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L 
ook back at the old musclec;ar-era 
road tests. Contrary to what 
many believe, ther~ weren't but a 
handful of cars tested that ever 

actually put down a 12-second elapsed 
time. 

Wh¥ is that? Certainly the cars were 
heavy, but the best of the lot aosoJutely 
had enough horsepower to eompensate 
for that. Aside from driver ability (or lack 
thereof), the single most limiting factor 
was tire technology. Row in the world 
could you harness a Hemi'.s 425 horse
power and 4-90 lbs.-ft. of torque with a 
set of F-70xnHrrch Polyglas tires? You 
couldn't. 

A quick checl~ o~the Super Stdck mag
azine Foad test of the '69 f.l:emi Charger 
500 backs this up. The best the 4-speed
equipped car could turn in showroom 
trim was a l 3.84; not bad, but the all
telling mph said 103.68. This meant 
there was definitely a low-13-second ET 
in this car with some slicks. 

Problem is, most of us drive our hi-po 
Mo pars on the street with DOT tires. How 
do you harness all this energy, especially 
in a heavily modified car? Tire manufac
turers have been addressing this issue 
since they used flag men to start drag 
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The new BFGoodrich drag 
radial can be described in 
one word: Amazing. 
races. In the early '60s, there were 
the famous Casler cheater slicks. 
For the last decade or more, M&H's 
Racemaster has been the cheater of 
choice for street rats everywhere. 

Little more than drag slicks with 
enough tread to qualify for DOT
certification, they hook like nobody's 
business. Their only drawback, 
however, is their soft sidewall. In a 
nutshell, they handle with all the dex
terity of a drag slick. They just aren't 
that great for a muscular Mopar that 
sees heavy street duty. 
What's a street freak to do? Well, the 

!iJQod folks at BFGoodrich, those same 
Grazies who raced at Le Mans on street 
radials back in the '70s, recently intro· 
duced the BFG Gomp T/A Drag Radial. 
Now, we've long been fans of the Radial 
T / A and the regular Comp T / A, especial
ly for tfrnir prowess in going around cor
ners. But a Drag Radial? 

Believe it or not, yes. And it's not some 
limited-duty item, either. We mounted a 
pair of 23 5/-60· l Ss on a set of cop car 
rims and bolted them to our trusty '65 
f:oron:et SOO and used 'them on a semi
regular basis for the last few months. 
Despite a recent body.off redo and a 383 
that drinks gas like it st1II costs 26 cents 
a ga11on, this car sees between l 00 and 
200 miles a week. 

In fact, they actually, seem to handle 
better and are quieter than the Firestone 
Firehawk 225/ZOR 14s we're running 
out back. The Drag Radials have an 
asymmetric tread pattern and come 
in five sizes so far: 2'35/60R 15, 
275/SORl 5, 255/S.0Rl6, P275/40Rl 7 
and 31 S/35Rl 7. Their casing and tread 
design are both QPtimized to put as much 
power to the pavement as possible. 

All this is nice, you're saying, but how 
do they work in the real world? TheVre 
amazing. We took the Dodge to Old 
Bridge Township Raceway Park 
(Englisht-own, N.J'.}for a round of testing. 
As is ust1ally the case in the Garden State 
in August, it was nice and humid, with 

the temp hovering around 90' E 
Running the car on the Firestone radi

als was at best a dicey proposition. Just 
flooring the throttle would incinerate 
them, sending the 60-foot times into the 
2.50 zone or worse. Launching at half 
throttle and flooring the car about 30 feet 
out would cut down on tirespin and 
reduce the 60-foot time accordingly. 
Obviously, this is not the way to get the 
most performance out of your Mopar. 

On the 14-inch radials, we were able 
to get a best 60-foot time of 2.29 en 
route to a 14.227 at 98.34. Respectable, 
but hardly earth-shattering. We knew 
there was a better ET in the Coronet, and 
the Drag Radials would help us get it. 

For the first pass, we tried a light haz
ing of the BFGs. The tires spun slightly, 
then hooked. We were rewarded with a 
14.084 at 98.74. The 60-foot time was 
down to 2.20, but it was hardly the end
all we'd hoped for. We theorized that per
haps we should heat the drag tires more. 

On the next run, we smoked the tires 
but good. This definitely worked. Our 60-
foot time dropped to a wonderful 2.18, 
and we cleared the traps at 14.02 at 
98.93. 

The obvious question was, Could we 
equal the 14-flat we ran with 26x9x l 5 
drag slicks? You bet! Another good 
smoky burnout and we pulled to the line. 
We ran our best-ever 60-foot (2. l 5) and 
tripped the Compulinks at 14.00 at 
98.85. 

If there is one drawback to the Drag 
Radials, it is that they have a tread life of 
only about 8,000 miles. Not tremendous. 
but for the average pamper,ed street 
machine, that's about four to eiglit ~.ars' 
worth of tire. Not bad for a street raaial 
that's as sticky as a drag slick. * 
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I n the beginning, there 
was Mopar. Mopar was 
fast. And it was good. 
Then came the muscle

cars; though Chrysler was 
there years before, competi
tion improves the breed, and 
that was very good. Mopars 
became better, stronger, 
faster. That was excellent. 

But for some, excellence 
wasn't good enough. The 
tuners and the track-bound 
terrors made their reputa
tions on rides that were 
beyond anything the factory 
could (or would) do. Royal 
Pontiacs with 421 s. Baldwin 
Motion and Yenko Chevys 
with 427s. Shelby Mustangs 
with 429s. And Grand 
Spaulding Dodges-Mr. Norm 
Kraus' 440 GSS (Grand 
Spaulding Special) Darts and 

340 Six-Pack Darts. This was 
beyond excellent. This was 
sick. 

Unfortunately, the insur
ance companies were also 
sick by the early '?Os-sick of 
kids getting in high-powered 
cars, hurting themselves and 
demanding recompense from 
their carriers. Higher rates 
plus more safety and emis
sions equipment meant low 
compression and bigger, 
heavier, slower cars. The mus
clecar era was dying. Even the 
performance tuners were 
going out of style. Royal, 
Baldwin and Yenko were 
much smaller players. Shelby 
gave up cars altogether and 
went hunting elephants in 
Africa. 

Some, however, refused to 
believe in the inevitable. Mr. 
Norm, bless him, was one of 
them. The dealership became 
America's No. 1 volume deal
er in 1972, but musclecars 



were an ever-shrinking part of the 
new-car sales mix. 

Mr. Norm set out to change all that. 
Power was a must, but cubic inches 
weren't the answer. By 1972, the 
Hemi was dead; a 383 or 440 put out 
only marginally more power than the 
tough little 340 and upset chassis 
balance besides. The answer? 
Supercharging! 

For the 1972 Demon GSS, Mr. 
Norm used a Paxton blower with a 
pressurized box surrounding the 
ThermoQuad. This was good for 13-
second quarter-mile times out of the 
box. (Demonic, indeed.) In 1972, 

nothing was pulling 
off 1 3-second quar
ters off the show
room floor. But 
GSS was, and it 
was embarrassing 

lots of high-priced 
GM and Ford big-block cars 

in the process. Best of all, no 
pounding from the insurance 

company. 
Of course, engine upgrades were 

necessary: a fresh-air intake setup for 
the blower, full-capacity hoses, over
sized pulleys, a modified Holley fuel 
pump, fuel pressure regulator, a 
Milodon competition oil pump pack
age, recur:ved distributor and revised 
carb jetting were all part of the deal. 
This was all done at the Chicago shop 
before the car was road tested, dyne 
tested in front of the customer and 
delivered. Rockville Centre Dodge, an 
East Coast distributor of the GSS 
Demon, installed carb floats that had 
a special epoxy coating to keep them 
from getting crushed by the blower's 
pressure, correcting a common prob
lem associated with blown cars of the 
time. 

Standard equipment included the 
huffer, a heavy-duty 727 turning Sure
Grip 3.55s, blackwall E70-14 rubber 
and a serious suspension. There was 
also the factory striping, which 
blacked out most of the hood and 
the area between the taillights, side 
stripes and the Grand Spaulding decal 
that went on the trunklid. Everything 
else-power whatever, bucket seats 
and console-was optional. 

Of course, not everyone could ante 
up the $600 required for a Paxton. For 
those people, Mr. Norm offered all the 
visual and internal upgrades plus a 
signature supertune that included 
carb jet enhancements and quicker 
timing curves that gave the Demon a 
little more hair on its chest. 

An easy way to tell whether a '72 
had been blower-equipped by Mr. 
Norm is that the radiator support was 
cut with a torch on the righthand side 
for the blower's air cleaner. Also, the 
right inner fenderwell had two holes 
either punched or torched into it so 
the air cleaner would bolt on. It was 
then attached to the fenderwell with a 
pair of 3/8 SAE bolts. 

Both of the Demons on these 

pages are Mr. Norm-built. The 
Tawny Gold car is a freshly 
restored original-owner car, 
sans blower. The 8-5 Blue ride 
has all the goodies, including 
the Paxton, and is all-original 
right down to the paint. Both 
are sterling examples of some of the 
last worthwhile supertuner cars avail
able. 

Mike Benke was l 5 years old in 
1972 when he and his brother were 
visiting Mr. Norm's to buy a crank for 
a Hemi Road Runner. Mike saw a 
Tawny Gold Paxton car on the show
room floor and wanted it-bad. 

"I liked the Demon but couldn't 
afford the money for the blower," 
reports Benke, who now calls 
Buchanan, Mich., home. "So I got one 
the same color without the blower. We 
picked it up July 7, 1972." With 
optional power steering and brakes, 
automatic on the console, vinyl top 
and the hood scoop, he turned over 
$3,600 for the privilege. 

Of course, because he was 15, he 
had to let his brother break it in for 
him. "He drove it for a year, but I kept 
a close eye on him," says Benke. 

"When I was 16, it was mine." Fi•r~s~t~u~p~...;;:.,;_;;;.:;::~::::::::::::::J 
was hot rodding it. Cam, he~ders, 
intake and gears were installed, and it 
hit the strip every weekend. In the 
early '80s, he lost interest in the car 
altogether and tried to sell it. Luckily, 
there were no takers. 

It sat in a field until the late 1980s 
while he collected a yard full of other 
cool Mopes, like a '66 Coronet 440 
and Belvedere, a '67 Coronet 500 and 
Barracuda, a '69 Dart and a pair of '72 
A-bodies. It was then that he and pal 
Kevin Carlson decided to rescue it and 
put it back to stock. 

Some parts were found in the base
ment; others were hunted down at 
swap meets. Still, it wasn't until 1993 
that the car was completed, three 
fresh coats of Tawny Gold and three 
coats of clear spread across its come-

ly flanks. An 83/4 rear spins widened 
l 4x8 Rallye rims out back. The rest is 
as it was in 1972. 

The B-5 Blue GSS, however, never 
left the condition it was in back in '72. 

"I used to have Hemi 'Cudas and 
Challengers," laments Dennis Begyn, 
a master mechanic from Taylor Ridge, 
Ill. "Like a dummy, I gave them away 
before the price wars." Begyn was in a 
parts store in Muscatine, Iowa Uust 
across the Mississippi from his place), 
in 1992 when he heard of this blown, 
fully documented Mr. Norm Demon 
GSS up for sale. 

The body and interior were com
plete and all-original on the 4-speed, 
non-hood-scooped, manual-steered, 



drum-braked Demon. The engine was 
apart, but the long-block was be
tween the fenderwells, and all the 
other parts, including the blower, 
were in bags and labeled. No sweat, 
right? 

Once all the parts were together, 
he went for a ride-and at 5500 rpm, 
a broken aluminum valve retainer 
expired the engine in spectacular 
fashion. From there, he decided to 
take the time to do everything the 
way Mr. Norm intended. 

The headers, tach and boost 
gauge were all added at Mr. Norm's 
and were left alone. The rest of the 
GSS was all right, so the engine was 
built back to Grand Spaulding specs, 
save for a Competition Cams 
.470/270' cam and ported and pol
ished heads with 2.02/1.60 valves. 
Inside and out, the rest of the car is 
stock, stock, stock. Dennis' wife, 
Sandy, was bitten by the Mopar bug 
during this GSS engine rebuild. So 
much so, in fact, that she put in time 

turning wrenches on the 340. As any 
devoted Mopar man and husband 
would do for his spouse, Dennis gave 
the A-body to Sandy last year as a 
birthday gift. 

Recently, the original owner saw 
the Mopar again and imparted a little 
more info about its history. The 
Demon had hubcaps that were traded 
in on Rallyes. The fuel cap was miss
ing at the time of delivery; Norm 
promised him a new blue one with 
the stripe, and he was sent a chrome 
one instead, which is on the car now. 
The floats got crushed twice inside of 
a year. He was so mad that he 
scraped all the Grand Spaulding 
decals off the car, pulled off the blow
er, had Mr. Norm fix up a normal car
bureted incarnation of the GSS pack
age, and drove it for another year. 
The car had 19,000 miles when he 
tried to trade it in at a local dealer, 
who offered a paltry $1,500 for it. 
After considering hooking up a 4-
wheel-drive system and turning it 

into a brush-basher, he parked it in 
utter frustration in 1973. 

The original owner kept it until 
'91, when the second owner spotted 
it, bugged him till he sold it, then 
turned around and sold it to Begyn, 
the third owner. "The first guy was 
kind of mad about that," Dennis gig-

. gles. 
Sadly, Grand Spaulding produced 

few '72 Demons. Exact production 
numbers aren't known, but there 
weren't many. Someone at the EPA 
caught wind of all the performance 
shenanigans going on and stopped 
Mr. Norm on the spot. And that was 
that. The supertuner era, for Mopars, 
anyway, was officially over. 

In 1978, Norm sold his half of the 
dealership to his brother, Lennie, who 
became full owner. They stopped sell
ing new Mopars a year later. But the 
Mr. Norm legend remains, as do a few 
of the cars-outrageous cars like 
these, which are a fine testimony to 
the legacy of Grand Spaulding.• 

Photos by the author 

I n "Whole Lotta Horses, Part l" (Nov. 
'95), we covered the machining pro
cesses, short-block components and 

assembly techniques that are required 
to make big street/strip horsepower 
reliably. Yes, we know, a Mopar 440 can 
make hundreds more ponies than our 
projected 500-horse goal, but these 
engines are purpose-built racers. Our 
project 440 will be installed in a '71 
Barracuda, which is basically a street car 
that will do some weekend strip-bash
ing with the help of welded in subframe 
connectors and Super Stock rear 
springs, among other tweaks, to get the 
power down. 

For this part of our saga, engine 
builder Jerry Stein will discuss the long
block assembly: which parts are used 

and why, and which components should 
be avoided when building this combina
tion. Also, the 346 engine heads will 
receive expert porting and a complete 
rebuild from Paul Precht, owner and 
operator of New Hampshire Compe
tition. Part 3 will cover dyno time, so 
stay tuned. 

Heads 
Although the garden-variety 346 

castings used for this project are not 
quite as popular as the 452 castings and 
are often overlooked when RB engines 
are built, they provide the breathing 
capacity that we need to make this 
engine fly, while remaining compatible 
with today's unleaded gas. The full cast
ing number is 3462346, part No. 

3462344 on these heads, which were 
available on 1971-73 383/400/440 
engines. 

With massaging in the ports and 
chambers by Paul Precht, we improved 
flow at all lift levels. To check his efforts, 
Paul flowed the 346 heads on a Super 
Flo 110 bench before and after the port 
work. Calculations were corrected to 28 
inches of water. 

A Fel-Pro Blue head gasket (part No. 
1009) was used in our buildup. We 
chose it for its durability; it's composed 
of a mild steel wire ring surrounded by 
a stainless-steel armor sheet. 

Specs on gasket: 
Gasket bore 
Compressed volume 
Gasket crush 

4.410 
9.9cc 
.039 

After glasoS-beading, the 
heads receive bronze 
wall valve guliles, which 
are honed to size. 
Exhaust guides can be 
se_t tighter if no seals 
~ u~, but this is for 
race motors only. we 
used exhaust seals, so 
the guides were honed 
.002 intalc.e/eiliausL 

The heads are disassembled ushtg a pneumatic valve 
spring compressor. This prevents pinching your fingers 
when removing or installing k#Pt!rs, I can compress or 
release witli the touch of a IHltton. 

HIGH PERFORMANCE MOPAR/31 


