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CLUB REGISTER

vell folks, such as it is, your Club Register of Members and Vehicles is enclosed.
Gpen the two sheem, then fold them in half - hey presto - a Club Register!
A bit like origami isn't it7

It's been a laborious process getting Thanks also to those who listed all
, some membars to pay their §15 their o-t‘wr vehicles. The theory was
B £10 annual sub rmtifm and was?mg to establish the number to approach
fcar details to (‘Qﬂ‘pipfé the Ragister, potential advertisers with a realistic
We finally gave up on about fiv /e of our figuz‘e to attract their support.
member Sbips from last year and have Anyway, working on an average f rom
taken their details out of the records those that did fill in the numb er, 0
and off the mailing list. W.A, Club members have a {otal cf
about 400 motor vehicles.
The information in the Register is as
accurate as we can get it from So, total memb% sm; iz up by another
information supplied, Thar;k you to (6% to 8 6 (with a increase in country
those who sent in the form to update memberships of 6% to 26), Total
Ciub records - of the 86 memberships, number of Model A4 Fords is up 18% to
55 sent the form back (28 paid 119 with 57 restored {(up 10%). An
without sending in any information). interesting statistic to note is that
Some also left details blank or said there are 51 restored Model A Fords
"same as last year" - unfortunately in Perth - so it is possible to have a
et there was no form sent out last year. regular Club rup with 50 Model A-s!!

.\

It is becoming Increasingly difficult in these tight economic times to obtain
advertising revenue fo hei*‘ f et the cost of D?udu"‘iﬂ‘:’ yvour Newsletter. We have
some more free paper ‘ut & posiage alone wilf be around $500 for the next 12
months, So, without advertisis g, we will not make a profit as we did last year and
the annual subscription rate wilf have to increase to cover costs. If you have ANY
ideas for possible advertisers PLEASE tell the Editor...

s

NEXT RUN - Sunday. Ja anuary 20, 1992, Meet at

sz 3
mannars Hill Park - cnr Keane and Lilla Straets, Peppermint Grove at 10.302m. BYD lunch.

OFFICE BEARERS: President: LAUREL COOKE Secretary/ Treasurer: HELEN SHARP
Vice-President: ANGELO CALLEJA Lditor: BEVAN SHARP
COPY DEADLINE: by the 1st of each month to_Palmyra, W.A. 6137
YIEWS EXPRESSED ARE NOT NECESSARILY THOSE OF M.A.R.C. (W.A)
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Sunday, January 15, 1932 7
the FPark at I”IS.;N'PI‘S Hill Paﬁﬁ cor Eeane and Lilla Strests,

Peppermint Grove at 10.30am - BYO lunch.

Saturday, February 15, 1‘3 '
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scillates so that it's difficult to read . this is the cure:-
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drument panel and pull it %35*:%{ without {ff:’%m?.[}?ﬂg any

the top end of the cable - you m"-z; eed pliers
ing with your pliers and pu
spots, wear or frizzy wires.
new one.

a ﬁ one or not, lubricate the end going in first with
g in a‘ue rest of the cable, applying copi
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MAFCA's Tachnical Director, John |
the following as the most ¢

GENERATOR PROBLEMS.

1) Waak brush springs.

1
i

) Broken hrush holder insulating bushings. i
5. The main brushes should be heavier than the third brush.
01l soaked brushes and gummed-up commutator.
) -;in out of round commutator.
&) Waorn and/or dry bearings.

7} Dry and hardened oiler and §3P’ﬁ ing felts.
8) A loose field coil ground connection.
G) Loose fisl im_:ii shoes.
10} A loose terminal stud.
More frequently than not, the HMode! A fan belt is kept too tight {this is hard on
water pumy and genst ator & bearings), generator bearings are over oiled and
small generator parts such as washers and hu jshings are missing.
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TOTAL FaMILY MEMEERSHIFS: 86 (28 country & interstats)
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by Léslie R. Henry

Leslie R. Henry, a founder member of
SAH, is probably best known for his years
as curator and consultant at the Henry Ford
Museum. He has written several books on
Ford automobiles, many of which were de-
voted to his particular interest and the sub-
ject of this article, the Model A Ford. This
article was first delivered as a talk at a meet-
ing of the Detroit Chapter of the Society of
Automotive Engineers in 1961. It has since
appeared in Antique Automobile, magazine
of the Antique Automobile Club of America,
and appears here in a form updated by the

‘hor. It was researched by the author in
 Ford Archives, and the quotations are
taken directly from transcripts in the Ar-

chives' oral history files.
— Editor

Certainly the Model A was a man’s car
in what was the beginning of a woman’s
market. By all precepts of the modern market
researcher, the Model A should have been
a miserable failure in its first year; instead,
it became a monument to Henry Ford’s intui-
tion. Austere in style, masterful in design,
economical to maintain, dependable in oper-
ation, the Model A sprang into immediate
leadership and acceptance by a nation al-
ready glutted by motor cars. It outsold, out-

performed, and ultimately outlasted all com- -

petitors. and in its four brief years of produc-
tion, 1928-1931, it earned a reputation as
enviable as that of the Rolls-Royce.

While the Model A itself appeared al-
st overnight, the decision for it came
infully slowly and at great cost. The won-
der of it is that the Model A Ford ever came
into being at all. It was born of necessity,
a child of adversity. It was forced upon
Henry Ford, who was not mentally set for
it, and his organization, which was not phys-
ically prepared for it, but fortunately the past
was a prologue for Model A. It was the
undeliberated sum of all that had gone before
in the Ford Motor Company. And being dis-
tinctly Ford in background and in features,
it was patently the kind of car that could
have been built successfully nowhere else.
Not the result of long directed planning, for
Ford engineering was not then set up to op-
erate on long range projects, the Model A
actually sprang into'béing in less than a year
through the integration and compromise of
the latent ideas of Edsel Ford, Henry Ford,
and a small group of engineers steeped in
the Ford way.

raorintad with permission from: The

Society of Automotive Historians Inc
and the author: Leslie R. Henry

Once Henry Ford had made his decision
for Model A, the work of its creation went
forward at a furious, but often interrupted,
pace. There was naturally a great deal of
confusion in the Ford Motor Company, and
in the Ford Engineering Department in par-
ticular, when Henry Ford suddenly ordered
work started on an entirely new car. This
condition was not lessened any by the con-
tinued decimation of Ford personnel at that
time. Then, too, Henry Ford was making so
many assignments. reassignments, and divi-
sions of authority ‘within the company that
progress in designing the car was further
hampered. Only he knew from day to day
what was being accomplished with the new
car, and perchance even he knew not.

Although the car was at first neither
Henry Ford’s idea nor his ideal, he was quick
to adopt it as his Model A Ford. Certainly
it was never entirely his as was Model T,
for while he actually approved Model A. he
had dictared all of Model T. Thus, for Henry
Ford. the designing of the Model A was a
combination of his approvals, dictates. rejec-
tions, concessions, and compromises. But
with all its delays, Model A was created with
remarkable speed. So fast, in fact, that many
of its parts went directly from the drawing

board into production. and in the later stages
of its birth, some of the plant layout and
some of the new special machine tools were
designed simultaneously with the specific
parts of the car each was to accommodate.

Since the long period for decision ex-
tended almost to the end of 1926. it left no
time in 1927 for extensive experimenting.
thorough developing. or exhaustive testing
such as usually attends the birth of a com-
pletely new and successful car. The Model
A had to be exactly right the first time, and
it was.

The need for a new transmission in any
new Ford car was basic, and this issue was
forced by Edsel Ford months before Henry
Ford ever conceded to a successor of any
kind for the Model T. That a new transmis-
sion was the first of Henry Ford’s many.
many compromises between his ideal car
and the final product is well attested by his
close associate, Charles Sorensen. who said.
“The Model T planetary was the elder Ford’s
idea for the future car. He called the shifting
gear a crunch gear. He said the transmission
would never stand up because- the gears
would clash when changing speeds.”™ This
was a paradoxical statement for Henry Ford.
who was even then building the Lincoln car

The 1928 Ford Model A Tudor Sedan. From_the collections of the Henrv Ford Museum

and Greenfield Village.
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with a sliding gear transmission which stood

up very well. As a matter of fact, it was a

scaled down version of the Lincoln transmis- -
sion that went into Model A. This and so -

many other Lincoln features finally were in-
corporated in the Model A Ford that it be-
came known as the “Baby Lincoln.”

Lawrence Sheldrick, who was assigned
to engine design late in 1926, recalls that
“we followed the Model T only in the respect
that it was to be a four-cylinder L-head en-
gine of the same general type, but with a
number .of improvements. Specifications
just grew from this start. For example, the
new crankshaft was the same length as
Model T but was made much stronger and
had larger journals.” This, too, was a com-
promise, for Henry Ford would not permit
Edsel Ford and Lawrence Sheldrick to make
the journals as large as they wished. Henry
said, “No, I want those journals small so
that the crankshaft will be limber enough to
follow the bearings in the block.”

It was characteristic of Henry Ford that
he should concentrate on an improved power
plant for the new car and he took a personal
interest in the engine work. According to
Sheldrick, “Mr. Ford wanted full-size
sketches of the engine, vertically, in front
of him. We used a cloth blackboard, which
could be rolled up, and different colored
chalk for drawing the various parts. He
found the usual intricate drawings with sec-
tional views, one upon the other, a little
difficult to follow.”

Harold Hicks, who had earlier distin-
guished himself by work on the World War 1
Liberty aircraft engines, played a very im-
portant part in the engine development of
the Model A. Hicks says, “I was called
down to the north end of the big room of
the old dynamometer section of the Ford
engineering laboratory. There were Soren-
sen, Martin, and Edsel Ford. They showed
me an engine that was running on the block
and Sorensen said, “Well, Hicks, we’ve got
here an engine which is 203 cubic inches —
Model T was 176 — but it is only developing
22 horsepower — Model T developed 20.
If'we should give you charge of this develop-
ment, how much could you increase the hor-
sepower?”

Hicks recalled, “I took out my slide rule,
did a few calculations and said ‘I think I can
get you 40 hp’” Hicks was given the job.
He asked for two months in which to com-
plete the work but Sorensen gave him one.
Hicks stated, “We got out first a Y-type
manifold in only seven days using certain
principles I had obtained from Col. Hall way
back in World War I Liberty engine days.
This gave us 30 hp right off. But there was
more to do.” He found there were insuffi-
cient- water passages around the exhaust
valve ports and had them opened up. He and
Edsel Ford both believed the valves them-

- selves were too-small in diameter. These -

were enlarged and the hp went up to 34.

Hicks realized that the original vap-
orizer-type manifold and carburetor, de-
signed by Holley, did not give sufficient
range for a 40 hp engine of that size. There-
fore, he went to his friend, Howard Manwar-

" ing at Zenith Carburetor Company for a test

carburator and then, only three weeks after
he had started the job, Hicks had the engine
developing the promised 40 hp.

Since Henry Ford was at that time laid
up in Fairlane recovering from an au-
tomobile accident, he did not witness the
engine test nor see the Zenith carburetor on
the job. Joe Galamb, another of Model A’s
creators, added this sidelight on the matter
of the carburetor: Holley had a terrific “in”

at Ford Motor Company as a bosom friend .
of Henry Ford. Hicks knew this and cleverly
needled Sorensen each time he came down
to watch the dynamometer tests by saying,
“Of course we’re developing 40 hp but you’ll
never use the Zenith carburetor.” Finally
Sorensen said, “Why in the hell do you keep
telling me we won't use the Zenith car-
buretor? By God, we’re going to. You get
the Zenith Company in.” Because of Soren-
sen, Henry Ford accepted the Zenith car-
buretor, but not without first giving it his
personal touch. Hicks says,*I remember we
had too many bolts holding it together.
“Henry Ford said to me *Cut those bolts
down,” so I had Zenith get out a new design
and [ felt quite proud that they had reduced
the number of bolts from 14 to 2. Then Mr.

Above, the one-bolt Zenith carburetor. Below, the carburetor fitted to Hicks's final manifold.

The oil filter, obviously, is a modern adaptation. Jim Schild photos.
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Ford looked at it and said, ‘Two’s too
many — make it just one bolt.’ So the Model
A carburetor came out with a single bolt
down through it.”

Hicks’ choice of carburetor was vindi-
cated in the final test he ran for Henry Ford
on July 28, 1927 with the carburetors of
Holley, Stromberg and Kingston all compet-
ing unsuccessfully with Zenith. Hicks’ orig-
inal Y-type manifold never went into pro-
duction because he had to put a certain
amount of heat on it to make it function
correctly. His final manifold was more suc-
cessful because of this heat operation.

The characteristic Model A tapered muf-
fler welded into a single unit with exhaust
and tailpipe was Hicks' design to which
Henry Ford added his own personal touch
in the form of a V-shaped forged clamp to
hold the exhaust pipe to the manifold. About
this, Harold Hicks said, ‘“At this time
throughout the Model A development,
Henry Ford went forging crazy. Everything
had to be a forging; even on the carburetors

zre were little forgings for controlling the
~frottle and choke valves.”

Even “Sheet Metal Joe” Galamb, as he
was affectionately called by Henry Ford,
complained about the indiscriminate use of
forgings for the brackets to support fenders,
lamps, and running boards. He knew those
brackets could be made just as strong and
much cheaper with pressed sheet metal. It
took Galamb nearly a year to demonstrate
to Mr. Ford that he could have strong pressed
steel brackets and save $30 on the cost of a
Model A. Late in 1928 Fords began to lose
some of their expensive forgings. By early
1929 pressed steel had pretty well taken over
the body brackets. But Henry Ford’s insis-
tence then on many forgings was based on
two things: he had just put a large forging

" shop in operation and, to him, forgings had
always meant quality. Here was his chance
to put his new shop to work and to put quality
into his new car at the same time. He counted

A the high cost of forgings — then.

Henry Ford contributed other of his own
ideas to the Model A engine design, which,
however, often added to expense in time,
money, and difficulty of manufacture. His
insistence on a mushroom foot on the engine
valve stems, for example, was good from
the standpoint of reducing stem end wear
and thus enabled the Ford valves to last the
life of the engine without adjustment. The
mushroom valves were more expensive and
more difficult to manufacture than conven-
tional valves and, in addition, required more
expensive split guide bushings in order to
be assembled in the engine.

Top to bottom: Henry's personal forging —
the exhaust pipe clamp, the mushroom-stem-
med valve with split guide, Goe Galamb’s
pressed steel fender bracket. Jim Schild
photos.
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Lawrence Sheldrick recalled also that the
original crankshaft had thick discs or cheeks
between the throws, a machining extrava-
gance that Mr. Ford explained he wanted
because sometime he might want to put on
counter-weights and then every car in the
“field could have them added. Others of

enry Ford’s peculiar ideas involved the
connecting rods. At first he wanted forged
X-section rods, then welded tubular section
rods in the early Model A engines. But
neither of these was as satisfactory as the
conventional I-sectional rod, which he soon
had to approve for all subsequent production.

Harold Hicks indirectly made one more
contribution to the Medel A because of an
automobile accident. He was road testing
one of the experimental cars when an old
truck pulled right out in front of him. In the
resulting crash, Hicks and a passenger were
thrown through the windshield and were
badly injured and severely cut. Henry Ford
and Edsel both looked at the wreck and de-
cided, then and there, to put laminated safety
glass in the windshield of the Model A. This
was another Ford first, as was their method
of making the glass in a continuous strip,
rather than in small batches.

The cowl-mounted gravity fuel tank,
while not Henry Ford’s original idea, was
his adoption. It was extremely simple, and
simplicity appealed to him. Furthermore,
Henry Ford did not like the vacuum tank
system, and having no faith in the fuel pumps
then on the market, he would have none of
these things on his new car. It remained only
for Edsel then to givé the tank uniqueness
by designing. it as an actual and visible part
of the body cowl on the Model A.

Gene Farkas, who was in charge of de-
veloping the suspension, the all-welded wire
wheels, the axles, and the new 4-wheel
brakes, progressed admirably with all but
the brakes; here he was handicapped by some
of Ford’s ideas that were either illegal or
impractical. Since Henry Ford would have
nothing to do with any of the 4-wheel designs
already on the market, Farkas had to design
a new system that would not be a compli-
cated mechanism nor a patent infringement.
His first design included a cam-operated,
wedge-adjusted brake shoe linked directly
to the foot pedal bar. But Henry Ford de-
manded an equalizér bar and linkage, and
Farkas and Sheldrick, the chief engineer,
had to take time to_install an equalizer bar
in a test chassis and demonstrate to Mr. Ford
that it made the car skid. They were then
allowed to go back to the solid cross-shaft
system. Farkas had an easier time with his
other assignments. His job was to improve
the suspension for the Model A. This had
to include Henry Ford’s two transverse
springs, mounted across the frame, rather
than the conventional four lateral springs
placed along the frame. Many people. be-
lieved that the two transverse springs must

necessarily give a harder ride than four lat-
eral springs, but Henry Ford believed other-
wise. So no Ford car since 1908 had any
lateral springs until after his death in 1947.
Regardless of what was generally believed,
Henry Ford knew that tranverse suspension
made the springs cairy their own weight and
sorelieved the axles of that unsprung weight;
then lighter axles and bearings could be used
to advantage and lightness with strength was
the Model A’s biggest advantage over its
competitors.

The new suspension, while a great im-
provement over that of the Model T, did not
satisfy Mr. Ford; he may have laughed along
with his customers when they joked that the
passengers were the Model T shock absor-
bers, but he wanted no such jokes about the
Model A, which was to be a masterpiece of
economy with comfort. He asked Gene Far-
kas to get the best shock absorbers on the
market for the new car and Farkas chose the
same Houdaille double-acting shock absor-
bers they were using on the high-priced
Lincoln. Thus the Model A came to pioneer
expensive hydraulic shock absorbers on a
low-priced popular car. All the others soon
followed. -

Although Harold Hicks’ injuries had
taken him away from the Model A work
during the last days of its creation, he kept
in close contact with it through Henry Ford
and others. Hicks recounted later, “The new
Model A pleased Henry Ford very much.
He told me, ‘“Well, you go out and drive a
Model A wide open. The other fellows will
stick with you for a while; pretty soon they'll
get tired and you just go right ahead of them
all.” At that time there were few autos that
could go above 75 miles per hcur, most
around 70. The Model A was right out there

“competing with them. Up to 30 m.p.h. the

A could skin the pants off anything that was

on the road. Lionel Woolson, chief engineer
at Packard, called me one day and asked,
‘Hicks, what are you fellas out there trying
to do? You really made us just look silly

<

below 30 because we can’t catch those

Model A’s.”” Henry Ford had long been the
world leader with his 4-cylinder Model T;
he now knew that he was again leading with
his 4-cylinder Model A. “There isno excuse
for a 6-cylinder car,” he used to say. "It has
all the engineering difficulties of an 8§ and
none of its advantages, and furthermore; I
will not build a 6-cylinder car for then I
would simply be following the industry, not
leading it.”

Actually Henry Ford built “the new car”
better than he realized. There are no other
63-year old cars still in existence in so great
a number as the Model A. Of the original 5
million built, it is estimated by some au-
thorities that 900,000 still remain and in use.
Part of this longevity is due to the durability
resulting from what we might call an “over
engineering” of many of the parts. Forexar.___
ple, the wheel bearings, the clutch throw-out
bearing, the clutch discs and the universal
joints remained standard from 1928 through
1948 for all Fords and Mercurys. These parts
were strong encugh in the Model A to serve
later in cars having twice the weight and
three times the horsepower of the Model A
Ford. This is, indeed, a tribute to Henry
Ford and his engineering staff at that time.
And how large was that staff? How did it
compare with today's engineering depart-
ment, with thousands of employees and cov-
ering dozens of acres of ground with build-
ings? Well, only 34 engineers made up the
Ford Engineering Department, which oc-
cupied a small section of the building just
behind the Henry Ford Museum on Oak-
wood Boulevard. From this small group
came one of the world's greatest motor cars.

Houdaille shock absorbers were a hand-me-down from Lincoln. Jim Schild photo.




oos BHOTeboDK ...

culder, 43

3

B

e
=g
i
K Cnp
[,
o]
el
t
=
Ls
(&)}
o
=
1 et
e}
=
a '
W O]
e
wr
Vet
e
[
Bl o
= J3
3 fe
et (rh
o,
Lo ) -
b
==
o I w0
tan et
o
fo O3
[ow I >
ok
.,
ke 10}
wWoan
1y e
ey
oo
[
et O
[ &
4t e
b
]
B b
B
(1 T 9
hxsu_ L0}
L T
m..‘_ et
_._u b
ket
. 0
] m..u.
)
] ﬂﬂ_
Ry
e,
11“ LG8
i
e
(=
[ 120 [N
a8 n_.m
L
e
T
1 n &
b4
i
0
|
(o]
o
B )
o F

YOUR MODEL A?

S FOR

Bod

%

(8]

17T
AMES t

-
iI3F

b tasn Aus:

13

L

chori

)

il it

4

E R

Poail LUl

o
1340 G S

MONTHS AWAY

Ve

H
4T
4

Eow
et T
Lo ey
na T
[) A
b ) X
o
|
ook
g
49

Lo,

=
o

ANT *

PORT

i

at
LR £

one of our

by

1

Tinatiion

e Exar

12}
i

¥
1

s}

forward a co

r
i

W oo

ction NO

ranins

+
H
i

may no

adr

3t

ional
ie Police so PLEAS

%)
]

LJ

i Conce

i

artment of ANY vehicle o

=
§.}

i to advise the Police De

{

are Now requiret

We

E

el b FE
Jard to G

H

d to fory

g

3

g compl

¢ OBIIE

k.

L

is no

ist

H
i
H

a
LA

PLEASE ACT TODAY




Y UJBJSIM

e/

12J)sn
a4 aseajd ‘palaAlapun j)

‘esAw)ey

4519
04 UJIn):

m
=
e
i L
L] =
o
P o
o
a
1)
i
=
=
m

o s

n
9

V 3

dAYLS

<

S

NVi
!

Vd LS
3170

1
o e |
A\J

i = O

Wﬁui
Al
g
i
o

Ry

[1d

£

[

! S

-
S
e g



http://www.tcpdf.org

