FRANK BARON
“EARLY ENGINE DESIGNS - CONCEPTS IN BREATHING”

Frank Baron moved to Los Angeles at the age of 9 in 1920. His father owned a popular
barber shop on Pico Blvd., West of La Brea. Harry Miller would come in for a hair cut and
shave and give young Frank free tickets to various tracks around L.A. at the time.

The sound and smell of the fronty Fords and screaming Millers would forever be imbedded
into his first memories of race engines.

At the age of twelve, Frank would get his first Model T coupe which would shortly get
chopped and a Rajo O.H.V. head installed.

During high school auto shop, at Beverly Hills High, Frank continued his love of cars and
also got to meet the likes of Bob Estees.

Upon graduation in 1928, Frank began working for another L.A. notable, Mark C. Bloom.
This would be around 3rd and La Brea Blvd. A couple of times Frank would be seen

pumping gas and checking “out” under the hood of Clark Gable’s Duesendburg after hours
during graveyard shift.

After a short period at Blooms, Frank started working at Fahy Ford Dealership where he
would meet Tommy Thickstun. At this time Frank and Tommy began to talk and compare
notes on improving the Ford V-8’s breathing.

In around 1937, Frank would open his first shop, Baron’s Automotive Service, on West 8th
Street. This became a regular hang-out for Tommy Thickstun and other Hot Rodders,
Frank Palmer and of course Bob Tattersfield.

Frank Baron and Tommy Thickstun collaborated on the idea of compression versus
breathing for the Ford V-8. Up to this time, most all Rodders would raise compression
because this was the simplest way to gain horse power, without major engine work. They
even fabricated a four carb manifold, which ended up on a Bob Estees Roadster at the Dry
Lakes (Muroc).

During this same period Tommy started producing his first line of speed equipment.
During the pre-war period, many records were set with Thickstun’s Dual 180 degree
manifolds, which many old-timers consider the best dual manifold ever produced. Many
would copy it, but he was the first to understand the concept of 180° firing, and at the
same time his cylinder heads and marine splash covers would gain much attention.

Tommy Thickstun died in 1946 while vacationing with Frank Baron and friends at Lake
Elsinore. He was to be remarried one week later. He was only 34 years old.

Many years later, Frank Baron remarked, when Tommy talked about various concepts new
at the time,_everyone listened. Frank recalled driving up Venice Blvd. in front of his new
shop at a ‘fast’ rate of speed while Tommy was checking out vacuum and pressure gauges



on their roadster. [t was equipped with a new roots blower being developed by himself and
Carburetor and Electric Engineering (Tattersfield). Frank remarked that Thickstun had the
intellect of another mentor, Ed Winfield.

Now that the war years were behind , Frank and Bob Tattersfield would lay the foundation
for a complete new line of racing equipment. Bob Tattersfield and his father already had a
fine line of dual manifolds and cylinder heads, but not a racing-only line.

Development during early 1946-1948 would produce a complete package that would
power some of the most powerful flathead (no nitro), of that era. Concepts, and ideas of

Thickstun, Baron and Tattersfield began testing prior and during the war would begin to
materialize now.

Pop-up pistons 7/16 would be raised above the block, not only to raise compression, but at
the same time, enlarge the transfer area. Intake valves would be increased to 1-3/4 and
exhaust valves to 1-5/8 using these special heads. This made the need for four carburetors
a necessity. Many people called this over-carbureation. When Frank approached Ed
Winfield regarding camshafts for this “combination”, he remarked, “that set-up should
work very nicely with one of my cams™.

Most manufacturers were still making only 2 and 3 car manifolds and cylinder heads
Development was nothing more than a redesigned Ford Denver head with more
compression and most still used small valve diameters. The Tattersfield-Baron four carb
would incorporate 180° port arrangement with one venturi per cylinder to insure complete
cylinder filling. Other manufacturers would not build their own Four carb manifold until
well into the ‘S0’s. Others would also make cylinder heads with pop-up pistons such as
3/16 to 1/4, but none like the Baron design.

It was during this time that Bob Tattersfield, with the help from Bill Burke, would build
the Tattersfield-Baron special belly tank, showing off their new line of racing equipment.

Bob would enter the first Bonneville Nationals Meet with a speed of 140+. It was rumored
that the Thickstun Roots Supercharger was even installed, but time ran out and only a few
runs were made, according to Bob Morton, an Ansen mechanic.

John Browning would run Tattersfield-Baron combination that week with a speed of 140,
making it the fastest Highboy Roadster at Bonneville’s first ever speed week. Others
running Tattersfield-Baron equipment along with his own was Lou Senter of Ansen
Automotive.

Lou Baney running a Frank Baron built engine captured 10 first place finishes out of 11
Lake Meets, in coupe classes and had the first coupe to run 125-130-135, with a top speed
of 143 at the end of 1949.

Robert Morton, Ansen employee and engine builder, stated that the speed equipment wars
continued through 1949-1950. One of his engines would also run in the Tattersfield-Baron
Tank at a speed of 146 at El Mirage.



The late Bob Robinson, ran a qualifying speed of 145.16, in May 1950 running a “C”
Roadster class Rubio and Morton, in the Ansen Special. Later that day it was to become
the first stock body roadster to run over 151.00 at the Lakes, using Tattersfield-Baron-
Ansen equipment.

Bob Morton’s Ansen Special Roadster would dominate drag racing in 1950 at the Santa
Ana Drags, at over 120 in the quarter mile.

Tattersfield-Baron Equipment continued to get exposure, the track roadster of John Kelly
and Robert Falcon, with Bill Stevens driving in A.S.C., winning many races. Also very
popular at the circle tracks, were Lou Senter’s sprint cars running the Tattersfield-Baron-
Ansen equipped engines.

Boat racing, being very popular in California, was a natural for Frank Baron. He began
running a class 135 Hydro against the likes of Eddie and Bud Meyer and Richard Hallett in
the early 1940’s, at Marine Stadium. In 1949-50, owner, Frank Baron and co-pilots, Lou
Baney and George Baldie, ran the fastest Cracker Box, “Lets Go”, boasting a 235 H.P,,
239. cu. in. flathead engine on alky.

Frank Baron and Bob Tattersfield ended their business relationship around 1951-52, when

Carburetor and Electric Engineering concentrated mostly with aircraft production, due to
the Korean war.

Frank continued selling some manifolds and cylinder heads under his own name into the
mid-fifties. Ansen continued with some of the Tattersfield components.

Frank Baron stated that with the advent of nitro and overhead valve engines, a good
breathing flathead on alky didn’t stand a chance. Bamey Navarro also noted this in a
1950’s issue of Hot Rod Magazine in an article on special fuels.

Frank Baron continued through the ‘50’s and late ‘6Q0’s, with his son Tony, and Julius
Kushner at both their Studio City Shop and Miracle Mile Service Center.

At this time, Frank began a program of developing a Paxton Supercharger Kit, which
would propel a ‘63 XKE Jaquar to quarter-mile speed of 115 and 13.50 E.T.S. at San
Fernando Drag Strip.

Frank passed away in April 1991, and his son, Tony continues to build a very fine line of

speed equipment in the tradition originated by his father, Tommy Thickstun and Bob
Tattersfield.

Nearly 50 years after the first Tattersfield-Baron special tank was introduced, Tony Baron
ran over 200 m.p.h. with his new equipment at Bonneville 1995, with a record of 199.041.
A second Lakester (Baron-Williams), is being built and will hopefully run at Bonneville’s
50th year anniversary. The new Lakester will debut at the Muroc reunion in 1998. The car
is still equipped with a Ford Flathead engine.












to repeat itselt based on the 40-ysar
cycle. Activity is steadily increasing
relcting to “early Forties” hot rodding
and the engines of that era. The inter-
esting thing about it is that the Forties
rodder may now prefer to build up
another roadster, 'just like the one |
used to have,” with the Ford suspen-
sion, rearend, and even the older drum
juice brukes instead of modern discs
and spots. We have been in mouse-mo-
tor heaven since the late Fiities when
the small-block goodies becams avail-
able, but the Ford V8 {lathead was still
very quick, with memorable performers
like the Bexn Bandils, Jazzie Nelsorn,
ard others carrving the marque.
Whet b
taigia b

ot rodder

I t seems as thcugh history is starting

hppened is this the nas-
stured the 1013-50s
Lecauss many have
reached retiremern age with extra time
and bucks to do it «il over agzin, and
perhaps even better than belsre. Count
me in on the {ever. ] recently acquired
a pure stock ‘32 roadster with original
raint, low miles, aad even 1332 license
piates. 've been hitting soma swap
meets to check out availeble vintage
speed equipment, but there cre not that
many choice parts, such as heads, man-
ifolds, cams, ignitions, etc., to be found
at reascnakble prices. They're drying up
fast.

One of the "afllicted” called the other
day and we began hashing over the
Ford {lathead, reminiscing on what we
used to do, and then speculating on
what would be a 1980s approzch to
making the flathead “go.” We dis-
cussed the excellent stock parts that
were raceable, such as the rods and
cranks, which permit most of the budget
to go into the speed parts. The "Y"” and
“L” blocks could be bored to 3% inches
or 3 7:18 inches, and, with an oilset
arind ot @ '45-gpresent Mercury crank,
the sttoka could increase an exira Y
inch. The 32 V& came with 221 cubic
inches, and the bij bore stroker
sported 292 cubic inches. Thesz engines
wore the mosl tearad at the lokes and
drags.

The dilemma on the L-head dasign,
however, was the inabihiy te get high
cemprassion ratios without sutting oft

the krectthing grourd the valves and

restricting the transier passage to the
cylinder. It was quite obvious en dyne
tests that the high-compression heads
(9:1) would pull better power at around
5000 rpm, but would fade away as the
rpm wernt up. Conversely, the lower
compression, such as 7.5:1, would gen-
erally carry the torque better in the
6000-and-up rpm area. A "lakes” en-
gine pulling a tall gear at 500C rpm
liked the high compression, but a drag

Flatheads
Forever?

engine with lewer compressicn would
alweys turn better times due to the ex.
tendad rpm range.

{ thuak the reoderuized flathead could
heave the best of both worlds; that is,
high compression without the usual
breathing restriction by applving «
couple of difterant twists when building
it. One part of this would be to machine
a 'stepped-roof’ chamber above the
valvas. giving the intake valve the room
for at least a 530 lift, but limiting the
exhaust lift lo .300 with a low-roof
chamber above. The lower exhaust lift
will not affect power as most of the ex-
haust gases leave the cvlinder before
the valve reaches .200 lift. Also, in the
flathead design you really have an in-
verted overhead cam, and valve control
is excellent, even with very {ast action.

The other way to reduce combustion
chamber volume and retain a large
transter passags is to exploit the pop-
up piston to a greater ‘degree, even up
to 7/16-inch using a flat-top piston. This
would eliminate the need for a deep re-
lief in the black and provide a tranafer
passage equal to inlet valve flow capa-
bilities. Unfortunctely, such a head was
never agvailable, and there is not
ensugh material in the vintege heads to
accept the deep counterbore for the
pop-ups. A rework of oldsr heads in-
valving expensive welding or the solid
aluminum plate route with the cover lid
as per Robert Roof's Model "A" head
weuld alse do the trick. The last sug-
gestion is for the retires with « Bridge-
rort wmill ond an understanding wife:
raucho chips!

By Bruce Crower

So far, we've handled the compres-
sion and breathing probiem, but we
still have the siamesed center exhcust
poris to contend with. Any {'athead
builder remembers the exhaust divider
that directed the exhaust down the port
instead of letting it blas! directly inte
the adjoining cylinder. The exhaust in-
trusion still existed, though, and kept
the cam grinder stifled as to really da-
veloping the ultimate cam. On this
score, a 180-degree crank would solve
the problem, as each center cylinder
would share the port at equal intervals,
and there would be no need for the
bolt-in divider. This would open the
door for exhcust tuning and way-out
cam timing. True, there were some
180-degroe crumks made “back then,”
but tor oue rrasen or ancthar they wers
vt widely used.

The .500-lift cam wauld best be han-
dled by enlarging the besaring bores
and using larger later bearings. This
would require a steei billet cam and
hard-chrome or chilled-iron lifters in
either the radiused or {lat configura-
tion. In the valve department, I always
usad a lincoln {lathead valve with the
head reduced ‘o 1% inches. Although
this obviously blocked the back side of
the valve for air flow, the normal path
of breathing seemed to be mostly
straight out in line with the port.

To keep our modern flathead sireet-
able, I would top it off with an Edel-
brock three-carburetor manitold with
progressive linkage and any of the
good ignriticns with four-lobe cams and
dual points. [ suppose the all-time best
sparker was the one built by Kong
Jackson with the huge cap and preci-
sion Winfield breaker cam.

For those who are building flatheads,
either the V8 or four-bangers, let your
needs be known to the equipment man-
ufacturers, and I'm sure they would be
pleased to pull out the old casting pat-
terns, cam masters, etc, io tullill the
need il the quantity was right. In 1349,
Paul Schiefer dyno’d my 258-cubic-inch
flathead at his old San Diego shop and
it developed a respectable 208 hp on
gas and 248 hi on 10 percent nitro. It
doesn't sound like much now, but that's
the way it was, and it might be more
fun the second time cround. HR
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