MODIFYING THE MODEL T ENGINE
or
Why Do We Play With This Junk Anyway?

By Les Schubert
Calgary, Alberta, Canada

This is a project that I have been working on for
about five years at this time. I bought two books, Speed
and Sport and Fast Ford Handbook and I became
fascinated with the things that were done to these cars in
the Model T era. Also, at this time my first T engine was
giving me trouble and I felt that I could build a better T.
I learned after a while that if you built your T as good as
Henry built them, that they were a pretty good
automobile, but at the time I hadn t learned that yet.

So I took a 1923 block that I had and 1928 Model A
cranks and rods and built an engine. You have to bore
out the main saddles in the block so that you are just to
the bolt holes. I made new main caps from blocks of
1%*“-thick plate. The main bearings were the easy part of
this job. I also dowel-pinned the main caps with 3/16
pins driven into holes on each side of the caps. This is to
insure that the bearings go back together in the exact
same position everytime and to prevent the caps from
moving around when you are running the engine hard.
All modern engines utilize this feature by some method
or another.

At this time I threaded the main bearing holes that
were in the block and ran steel tubing along the inside of
the block for pressure oiling. I babbitted the mains using
Model T molds, but I line-bored the block with no shims
and I cut circumferential oil grooves to line up with the
oil holes.

To install an A crank in a T you have to machine
down the front of the crank to fit the T gear and shorten
the front bearing a little bit. You also have a problem
with the keyway in the Model A shaft in the packing
area. I have seen this solved by welding up the keyway
and then re-machining the shaft. I machined down the
shaft and put a sleeve over the keyway area, and then
machined a new keyway in the end for a V-belt pulley. 1
am going to use this V-belt pulley to drive the scavenge
pump to dry sump the transmission. The other problem
you have is that the A flywheel flange is about 1/2
further back that the T. I have seen this solved by
drilling new holes in the crankcase and moving the block
12 ahead. You also have to move the front packing
holder ahead in the pan, and make a 1/2 spacer for the
back of the block so that the transmission cover will
seal. I chose to move the flywheel flange ahead the
required /2 by machining it off, moving it ahead, and
re-machining it. I then drilled the crank for pressure
oiling. I drilled using a seven-inch-long 3/16 drill bit
from the front main to the No. 1 rod; from the center
main to No. 2 and 3 rods; and from the rear main to the
No. 4 rod. I also drilled a hole in the flywheel flange to
intersect this hole to oil the transmission. I drilled a
3/16 hole down the transmission shaft, with two 3/16
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holes at the main transmission bushings. Also at this
time I machined the crankshaft to accept bolt-on
counterwieghts which I calculated to balance the weight
of the opposing crank pin and half the connecting rod
weight.

Both Model T and Model A engines have a problem
with the center main bearings failing when driven fast.
This is caused by the flexing of the crankshaft from the
unbalanced loads on each side of it. Counterbalancing
helps this problem by equalizing the centrifugal loads on
each side of the bearing. An added feature is the
additional distributed flywheel effect to help the tor-
tional flexing problems which break crankshafis. Even in
modem high performance engines, the loads on the
center main bearings present problems - leading to the
use of four-bolt main caps or crossbolting as used on the
Ford 427.

After finishing the machining operations on the
crank, I then had it ground and dynamically balanced.
When I babbitted the Model A rods I cut off the oil
dippers and plugged the holes. I had them bored out
without shims, and a circumferential oil groove cut out
to line up with the oil holes in the crank.

The Model A engine had a longer stroke that the T,
and corresponding with this, a higher deck height
(greater distance from the crank to the top of the
block). By using A rods, neither T nor A pistons will fit.
I contacted Jahns Pistons and they were familiar with
the problem and had a special piston available. These
have a wrist pin located much higher in the piston (in
fact behind the oil ring). With a .060 overbore and the A
crank, my engine is now about 190 cubic inches (with
the stock T at about 174 cu. in., and an A at about 200
cu. in.).

The next problem was the oil pump. I used a Melling
high volume Volkswagon pump which I have mounted
on the back of the camshaft. This requires removal
of the magneto coil and magnets and a little machining
of the flywheel for clearance. I fabricated an oil sump to
fit where the dip tray went. I used a ‘50 Ford oil pickup
screen and routed the oil suction line outside and back
into the flywheel housing to the pump. From the pump,
the oil comes back outside for full-flow oil filtering (a
remotely mounted Fram PHS) and a relief valve set at 45
psi, and then back into the engine to the oil distribution
tubing installed to the main bearings.

I am considering pressure oiling the cam bearings
through the cam bearing plug holes in the block as I am
now using a Model A camshaft ground to 3/4-race
specifications. (Note: If someone wants an A camshaft
reground to this, I have the master and can have it
done.)

For valves, I am using 49-54 Ford flathead ones as
they are slightly bigger, have larger stems and are slightly
shorter (than T valves). Using the A cam and T
adjustable lifters, and flathead V-8 springs and retainers,
everything seems to fit just fine. The T springs fit fine on



the V-8 retainers but are too light for any sort of higher
performance use.

The stock T and A intake ports severely restrict the
potential from flathead T or A blocks. By 1932 Ford
had realized this and the flathead V-8 has separate intake
ports, and by 1934 even the intake manifold was a very
well designed piece. I therefore machined the intake
ports as far as possible to a rectangular shape and then
split each port and fabricated a four-runner intake
manifold to a single side-draft Carter YH carburetor
(used originally on a Corvair Turbo).

For ignition T have a 1925 Chevrolet Remy generator
with a distributor on it which, when the T generator gear
is installed, fits just fine. I dont know if this generator
fits in its original form because the one I acquired had
already been converted many years ago.

I am now attempting to finish assembling this engine
and hope to have it running in a chassis this summer. To
write about all the mistakes I have made along the way
would require another article twice this long. This is how
I have done it so far and I am not suggesting that it is the
only, or the best way.

NOTE: 1 mentioned that T was going to dry sump the
transmission. A tremendous amount of power is wasted
in the T engine by the flywheel plowing through the oil,
especially at higher speeds. In addition, the lubricating
effect to the transmission is somewhat marginal as
evidenced by the wear on most T transmissions. By
pressure oiling the center of the transmission, it
shouldn t be any worse, and I will get rid of a lot of
drag.

Reprinted from the April 1984 issue of T Foot Notes
the publication of the Foothills Model T Club, the
MTFCA chapter in Calgary.

THE BUILD IT YOURSELF
OLD CAR BODY IDEA BOOK

The perfect answer for that bodiless chassis, No
other book like it available at any price. Over &0
different and original build-your-own body ideas
Authoritively written. Profusely illustrated with
over 130 drawings and photos. A must for your
old car reterence library. $9.95 postpaid, while
they last. A limited, one Lime only, printing

CARRIAGE HOUSE PUBLICATIONS
2594 South State  Springville, UT 84663

REPRINTS AVAILABLE
THE RUCKSTELL AXLE and a Guide ro Madel T Ford
Rear Axle Service, as appeared in the |anuary-February
1975 issue (Vol, 10, No, 1) of The intage Ford, The
mast complete coverage of the subfect fo date, not a
reprint of origingl material, 81,50 postpoid fram
Bruce McCalley
2039 Evergreen S5t. Buroank, CA 91505

MTFCA FILMS AVAILABLE

Over the years the club has collected a number of movie
films which are available to Chapters for presentation at
meetings and promotion of the Club. The following am
presently available:
1. ‘T Time in the Rockies. 16mm color, sound, 22
mins. 1977 National Tour sponsored by the Mile
High Chapter. 172 Model T Fords and their occu-
pants enjoy a week in the Colorado Rocky
Mountains.

2. ‘Tour Kentucky Tour. 16mm color, sound, 20
mins. 1969 National Tour by the Golden Cross-
roads Chapter. A scenic drive through the back
roads of rural Kentucky by MTFCA members.

3. ‘Catalina Caper I. 16mm, color, silent, 30 mins.
1968 National Tour on Catalina Island, featuring
bathing beauties and Model T Fords.

4, ‘Wife and Auto Trouble. 16mm, black and
white, silent, 15 mins. Problems begin when
“boss buys a new ‘13 Model T Ford for his secre-
tary.

5. ‘County Hospital. Laurel and Hardy, 16mm,
black and white, sound, 20 mins. A ride in the
Model T through heavy city traffic, with the
expected results.

6. ‘Busy Bodies. Laurel and Hardy, 16mm, black
and white, sound, 20 mins. See the first Model T
with a “stereo system and a Model T sawn in
half.

7. ‘Texas T Party. VHS Video Tape. Color, sound,
30 mins. 1979 Nacagdoches, Texas, tour. A local
TV station tape showing MTFCA members enjoy-
ing East Texas scenery in Model T Fords.

8. ‘Hog Wild. Laurel and Hardy, 16mm, black and
white, sound. Using a T touring for a ladder base
results in the usual hi-jinks with the T being
brushed between two trolleys.

9. 1982 Maryland T Jamboree. VHS video tape,
color, sound, 55 minutes. Tour through the
historic Harpers Ferry, Gettysburg and the area of
the Civil War. Model T s in the area where it all
happened.

These films and tapes are available at $10.00 each,
which includes shipping, repairs, etc. The cost of
returning the films is NOT included. If a film is not
available, you will be notified and given an estimated
availability date. Please give us the anticipated date of
showing so that we may better schedule the films. Allow
at least three weeks for shipping. Films should be
ordered from:

Bob Plegge, MTFCA Film Library
1693 Xenia St. Denver, CO 80220

RARE BOOK NOW AVAILABLE
Ford Methods gnd the Ford Shops by Arnold and
Faurate, Originally published in 1915, Complotely
reprinted, almost exactly duplicating the original,
A classic on Ford production many
Over 40 ppd.
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