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GMC engines are rapid, rugged,
and reliable. Providing more
horsepower per dollar than any
other single engine, they adapt
easily to Chevrolet and Ford
chassis for fast-road or oll-out­
competition use.

THE FABULOUS GMC
About 1948, several speed enthusiasts began "eye-balling" the 270 GMC

engine with the idea of installing it in their Chevrolets. Tape measures soon
showed that the well-built engine was a mere IS' longer than a Chevrolet
and only slightly heavier. Many Chevy parts, including bell housing and fly­
wheel, matched perfectly. It was a simple matter to labricate motor mounts
and move the radiator forward to clear. The first installation took less time
than could have been imagined, and "]imolet" owners were off to the races.

While .the first GMC enthusiasts had to fabricate their speed equipment,
it wasn't long until high quality conversion parts became available. The
biggest single boost given the GMC movement was the development of the
VENOLIA pistons by.Wayne F. Horni"ng, a design since sold to Frank
McGurk and copied widely by other piston manufacturers. Once larger
and lighter-than-stock pistons became available, the full potentialities of the
GMC engines began to be realized.

GMC gave its engines another shot in the arm by announcing first the
270H cylinder head, which had over 50% more port area than previous models;
and then really overjoyed six~in-a-row lovers by producing the 302 engine
which could easily be .opened up to provide 320 ·cubic inches-a welcome
sight for the sore eyes of Chevrolet owners who had long been pinned down
to a paltry 248 cubes-if they were lucky enough to have a Hi-Torque.

Many fellows, after investigating the high initial and construction costs
of the OHV-8's, have realized that the GMC provides the most horsepower
for the least dollar expenditure, a very happy situation. Fine as the late V-8's
are, they are both heavy and expensive to build. Furthermore, they can't cope
with the lightweight GMC's low-speed torque, especially when it is pro­
viding the motive effort for a light Chevrolet or Ford.

So-if you are a Chevrolet fan who has been moaning abo\lt getting shut
off by the new cars and big V-8's, put away your crying towel and build yOur­
self a GMC. Its hairy-chested horses will outperform any of the late-model
Cads, OIds, Buicks, Lincolns, or Chrysler products. What could be more
fun than that-automotively speaking?
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HOW TO OBTAIN A GMC
The simple, easy. expensive: way is to buy a new one from your dealer.

You can usually obtain used ones by taking time enough to look: around.
General Motors pays each of its dealers $15 to break:: up used shon blocks
which .arc: traded in on new equipment. Many dealers can be ptorsuaded to part
with these blocb for a bit more cash, especially when you let them know that
they will be selling you the necessary stoclc. parts to complete the engine.

H all of the dealers in your arel "stand pat" with factory policy, make
friends with the agency's mechanics and parts men. The efEort involved in
being diplomatic will save you lots of that long grun stuff with the short futur~.

These mm will often be able to tell you of a truder who is planning to
repLace his prest:nt engine with a new short block or complete engine. Contact
the trucker and offer him five or ten doHars more than the agency will give
him for the "core," in return for clear title to his engine. After all, it will
be much better off in your car tllan lying broken and rUSty in some junk
yard. Be sure to secure aU of the ne{."(:ssary papers for his signature, and let
him know that you'll be glad to pick up the engine from the agency when it
is removed.

A GMC engine and its displacement are identified by a plate on the left
of the block at the rear, just above the gasket flange. It specifies bore, stroke,
and engine serial number. The serial number is also repeated on the right side
of the block on a ledge just aft of the distributor, as on Chevrolets. The first
three serial-number digits are the GMC model. For example, a 270 block:
will have a serial number beginning 270, with the rcst of the number following.
Five small freeze plugs on the left side of GMC blocks distinguish them
from Chevrolet$, which have only two.

Don't bother to purchase or attempt to modify a GMC ·smaller than
a 270. Get at least a 270 or a 302, unless you are. buying a shan block. for
the specific purpose of obtaining a short-stroke crank. from one of the small­
displacement jobs.

While the small GMC's (228,236,248, and 256) would~ ideal for
racing in classes where displacement is limited. it is usually better to use a
Chevrolet. The reason: lightweight, racing pistons are only available for
bore siU$ 3-25/32" and larger.

NOTE: A .horl block con.i." 01 0 cylinder block. cronk.holt, conMCling .od•• pidon ••
w.i.1 pin•• com.holl and 'iming georo. and a honl mOlo,·mo...nl plate. Olhe.
ilem......ch o. oil p ...mp•• O'e occo.ionolly left on the .ho,t block. Compl,l,
enllines are u....ally belle. b ... y. for tho.. pe••on. building .ood job•.

Check with your State Department of Motor Vehicles to find out just
what is necessary when making an engine transfer. Don't mention that you
are building a hotrod, JUSt indicate that you are buying a used engine to install
in your present automobile. You will need to know what papers will be required
to prove that dear title to the engine has been obtained.

When you buy a new GMC block. the problem is somewhat simplified,·
but at greater initial expense. Even a new engine will require your checking
with the state laws to dettrmine whether a new number is to be assigned
or the: number transferred from your Chevrolet block.
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BE HONEST WITH YOURSELF • • •
& SAVE MONEY!

One problem constantly arises when discussing engine modifications.
Most persons refuse to be honest with themselves as to what performance
they really want. This cauS(S a lot of difficulty and misund...rstanding, as
well as the unnecessary expenditure 01 large amounts of hard-earned mOiler.
B~fort you build or buy a single part for your GMC, decide just what )'OU

wont that eTl9inl to do! If it must com~te with other all-out engines, then
recognize that fact and purchase the necessary parts to achie'/t that t} pc of
performance. But, be pn:pared to spend large sums of money for both main­
tenance and fuel. If your wife occasionally drives the car, or you must use
it as daily drive-to-work. transportation, be satisfied with a smoother-running,
less radically modified engine which will cost you ie,ss money ,to build and
operate.

A fellow purchased an engine from us, specifying that it was to be' dri\"en
for pleasure on the streets and highways. We installed a "Road-Type G:\lC"
engine in his car equipped as follows:

248 GMC crankshaft with 3·13/16" stock stroke, 270 block, 8.5: I
3·15/16" pistons, Imurlized to remove half the clearance, early G;vlC
head with large valves, heavy single valve springs, stock G,'dC
exhaust manifold, and dual manifold with exhaust heat. 3.55: I rear­
end gean were installed with the other equipment. as was a needle­
be'aring cluster gear in the transmission.
The first week he had the engine, he went to the drag races. The car

ran Quietly with no trace of fuss or bother and turned a respectabl~ 82 mph
in the quarter mile, or about as fast as the average Olds 88 or Jaguar XK-120
roadster. This was Sunday.

Monday morning he got up early to start complaining ... other G:\ICs
had been- faster. This was true, for a "'50 Chevy coupe had turned 95 that
day for a new record. We tried to explain that this other car was not suitable
or reliable enough ior the type.of driving which he intended to do, and that
the other engine had been asstmbled, toa:ethu with a Ford transmiuioll,
at far greater expense than the custOIMr had indicated he was willing to pa~·.

He then informed us that his other car would have to do for the str«t­
that this new GMC had to go out and get RECORDS! Since that time the
car has been modified as foUows: ­

4-.11:1 gears, super cam, three·carb manifold without heat, headcflI
and dual exhausts, 270H head with large exhaust valves, dual v:.lve
springs and competition retainers, 4" stroke 270 crankshaft, and other
modifications too numerous [0 list here.
Almost the original cost of the enginc was expended needlessly. This

could have been avoided had the man faced facts before ordering a mildly
converted road-type engine.

So - buy everything with the final picture in mind. If rou use your car
for transportacion, but stil.! wOlnt Olil-out performancc, keep n spare stand-br
engine to use if the GMC "cou~hs its coolcie:;." Or - kttll the' modifications
within the limits which we will describe' for an economical and reliable road
job.. An all-out GMC will not be more prone to blow.up th:lrl any other
eng~ne. In fact, they are more reliable than Ford V-8 or :\Ierc (flatheads)
en~lnes. BUT, bl~w-ups happen when racing even the mOSt expensive engines.
Witness those which fall by the wayside each rear at Indianapolis!
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1950 Chev/GMC provides
its owner with fast, de­
pendable transportation.
Arrow shows typical spacer
used to move radiator 1.5"
forward.

HOW MANY HAIRY-LEGGED HORSES
FROM A GMC?

TYPE
OF
USE

ROAD

He<
ROAD

HOT
ROAD

'"OUT

CUBIC
INCH
DISPl.

292"

292"

320"

292"

EQUIPMENT

270 block & crank with early head, Jorge
intake & exhau.t valves, dual co,bur"ta",
~ com, 8,5: 1 compr....lon ratio

270 block & cronk, 270H Or 302 h"ed,
1·\1/16" .xhault velves, 3 CO,b" hlJl·race
com, 8.5: 1 c.r.

302 block & head, 270 or 302 cronk,
1·11/16" ex. valvel, 3 corb., fuJl·race com,
8.5:1 c.r.

270 block & crank, 270H or 302 head,
1.11/16" u. volval, 3 down·droft er Ilde·
droit cerbl, luper cern, 9:1 c. me,e c.r.

HORSEPOWER
OUTPUT

Gasoline ~ Alky

180

'"

'"
'"

'"OUT

MAXI·
MUM

MAXI.
MUM

320"

292"

320"

302 bleck & head, 270 or 302 cronk,
1.11/16" ex. VOIV"', 3 dewn· er .Ide·droft
carbl, luper com, 9:\ c.r. or more.

270 block & cronk, FISHER 12.Pe,t Head,
Iwa 0' I;X cerbl or HILBORN Ini"ctlan.
Super cern, <ampr"..;on 01 duired.

302 block. 270 a. 302 cronk, fiSHER 12·Pa,t
Head, two a. lix ~orb. 0' HILBORN inject"
.upe, cam, camp....lan o. de.I,.d.

23S

'"

"0

'"
NOTE: All ,otlng. Or. opprox;mo!. and from ."!,,nl;ve ""per'.nce we f"el th"y are ~an'

lervotive. Re!ing. or. fa. engines'luned for be.t fuel/o;' ratio and .pa.k selling.
Supe, (uell provide mo,. han••• Rating. ouume u•• 01 a duol·coil ;gnil;on .yOlem.
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THE CONSERVATIVE ENGINE
Producing from 165 to 185 reliable hOrKpower. depending on equipment

and displacement, a GMC such as this provides exciting motoring at com­
paratively low construction and operating costs.

DISPLACEMENT

Several displac~ment (engine siu) combinations may be successfully used
in a road engine. Most common is the 270 block and crank assembly using
3·15/16" pistons to obtain 292 cubic inches. My personal favorite is the 270
block bored to'3-15/16" :lnd using a 228-248 crankshaft with 3-131t6" stroke.
Although the displacement provided by this combination. is only 279 cubic
inches, little if any horsepower is actually lost since both piston speed and
friction afC markedly redu~d. Such a combination provides better economy
of operation and engine life than when the 270 4-inch crank is used.

To install the shan-stroke crankshaft in a 270 or 302 block: without
sacrificing compression, .093" should bt milled from the cylinder-head gasht
surface. This is true only for die VENOLIA pistons and 270 heads. Wh~n
wing a 302-type hnd, mill die .093" from the block gasket surface to allow
the flat-top pistons to come flush with the top of the block:.

LOWER END

.Assemble the lower end, using stock GMC Morraine bearings, preferably
the newer "400" type. Use stock clearances for the rod, main, and camshaft
bearings. No extra clearance is needed or desirable. The cranlcshaft should
be grooved. While the VENOLIA or FISHER pistons are supplied with
.006" and .008" clearance on the skirt, one-half this clearance may be safely
taken up by "knurlizing." You may order your pistons lcnurlized at slight
extra cost.

Pistons, connecting rods, crankshaft, flywheel, and pressure-plate assembly
should definitely be balanced.

CYLINDER HEAD

Use an early 270 model with 1-15/16" intake and 1.11/16" exhaust
valves. If you have any doubt in your mind about whether or not you might
want to build a hotter engine later, buy a 270H or 302 head instead and
install the valves recommended above.

ROCKER ARMS

If you have a set of forged rockers, these may be used if the cam you
install has mild valve action. These should of course be rebushed and installed
on a new shaft. If a new set of rockers is needed, purchase the fabricated type,
GMC No. 2193772.

CAMSHAFT

A ~ or Su~r til camshaft may be used in this engine. Several are now
available which provide a smooth and quiet idle which is difficult to distin~uish

from the stacie. grind. At the same time, they give good acceleration :Ind top
speed.
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Under-chassis photo shows crQss-over pipe to right muffler, and special
header takeoffs. Installation shown uses 1949 Ford transmission, lincoln
overdrive and 26-tooth·c1uster gears.

CARBURETION
A dU21 c:uburetor int2ke manfold with STROMBERG BX-OV2 ur­

buTttors is rcrommended. Either a McGURK or NICSON unit rn2Y be
ust:d. It is best to buy the complete manifold ilSSCmbly including carburetors, .
linkage, and fuel lines. Specify that you want the manifold "with heat" and
indicate the type head with which it is to be USN. If you plan to use a pair
of your own carburetors, be sure to indicate the Range size you want (either
Iy.j: or l}/z SAE). Otherwise, the manifold will be shipped with undrilled
carburetor-mounting pads.

COMPRESSION
The 8.5:1 compression ratio provided by the VENOLIA pistons is

perfect for road use with ethyl-type gasoline. A t:'i-Rrind camshaft should
definitely be ust:d with this ratio. When 3·15/16" bore Rat-top pistons are ust:d
with a 302-type head, mill the cylinder-head-gasket surface .125" to obtain
8:1 compression.

IGNITION
A stock Chevrolet distributor equipped with a FlSHER two-coil con­

version kit will provide positive ignition at any RPM you will want to
operate your engine.

EXHAUST
Stock: GMC exhaust manifolds have ample capacity for road-type engines

if large-diameter exhaust and tail pilfCS are used in conjunction with a single
straight-through Buick. muffler. I f two mufflers are used with a split manifold
or headers, usc two stock-type mufflers. as steel or glass-pack types will be
illegally loud.
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"Running. in" your GMC on a stand allows carburetor, tappet and linkage
adjustments to be mode while everything is still accessible.

HOT-ROAD ENGINE
GMC's modified to this specification produce 195 to 225 H.P. 00 gasoline.

When alcohol (methanol) is uSt:d, this jumps to a respectable 222 to 242 H.P.
Maintenance and o~rating costs are greater than for a Conservative Road
Engine.

DISPLACEMENT

USt: either a 270 or 302 block. .At. 270 bored to 3-15/16" provides
292 cubic inches with the stock: stroke. The 302's may be bored 10 4Y," to
get 320 inches with the stock: 4" stroke. Larger bores arc not r.ccommended.

NOTE: Eilh,r 270 or 302 blo,k, moy b, equipped wilh a 228.2<18 cronkohoh 10 g" a
omoalh.,_ "'ar. ecana,.,icol .ngin•. Th. oho"., .trake prow;o... I... Irictian
and lower pitton 'pHdo.

LOWER END

Assemble the lower end with stock rod, cam, and main-bcarin~ dearancc~.

Use MORRAINE (stock GMC') bearings, preferably the n~w "-1-00" scri'e~.

When fittine: solid-skirt FISHER or VENOLlA pistons, half the recom­
mended clearance may be removed by knurlixing to provide impro\'ecJ oil
control and quieter running. Fit slipper-skirt types to maker's re<:ommen.latinlls.

Dynamically balan<;e the rods, pistons, crank, flywheel and Ncssure I)latl."
before assembly. Modify block for full-Ho oil filter. Provide four additional
holes (7/16" SAE thread) in 270 cranks to retain a 1938-39 Chevrulet-truck:
flywheel.
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CYLINDER HEAD
A 270H or 302 head with 1.11/16" exhaust valves should be installed.

While the intake guides may be tapered or chopped off, this will not add any
measureable horsepower and will increase guide wear greatly.

Careful attention should be taken to remove all sharp edges, casting
irregularities, and ridges from the combustion chambers. If a cc. glass is
available, the volumes of all combustion chambers should be equalized.

While the 302 head must be used on the 302 block on all bores larger
than 4", usc of the 302 hud on the 270 block is possible and recommended
since it permits the use of hi~h compression ratios without need for premium
gasoline. Flat-top pistons must be used with the 302 head.

ROCKER ARMS

Usc fabricated type, GMC No. 2193772.

CAMSHAn

Install a full-race camshaft in this engine. When you order, we will be
happy to recommend a suitable grind which will provide outstanding acceler­
ation and top-speed performance.

CARBURETION

lnstaU a thr~-carburetor downdraft manifold with exhaust heat box.
STROMBERG cuburetors arc recommended. HOLLY, ROCHESTER
or ZE 11TH may also be used. It is wise to buy the manifold as a complete
assembly, which includes properly adjusted carburetors, linkage, and fuel
lines. If using your own carbs, specify Range size when ordering, or the
manifold will be shipped with undrilled carburetor-mounting pads. Install
air cleaners on the carburetors. A stock fuel pump, or one of the new CARTER
replacement types M75I or M779 will supply adequate fuel for the three
carbs_

COMPRESSION

Approximately 8.5 or 9:1 compression is recommended. This will not
usually cause excessive detonation, since the additional overlap provided by
the cam actually reduces the effective compression ratiq.

Mill your 210 head .0625" (1/16") to gt:t 9:1 compresSion with the
VENOLlA pistons. Mill your 302 cylinder head .125" for 8.7:1 compression
with a 4Ya" bore. Other ratios are indicated in the table in the Head Section.

IGNITION

Modify a stock Chevrolet or GMC distributor with a FISHER dual-coil
conversiurl kit.

EXHAUST

Install a set uf cast-iron headers. Use dual stock muffiers. H~ader uh­
llffs may be provided if occasional racing is contemplated. S~ Exhaust Section.
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ALL-OUT GMC RACING ENGINE
The amount of horsepower produced by all-out engines depends greatly

·on the owner's or mechanic's tuning ability. In general, such engines operated
on gasoline fuel and used with a reworlccd stock cylinder head will produce
from 215 to 236 RP. With the FISHER IZ-Port Head and gasoline, output
will be from 258 to 285 H.P., depending on displacement and equipment.
When alcohol/nitro-methane fuel is used in these engines, horsepower increases
proportionately so that a 292" 270 produces well over 300 H,P. with the
FISHER head, or as much as 290 H.P. with a reworked stock head.

DISPLACEMENT
Use as much displacement as allowed by the rules; however, bores which

are excessively large should be avoided since they actually cause horsepower
loss at high RPM's. This is du~ to th~ fact that 'ballooning-out" at th~ middl~

of th~ cylind~r pr~vents proper ring action. This cr~ates excessive blow-by
which cannot b~ eliminated, ev~n with very severe rings. Horsepower blown
into the crankcase does you no good at the rear wheels! A 3-15/16" bore
should be consider~d maximum for 270 engines. 'While 4" bores in 270 blocks
have b~en known to provide good service, they will usually "poop-out" under
pressure. Stroking provides additional low-speed torqu~, but does not add
much, if any, additional H.P. at top RPM's. Most fellows find that their
stock 4" stroke engines are the mOSt reliable.

LOWER END
Pistons, rods, crankshaft, flywheel and pressure plate must be balanced!

Crankshaft main-bearing· journals should be grooved for additional oil
supply to the connecting-rod bearings.

NOTE: There i. 'Ome di.ag,..ment among GMC Owne.. o. 10 whethe' g,ooving 0 crank
i. beneficial or delrim.ntol. Stock GMC engi';e. have remarkable lo'ling
quo)ilie' will. thei, "vng,ooved" cronklhofu, but the high RPM developed by
modified engin." moh, grooving 0 nece.,ity.

If you are using a 270 cranle, it is absolutely necessary to drill .and tap
four holes in the crank flange for additional flywheel retaining bolts (7/16"
SAE). Chevrolet bolts are used. Matching holes must be provided ill the
flywheel.

When grinding the crankshaft, provide an additional thousandth oil
clearance by finishing the journals undersize. In other words j · instead of
grinding the rod and main journals 10 .010, tini~h t!Wlll to .011 un,kr~izl',

Use stock GMC rod and main bearings (j\-10RRAINE). No alig:1l
boring is needed, nor are all-steel centn-maill-Ix'aring cap~ Ill'l',kd. SI,Kk
"heavy" main caps may be strengthened by mOllifying- tlll'lll a~ per the
following drawing. This method is superior to the installation of a machined
pair of suel caps, since the complete raps must he ali1,;n-bored to lit e:lI:h
block, This is a needless e~qlenditure.

Solid-skirt pistons should he fitted with from .lH2" to .Olb" clear:l1\ce,
slipper skins with ,008" to .010" llepending on rnanufacturu reeolllrnenuatioll$.
.Fit wrist·pins in pistolls with an ea~y thumb-press lit at room lemper:HurC'.
While this is clln~idcrably Imlsl'r than i~ usually cunsidered ,",ood practice, it
is essential til ill~un' that the pin will he ahle to turn in the Ili~ton in the
event of ruJ-lJUshing: seizure.
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Using FISHER neod orod occenory-drive onemblies iro corojunction with
a 270 GMC block bored 10 292 cubic-inch displacement, lawrence Brae·
chini and Roy Semos booted "5roool" 10 166.66 mph 01 the 1954 Bonne­
ville National Speed Trials. The cor 0150 uses a HILBORN Fuel.1roieclion
System, HOWARD F-7 Cam, FISHER Pistons, and a MEYER· DRAKE Water
Pump. Photos are presented courtesy of MOTOR LIFE, which magozine
feotured the cor in their October 1954 issue.
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- NEW ALLEN-HEAD CAPSCREWS

_STEEL CAP I" TO 1.5~ HT.
1.25 WIDE BY 4.75 LONG

STOCK G.M.C. HEAVY-MAIN

CAPS, CENTER TWO ONLY,

CUT OFF FLUSH WITH BOLT

BOSSES- USE LATHE· MILL
-THREAD PROTRUDES I-ItcH

Hot "Jimmies" need to breath in more ways thon one. To eliminate
oil blowing 011 over your engine, instaillwa 1950 Chevrolet breathers on
the left side of the pon obove the normol oil level. Toke core thot they
dear thrall Ie, steering, ond exhoust components. Two accessory breath­
ers should be installed on the pushrod cover. Note the extro holes
for the flywheel.

CYLINDER HEAD
Modify a 270H or 302 <;ylinder he:lll per the directions In the Head

Section, or install a FISHER 12-Port Aluminum Cylinder Head.

ROCKER ARMS

Use fabricated type, GMC No. 2193772.

CAMSHAFT
Use a super racing"grind camshaft. Severnl nre available, and of coursc­

each manufacturer says that his is the best. \Ve prefer to recommend a cam­
shaft when you place your order, since rapid nuvances occur in this field
from month to month.
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CARBURETION
Use C'ilhC'f thr('c downdrah, five downdraft, or "three" sidcdrah carbur­

etors on a reworked stock hC:'ld. FISHER heads may be used with twO side­
draft c:uburctorl', flld injedion, or custom manifolds. Use alcohol fuel if
it. is pcrmi!tC'd. If ruu fail 10 do so, you acctpt a terrific handicap. Sec
Fuel Section for details on the U~ of this potent fuel. Remember that the
entire fuel-supply system, as well as the carburetors, must be reworked
to use methanoL

COMPRESSION

Thue is a common misconception which says that you should use aU
the compression possible with alcohol fuel. Our own, and the experience of
others indicates that this is not the ~. Somewhat lower comprtsSion with
a well-tuned engine will produce morc H.P. than those fantastic ratios of
Hand 16:1 which are often 'recommended.

Look 3t it this way - Consider your engine as an air pump, for that
is what it 3ctually is. When compression is increased, the power extracted
from the fuel is also increased (provided detonation does not occur). If the
compression is increased to the point where the engine does more work in
compressing the charge than it gains back from increased power, then a point
of no return has been reached. Just where this point occurs would be hard
to say without expensive and extensive tests, and it will certainly vary with
individual engines. The point is affected by camshaft duration, cylinder-head
combustion-chamber design, cylinder-head material, and displacement. Personal
experience leads me to believe that approximately 9:1 is the most which can
be used on ga$Olines which are generally available today. 12:1 is a good
maximum figure for either the FISHER or reworked GMC heads for use
with methanol fuels.

IGNITION

Use a dual-point, dual·coil distributor - or a VERTEX (Scintilla)
Magneto. Don't handicap your all-out engine with a mediocre ignition system.
The FISHER two-coil conversion kit allows you to convert your distributor
{or positive, high-RPM operation at low cost.

EXHAUST SYSTEM

Usc exhaust headers. No exhaust heat should be uscd on the intake
manifold. Equip track cars with a system to carry the exhaust to the rear.
Ending the header at the firewall saves only a little weight, and may allow
choking fumes to billow into the driver's compartment. Drag·race machines
should usc headers as short and lightweight as permitted. Direct the exhaust
away from 'the driver.

Mufflers are seldom used on all-out engines. If such an engine must be
run with mufflers, make sure that the muffler system is adequate. Do not choke
off the horsepower which has cost you so much money to obtain. It isn't
good economics!

If you can stture the services of an engine-test-laboratory's dynamometer,
by all means do so. The money expended will be repaid by increased per­
formance.
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SINGLE-CARB TRACK ENGINE
Many "Sportsman" racing clubs throughout the United States aUau'

the 270 or 302 GMC engine to ~ used in a Chevrolet chassis, providing the
exterior of the engine retains a comp)C'tely stock: aplKarancc. "Anything g~s"

on the interior!

DISPLACEMENT

Use every cubic inch the association "allows. Others will do so, and rou
accept a needl6S handicap unless you follow suit. Remember 1I1al cubic inch~

arc the cheapest way to get additional horsepower.

LOWER END
Balance pistons, rods, and crankshaft. FI}'whed and prtssure. plate should

also be balanced. Add four firwh~1 retaining holes in :nO-type .:r:mk ll.:lIIge~.

Drill and tap (nne for 7/16 SAt: Chc\"y crank screws. GrooH aanJ.:$h•• tt
journals. Modify block for full-lie oil filter. Grind n'lllJ.: ;Ill additional
thousandth undersize to provide additional 011 deuallce. U~e :\10RRA.I)\[
"400" bearings throughout.

Fit solid-skirt pistons With .012" to ,016" deawnce, sllllr('r-~kirt l~'Pts

with .008" to .010", Wrist pins should bt: fit into pI$tons to pro\'ide all l"asr
thumb-push fit at room tem~rature (10°F).

CYLINDER HEAD
Modify a 270H or 302 crlinder he:\d per the dirtttions in the Head

Modification Section,

ROCKER ARMS

Use fabricated trpe, GMC No. 2193772.

CAMSHAFT

A slightly different t)'fle of cnm~haft is required for this t~ Pl' of ra\"in~.

Install a grind which providL-S hi~hcr lift than a Full-Ra\".: Griml, wilh
shorter timing (duration of valve opl'ninl;). \Ve will be glad to fC(Omlllcnl!

a cam which will produce peak puwer from a sillgle carburetOr.

CARBURETION
Use the 270H intake llIanifold on either :1 270H or 3()~ heatl. This

manifold has sli~htly lwttcl' 1)\Irtin~ than the 302 llunifoili. Ahhnll1;h 1111 .Illal­
throat carburetor will ,tdt'qu:ITl'l)' sUI'I'I~' the 11I"l':lthinl.: rcquil\'ll1l'lltS of a
modified Gl'dC wg:int'. the SlTom!lcrg Tnw 1·:1-:-]] (usl,.l Il'l SUIl1l' ,'ady
Buich) h:'ls b.:en trsh',l :l1ltl {"1II1,1 10 \l'urk llttilL' \I'd!. :\11 allalllcr must be
purchased (or made) ttl lit the fnur bolt carburt'wr llalll,:l' til the: two bolt
pOlttern uf the 270H 1ll<l"ifl,ld.

If all-ohnl fuel i~ l'c:rmillCtl - USE ·IT! ~lll,lif\" fhl.' abo\"e carb:ls
follows tu tlSe this type uf ftld, (>ther cll-tails on "alkr'" are (ulltailll'tl in the
Fud SL'(tioll.
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Stromberg, EE-22 shown on adapter which allows its use with 270H
manifold for use with 270 or 302 heads.

MAIN JETS
IDLE JETS

.086"

.033"
NEEDLE SEAT
DISCHARGE NOZZLE

.120"

.136"

Drill discharge no<-:<-:Ic almost through to end, then Ii.le notch in underside
to disclose .136 diameter.

We do not fed .that a 4·barrcl carburetor will provide any more per­
formance on the track.

COMPRESSION

Modify your cylinder head and/or block to obtain approximately 9:1
compression for gasoline or 12:1 for alcohol fuel.

IGNITION

If ignition modifications are allowed, use a FISHER two-coil conversion
on your 'Chevrolet or GyIC distributor. If nothing extra can show on th~
outside of .the distributor, use a set of high·speed points in the distributor,
and set them at .012". Spark plugs for this type of racing are usually
CHAMPION J-6 or J-3 for gasoline, or J.2, J-3 for alcohol blends.

EXHAUST

Make the exhaust system as light as possible. If the stock exhaust
manifold must he used, instnll :1S many additional ourlet flanges as are
permitted. Straight-through exhaust pipes should be routed to the reaf of
the car, since a header .which ends just under the firewall pours choking
fumes into t!ll; cab, causing extreme driver discomfort.

OIL TEMPERATURE

Where engines such as these are used for daytime racing, the oil tempera­
ture often gets excessively hot. To avoid the possibility of hearing failure
from this cause, insert an oil cooler in the full-flo-filter circuit, We can
provide these coolers, together with the necessary regulators.

1.4
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Wallie Bronston, of Toronto senT me This informaTion on how he has
set up his highly successful single-carburetor competition jab. II may
provide some good ideos for your own machine. Remember to gel
that GMC as lorge as possible, and use a cam designed for the purpose.
Every pound of weight you 'can toss ouT puts you that much nearer to
the checkered flag. Here's Wallie's leiter:

Dear Bill:
O.K. ,hang on to your cap chap, here we go. Just

keep it south of the border, as it really works.
The frame must have an overall twist of approx.

7-, obtained by tying down the right-front and 1eft­
rear corners, and jacking up the opposite corners.
This places the weight on the right-front and 1eft­
rear wheels.

Camber

Caster
Toe In

ALIGNMENT
Right

1-1/2 degree
positive

1 degree
positive

1/2 inch with the wide

Left
3-1/2 degrees
reverse

2-1/2 degrees
positive

slick on the right

Tires for paved track: Left front, 6.00x16;
right rear, 7.00 x 15, 8" sUck;
and left rear, 7.00x15. 6- slick.
Pressure according to track surface
and weight of car.

Chain the left-front COrner with not more than 1-1/2­
slack. Pull the right front end of the axle forward
1 to 1-1/2-.
Springs: Left front, stock spring with two leaves

removed, ends trimmed to clamps; right front,
stoc~ spring with four extra leaves; no arch in
either front spring. Right rear, heavier than
stock spring with three extra leaves, no. arch.
Left rear is the same as right. with only one
additional leaf. Shocks are set up according
to the track surface. With thi~ $et up, when
full power was applied on the corner, the back
end would drift out nicely. Steering is set up
according to the driver. In order to tow the car
with this set up, a 4.75x15 tire is required on
the right front, and a 6.00x16 on the left.
Well, that's it, Bill. I'm changing a few lUore

things this year to get it around the corners :still
faster,including moving the engine bflck. Will ... rite
again soon and send more photos.

Wallie
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REWORKED VS. STOCK CHAMBERS
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CYLINDER HEAD
The three types of stock GMC heads currently available, plus the

FISHER 12·PORT, provide a wide range of choice for the Gl\llC enlhusia~t.

Each of these assemblies may be used on the 270 and 302 blocks and con~i$["

of the S<1f1Je basic component parts which include: q·lindcr head, valve j!uiJes,
intake and exhaust valves, valve springs (single or double type), !lx:ater
washers, spring retainers, valve keepers, water-temperature fitting, rocker-arm
oil-line fitting, copper rocker-arm gasket, and bead bolts. Abo included are
the combined water neck and thermostat housing - and perhaps most
important, a 1800 thermostat.

WHICH HEAD?

While any of these four heads can be installed on your 270 or 302 block,
the choice is somewhat simplified when the variables are considered. First of
all, don't scoff at the seemingly tiny ports of the earl)·.style 228 through 270
heads, as these are actually the best for pleasure-car use. They not only
provide better low-speed carburetion, but also provide smooth idling and
excellent city-driving performance. They will usually provide more miles
per g\lllon of gasoline than the larger ports of the 270H and 302 heads.

All of the aforementioned features are important to consider i/ your wi/e'
mUf! drifJt tnt ctlr - btlitfJt it!

The 270H and 302 heads are recommended for hot road jobs and
competition engines used for drag and top-speed racing. As shown elsewhere
in the manual, these are interchangeable on 270 and 302 engines, providing
the proper pistons are used. The 302 is actually somewhat better than the
270H head, since its D-shaped, quench-type combustion chamber provides
the additional advantages of resistance to detonation and ping.

The FISHER HEAD is for the G~IC owner who wants the utmost
performance from his engine.

EARLY 270 HEADS - 2071456

Smooth the combustion chambers, round the combustion-chamber edges,
install 1-15/16" intal.::e, and 1-11/16" exhaust valves. Blend the alignment­
ring counterbores into the &eneral contour of tne siamese intake ports. Remove
rough spotS from the pons. but do nOt polish. A l,f' shell reamer can be run
into the ports about one inch and the r«uhing bore blended into the rest of
the siamese intake DOn. We usually blend in the counterhores and remove
the rough spots with a die grinder and skip the reamer operation, as the
intake ports of the early heads are notoriously thin.

270H CYLINDER HEADS - 2193505

For really hot road jobs or all-out competition engines, the 270H head
,,"orks out very well. For conservative use, the 270H provides slia;htly rough
low-speed performance and is !lot usually used unless the owner is desirous
of maximum performance in the rangr. above 4000 RPM. The larger ports
of the 270H head will not cause an enll:ine !O "sign off" from lade: of breath in!:
at high RP:V1. I f there is a doubt in your mind as to the performance you want
from your engine, buy this head or a 302 head and you'll not be sorry later
if you want to go all-out.
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For hot road jobs, smoothing the intake-port alignment-ring counterbores
into the pOrt contour is recommended, together with matching the intal.:e
m~ifold to the intake ports. Install dowels fur positive alignment. In addition,
the valves should ~ replaced with 1.15/16" intakes, 1-11/16" exhausts. The
combustion cham~rs must ~ smoothed out, and their edges rounded. Special
care should be paid the ridges around the valves, since these will become
red hot and cause detonation if they are allowed to remain. Do not waste
your time polishing the ports or trying to enlarge them further. They are
3lready monstrous 3nd polishing will not measurably assist the airflow into
the cylinders.

NOTE: In .m<>olhing oul Ih. ;"Iok. porto, you may ""ol•.I".ough" on. of lh.
h.od·boll hole. clue 10 lh.i......y (10•• ptoJlimily 10 Ih. port woll •..,Iion. If
y~ do, u'. a f1al wo.h••• w.1I cool.o wilh ' ••mol.", ",no., I". h.od of
Ihol pa,licular h.od copur.w. Thi. will pr....ent leoning·oul of I"" mi)<lu'.,
pouibt. bu.ning of 0 pi.ton "'od 0< "'01...., 0' d"tonol;on du.ing lull·lh,all;"
operolion.

302 GMC CYLINDER HEAD-21941S6

A stock 302 GMC Cylinder Head is a potent piece of racing equipment
as it comes from the factory. However, mild reworking enables its full
potentialities [0 be fully realized. Superior to the 270H style from several
stand points, including slightly lower cost, the 302 heads may be installed
on 270 blocks when the proper flat-top pistons are used. The "D-Shape" 302
combustion chamber is similar to that used by Cadillac and Oldsmobile
and its quench area provides the advantages of high compression together
with good resistance to both detonation and spark knock.

Although already large, the siamese intah-port contours may be faired
into the alignment-ring counterbores.. Further enlargement or polishing is not
necessary. Stock l§i" exhaust valves snould be replaced with 1-11/16" valv~

for best performance, especially with heavy valve-spring combinations, as the
stock 302 exhausts cannot be used with the required competition-type spring
retainers. Sintt no hard seats are used in the 302 head, enlarging the exhaust
ports is a simple proce:ss involving only the use of a 600 or 700 reamer or
valve-grinding stone. Reseat with a 45 0 stone. Blend in the port contours
somewhat, but don't waste your time enlarging the exhaust ports as they
already have adequate dimensions.

If you plan [0 use a 302 head on a competition engine, the stock intake
valv~ should be replaced with 1-15/16" valves for a marked improvement
in breathing.

EFFECTIVE VALVE AREAS OF STOCK VS. OVERSIZE VALVES

1·~" stock exhaust valve = 2.16 square inches
l-'W' slack intake valve = 2.55 squore inches
1~11/16" oversizeexhousl = 2.65 square inches
1-15/16" oversize intake = 3.0..4 square inches

A convincing argument for oversize valves is almost shouted by these
figures, which show effective valve area at 0.5-inch lift. The effecliveness
of big valves is greater than stock from the Inament valve lift begins.
For some excellent ond accurate information on valve lightening, valve
size, and pori sizing, see Chuck Eddy's fine CAR CRAFT MAGAZINE
articles in the September ond October 195..4 issues.
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A graphic comparison of intake-port size: 270H or 302 head olop on
early 228 through 270 model. Laler head has over 50% more intake-port
area, is ideal for high horsepower production_

Used heods should be sandblasted and carefully examined before re­
working, since cracks often appear in the area shown. Cracked bodly,
this head was not suitable for reuse.

COMBUSTION CHAMBERS

The rough, sand-cast finish of the stock-head combustion chambers gets
very hot and causes detonation, a phenomena which greatly reduces engine Iife_
The combustion chambers should be smoothed out and the edges rounded,
regardless of. the type of u~ to be given the engine. Smooth the surfm:es with
first rough, then nne sanding discs or drums. If a grinder is not available, thc
polishing can be done with successively finec gcades of emery doth mounted
in a slit rod which is chucked in a }1i" drilL

PORTING

While porting the stock cylinder heads is a simple job (no porting is
required on the FISHER HEAD) if the proper tools ace available, we ace
equipped to handle these details for our customers. Before poning a used
head, or doing any work on it at all - sandblast it! Then check it carefully
for cracks as the GMC heads are prone to tracks along the top. Although
cracles can sometimes be successfully repaired, it is best to start with a head
which shows none.
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BIG EXHAUST.VALVE INSTALLATION

Stock-size GMC exhaust valves in early or late 270 arld 302 cylinder
heads will not adequatel}' h;mdle the exhaust produced by a hopped-up GMC
engine, and their use will T6trict essential breathing. Our aYM.momcter tests·
have conclusively proved that the addition of a set of 1-11/16" exhaust
valves will add as much a~ ten horsepower to the output of a 292-clibic-inch
GNIC engine, with larger increases from bigger engines. These varves' are
available from us, read)' to install.

The first step in their installation is the removd of the hard exhaust
seats from the cylinder head. This is accomplished with a chisel bent to fit
through the exhaust ports, and a very large hammer. The seats are usually
difficult to start out, but (lnce they begin moving, the battle is won! Since the
seats are extremdy brittle and subject to disintegration from the concentrated
pressure required for their removal, it is wise to wear safety glasses or an eye
shield when removing them. Thcrc is plenty of metal at the point where the
chisel contacts the back sidc of the S\:at, so llon'r worry about going through
into the water jacket with the chisel.

Remove the exhaust hard scars and blend-in the ridge on the solid side.
Do not grind straight down except where this can be done without going into
a port wall. The solid sides of the port must be smoothly tapered into the
general port contour. Avoid that temptation to grind sraight down or you'll
be buying some expensive water-jacket repairs - or even a new cylinder head.

Extreme carc is needed to make sure the grinding wheel docs not contact
the edge when: the valve pm:ket meets the combustion chamber. This rim
becomes the 45° scat for the 1-11/16" exhaust valve. To keep exhaust-guide
temperature down, grind these off until they are even with the "roof" of
the port. The 1-11/16" valves have a slightly larger-than-stock diameter and
an adjustable guide n:amcr is re'luired for their installation. YOllr local auto­
parts house should be able to handle this for you.

IACTUAI. 51:.....1' WIOTH

.ObO IN. TO 070 1101 \NTAl(E~

.0701f'l. TO .080 IN O.1'IJl,U!lf

.OQS IN, TO .I()S 'N WIT\< EJ.W'l.lST
IH'.Il,TS

Angles and widths for grinding or r(~~cating your valve~. All measure­
ment5 perlain 10 a lightened and reshaped valve. Diagram caurlesy C()r
Croft Magazine.
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Early 270 head with (1) stack exhaust valve, (2) ~lack i"tok(', (3) 1-15 16"
lightened intake, and (4) 1-11 16" special exhaust. lower pholo of some
head: (5) slack intake port, (6) reworked (ported) i"loke porI, (7) rew-orked
exhaust, (8) Slack ellhausl with hard seal removed prior 10 porting oper­
ation. NOle polished center chamber. Smooth cambustion-chon'ber
surfaces ore more imparlanl Ihan gloss-like ports.
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McGurk triple-carburetor manifold with Stromberg BX-OV2 carburetors.
This same manifold is availal:-le in five-carburetor form at slight addi­
tional cost. McGurk cast-aluminum rocker· arm cover is also shown, to­
gether with Nicson cost-iron headers.

Even though Ihe factory lakes the trouble 10 stomp "UPPER" and "lOWER"
on the reor.main bearing halves, GMC's are occasionally auembled with
these reversed, cutting off oil to the rear-main and No.6 rod.bearing
journals.
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GMC VALVE COMPONENTS
Many cams available coday provide lift at the valve up to as gre,n as 0

inch. Thus, extreme care must be used when installing valve guides, \'ah-e
springs, push rods, and retainers if expensive nQises ore 10 be m:oidtd.

Points to watch for are allowance of :It least 1/16" cle:u:'mce bet\\"l~tll thl"
bottom of the retainer or oil $tal and the top of the guide when the ,",Ike
is at maximum lift. Otherwi~, bent pushrods, broken tappets, broken rocl.:tr
arms and shafts - and long sad !Ot;tS will inr'l'itabh ruult.

Outer valve springs should be compressed co a total inslallell Irnt!th (If
1-27/32" with the valve on its seat. If inner springs arc useU. a spe.:ial
competition type is required. Don't be tempted to lise the slightly chenpn
Buick inner valve spring as these become "coil-bound" when InstalleJ with
almost any of the ~ or more radical clllnshaft grinds which are usually
supplied.

A further point of consideration is that high racing ~peeds sometimes
cause early valve-spring failure, especiallr when the springs 3re compr~~(',1

farther than intended by the designer, Thus. it is wise to rt'place all of the
valve springs in a "super" or "all-out" engine at least OllCC a season; tho~l'

in a pleasure car, at least once per year,
For a positive check on the correctness of your instl1U;llion, make Ilk"

following test after installing the head and setting the tappets, "'ilh the
number-one cylinder on the intake stroke at Top Dead Center, pre"s do\\'n·
on the rocker ann to make certain that the valve C.11l be opened at Il'a~1

1/32" farther without met:ting any solid obstruction or resiitalKC.
Tubular-type push rods aT!: considered standard. e\'en fnr ro:\(I-joh U;('.

Made of ,057"·wall seamless-steel tubing, these push rods will \\"ith;t;lIId hi~h

RPM and the heav}' valve-spring pressures without Hexing: ur bcmlillg,

WARNING

All tappet adjustment Sl.:re\I"s must bc fully hach-ll uti Iwil.n'
attempting to bolt the rocker-arm assl'mhly illt\! plan', Odwr­
wise, at \e:lst one or more llushrmls will hl' hellt by the lrell1\'llll"u,:
pressure of valve sprinl.::> holdinl: the rochr$ :11 unu~\l;\1 all~k~

against push rods :llr~;\J)' :It maximum lift,

Pushrod lengrh ,1('pcnll$ on :>evcral ial'lnrs, il1dudin~ t1w r,l\l,' lit ":;ulI"h:,ir
to be used rhe allll1\lllt millt',l fnl1\l thl' <;I'lilld"l' h":lll :111<1/,,1' bl".-}.:, :lnd
the height' ot the valve SIl~l1lS ahll\'e tlll' r;-lindl'" 1\(':1<1. Till' :lll;.:h' ,d Illt:
rocker arm shoulJ he :ldjl1,tcd b)' \'aryin:,: thl' \'aln-,telll lwi~ht :'<' \lll" halt
of the rocker-ann :lelian l"':CUrs ";ll'h side lit hvrizuntal.

Tappets of either the earlr "lln'l''' rypl' lIr the bier 1111<', with [hI'

high cup may be U:iC:(1. 1'::1..11 h;IS :I,h-allt;Ij!t'S ;1I1t1 disaJv'IJHa~I'':' The li~hrl'r,

Jeep type re'luires ;'\ longer llushrud \\'hi..:h is morl' subjel't to lll'xin:,: :H hi:,:h
RPM, The s[i~htly heavier later trill: are u,:..:d with shunn, I\\un.: ril,;iJ
push rods.
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!-----VALVE STEM
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1 ++- GUIDE

Ll..r:::=====3:df-- LOCATER WASHER

2

1 •3
WINiII

-I;
J

.J!
.~

4 5
, . 0<- •
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Essential GMC valve goodies shown here include: (1) Tvbular Push·
rods, (2) Outer Spring, (3) Special Inner Spring, (4) Tension Washer,
(.5) Competition Relainer, ond (6) locoler Washer. •
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Nicson cast-iron heoders are designed for GMC engines. Burn-out proof,
they provide positive gasket seoling.

EXHAUST SYSTEMS FOR YOUR GMC
For the economy-minded GMC owner, as well as those who want

maximum' performance, an efficient exhaust system should be considered
essential. Many who give their engine loving care during assembly forget
1:hat, as do humans, engints have to exhale. Every modification described in
this manual, with one or twO exceptions, is_ designed to make your engine
breathe better. Don't nullify much of your modification work by tying your
GMC onto a stock or inadequate exhaust system which can easily cause a
rear-whed-horsepower loss -of 30 or more ponies. Either fabricate your own
exhaust system or get it done by an exhaust specialist, as the Chevrolet com­
ponents will not fit. If you wish to use a single muffler, then get a large­
diameter Buick straight-through type with matching tailpipe.

Dual exhaust systems are preferred by most builders due to their added
efficiency and sound. Dual systems may be installed by using a stock GMC
exhaust manifold to which an extra outlet has becn added. Cast-iron headcrs
with outlet flanges matching GMC exhaust pipes are also available. These
new headers provide positive gasket scaling where the headers join the head,
a feature not available with Chevrolet types, sold for CivIC usc.

As the accompanying photographs show, headers can be made by the
individual eligine builder if he ,is a torch artist. I1l!ader making is definitely
not !fJr the nfJvice.

Dual exhaust systems will wurk very nicdy with a pair of stock Chevrolet
mufflers, but will prove most efficient when installed with stock straight"
through units.

If your machine is used occasionally for cumpetition, install a set of
header takeoffs. These call be Chevrolet gas-tank filler necks and caps. Weld
them onto the exhaust pipes, just ahe;;.d of the mufflers. A system thus installed
is legal for street operation, yet ready lor competition on a moment's notice.

NOTE: Belo,e you driye the ~or ofter instolling on exhoull Iystem, ched thol 011
of ill componenll deo' th" 1I"",ing, b'ohs, dut<h, ond g"o, .•hifr linkoge.
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T-type gear puller for Chevy-GMC crank pulley and gear. Arraws indi­
cate. holes to be topped for %-16 to permit easy liming cover and cam~

shaft removal.

HOW TO STRIP YOUR SHORT BLOCK
Carefully disassemble your shan block: a~mblf as follows: Rema\'e tht'

oil pan, oil·line fittings, oil-pump lock: nut and SCt screw, and the oil pump.
Remove the rod caps, checking that both cap and rod are l1umberrd (on the
camshaft side) to permit correct assembly. Rr:,m out the ridge at the lOll
of each cylinder, and tap out the pistons, DO NOT POUKO O:\" THE
RODS! The cylinders of rusty blocks should be soalc.cd with pcnetr:lling oil
before attempting to remove the pistons by directing h:llnmer blm\-~ thro\l~h

a sted drift placed against the piston wrist pin MRS, RClllo\"e thl.' cr:lllbhait
pulley with a gear puller which pulls against t\\·o cap:>crews thrtad('11 intu
the pulley hub. Remove the two capserews on the inside: of the frOlll-lllaill
cap and the small capscrews which attach the timing-gear co\"er to- the /rUlH

of the block, and remove the cover. Turn the crank: ulllil the two ,·:tlu:,h:ltt­
gear holes align with the screws which SttUre tht' eam:,hah-retaininl! I'I:ltc
to the block, Remove these, check that the No, I Ili~ton is at Top Ikill
Center, and remove the camshaft. Use the ~l':lr puller a~:lin, thi:, tim(' llll

the crankshaft ge:lf, Remove the Ihr~ fillister~he:ld :<I.:rcws and two c:\Il:'Crews
which 5e(:ure the front motor pl:lte. and tap off the frOllt plate. If ~'ou arl'
making a GMCChevy installation, you can throw ;away Ihe platt', ~in';l'

you'll be using a Chevrolet f'a:>senger-~-ar trlle:.
R~mov~ the main-cap bohs and main (aps, H'l\I\I\"(' Iht' .:rankshail. an\1

discard the rear-main oil st·als. Also rtlllO"c and dis\:ard thl' tirlling:'';'l\'er sl':d,
Remove nil of the blo.:k frl'('Ze jlhlg:S. This i" u:,ually d,mC' by dri\'in~ ;1 :'lIIall
chisel into the plue allil IlT}'il1~ outward, Rl'1lI0\'I' thl' H'ar e:ul1:,h:tit plu~,

and drive out the camshaft he-:lrillg:s with 11ri\"in).!: bushing:". TIll" hushing:s Ml'

available from us, or you can gl't Ihe joh llunc :It }"uur 111.;,11 :Iutu-paru house.
The \.1IU2; at Ihe rear :mJ the litlin{: al the frnnt at the oil {::l!ll'Y shoul\1

be removed and the g:alley rodded out. Befort further work or clt'aning: I::
done to the block, modify il for it full-Ho filtn, and ~l'l it bored. The-o h:l\"e
it soalced ovcrnj~ht in a deaninj! t:\nlc and 1'tC":lnl <"Itallc,l :lftuw:lrd.

Above all - read this entire manual ~fore l'hoosinl! the p:lrts for your
engine or attempting to assemble it. You'll be I:lad rou did,
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HOW TO MODIFY & ASSEMBLE
YOUR G.M.C.

BORING THE BLOCK

Bdore further cleaning is done to the block, get it bored. Order your
pistons ahead of time if you want the best possible fit. Clearance depends
on the type of use to be given the engine. Above all, impress on the machinist
who is to do the boring that the clearances you arc speciJying are those that
you want. This is a racing engine. even if it is' only to he given road use.
A great many engines have been ruined by machinists who had to foUow the
hook!

Fit solid-skirt pistons with .005" clearance for mild road use, .007" for
hot-road use, or up to .016" for all-out racing. Go ahead and shudder at the
last figure, but this is what we use on OUf own engine. Oil control is Ilot the
best, but it sure eliminates the friction and the h. p. jumps 'way up. Knurlizing
(a Perfect-Circle Process) can be used to obtain better oil control by removing
approximately )4 the total clearance. In this instance, the block is bored
to get the required clearance, and the knurlizing reduces piston clearance for
additional oil control without danger of "sticking." Figures are for bottom
of piston skirt - extra clearance automatically provided at top by piston
design. Fit slipper-skirt pistons for 302 GMC's pef manufacturer's recom­
mendations. Excessive clearances are not needed with this type, due to their
low-friction design.

COMPRESSION RATIOS

VENOLIA PISTON RATIOS

Rolio" .hown are probably lowe, Ihon Ih. actual comp,.uion rolio which will b.
obtained from Ih. in.lol1otion of th••• pi.lon•. Accu,ol. check can only b. mod. ofIe,
,he engine i. o..embt.d. Rolio. for either 270H or eo,ly head.

Stoek block and head..=
Block or head milled .090" _

Block milled .12S" _
Block milled .125", head .090 _

FLAT-TOP PlSTON RATIOS

8.2:1
8.8:1

10:1
12:1

following hov. been occurolely cOm pUled by Ihe cc. glo.. m.thod. flol, thinn.d
volv•• We'e u.ed, and combuslion chamber. polo.hed. 11/16" exhaust volv•• _ 302
cylind.r h.od, 302 head go.kel.

DISPLACEMENT 292" 296" 302" 320"

Stade chamber 7.0 7.1 7.2 7.'
.0625" Mill 7.5 7.' 7.7 8.1
.125" Mill 8.1 8.25 8.3 8.7

Special higher ,olio pillon. 0 •• 0100 ovoiloble for Ihe 302 0' exl,o charg. fo. Ih••pecial
machine work involved.
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PISTON & HEAD COMBINAnONS

The three currently ovoilable pistons for modified GMC's ore shown
here. At the left ;5 the Fisher pislon, designed for use wilh the Fisher
12.port GMC head. or in 0 270 block with a 302 head as illustrated
in the drawing below. The McGurk-made Venolia pislon in the center
is used in more converted GMC's 'hon ooy other pislon. When inslolling
the Venolio piston, the arrow-indicated indentation should be placed
toward the sporkplug side of the block. The McGurk slipper-skirt pisIon
at the righl is for 302 engines using the 302 head.

CYLINDER HEA.o & PISTON COMBINATIONS
270 HEAD 302 HEAD 302 H[AO • BLOCK

•o
o,
" VENOllA. PISTON

3.9375 TO 4.030

«
o
o,
"

fiSHER PISTON

3,'05 TO 4.0

Me GURM

SLIPPER SKIRT

4.125 TO 4.187

AVAILABLE SIZE RANGE SHOWN FOR EACH PISTON

RECOMMENDED BORES: 270 3-15/16-------- 302 4_1/1
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lOW-COST ENGINE INSURANCE

Remove pipe plug from existing %I NPT
hole. Equip with filling for W' 1.0.
Neoprene hose. Clean oil from filter
enters block at this poin•.

Sow screwdriver slot in plug mode
from a 9/16 x 18 copscrew. Stoke
plug in place by punch marking the
threads.

Drill a 19/32" hole, toper reom and
tap for ~ NPT. Install hose fitling for
out lei. Oil from pump exits here
through If.,,'' 1.0. Neoprene hose.

-
A

Thread to "A" with 9/16 x 18 top,
inserl plug.

FUll-flO Oil FILTER

f{c<:cnt tests by the Ford Motnr Company, as jluhlished in an SAl': paper
show that the inclusion of a full-Au oil filter (one which filters aU (Iii from
the puml) before distrihution to vital parts) reduced engine wear by the
following" amounts, as coHlparcu to the usual by-pass type lilter: Crankshaft
wear, 50'1<, less; wrist-pin w~ar, 6u'Yu Icss; cylinder-wall wear, 19% less;
and ring wear, 52% less. Much engine wcar starts by sand, cast-iron dust
and othcr forcign mattcr whidl cannot be complctely rcmovell from an enginc
when it is fir~t buill or overhauled. A hy-pass type lilter (Fram, A-C, or
similar) as installed on many Chevrolcts is strictly a compromise m~asure.

You are spending: a blrg:e chunk of doug:h for your GMC - protect
it by installing a 1946 Chrysler 6 Full-Flo Oil Filter. This filter is the only
one we have fuund suitable for the purpuse. Sold by ·Chrysler dealers for
approximately $20 as their #11?292r. Also buy onc line for the filtcr. This
can be cut in half and used for attachmcnt tu the %" J.D. inlet and outlet
hooes. Use neoprene hoses capable of withstanding at least ISO PSI pressurc.
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Reworking the oil pan is shown here allows inslallotion of a 270 or
302 GMC in 1949 and later Chevrolet chassis. Modification is necessary
to provide clearance for steering mechanism.

OIL PAN AND OIL PUMP

1937-38 Chevrolets may be GMCequipped without oil-pan modifications,
but the more complex 1949-54 Chevrolet steering arrangement makes modi­
fication necessary before the GMC can be installed. Modify pan to provide
}i" clearance under the front three rods. Fit plln closely around the front of
the oj( pump and the oil line leading from the pump to block. Pan will
remain stock depth from under the pump to the re:'lr of the engine,

If a stationary screen pump is used, cut off the vertical portioll of the
baffle at front, leaving only a small portion to position the screen.

The Roat-sereen-type pump requires no modification, but must be u~ed

with its companion pan.
If in doubt, install the assembled GiVIC lower end, less pall, in the

chassis. Do some cardul eyeballing- while someone turns the steering whed
from lock-to-Iock, The fit is close, but not impossible.

Fill completed pan with water and check eardully for le:lh. Hairline
cracks usually occur after the pan cools, and the~ must be re\):l.in'll. Sinn:
the stock GMC dipstick enters the pan ahead 01 the oil pUlllp, it is necessary
to install a new dipstick, usin!l: the followin~ Ford part,,: Indicatur (Jipstid:)
6750, Tuue 6754, Gasket 6753, Boss 6751,3 Rivets bJJY)·S" Fill p:1ll wilh
7 quarts of water and note height" in pan. I~osirion boss on pan ~\l its hole will
be above this level :Lilli oppositc the rear-intenm'diate lIlain ,'ap, Sh"nen dip­
stick and insert in pan, j\,lark full position, [ellllWC I 'It. of w,lter and mark
the ollc-quart low position. These lIlay he tile marks.

A Iypi<.:,d 1'1"\'" rh'd pall to pl'rlllit ( ;:\ Il' ill~(;IllaliOIl ill I<).j.'l-S+ l'lw\" '-Ult'l"
is shown here. Ch·'Il'lIl<.:e for steering" ran 0111.1' I,.. g":linnl br <.:areh,! re\\'urkillg:
uf thc pan. Bcndilll!," of tlll' idlt'r :um is tn Ill' aV(lidr,! silll'C this disturbs the
h;!~ic "tl'crin~ Kt'ouwlrr.

('"ssible (,rdC "ill'an "nd oil-pump n'1llhir1:1ti'll1s "n': Fl"at-typc {Hllllp.
Ibt' (;IVIC pan #211)11~(1; st,ltillllary-tyl'{' ~I'nTn pump, USl' (~j\IC \lall

#21,1.1+1.1. Sill\"(' oil pump ho,I.I' ,!luI ~I':II'S :Ill' Ill<' ":lllll' fill' hlltll \lUlllP~,

l';lhl'l' type r:1I\ [", ... "'n·n,,,l to 1110' uthn by dw snhs"tituti,," oj a fl'w parts.
To "lllll'nt nO;!1 1,\ p,' to st'lli"n:lry: '-~:\ I(' l',HlS 2 1,;b+.1~ (,,,,'.'r) 2I,~t>+3l)

(<,over), and 21.\11++,\ (sl'!l'l'll):Statiun,lrr til H(\,ltin~: Ci\IC part,;. 21.~71~!

«IIVI'r) alld .! I i(llH)~ (1!rJ;lt \I'ith 11l11'~ral ~nn·n).
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ASSEMBLY INSTRUCTIONS

GMC assembly requires no special techniques, but care is needed if the
engine is to last. After a complete and thorough block: deanin&. install brass
freeze plugs at front and rear, stock type 011 side. Install rtar oil-~al1ey plug,
c.am bearings, and cam plug. Align each cam-bearing hole with its oil-supply
hole in the block:. Install Ch.evfolet front motor plate with a well Pumatcxed
gasket. Punch mark: fillistcr-hcad screws in place. Tap twO ti x 16 holes in
front main cap. Lay upper-half of rear-main oil seal in block, lower half in
cap. Roll in place with round object and trim off excess with razor; Install
main bearing upper halves in block. Since other half has no holes, inttrdJangt
and calDJtropht COil occur! Do not align bore: main or cainshaft bearings. Lay
crank (which you have: already had balanced) in bloc!.: and install main caps,
torquing bolts to 100 foot rounds. No loch are needed on lhtst: bolts. A small
amount of Permatex should be placed on the joints where front and rear
main caps join bloc!.:. Place woodruff leey in cran!.: and drive on the crank. gear.
Oil cam bearings and install cam and cam retaining screws. Align timing
marks (See paJ,:l: 25). Check rod bearing bores (2.4568 is standard); if the
bores are more than .0005" out-of-round, install new rods. Install new wrist·
pin bushings as needed, reaming both these bushings and the pistons for an
easy thumb-press fit for the pin. Pistons, rods, and wrist pins should be
statically balaJlccd. Instail pistons on rods, add wrist-pin locks. Align piston
,ilnd rod assemblies. Install rings, oiling them liberally. Remove rod caps and
install pistolls in cylinders - using ring compressor. Carefully guide rod down
over journal, and install bearings with oil. Torque GMC self-locking rod
!luts to 45 It. Ibs. Install bloc!.: oil·line fitting, oil pump, and oil line. Tighten
set screw into oil pump "dimple" until it just bottoms, then back: off Ya turn.
DO NOT OVERTle; HTEN! Tighten set-screw jam nut. Install oil pan
with w.skel.. lnslilll liming cover, using new seal and gasket. Install woodruff
ltey and drive on the crankshaft pulley. A Chevrolet crank: puJley may be
used if ~" is cut off the shanle of the pulley where it butts against the gear.
While either the urly, "deep" type tOl.ppelS. or the laler "hi" kind may be
usc:d, this must be: d(.'\:iJe,1 before yuu order pushmds, sino: the choice delermines
pUlohrud lelll.:th. We prefer the "hi" l:lppetS :lOd short push rods, since this
...dds stiffness with"ut wei{::lu fur mure po5itive valve actuation at high RPM.
lnlot:all :tS.'oCmhled c)linller head with new J,::Iskct, and torque head bolts to
1)0 ft. Ibs. Head Kalokct sh,,"I,1 be clI:lu:d on hodl silles with aluminum paint,
then installed while paint is W(·l. Let ~cr ovemiKht anti rctunlue 10 the same
fiJ,:ure. A(ld pushrud~ and ml.'ker-;ltlll as...cmhly. Back off all tallpet-adjustin!!:
screws bcfl/tc lil-(lueninK m,:kn-s':uH.1 hllhs. 'lte sure to use the small copper
I-(a~kel under the hllnt rocker st;Ul(1 ur )IIU will lIot J,:ct pnlJler nil ~ul\Jlly to
thc tlIcker arms. IllstaJloil linin!!: at frullt of the main uil I-(alley, alld restrictive­
type linin/.: in cylinder lwad - c"nnect thl: 'wo with copper tuhinJ,:, hras~

flttinKs. Set la],pets; tllm t'rlKillc ill o.:l<l\;kwisc direction a~ viewed from the
frunt of the en!!:illl', watt.:hillK for No. v intake valve to fully 0Jlen, or tILat
tappet til readl lIlaXilllllln lift posililln. No. I ;Ultl h rot! throws arc in Ihl'

same p1:me and WtWIl ;l valve flll Nil. (J is fully 01l1:1l, the t.:urresponding: int:\ke
or exhaUSt valve for N". J will he lully cl"st'd al1(l rnllly for settin~ the clear­
ance. Follow throuJ,:h the 1-5·3-(}·2-4 lirin/.: ur.lcr, watt.:hil1~ next for No.2
intake to fully open and thell scttin!!: Nil. 5 intake.

VALVE FULLY OPEN ON NO.
SET CORRESI'ONDINCi VALVI~ FOIt
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When setting tappets on a cold engine, allo......002" extra clearance and
reset all tappets after engine has run for at least 30 minutes. Tappet clearance
adjustments for engines equipped with reground c.aros should Ollways be made
wit.h the engine at rest, since accurate settings cannot be made on an idling
engine. Sec FIRING UP YOUR GMC for distributor installation. Install
pushrod cover and gask:et, and the fud pump. Check. again that the rear
freeu plug and rear oil galley plug arc installed, then bolt on the bell
housing and flywheel. Four extra holes should be drilled in 228·270 GMC
crankshafts to hold the ftywheel in place. Tap these for 7/16" SAE Thread,
and provide corresponding clearance holes in the 1939 Chevrolet Truck
Flywheel you'll be using. (Part No. 838664).

Use hi.strength aircrafHype capscrews. or Chevrolet 7/16 and ~ SAE
Flywheel capscrews. Use star washers under each capscrew and checL: that no
screw bottoms against the rear main cap or block. Install pilot bearing in
recess at rear of crankshaft (GMC ball-bearing type), :tdd ROCKFORD
4038G pressure plate and clutch disc, using a Chevy splined shaft to align
the disc as you evenly tighten the nine pressure-plate capscrews. Remove the
spJined shaft and .add the throwout fo.k and bearing. Install a Chevrolet
generator and bracket, 1939-40 Chevy water pump, and a No. 3440 GATES
Fanbdt. While a GMC waterpump may be used, this telluires G.:\IC pulleys
for the crankshaft and generator. If GMC pump and crank pulley arc u~ed,

it will be necessary to tap the end of the Chevrolet generator armature shnlt
for 7/16" SAE and use a flatwasher, lockwasher, and cnpscrew for retaining
GMC generator pulley. A GMC fan belt will also be required.

Install the rocker arm cover and gasket, the intah and exhaust manifolds
(or headers), and tubing to the Chrysler Full-Flo Oil Filter..>\dd the
Chevrolet thermostat housing, making sure it contains a worL:ing ISO° thermo­
stat. Install carburetors, linkage, and fuel lines. Install Chevrolet watcr
temperature fitting in rear of GMC he3d. Mount the coil and install sparl.::
plugs. Add wires from coil to distributor, distributor to plugs. Line for oil
pressure gage may be installed at Vi" NPT hole toward rear of main oil
galley, or at the GMC fitting at front of main-oil galley.

A Stewart-Warner 360A Oil Pressure Gage m;1y be instil.lIed in thc
ur, or some Chevrolets e:m be fitted with Gi\IC gages by doing onlr a slight
amount of modification to the size of the gage face. If this is done, imtrumcnt
lighting is simplified. Fire it up!

DEGREEING-OUT THE CAMSHAFT

Although often overioola.'d, this step is eSSl'ntial for maximum engine
performance. Certain timin!: is e~tablishctl durin!: l'alll~h;\ft llc~i~n. but factory­
allowed tolerahces in c:llnsh<lft~, cral\kshaft~, and tilllillj.: ~e;lf kc)'\\'a)'s (nitro
inaccurate severallkj.:l"ccs radl) may "stack-up" to rause lar/.:e timinJ,: \'ariatiOl1$
and consequent ill flll1uinl!. Thus, merdy in:<crtinj.: a rClo:rountl c;unshaft in
your block with the stuck timinl! lo:ears (Ioes not insure that the' corrt'ct timillj.:
will be ohtained. In fact, the odds arc "agin" it..

Either a dial indicawr or feeIer-(::age set is rCIJuin:d for the dlC.'d::. A
degree wheel may be attached to the crankshaft pulll")' or Rrwhcd R:In~t' and
a pointer aUnched to the block. If a deJ,:ree wheel is unavailable, use a fIOinter
in conjunction with the ring gear on the Hpvhcel; each tooth is 2.00°,
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DIAL INDICATING METHOD

If a }1:"-travd dial indicator is availabl~. attach it to the block: placing
the indicating finger atop No. 1 piston. Rotate crank back: and forth until
maximum reading is obtained and T.O.C. established. Bend pointer to match
00 or TOe on your degree wheel. Move dial indicator to place its tinger in
cup. of intake tappet or push rod of No. I cylindcl'". Place crank at compr(SSion
stroke, TOe for o. 1 cyl. Turning crank back and forth a few degrees. No_
6 cylinder intalc:e and exhaust tapp<-ts should Ix "rod::ing." Rotate engine in
direction it runs (clockwise as viewed from front of engine). When indicator
hand moves an amount equal to the timing clearance (NOT RUNNING
CLEARANCE) note timing, which should be several"degrees before TOC
per grinder's tag. JOt this down and continue turning engine until valve o~ns

and closes, watching the dial indicator for timing clearance indication. If you
go tOO far and dial indicator shows no further movement of the tappet, bade.
up the crank until Timing Clearance is again obtained. Note this reading.

FEELER-GAGE METHOD

Bolt a flat steel piece across No. I Cyl. Rotate crank until No. I piston
crown butts against the piece. Note degree wheel timing. Reverse direction
of rotation and repeat. Note timing. Bend pointer midway between the two
readings and reset degree wheel so 0° corresponds with the pointer.

Assemble head with valves, springs and retainers installed for No. I CyL
Install head, rocker arms, tappets, and push rods for this one cylinder. With
engine at TOe on rompression stroke (see dial-indicator method) set intake
tappet clearance with a feeler gage .003" (or your smallest feeler gage)
greater than Timing Clearance. Rotate engine in direction opposite to running,
if additional clearance can be tlbtained in 0 turn of the crank, readjust
clearance. Now rotate crank in direction engine runs, leaving the .003" feelei
under rocJcer arm. \¥hen this can just bt: removed, note timing on degree
wheel. Continue turning engine until valve o~ns and closes and gage can
bt: reinserted (.003"). Again note indication on degree wheel.

HOW TO ADJUST CAM TIMING

Your readings should agree with those on the cam tag. If not, the
readings should bt: in error the same number of degrees on both the opening
and closing side. Example: Opening 6° early (cam advanced). dosing should
be 6°±10. An error of 3° or more is definitely cause for adjustment ... not
by the cam grinder ... by you 1 Since keyway loc.1.tion on crankshaft gears
varies ronsiderably, another gear may remedy the error. One crank-gear
tOt/th is elluivalent to 13.33°, and often the cam gear can be moved one
tooth un the timing gear to get the right timing, or the crank gear can be
turned over and a slight variation obtained (requires chamfering front LD. of
bure in J,(ear). Other variations arc made by shimming out the clllnshaft by
pl:l<.:in" shims behind the broll;t.C retaining plate where it bolts to the block,
or shims hehind the crank gear.

If the intake timing of this one cylinder is made as near perfect as
pussible, there is no rea."'''' til check the mher cylinders. You can check
the exhaust timinJ,:". If it is off, remedy is by the maker. If your fiNt checks
dlln't aJ,:"ree with the specifications, check again. In all the instances we have
seen except one, the difficulty was with the person chttkin~ the cam - not
in the J,:"rind itself.
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FIRING UP YOUR "JIMMY"
WIth engine completely assembled and tappets Stt with .002" grtalu

than recommended dlQronu, Ptoceed as follows:
I. Place 8 qts. oil in crankcase.
2. Cheek to insure oil-pressure gage installed, oil-filter hostS and finings
seCUTM, rocker-arm oil line installed.
3. Turn oil pump c1oclcwi~ with extension in electric drill until gage shows
pressure.
4. Loosen cylinder-head temperature-gage fitting. While pUlling water in the
etlginc, watch for appearance of w2ter at fitting before rctighu:ning fitting.
This diminau:s the possibility of air remaining in the head to cause a possible
sturn pocl::et and damage to the engine.
5. Tum crankshaft until No. I Cylinder is at Top Dead Center on the com­
pression stroh. Turn the crank bade and forth several degrees; the intah
and exhaust valves on No.6 Cylinder should "rock." Unless this check: is
made, you may install the distributor 1800 out-of·time.
6. Install the distributor. This is not a simple matter since the distributor
drives the oil pump. If not properly installed, you get no oil pressure, with
obvious dire results! When you push the distributor into its hole, make sure
the distributor-shaft driving tang fully engages with the corresponding slot
in the oil pump shaft. Rotate the engine through two full turns while pushing
down on the distributor case to insure positive seating in the oil-pump slot.
Tighten the distributor clamp enough to prevent removing the distributor, but
not enough to prevent your turning it whell grasping the case firmly.
7. Set the crank approximately 50 B. T. D. C. as indicated by a ball on the
stock flywheel. or by your degree wheel. Insert a cellophane strip (as from a
cigarette package) between the ignition brulr.c:r points and rotate the dis­
tributor counter-elockwise until the cellophane just comes free of the points
with a slight pull. Only the distributor housing is rotated, the crank remains
stationary. Install rotor and tie;hten distributor clamp.

NOTE: With two-point, .inglt_coil cli'lfib"lon, in"'1 cenophont ~""un poin" which
break 10.1 in normal cIl.lribvlor operotion; ~tw.tn poinl. for No. 1 cylinde,
"",ith Iwo'polnl_ cl"",l·coil_type di".ib"to....

8. Inst2ll distributor cap and instTt wire for No. I Cyl. in the cap connector
opposite rotor position. Wire stock cap in clockwise direction; I - 5 - 3 • b - 2 ....
Install condenser-to-coil and switch-to·coil primar}' lcadJ:.
9. If engine is new or just rebuilt, use two batteries in ~ries 10 supply 12
volts to the starter. Center tap at 6 volts for coil. This o.:auses no apparent
harm to the starter as long as it is used stnsibly.
10. With ignition switch OFF, crank: engine with starter until oil pressure
shows at gage.
II. Flip switch and start your "Jim1l1Y!"

OIL NOTE: Converted GMC engines require a foirly heavy oil for
long life. SAE 40 is recommended for conservative rood
jobs; SAE 50 VAlVOLINE for hOI-road jobs and all-oul
competition. Additives ore not needed. If lighter oil is
used for cold weather, it is importont thot it be chonged
to a heavier grode whenever competition is undertaken.
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THE 261 CHEVROLET
First introduced in 1954, Chevrolet's 261-cubic-jnch truck engine is a

good ~t for Chevy owners who don't want to build a GMC. Its installation
and construction costs arc less than for a GMC, and morc of the stock: Chevy
parts can be used with the 261. Owners of 1953-54, and 1955's can use their
present full-pressure crankshaft. connecting rods, cylinder heads, and any
othu sp«d equipment thay may already have. In fact, owners of these.
models will have about everything they need except a bloclc and ~rhaps a
camshaft. Their other stOCK parts fit perfectly. Any intake manifold, stock:
or spttial, from a 50 or later Power Glide, or any 53·54 can be used with a
261. 1942 and later flywheels have the same bolt pattern.

Recent tests by McGurk: Engineering indicated that the engine. although
factory rat~d at 135, produc~ 110 h.p. in stock form, and can be OOost~d

to 200 h.p. on gasolin~ wh~n equipp~d as follows: Corv~tt~ uhaust manifold,
thr~~-carbur~tor down·d~aft manifold, 3-7/8" pistons, tubular push rods
por 35 cylind~r h~aJ mill~d .030", lightened valves, dual valve springs,
competition retainers, dual-coil ignition, and a full~race cam. When this
combination inhaled through only two carbs, 180 h.p. resulted. Replacing
the full-race with a 3/4 type cam dropped the output to 175 with the triple
carbs, 165 with the duals. .

While the horsepower available from this rugg~d engine is certainly not
equal to that provided by a GMC, its low cost and ease of installation - no
radiator moving is required with a 261, nor pan chopping for installation in
'49 and later-will undoubtedly appeal to many Chevrolet owners already
having some of the n~cesury equipment.
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CHEVY-GMC CONVERSIONS
A GMCequipped Chevrolet may be likened to the pro1lerbial wolf-in­

sh~p's·dothing ... innocent looking but fierce! The easy-ro-malee installation
requires no special. tools or know-how provided you understand the basic
modifications which are required.

The four most important points arc lengthening the front motOT-mount

position by means of extensions similar to those sketched ~Iow. a new exhaust
system, lengthened throttle and fuel line connections, and moving the radiator
forward.

Care must be used when installing the exhaust system as clearances for
clutch, brake, gearshift," and stetring link:ag~ must be maintained.

Use Chevrolet front motor mounts instead of the usual srock Chevy
rear motor mounts. This requires enlarging the mount brackets for the 7/16"
bolts. The heavier mounts are required for the greatu torque produced by the
GMC tends to rip the stock: mounts apart in very short time.
1937-39 MODELS: Remove grill, radiator and shell assembly, bracing rods,
Chevrolet engine and transmission. Add extension motor mounts at front. Bolt
transmission to GMC engine and install the combination in the chassis. Hook
up exhaust system, etc., move radiator forward into shell t}'2" by modifying
sheet metal to clear. Install radiator, and bodywork.
1940~48 MODELS: Remove entire front-end sheet-metal assembly. Remove
Chevrolet engine, preferably with the transmission. Add extensions to mOtor
mounts, install the GMC. Move radiator fonvard 112" by modifying bottom
gravtl shield to clear. On 42 and later models. the cowl by the top of the
radiator must also be cut for clearance. Reinstall radiator and bodywork.
1949~52 MODELS: Remove hood, grill, radiator and gravtl shields. R.adiator
mounting-bracket brace is retained by spot welds. Remove intact with cardul
chisel work. Remove Chevrolet ene:ine and the transmission. Install motor·
mount extensions. GMC pan must be modified per instructions in engine
assembly section. Install GMC. Remove radiator-mounting fr:lme from radi­
ator, reverse it and solder in position. This moves radiator forward required
amount. Modify gravel shields and hood brace above radiator for clearance.
Install udiator, radiator frame brace behind radiator, and bodywork.
1953·54 MODELS: Follow same pattern as for 19-1-9-52'5, ucept hO\(5 for
earlier style front motor mounts must be added in the CT()$:\member. Install
these in approximate center of member and add extcnSiOll$ for attachment to
Chevy front motor plate.

..
DRILL 6'4

FOR CLEARANCE
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GMC· FORD

CONVERSIONS

Undefeated thrv the 1952 Drag-Race Season, the FISHER·WINFIElD coupe
was retired from competition 01 that time in favor of constructing a
lighter model. FISHER 12-Porl powered, ils lOp time for the standing.
quarter mile is 115 mph. Possessing exceptional low-speed torque and
ability 10 "get oul of the chute" ils elapsed time over the quarter mile
was less thon required by cors turning speeds up to five miles per hovr
fosler..

While converting a Ford chassis to usc the GMC engine is not quite as
"cut and dried" as a similar installation in a Chevrolet, the installation is
well worth the small amount of trouble which is involved. Since many fdlows
are eager to secure the excellently suited Lincoln-Zephyr gear ratios for use
with their GMC's, such an installation allows gears to be no more of a
problem than purchasing them and stuffing them into the Ford transmission.
A Cyclone adapter bdl housing makes the whole deal "duck soup."

Since the GMC engine is a bit longer than the average space available
in 3. Ford engine compartment, it is neces.s:lry to shorten the drivc:shaft, move
the transmission and rear transmission mounts rearward, and notch into the
firewall to dear the rear of the engine: There is no problem with steering­
mechanism interference, and the oil pan can be run "as is." Allow 35 inches
(measured from the transmission flange) for the GMC. Remember that the
farther back you can move the engine, the better your weight distribution
will be and the better traction that will be obtained from a stop. Moving the
engine back also improves the general handling characteristics of the auto­
mobile, since most cars today are definitdy nose heavy.

The Ford dutch.actuating mechanism is used with the Cyclone housing,
but it will have to be moved rearward to match up with the migration of the
transmission in that direction. A Ford dutch is used, together with a 1939­
Chevrolet-truck flywheel which has been drilled for the Ford dutch. A pilot­
bearing adapter is supplied with the adapter housing to allow usc: of the Ford
bearing.

Front-motor-mount installation is a simple task involving 2 tubt wdded
from one frame rail to the other. Its height shol,lld be such that the engine's
cranksh2ft centerline and that of the transmission meet the drive shalt at as near
a straight line as possible, assumin~ the car is normally loaded. Power used
to overcome friction created by excessive V-joint angles doesn't do you any
good at the rear wheels.

For simplicity of makinK the conversion, change the Ford electrical system
to a complete GM negative-~round ty~, using 3. Chevrolet or GMC gener­
ator and Starter, in conjunction with the' matching Delco-Remy volt2ge
regulator. .

Most fellows block off the upper-right 2nd lower-left radiator inlets
to 2110w uSC: with the G M C cooling system.
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FUEL AND HOW TO USE IT
While many of you who get this manual will never use any fuels other

than those gasolines obtainable locally at your service station or airport, there
afe others who wili want to obtain maximum power for competition by using
special fuels. Methanol ("alky") is most common of the special fuels used
today. This fuel can be blended with more potent additives, such as nitro­
methane, to further improve horsepower.

Except for single-carburetor competition machines, the use of the stock
fuel system is not recommended. Tests may even show that it will not prove
adequate in some of these installations. The stock fuel pump must be replaced
with a unit such as the CARTER M 751 or M 779. Each of these has a
neoprene diaphragm, essential for usc with methanol-base fuels.

For more stringent racing applications we can supply pumps to meet
the most rigid requirements. Both electrical and mechanical types are available.
While electric types are not required for the average installation-, some
builders of sports cars feel that they are needed for long-distance events where
the engine is held at full throttle for long periods. Our recommendation in
such an instance would be the purchase of a pair of BENDIX Eclipse Fuel
Pumps with the optional stainless-steel plungers.

Regular drag racing requires the use of a standard, pressure-type system.
Consisting of a hand-operated air pump, air-tight fuel tank, :lnd necessary
lines, shutoff valve and distribution equipment, these systems usually incorpor:lte
a fuel-pressure gage operating directly off of the line. A pressure-type system
is considered essential for methanol since the very use of this fuel requires a
system capable of transmitting from two to four times as much liquid as the
typical gasoline-supply system. The stock system will not get the job done
with a multiple-carburetor engine running methano!' Don't even botlier to
try it as there is a good chance of starving your engine so badly that it
will "burn up" from a lean mixture.

ALCOHOL CARBURETOR MODIFICATIONS

Complete details for modifying the STROMBERG EE-22 for alcohol
burning, single-carburetor competition engines are given elsewhere in the
manuaL However, a few fellows wlll be interested in converting Ford V-8
carburetors for competition usc. These are easy to convert, quite cheap to
obtain, and are used on many all-out record-holding cars.

The STROMBERG "97" is perhaps the most popular of all for these
conversions. Details for its conversion arc as follows:

D.ilI dump tub.. to .116" or moke up .pecial dischCl.ge nonle. wllh an inoide
diameter of .187" if lo.ge percenloge. 01 nit.o are to be u.ed. D.ill acceler­
aling_well ·iet to .070" with a No. .50. Main ieli ·should b. ougered out to
a diomeler of .086" with CI #.e4 d.iII. Chop off the idle tubes iu.t below the
shouldec and 0IMn them up 10 .040" with 0 #60 drill. Th. n••dl•••01< .ho"ld
be drilled oul 10 .125" for st,<;Iighl <;Ilcohol, o. 10 .140" for mi",turu with nilro.

As you can see, there are no real "speed secrets" involved in making
alcohol carburetors. About the only other changes required are large-diameter
tube connections to the needle seats, Anyone with a set of number drills and
a STROMBERG jet wrench can do the job.
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Neoprene tubing with Ji-inch inside diameter is usually used to carry
fuel from a fuel·distribution block to the carburetors. Fuel is led from the
tanK through a shUioff valve to the distribution block through 34"-1.0. neo­
prene hose, or transparent plastic garden hose.

WHY USE SPECIAL FUELS?

Methanol provides approximately 2070 more horsepower than gaso­
line, even though its heat energy content, i.e., BTU/lb. is less. It makes up
for this lower energy by a lower latent heat of evaporation which allows more
luel to be crammed into your cylinders and at lower temperatures, thus
improving your engine's efficiency,

Nitromethane in amounts even greater than 50% is occasionally mixed
with methanol for use in short-distance TateS as in qualifying at the tTack or in
drag Tacing. It is sometimes used in smaller percentages for track. racing where
the engine can be kept cool. In the absence of special coolants, 25% nitro is
considered about maximum for use with a stoclc.-head GMC running at the
drags, 10% for track OJ" lakes engines. While we know lor certain ·that these
puceotages are exceeded greatly, only a relatively few have been able to
do it and "get away with it." My personal experience has been that the
fellow who U$f:S nitro most efficiently will fiTSt learn how to make his engine
Tun on methanol. Nitro it t:lo! for th~ llovice.

Nitro is usually mixed with methanol by mixing the two in a five-gallon
un by vigo~ous shaking. The need for care cannot be expressed too strongly.
Perhaps the best way to remember that what you are woddng with is dangerous
is to considu constantly that nitromethane is often used as a rocket propellant.

TECHNIQUES

When using special fuels, it is essential to eliminatt all of the hot spots
from the combustion chamber, since thest can cause engine-wrecking detonation.
Detonation can be happening and not be heard in a competition engine. It is
often masked by exhaust and other noises. A careful check should even be made
to sec that no head or spark-p[u~ threads are exposed to the combustion process.
If spark-plu~ threads protrude into the chamber, a special Itasket must be
made for each plu!!; to get the proper spacin~. NEVER USE MORE THAN
ONE PL·UG <;ASKETl To do so disturbs the heat-transfer characteristics
of the plu~, makinl!; it im]lllS.~ihle to !!;et me3.ninltful plug readings.

Bolting the flywheel 10 the
GMC cronk provides a
means of holding the Iwo
for drilling holes for four
extra fly_heel - relaining
eopscrews.
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HOW TO SELECT GEAR RATIOS
We receive hundreds of leners on gut-ratio selection. Most of them

boil down to the simple fact t.hat the writc:~ :He: aiter two or three: incom­
patible performance factors which arc unachievable, no matter what gear­
ntio and transmission combination is ·chosen. There is no one: "magic" gear
ratio which will provide best top s~d, utmost accderation, and the ultimate
in gasoline mileage. While these factors don't walk: the same paths, some
effective compromises can be made, as is proved by today's fine stock automobiles.

REAR.END RATIOS
Mr. A. S. E. (Average Speed Enthusiast) installs a few items of

equipment in his engine and then rushes to purchase the highest-available
gear ratio set for his differential, thinking to increase top speed and decrease
engine friction at one blow. Tal:e our word for it - it is an awful shock:
to learn that much of the additional performance provided by special equipment
can be bled off through improper gear selection.

NOTE: tow num.,i«ll volu... 01. ~on.;cl.••d "high" rolio•• i.•.• 3.SS:1 ,. 0. hi.lIh.r
lolio. bul low.. num.,icol value Ihon 4.11:1.

4.22:1
3.73:1
3.73,1
"UI:I
3.55 :1
3.70:1
J.55,1

1937-39
1937-39
194{)·52
1940·52
1950-52
1953-54
1953·54

While 4.11:1 gears are removed by the hundreds to make way for
higher ratios, these oft-unwanted cogs are still a man's best friend for
drag racing and town driving where maximum acceleration from a standstill
up to one-quarter mile is desired. This holds true for 1900-pound competition
cars up to heavy sedans, which could actually use a lower gear ratio to
advantage ,if a better choice of transmission was available. Our 1932 Ford
Coupe with GMC engine weighs 1963 pounds, yet uses 4.11 gears for
dragging. Why? Higher gears gave poor out-of-the-chute acceleration, and
lower speeds at the end of the quarter mile. Lower gears provided no ad­
vantage, since traction could not then be obtained, even using second gear
for starting, as is customary practice.

If YOUR car burns off too much rubber in low-gear starts, use s«ond
gear to start, and perhaps reduce the size of your rear tires to get a better
ratio compromise. For bes.t acceleration, even second-gear starts with a really
hot GMC should JUSt break the tires loose from dry-asphalt pavement.

Remember that even the hottest engine can be made to fttl like a
lawnmower engine by choosing the wrong gear ratio.

Ring and pinon-gear combinations are shown in the accompanying table.
1940 and later ring and pinon sets may be installed in J937·39 rear ends
by adding a late drive-shaft splined collar to the earlier drive shaft to allow
fitting to the pinon-gear spline.

CHEVROLET GEAR RATIOS

MODEL PART NO. STAMPED NO. TEETH RATIO

602443 593002·01 38·9
602440 595022-21 41-11
604397 595022·3652285 41·11
604398 3652178·79 37-9
3694806 3691464-65 39-11
3701929 3697720-21 37-10
3705262 3691464-3704417 39-11
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A 3.73 or 3.55:1 rear-end ratio is definitely recommended for those
GMC-Chevy owners who don't necessarily need maximum acceleration, but
want either all-out top speed, or fast and economical cruising.

If you read any of the hotrod magazines, you are undoubtedly aware
that quick-change rear ends are a fairl}! common item. Unfortunately, none
is available for Chevrolet rear ends. Reasonably quick ratio changes may
be made by keeping a carrier set up with bearings and ring gear, and a
complete pinon, drive-shaft. and double-row bearing assembly with the other
gear you use for competition. Changes may then be made from the differential
housing by temoving the carrier and ring gear, then using a prybar (with
approximately 2 inches bent at a right angle to the rest of the bar) to remQove
the pinon, bearing, and driveshaft without breaking the V-Joint. It is assumed
that the novice will consult a Cbevrolet Shop Manual before attempting the job.

The only type of quick change rear ends now avallable are the center'
section type for Ford rear ends. Those desiring all-out machines will probably
be better off making their GMC installation in a Ford chassis, since this
eliminates much time-consuming adaptation. Several Chevys in the Southern
Caliiornia area have. been equipped with Ford rear ends by adapting a cross­
type spring and Ford cross member to the chassis.

TRANSMISSIONS

It may come as a blow to some dyed-in-th~-wool Chevrolet fans to learn
that stock Chevrolet transmissions provide ratios which are "for the birds"
as rcgard~ racing of ;IIlY kind, except flat-out high-gear contests. Many
GMC-cquippcd Chevys lose drag races to competitors with lower-powered
engines because the other cars have a better gear-ratio choice. Transmission
modifications can make a GMC-Chevy an even more outstanding performer.
A GMC turning 5000 in low gear loses 2000 RPM on the shift to second,
and repeats- this performance on the high-gear change. Since 3000 RPM is
just below the point at which the horsepower curve starts its sharp upward
rise, a lot of ground is lost until the engine starts to "put out" again.

If you apply GMC horsepower to your stock Chevrolet transmission,
it is essential to install a needle·bearing: cluster gear, which will fit 1940-53
Chevrolet transmissions. The following parts arc required:

1 - countershaft 591213, 7/8" x 7-7/32" (no flat spots)
1 - countershaft gear 591191 (cluster gear)

50 - rollers 435847 and 2 - washers 591212
1937-39 Chevrolet transmissions may be similarly equipped, but require (in
addition to above listed parts) a special short mainshaft, and a complete set
of 1940 or later gears. Don't buy any late gears until you have obtained
the ~peo::ial shaft, as they are only available in limited quantity.

Ooviously, many Ford ooxes have been bolted onw GMC engines, but
they don't havc adc'luate strength to cope with the GMC's brule torque­
as proved hy rIll; many which have been scattered under application 01 full
power. The proh1ern of insta\lin~ 11 I'ord box ,lm:sl\'t end with bw}inl; an
;ulapter-it just hegins The l'r<Jhlem of fitting this trails in a Chevy cbassis
assumes maJur proportions when tile drive-sllaft, linkage.:tdapt:ltion, and
dutch·flywheel prohlnns arc t:llcoullTen:d. The wrih:r also tried the Cadillac
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box, a unit quite·rugged, but far more expensive to adapl than one pictured
above and described below.

If you are really serious about drag racing to win trophies, replace your
Chevrolet transmission with a Pac1c.ard, either f1oor- or column-shih type.
The Pac1c.ard transmission adaptation is so simple that it almost mahs one
weep to think of the many years Chevy fans stumbled by these low-cost jewels
rusting in the junlc.yards. A special spacer compensates for the 3/8" longer
clutch shah (same spline as Chevrolet) and also matches the larger braring­
retainer and mountin!: holes of the Padr.ard to the stoclr.-Chevy bell housing.

... Your Chevrolet throwout-bearing and clutch assembly can be used without
modification, or if you are really serious about racing;, the stock or Rockford
dutch you are now using should be.replaced with a Borg & Beck clutch similar
to the Buick Century unit. The FISHER adapter/spacer plate is available
separately, or in Ir.it form with modified U-joint (Packard front half, Chevro­
let rear) and rear-transmission support assembly. The support is a modified
No. 590792 ('36 Chev. Master). Its flange must be turned smooth, new
holes drilled and tapped in the transmission and support flange, and the
support's bearing bore enlar!:ed to fit over the rear bearing and Sllal) ring.
The only problem which arises is one of drive-shaft and torquc-tube lengths.
Where the Slode: shaft is too long, both can be cut; if additional drive-shaft
len&th is required, use the Chevrolet "Suburban" torque tube and drive
shaft. Due to the V-Joint adaptation, a later drive shaft must be used in
1937-39 Chevs when adapting the Packard transmission. This allows use
of the later Chevrolet gears (through 1954), or if you don't wish to change
the gears you already have, weld the internally splined collar from your 1937·39
drive shaft onto the later shaft. Complete details lor the modification are
supplied with the spacer/adapter plate. A stick-shift Packard box is shown
above, adapted for installation in a Chevrolet. The spacer plate is not illus­
trated.

The Packard transmission you'll usc depends on whether you want a
1935-38 Hoor-shift type (Casting No. 302512.2), or a 1938-47 column-shih
type (Casting No. 333571). Either has the same ratios (2.43 low which
is 20% higher than Chevrolet, and 1.53 second), but the later unit has a con­
stant-mesh low gear which is somewhat mOTC silent in operalion than the
earlier type. Second-gear ratio is JUSt between a 25- and 26-tooth Zephyr.
If you choose the column-shift type, be' sure to check the external blocker
teeth which engage with the sliding low and reverse gear. A 1949 or later
Chevrolet shifting-linkage assembly must be used with the column-shih type.
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FISHER 12-PORT GMC HEAD

Originally designed by Wayne F. Horning, this head is now ~ing manu­
factured of 356·T6 aluminum alloy, and weighs only 32 pounds. Design
modifications which haVe been made allow us to sell these heads at a price
less than required lor any other special GMC head, even including the billet
cam which is required by the stf:light-through porting arrangement and spark.
plug location. Users of it report that this head far outclasses engines other­
wise cquippW.

COMBUSTION CHAMBERS

The only avaibble special GMC head with combustion chambers, the
FISHER chambers provide unreslTicted brt:lthin~ T(gardless of bore sizto
Alumi,num provides maximum hut rejection into the cooling water to allow
use of large quantities of nitro methane.

VALVES

Lightened 1-7/B" intake, anti 1-5/8" exhaust valves seat on cast-iron
rin!.'S p{J~itivdy IKisiliol1ed at time head is poured. Valves are amply sized to
meet thc brcathilll:: rt.'iluircmcnts of the biggest 270 and 302 cn(:ines.

GUIDES

Ne~. onc-picxe prccisiuo-m:u.:hinctl I.:uitlt:s arl: desi~nl:d to restrict their
movements, an cltdusive feature in this head.
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Round combustion chambers pro­
vide unrestricted breathing re­
gardless of bore size. Cast-iron
volve seats positioned at time of
costing CANNOT COME OUTI

•

•
ROCKER ARMS

A highly polished two-piece rocker-arm cover allows tappet adjustments
to be made without oil spilling over the engme.

SPARK PLUGS

The cartridge-fire principle is used, with the flame entering the com­
bustion chamber near the exhaust valve as proven best in engineering practice.
J-2 or J-3 Champion spark plugs seat perfectly against "end gashls" which
eliminate all possibility of detonation occuring from exposed spark-plug
threads. Plug location allows norm:ll rates of spark advance to be used, thus
improving power.

PORTS
Large, straight-throuith intake POrts with easily radiuscd turns provide

unrestricted flow of the mixture without impeding its velocity. Exhaust ports
provide positive sc:lvenging.

BillET CAMSHAFT

A STock: GMC ~am cannot be reground and used with this head. However,
several cam manufacturers are grinding cams for this head at only slightly
more COSt than that required for a new stock GMC camshaft with a regrind.
Road nnd racing grinds are available. The cams are eljuipped with hath dis­
tributor·drive gear, and fuel-pump eccentric C:Jffi.

PERFORMANCE

Over one horsepower ptr cubic inch with methanol-based fuels, or 0.8
to 0.9 h.p./cu. in. with gasoline, depending on rest of ~uipment used. Both
carburetion and fuel-injection systems are available for the head.
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IGNITION
Recognizing a long-felt need in this particular portion of GMC (and

Chevrolet) engine building, California Bill is now manufacturing kits to
convert your present distributor for two-coil, two-point operation at a fraction
of the <:ost of previously available two-coil distributors or magnetos. We are
also making complete dual-coil distributors at very reasonable prices.

Although other types of ig;nition conversions are available (using single
coils) we felt that many of our customers really wanted more positive assurance
Ihat their ignition system would perform perfectly, without missing when
high RPM was wanted.

THE FISHER DUAL-COIL CONVERSION KIT

The kit consists of a complete set of parts and instructions for converting
your Chevrolet or GMC distributor for dual--coil operation. It includes: dual­
point plate; twO setS of high-speed, heavy-duty ignition points; two con­
densers; tlnee-Iobe C3m; rotor; special cap and cap adapter; and necessary
wire and hardware. The kits may be purchased with BOSCH Condensers
at slight t1dditiollaJ clltlTiJe. Anyone can install one of these kits, as it is very
simple to do.

THE FISHER DUAL-COIL DISTRIBUTOR

Using the same Ic.it on a bra.nd-new Chevrolet distributor, we mount
the necessary parts, and test the completed unit belore shipment. We ucom­
mend that the complete unit be purchased with a pair 01 matched coils.

NOTE: Oi."ibuto,-eop numb... indicale cyUnde.. 10 w ..ich Ih••po'.·plug ...i,•• ,"ould
b••annecled.

MALLORY. TWO-POINT KIT AND BEST COIL

Many nf our customers find that this combination- works out to their
satisfaction for conservative road job usc. It produces more voltage than
the stocle. ignition, is easy to install, and provides long life. The kits will also
Ilerform satisfactoTily with a stock coil.

SCINTILLA VERTEX MAGNETO

Since the YERTEX is the only pr~ntly available magneto suitable for
usc with converted GMC (and Chev.) engines, it is only fair to mention
it here. These units supply hot sparks at any RPM, and completely eliminate
the need for a hattery-powered iRnition. Various advance characteristics are
available on order. Thcmagilcto is usually used for track arid drag-race cars.
Such units shoulJ always bt: insta.llrd with a positive-action toggle switch
for g:rounding the magneto and stopping the engine. DQ nIJt use Q push-button
lype switch IfJ gr"und a 11It191lf:to.

NOTE: Mognelo_cop num~.. indicol,. mogn.lo firing ord.r, nal' I". engine fi'ing
orde, Of Ihe cylinde.. 10 .....ich ,h....i,e••hauld be I_d.
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The two above photos show Ihe Fisher dual·coll conversion kit parts
and 0 completely converted distributor after kit installation. All neces­
sary parts and complete instructions are included in these reasonably
priced kits.
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Oil both oir c1eoner$ on 0' Nieson duol·corburetor intoke manifold.
Box-like ollochment use$ engine-water heat to provide smooth opera­
tion and positive fuel vaporization, even though heoders ore installed.
Nieson headers and cast·aluminum rocker·arm cover are also shown.

AIR CLEANERS
:\1any would-be hotroddcrs operate their engines without air deanen.

This makes their enJ!;ines noisu, thus lllore racy sounding to their untrained
ears. Definite harm through rapidly increased wear is the inevitable result of
operating an)' engine without proper cleaning devices. Contrary to popular
opinion, efficient air cleaners cause no loss of horsepower.

Dra~ race, track, and "lakes" engines are operated without cluners since
alcohol'burning engines are frequently troubled with float-valve stick-ing
and it is nectsSary to check for this condition by looking into the carburetor
throilts when the fuel valve is turned on. Attempting to stan a flooded
engine can cau~ serious internal damage such as collap$(d cylinder walls
and pistons, bent connecting rods, etc.

While the presently popular chrome:bonnet-typt: air cleaners are attractive,
their copper-mesh construction offers no real protection against the entrance
of dust and ~rit. I n many cases, their llesil::fl is mch that carburetor air flow
is restricted enough to cau~ serious horsepower losses. This has been proved
on chassis dynamometers. So, remember that the best looking air cleaners are
ohen at the same time least efficient.

Where dual carburetors are used on a road engine, two oil·bath air
. cleaners should he installed to provide the best protection against dirt. These
efficient air cleaners arc also ~oo(l silencers and will fit all GMC dual
manifolds now on the market.

Chevrolet air deaner, Part No. 1529667 can be installed lor an
efficient cleaner-silencer. These Clln usually he Jlicked up at junk yards for
no more tha.n SO cents each, :is they wtre used un almost all Chtvys from
1937·48. Cleanin~ lind painting re~luires only a little time, and we have
found they have Ilener silencing characteristics than any other air cleaner.

For triple-carburttor installations, Wt suggest Chevrolet (and A-C)
Pa.rt No. 1529264. These also work nicely on dual installations and they
can be chromium plated for added appearance.
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Al Surabian of Dinuba, California owns and roccs this FISHER head-equipped GMC-powered \ 948 Chevrolet which has
been timed ot 103.25 mph ot the quarter·mile drag races. During 1953, the fully upholstered, ungulted 3300 pound
coupe Vias run at 16 drags, placing first 15 times - ~ at ,speeds consistently over 100 mph. The one second place was
due to clutch trouble, since eliminated by installing a :1,4" mild steel plate in the ROCKFORD Clulch a5Sembly. An olumi~

num flywheel is used with a sleel facing to eliminate excessive wear. A "'.11: \ gear is used with a Packard transmission,
7.60x15 Slick Track Tires In the roar for traction.
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February 1, 19~~

by the author and publisher

FRED W. FISHER
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