FORWARD BY TONY BARON

After the Army in the late 1960’s, I returned to

my roots, Ford Flathead powered cars. In the early 1970’s,

I acquired some of my father’s cylinder head patterns, with the help
of Lou Senter (Ansen Automotive).

I had met with fellow Flathead lovers Tom Senter and

Mark Dees. Tom was busy building his own ultimate

‘Flathead Ardun’ in his North Hollywood garage. Mark Dees was also
giving him a hand on this project. Later they would team up putting this
Ardun in Mark’s Bonneville roadster. Mark had already been participating in
Dry Lakes and Bonneville racing for over 20 years.

While talking to Mark, he mentioned his intention of writing a

series of technical articles which would chronical the Racing History

of the Ford Flathead Engine. What make this series so complete

was that many of these early Hot Rod Pioneers (pre-war) where still

alive and able to contribute. This Series of articles was published in 1973.
Each Month I would eagerly await the second, third and fourth editions.

Mark would go on to write the definitive history of the Miller engine
In 1981; ‘The Miller Dynasty’. Hope you enjoy these Flathead articles
as much as I did in 1973.

Tony Baron
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O ONE KNS wh Quns AT Hot rod

on one of the dry lakes of California’s Mojave

Desert, but photos exist of Edwardian racing
cars dn the hard alkali as early as [910. Various AAA
record attempts during the "20s and early "30s brought
Murde Dry Lake to the attention of the world, most
notably Frank Lockhart’s staggering 171.02 mph pass
in his. blown 91-inch Miller circle-tracker.

Although hopped-up Model Ts and the like undoubt-
edly fere running long before, the earliest speed meet
records we’ve found date from March 1931. Amateur
eventd were promoted by Colonel Alexander the Purdy

sion, and é444 V-8 (Karl Orr's modified) reached
these speeds befHd the war—and this particular record
was actually broken by Bob Rufi’s Chevy four.

Things started to look up for the V-8s in 1937. Ford
brought out a better engine, a number of homebuilt and
production dual carb manifolds were in circulation, the
cam grinders found the right combination, and, most
important, the smart fellows at last switched trom their
not-so-faithful fours. That year, too, Bob Stellings,
Gardner Harris, and the inventive Spalding Brethers
each showed up with the first great engine swap=a flat-

137.85 mp}:’%e way. No overhead four-banger conver-

Bros., Gilmore Oil, and
racing groups like West-
ern Timing and the fore-
runner of today’s Southern
Califdrnia Timing Associ-
-ation., Most contestants,
like today’s kids at the
Wedresday night drag
strip grudge races, were
youngsters on a lark. Even

head V-8 in a lightweight
Model A roadster. By late
1938 the modifted class
record had fallen to the
Spaldings’ Harman-
cammed speedster, and by
the next year most of the
top confefidets wefe run-
ning V-8s. By 1940 it was
obvious that the four had

the hot shoes had little ac-
cess to sophisticated rac-
ing technology and no
money to make use of it
anyway. So if the typical
lakes machine of the De-
pressibn era was exqui-
sitely trashy and pitifully
slow by Lockhart’s stan-
dards; much less those of
the present day, don’t
knock it. We have hun-

reached the limits of its
development in the hands
oftheaverage tuner. There
were exceptions—Ilike
McAfee’s car and an
equally streamlined but
prettier car, Bill Warth's
132 mph Winficld stream-
liner.

Let's take up each as-
pect of the prewar flat-
head performance picture

dreds. of events, monthly in turn:

magatines, a massive in-

dustry, and the pioneering L BLOCK AND

of out forefathers from an nKES T'mE Tp"n"s CRANKSHAFT
Harper, Rosamond, SO-CAL/FOKIV/A TIMING ASSOCIATION Asmentioned in the last

Murot, and El Mirage to
help s out.

Thiough the '30s most
lakes eéntries werc categor-
ized ks either ‘‘stock,”

Shown on one ofthe SCTA programs is Eldon Snapp’s
drawing of Danny Sakai's Ord-equipped 125mph
modified. Sakaiwas killed that year in a bike accident.
There were many Japanese-American lakes racers;
it's incredible that they should have been clapped
in concentration camps when the war broke out.

installment, only the 1932
V-8 was sure to have the
slightly heavier forged
steel crank, although a few
’33s and '34s may have

meanrng stock body with
no altbrations other than removal of top and fenders,
and "“modified,” meaning anything goes. About 1936 or
so the SCTA recognized a “streamliner” class for any
modif?ed with a pointed tail rather than the traditional
squart or rounded fuel tank. In 1933, when the first V-8s
showed up, the best hot rod time at the lakes was 118.43
mph, set with a Ford “B" based Riley Four Port mod-
ified. It would be years before the V-8s would run that
fast. In fact, perusal of the early records impresses us
with two facts: the embarrassing trouncing the Ford
fours gave the first V-8s, and the incredible perform-
ances of four-bangers with Winfield flatheads against
the ovgrheads—mainly the Cragar (originally the Miller-
Schofleld), the slightly faster Riley Two-Port, and the
best of the rocker arm heads, the Riley Four-Port. As an
example, at a SCTA meet on Muroc in May 1938, Ernie
McAfte set a new record for the streamliner class with a
two-why average speed of 132.89mph. This was done
with hn unsprung, open-wheel single seater with a
Winfibld- equipped four-banger. The next year he went

been so kquipped. We
used to treasure these old crankshafts in the belief that
they were stronger than the later cast cranks, but the
biggest custom crankshaft shop in the country informs
me that a late cast crank with nitride trehtment is just as
strong and perhaps a bit stiffer. Regardless of the ma-
terial used, main journals from 1932 to mid-1936 were
1.999 inches in diameter and rotated in poured babbit
bearings. Rod journals were also 1.999 inches in diam-
eter, but rod bearings were of the insert type.

In mid-1936, main journal diameter was increased to
2.399 inches with insert bearings, which arrangement
was carried through 1937 and most of 1938. Special
inserts were made by Ford to adapt the early small
journal forged crankshaft to the late-’36 to "38 blocks,
and Ron Williams' 133-mph A-V-8 roadster of 1953,
possibly the fastest 21-stud roadster ever to run at the
lakes, was set up just that way. Of courke, only the late
’36 blocks had the water pumps in the heads in the old
style; the *37 and '38 still had twenty-ond head studs per
bank, but went to block mounted putps and center











































































