were
fitted with power brakes. Right. The Le
Baron and Dietrich-bodied Imperials of
that year (classics. by anyone’s defini-
tion) did use an excellent vacuum booster
for their braking systems. Unlike the
power brakes of today, they were de-
signed to permit the driver to select the
exact degree of “assist” that he wanted

Mechanical masterpiece was this Cadil-
lac 16-cylinder V-type engine powering
the GM luxury vehicle of the 1930°s.

by turning a simple lever on the instru-
ment panel. He had his choice of all-off.
all-on. and anything in between.

Chrysler was not the only make that
introduced vacuum-boosted brakes in
*32. Lincoln had them too, in combination
with one of the finest braking systems in
use anywhere in the world. An Autocar
road test of a "32 KB Lincoln reported
the astonishing stopping distance of 28
feet at 30 mph. Lincolns of the classic
period (which at the time were as little
like the Ford Motor Co.'s Lizzies as a
vacht is like a tugboat) were equipped
with enormous. deeply ribbed brake
drums and light-alloy, heat-dissipating
brake shoes.

Actually. the power-brake concept de-
rived from still earlier classic practice.
Mercedes-Benz had the Robert Bosch
vacuum assist in its 1926 Type K. Rolls-
Royce in 1923 used a power take-off from
the transmission which spared the driv-
er’s leg musecles by forcing the brake
linings against the drums with immense
pressure. And Rolls got the idea from
the 1919 Hispano.

Many other pleasant refinements of
motoring first saw the light of day on
classics—the “one-shot” lubrication sys-
tem. for example. which enables the
driver to lube every grease fitting on the
car by simply pressing a button or mov-
ing a lever. Oddly enough, this system is
being currently revived, even though to-
day’s cars have few grease fittings left
to lube. But Packard and Rolls-Royce
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Bu_gani crankshaft was turned out of a
solid steel billet, rather than being cast
as is the less costly method used today.
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SPORT REPORT

Stock engines are in the news—on the bricks, dirt

tracks, road circuits and Daytona’s white sand

HE LATE WILBUR SHAW’S ca-

reer behind the wheel and later at
the helm of the Indianapolis 500 cov-
ered more than two decades auto rac-
ing. The story of these years. as he
saw them, will soon be told,

Shortly before the fatal airplane
crash last October, Shaw completed
his autobiography. Final editing was
in the hands of Mrs. Shaw and Al
Bloemaker, public relations man for
the speedway. The book reportedly
will be published shortly, in time for
the 1955 Memorial Day classic.

As for this year’s 500-mile race,
there is the customary flurry of reports
on passenger car engines being de-
veloped for the event. One source
even insists that a Dodge is in the
process of preparation. How many of
these will even reach the qualifying
stage, much less the starting lineup, is
highly speculative.

Deadline for entering is April 15
and don’t be surprised if you see a
foreign-engined car on the list. An
overseas publication also says that
Mercedes has its eye on the 500, al-
though not for this year, with the en-
gine from the new eight-cylinder 300
SLR as the basis for the effort.

Stock engines, however, have made
some headway with the AAA Contest
Board., which has announced a new
maximum limit of 336 cubic inches
for both sprint and championship
classes. The new rules does not apply
to Indianapolis, where maximum limit
remains at 274 cubic inches.

All this gives the stock engines cer-
tain advantages. since racing engines
still are restricted to displacement of
274 and 220 cubic inches in champion-
ship and sprint cars, respectively.
Stock blocks and heads must be used.

LAST CALL FOR BIG ONES?
PORTS CAR RACING probably
will have a new ruling from the

FIA which promises to upset the cur-
rent pattern. A special committee is
studying a proposal that engines in
major events be limited to 3,000 cc
(183 cubic inches). It would be a hard
blow to the users of hefty Detroit
products, since the SCCA and various
independent sports car clubs in the
U.S. would undoubtedly fall in line,
as well as the AAA.

It’s especially interesting to specu-
late upon the effect this would
have in the Mexican road race. All-
American entries, such Ak Miller,

would be faced with new problems.

One of the most promising solu-
tions is the new Myer-Drake unit
which apparently has been designed
with this turn of events in mind.
Three such engines, in experimental
form. have been installed in domestic
sports cars. And Briggs Cunningham is
expected to give another version a
whirl in the forthcoming LeMans race
(June 11-12).

Cunningham again has the only U.S.
car in the lists for LeMans, will also be
running a D-type Jaguar. However, the
latest release on entries shows him
with only one car up for the 24-hour
famous event.

Most fans of U.S. stock car racing
on dirt tracks under AAA and
NASCAR sanctions are having trou-
ble forecasting the effect 1955 models
will have on results. In the past. the
Hudson Hornet has had things pretty
much its own way, and 1954 versions
—still eligible—will continue to figure
prominently. The new Hornet will have
a hard battle with such threats as the
Buick Century, Chrysler’s 300, and the
torsion-bar Packard during the current
stock-car season.

The Chrysler 300 already has a
pretty good start. It took first and
second in the 160-mile Grand Nation-
al, of NASCAR’s Speed Week. after
the first car to cross the finish line
(a Buick Century) was disqualified in
the follow-up inspection for having
polished valves. Oddly, driver of the
winning Chrysler 300 was Tim Flock,
who finished first last year in an Olds
and. then was disqualified for modifi-
cations in the engine.

Top times in the one-mile speed
runs earlier during Speed Week in-
cluded a two-way average of 127
mph by a Chrysler 300, a run of 124
mph by a Thunderbird (which also
did 84 mph in the mile from a stand-
ing start on the sand.)

Speediest machine in the meet was
a grand prix-type Ferrari which rolled
over the white sand at a blistering
174 mph, then turned in a two-way
average of 170 mph. It was the fast-
est time ever recorded during the six-
year history of Speed Week.

Next major sporting event in the
US. is the SCCA’s colorful annual
event at Pebble Beach, Calif., on April
16-17. As in the past, the road race
will be preceded by a concours d’ ele-

gance on the swank grounds at Del

Monte lodge. ®

ENGINEERING’S GOLDEN AGE
(Continued from page 31)

It’s not hard to argue that refinement
carried to this lavish extreme is actually
sheer extravagance, and that the manu-
facturers might better have spent the
man-hours producing more cars for more
people. But if they had there would have
been no classics. Classics, by their na-
ture. made few compromises with costs.

You could have bought a low-priced
car for what it cost to produce a set of
timing gears for a Silver Ghost Rolls-
Royce. But the gears were almost per-
fectly silent and practically indestruct-
ible and this, for Rolls, was what
counted. Similarly, the American Crane-
Simplex engineers decided that head
gaskets were a makeshift and inadequate
device. and spent dozens of man-hours
on each engine lapping the cylinder
heads against the blocks with a fine
abrasive compound until a perfect metal-
to-metal fit was achieved. Many classic
manufacturers. in their eagerness to
maintain their reputation for quality.
preferred to make in their own plants
components that were generally farmed
out to outside shops. Hispano-Suiza even
designed and manufactured its own spark
plugs and tires. .

Classic bodies were, of course, no less
perfectly engineered than the mechanical
innards. The next time you see a luxury
car of the Twenties or even the Thirties
parked alongside one of today’s dream-
wagons, tap the metal of each. The dif-
ference is appalling. Aluminum, used ex-
tensively in classic engines to save weight.
was used in the bodies for the same
reason. The fenders, being the most
vulnerable part of the car, were almost
always made of heavy-gauge steel sheet.
Windshield frames were usually brass
or bronze castings, polished and plated.
Interiors were the last word in rich but
not garish opulence. The classics were
built to make every aspect of driving—
from settling into the upholstery to dis-
mantling the engine—pleasant luxury.

In basic design approach, most of the
classics stressed not high speed but a
superabundance of low-speed torque. The
Packard Twelve, for example, had so
much pulling power that clean, smooth
starts could be made in high gear. The
rest of the gears were there for “emer-
gency” use, because getting out of high
was rarely necessary. Like most other
classics, the Packard was a miracle of
smooth running. The famous Rolls-Royce
trick of balancing a coin on the idling
engine could be performed just as easily
on a Packard or a Lincoln Twelve or a
Marmon or a Cadillac Sixteen.

Even though today’s cars—largely be-
cause of improvements in the areas of
detail rather than invention—can out-
perform the noblest classics in many
ways, none can deliver the immense
power of the classics with the kind of
silken smoothness and near-perfect si-
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lence that they were able to achieve.

The circumstances that made classic
cars possible were a complex of many
factors. An important one, of course, was
the economic situation of the time. It is
no coincidence that most of the classic
manufacturers who did not produce a
low-priced car to support their prestige
model went out of business soon after the
Depression. But there were other, more
subtle factors too.

One was that “distinction™ meant a lot
more then than it does today after a gen-
eration of ad writers has made it avail-
able to anyone with the price of a pint
of whisky. Another element was the
sense of craftsmanship that had not yet
been overwhelmed by the plastic-jukebox
age. And another was a way of life that
still placed great value on permanence.
Classics were made in a time when a man
thought in terms of building for future
decades and future generations rather
than for a quick resale.

These elements of the classic phileso-
phy were nicely stated in a Rolls-Royee
ad of 1923:

“To build a motor car so that it shall
serve its owner permanently, as his
house does, and not transiently. as does
his apparel . . .

GMC

OWNERS
ASKED US
T0 MAKE

NICSON

« + . for their 228 through 302 engines in trucks and
passenger cars. Precision cast from burncut-proof cast
iron. They provide positive gasket sealing. Large-
diameter outlets fit GMC exhaust pipes and flanges.
Usable with stock, dual, or triple intake manifolds, their
capacity is sufficient for the hottest road or competition
engine. This newest item in the NICSON line is available
now for only $48.60 per set, including excise tax. Buy
them now at your dealer or direct from:

, Los Angeles 22, Cal

AMERICA'S TOP SELECTION
OF CUSTOM AUTO ACCESSORIES

A _ PUSH-BUTTON
e 1 WINDOW LIFTS
L]

DUAL AERIAL KITS
FITS ALL CARS
DUAL REAR MOUNT AERIALS
1. Two 3 section zerials, 13" high
when collapsed, complete with a

FULL LENGTH BULL
NOSE MOLDING
1 pe. full hood length,

installs in place of orig- set

“To build it with every thought for
those who will ride in it—for their safety,
their comfort. their convenience and for
their sure arrival, however far the desti-
nation, however rough the way . . .

“To build it with every thought for the
man or woman who has invested in it—
not only that its service may be long, but
that there may be no interruptions for
repairs, and no unforseen expense . . .

“To build it so that it shall yield the
utmost mileage from the fuel that it
burns, not merely because the saving is
important. but because simple efficiency
includes economy . . .

“To build. in all, not the most luxu-
rious motor car in the world, but the most
perfect—remembering that perfection
respects all details, and ignores not one.”

There are still a few cars in Europe
that are built more or less according to
these specifications. One of them is to-
day’s Rolls. another is the Mercedes 300
S. But it’s been a long time since a classic
has been made in America. There has, of
course, been no thundering demand for
one. But the fact that classic car fans
exist in surprising numbers and that
many of them are not nostalgic, back-
ward-looking, middle-aged folks, but kids
who weren’t born when the classics were
new, may indicate that there’s a market
for an American classic right now.

The Ford Motor Company is betting
that there is. Their new Continental ex-
periment is a painstaking, deliberate
translation of classic traditions into mod-
ern machinery and modern needs. It’s not
impossible that this one costly and care-
fully studied effort may put the U.S, on
the threshold of a new classic cycle. ®
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inal. Stainless  steel,
polished to high luster.
Specify make & year.
Chev ‘49-54, '40-41; Ply
‘41, ‘46-48; Ford ‘49-51,

dual 15' lead.

Both aerials work. . .pr. $7.10
2. Dual HIDEAWAY aerials, col-
lapses to 612", comes complete
with a dual 15 aerial lead.

At the touch of a button—win-
dows up or down—instantly.
Effortless big car luxury. A
genuine TRICO product com-

$3.95

DELUXE MODEL
FLARE SKIRTS

All steel prime coat. Ford '38-
55; Merc p’ss-ss; Chev '36-55;
Stude '35-53; Ply. '35-55;
Chrys., DeSoto '35-54,

Specify.

$6.75

Pair

Both aerials in use,.pr.
3. “Dummy’’ aerials,
Only 432" high pr.

plete for two windows. Inc.
window lifts, switches, and
all parts. Ford 1935-55,

Merc 1939-55.

Specify.

$12.50
$2.95

NEW 1955
. CATALOG
COMPLETE WITH
ALL 1955 LISTINGS

Jampacked with leads of
items not available in
stores. Complete section
on custom interiors,
speed and exhaust
equipment. Order
yours today. Send
25¢c to cover post-
age and handling.

SELECT-O-DRIVE "N

Overdrive selector for
any car with Borg-Warner
overdrive. Advantages: & forward

speeds, 2 ratios in any gear, clutch-

HEADLIGHT RIMS

less shifting, automatic hill-
holder, longer engine and
brake life. Less tire wear.

i CUSTOM

R | STEERING
WHEELS
All
White

Solid white plastic, not
painted. No chip, no peel.
Chromte horn ring with Ford in-
signia in full color en brilliant
gold and silver background.
1949-55 Ford.........coooiomuriecinenns
1932-48 Ford, 1939-48 Mercury

CEUSTOM

Factory price $10.95.
Specify make & year

$4.98

¥/ chromed, replaces
" old rims. Fits:

Chevrolet 4254,

Kaiser '47-52, Ford '48-54, Plym-

outh '49-54, Olds '48-54, Mero

'49-54, Buick '49-52, Pontiac '4S-

52 & ’55, Cadillac '50-53, Dodge
'49-54. Specify make & year.

ACCESSORIES' 25% deposit

3319 ML-5 So. Grand Avenve
Los Angeles 7, California

required.
F.0.B., L.A.
Add 3% tax

in Calif.
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