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AUTOMOBILE CARRIAGES
by John Philipson

Extractedfrom the Presidential Address
delivered by Mr. John Philipson to the
Institute of Carriage Manufacturers, at
their 1895 annual meeting. Reproduced
with permission from the RSA Journal,
Vol. CXLlll No. 5462, August/September
1995.

The fact that a Bill has recently
been introduced III the House of
Commons to amend the law with respect
to the use of locomotives on highways, is
one that no coachmaker can regard with
indifference. Its object is to exempt
carriages, propelled by other than horse-
power, from the regulations of the
Locomotives Act in cases where they are
not used for traction purposes.

Now, the Locomotives Act was
passed mainly with the object of applying
to engines used for traction purposes, and
it was totally inapplicable to the light
horseless carriages which are used in
Paris and other parts of France.

By the law of this country, the road
engine cannot proceed at a greater speed
than four miles per hour in the country,
and two miles per hour in the town, and
the object of the new Bill is to remove the
legal obstacle as to speed, in order that we
may try those light self-propelled
carriages which are used in France, where
they are very correctly called
"automobiles." It is not to be believed
that our country, which builds
locomotives as excellent as any that are
made, and which, for a long time, led the
world in their production, can any longer
refrain from following the lead of its
neighbours in experiments which have
yielded such valuable results.

We know that steam carriages
were used experimentally in this country
more than half a century ago. Those of
Hancock ran in London; Gurney worked
his between London and Bath and
elsewhere; and there was a regular service
between Glasgow and Paisley, and
between Edinburgh and Leith.

The advent of the heavy traction

engine, however, prevented any
development of this method of
locomotion, and it has been left to our
neighbours on the other side of the
Channel to demonstrate the value of a
means of transit which we have
neglected. In France, the horseless
carriage is permitted a speed of seven
miles an hour in the town, and twelve
miles in the country. The recent contest
between Paris and Bordeaux - in which
twenty-seven carriages were engaged -
was organised with a view to determine
the best kind of motor for such a purpose.
With a carriage traversing all kinds of
road, the conditions under which an
engine has to work are so varying that the
selection of the best motor will be a
matter of difficulty; but it will, doubtless,
be overcome, and in future years
electricity will, in all probability, furnish
the power.

The motor of the most successful
carriages in the Paris-Bordeaux trials was
a petroleum or gasoline engine, in which
petroleum is converted into vapour in a
heated chamber, from which it passes into
the cylinder, is compressed by the piston,
and exploded. The chief objection to this
form of motor is the vibration caused by it
continuing to work whether the carriage is
moving or not, and it will require a
particularly well-framed body to resist
this action. The horseless carriages used
in France may be divided into two
classes: (I) those in which the motor and
carriage are combined in one; and (2)
carriages quite distinct from the engine,
which runs in front and draws the carriage
- generally in the form of a waggonette
- behind it, the fore-carriage being taken
out and the top-carriage resting on the
rear of the engine. The latter form, in my
opinion, may be dismissed as unlikely to
come into general use. They are
unsightly, and must be unsteady and
difficult to manage when turning.

The other form, in which the
carriage and the motor are combined, is,
to my mind, much more workmanlike.

Sometimes the motor is in front, and
sometimes behind, and the hody is made
in various forms, a dog-cart with two or
four seats, a waggonette with or without a
head, a phaeton with or without a head, or
a small omnihus.

Messrs. Pan hard and Levassor
make these mechanical carriages to run at
a speed of 18 kilometres per hour, which
is equal to II miles 300 yards. This speed
may he exceeded where the state of the
roads permit, hut it strikes one as ample.
The cost of running is surprisingly small,
the average heing 4 centimes per
kilometre for a carriage with two seats,
and 5 centimes for one with four seats.
The prices range from 168 Pounds for a
carriage with seats for four. A waggonette
omnibus costs 226 Pounds and a vis-a-vis
phaeton 216 Pounds, while the charge for
india-rubher tyres is from 16 Pounds to 24
Pounds additional.

The opinion has recently been
expressed in the Standard, that if once the
trammels are taken off this method of
locomotion in the United Kingdom, the
development will follow that will
assuredly grow to extraordinary
proportions, and I am hound to confess
that I concur in this view. It may become
a reality that we, as coachbuilders, will
have to face in the near future.

I am not pessimist enough to
helieve that carriage manufacture, as we
now understand it, will suffer to any great
extent, or that the production of harness
will he less. The numher of horses and
carriages did not decrease when the
locomotive displaced the coach.

It is possihle to create a demand
and a new industry without injuriously
affecting those already in existence.

We have seen this in the marvelous
extension of cycling. But if horseless
carriages come into general use in this
country, it will he our duty, as assuredly it
will he to our interest, to take care that
their manufacture, in so far as concerns
everything hut the motor, is the work of
the carriage manufacturer.
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EDITOR'S NOTES
The Summer 1996 Review,

"Duesenbergs in Europe", represented the
first Review dedicated to a single topic.
Some readers have asked whether other
single-topic issues may be in the offing.
I'll simply say that we are open to
suggestions, but the magazine you are
about to read returns to the eclecticism
that has pleased so many over the years.
It also reflects the decision of the
Publications Committee to bring you,
from time to time, works of merit that
may have been previously published in
periodicals of limited circulation.
Overall, the Review tries to reflect the
varied interests of SAH members in
prewar and postwar cars, trucks, buses,
sports cars and their drivers, and to strike
a balance. Review No. 31 begins with
"Automobile Carriages," extracted from
the Presidential Address in 1895 to the
Institute of Carriage Manufacturers in the
United Kingdom by John Philipson.

Our first feature article is a
resumption of Founder Member Grace
Brigham's work in progress, "Those
Elusive Vehicles", the history of SAH and
its times. The first two chapters appeared
in Review No. 29. Chapter 3 is
especially relevant in light of the
recent motor vehicle industry
centennial observations both in the
United States and the United
Kingdom. She discusses the
difficulties of determining what the
first motor vehicle was and who
made it.

For the next three articles,
we travel abroad. First comes
Frans Vrijaldenhoven's translation
of his article on the cars owned by
the last German Kaiser, Wilhelm II,
previously published in the Dutch
publication Voitures Oldtimer
Krant and in the Swiss magazine
Automobil Revue. Frans
Vrijaldenhoven grew up in Holland
during the 1930s, the son of one of
the five official Dutch car-brokers.
After technical training at Saurer
(Switzerland), Jaguar (England)
and Daimler-Benz (Germany), he
started his career as a service
manager for Mercedes-Benz.
Between 1973 and 1991, he
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became Vice-Managing Director of a
General Motors dealership. He has
written for a number of automotive
publications at home and abroad, and is
interested in the history of all
automobiles.

Robert Pryzybylski, our member
who is an editor of Warsaw's Moto
Magazyn and author of Wielka Trojka i
Inni, a recently published book on 100
years of American cars, has written an
informative article on Poland's post
World War II heavy truck and bus
manufacturer, Jelcz. Our article on RAF
of Bohemia, adapted to English in this
issue, was originally written in German
by our sole Slovakian member, Marian
Suman-Hreblay and translated by another
member, Ferdy Hediger, who will be
remembered for the article in Review No.
29 on the brief reign in 1905 of the
Dufaux as holder of the land racing
record. R.A.F. was absorbed by Laurin &
Klement (which became Skoda). The
article originally appeared in a 1978 issue
of Auto Chronik.

The recent advent of the all-new
Corvette V-8 is an appropriate time to

take a look at the first Corvette V-8
prototype, the EX-122 of 1953. We are
pleased to introduce to our readers
member Don Keefe, who wrote this
article for the May 1994 issue of Corvette
Fever. Don is editor of Pontiac
Enthusiast, and for the past decade has
written for and edited publications
dealing with muscle cars. He is also
chairman of SAH's Benz Award
Committee for 1997.

Our final article represents the
Review's homage to 1946, the industry's
Golden Anniversary year, forgotten last
year in the shadow of last year's
centennial celebrations. It also represents
recognition of The Dealer, whose role has
been largely neglected by automotive
history. An untitled manuscript which I
have chosen to call "A Square Deal to
All", it reOects the views of John E. Smith
of Atlanta, Georgia, a Chevrolet dealer.
on how to treat his customers in the
turbulent year of reconversion that
immediately followed World War II.
Indications are that the article appeared in
the Southern Auto Journal for June 1946.
It was submitted by Mr. Smith's grandson

and namesake. I have prefaced it
with some background that
provides the context for Mr.
Smith's remarks, followed by an
introduction of Mr. Smith by one
George Erwin, probably the editor.
The Chevrolet dealer ad that
follows the article came from GM
Folks for April 1941 and is a coda
for Mr. Smith and his generation of
dealers.
The articles for our next issue.

while not devoted to a single topic,
nevertheless have a common
origin: all were among those papers
presented in September 1996 at the
Automotive History Conference in
Dearborn, co-sponsored by the
Henry Ford Museum and SAH.
Issue No. 32 will be distinctly
different from past issues.
The Review appreciates the efforts

of all these contributors who made
this Issue possible, and Sam
Fiorani's help with the galleys for
Grace R. Brigham's article.

~ Taylor Vinson

DUESENBERG

L'AVION DE LA ROUTE

33/265 CV

Concessionnaire

MOTOR DE LUXE

Garage 12. Rue de Scblonville MaQasin 12, Rue de l::1err'

NEUILL Y·SUR.SEINE PARIS VIII'

Fig. 1 - 1931 Folder by Motor De Luxe
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COMMENTS ON PAST ISSUES
Number 28
"The Coming of War: How Government
Regulated the Production of Civilian
Passenger Cars"

Page 4 notes the bizarre OPA
request that auto manufacturers eliminate
the use of superlatives such as "super"
and "deluxe" in the names of 1942 model
lines. The article wondered whether the
request had any effect, noting that both
Ford and Plymouth continued their use of
"Deluxe" and "Super Deluxe" models for
1942.

Apparently Pontiac heeded the
OPA. The Division's original sales folder
for 1942 identified its two lines of cars as
"Deluxe Torpedo" and "Streamliner
Torpedo", but it was later revised to refer
to the lines as simply "Torpedo" and
"Streamliner".

Taylor Vinson
Virginia

Number 29
The cover by Alex Telatco

Who was Alexander Telatco? He
was an Ohian who was digging into the
history of the automobile at a time when
the knowledge of a car's background sel-
dom went beyond the discovery in the
family album of a picture of Dad's knock-
about roadster or Grandpa's farm-mud-
died jalopy. As a result of his correspon-
dence and research, Telatco found that
many others, also were interested in the
history of the automotive industry.
Richard Brigham was one of those who
benefitted from those studies.

Alex Telatco was mostly a self-
taught artist. The drawing used on the
cover of AHR No. 29 was originally made
by Telatco to head a series on "Old Car
Sleuths" in some Brigham publications.
Mr. Telatco died in 1966 so, unfortunate-
ly, he did not live long enough to have
been in at the founding of The Society of
Automotive Historians. He would have
delighted in the work of SAH.

Grace R. Brigham
Georgia

Number 30
"Duesenbergs in Europe"

Thanks to our members Fred Roe,
Ferdy Hediger, Geoffrey N. Stein, and
Jacques Fritsch, we have some correc-
tions and amplifications which we are
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pleased to print. By coincidence, the edi-
tor discovered the fourth known piece of
literature issued by Motor de Luxe, at
Retromobile, with the author of the origi-
nal piece, Tom Solley, at the adjacent bin.

page 2 - The Duesenberg representative
in Switzerland was W. Bodmer,
Uiwenstrasse, Zurich 1. At times, the mar-
que was called "Dusenberg", which might
have been the original German spelling of
the family name.

page 4 - From 1931 through 1934 and
perhaps earlier the J chassis listed for
375,000 French Francs. Compare with
Hispano-Suiza 112 chassis (195,000 FF),
Maybach W12 chassis (180,000 FF), and
Marmon V 16 with closed body (250,000
FF).

page 6 - lower photo: "1929" should read
"1930." "Faux cabriolet" should read
"cabriolet."

page 8 - car at top of page is a "cabriolet".

pages 11-12 - Letoumer et Marchand
records show the following for its other
two Duesenberg-bodied cars. The cabrio-
let sold to Prince Nicholas was ordered on
7 July 1930 and delivered 2 October
1930. The third car, chassis 2219, was
ordered on 2 August 1930 and delivered
also 2 October 1930 - just in time for the
Paris salon.

page 17 - Add:
4. DUESENBERG L' AVION DE LA
ROUTE (1931) French. 8.25 x 10.625 in.
(21 x 27cm), 4pp., black printed thin off-
white coated paper. History, specifica-
tions text with 1 engine illustration. Imp.
Riegel (Fig. 1 p.2).

pages 15, 22, 25, 35 - "Graber" should
read "Graber."

page 26 - Car No. 20: Letoumeur et
Marchand records ascribe the inexplica-
ble chassis number "157506" to this
car.

page 32 - Car No. 37: "1970s" should
read "1960s, possibly even 1959."

page 34 - Car No.3: "Countess Asti am
Steuer" means "Countess Asti at the
steering wheel".

page 38 - Missing car: Inadvertently
omitted was Car 2460 J-441, which
should have preceded Car 2492 as Car
No. 12. This is a Rollston convertible vic-
toria on the short wheelbase which still
exists in restored form with engine J-472.
Original owner Ralph Pulitzer used the
car to tour Europe and recalled having to
install the European-style turn signals
(trafficators), fastened to the windshield
pillars, in order to use the car in Belgium
(Fig.2).

Fig. 2 Car 2460 1-441
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Number 30 (cont'd.)

"Lagonda had a slight connection
with the story. I enclose a photocopy ...
from [The Autocar] issue of 23rd August
1929, which tells how Lagonda did the
conversion to right-hand drive but subse-
quently handed over the concession to
Malcolm Campbell. I have no doubt the
work was actually carried out at Lagonda's
Staines factory.

Arnold Davey
England

I wonder if Lagonda made the
conversion. Duesenberg produced some
12 or 13 sets of right hand drive compo-
nents, including the cast aluminium dash
panel. By the time that this article was
written there certainly were RHD chassis
enroute to England, if not actually there,
but maybe Lagonda had had a customer
order in for a long time and had to settle for
a LHD chassis. I do note that the photo
shows an RHD tail light, which involves a
different mirror image bracket.

Fred Roe
Massachusetts

BIG DUESENBERG IN
ENGLAND.

T AGONDA DISTRIBUTORS (LON-
L DON), LTD., have obtained rle-
livery.of one of the big Duesenbergs. This
(hey have had on order for a client for
some time; for some days the chassis was
on show, being an. object of absorbing
interest 'to all enthusiasts.

It certainly is.interesting. The engine,
of 80mu Beven or more litres capacity, is
very like "the power unit of the Duesen-
bel'g Indianapolis racing cars, a straight
eight with two oVeThead camshafts operat-
ing the valves throngh small pistons, the
cam touching the piston crown and the
\'alvtl, valve spring and valve stem being
inside the piston. Behind the engine is a
long, narrow cast-iron gear box, with. a
very spidery and long gear lever at the
centre, But behind the gear box the de.
sign is not at all transatlantic, since t:."re
is a driving shaft running to the head of
the Ilropeller-slmft, from which component.
the torque' is taken by a fork to a cross,
membel'. The usual American car has
the torque taken by the springs. In the
Lack axle of the Dnesenberg is a hypoid
bevel-that is, the pinion engages with
the ~rown wheel at a point considel'allLy
below that IiorlnaI1y scleGted.

It is chiefly the detail which is worthy
of study. Fuel, for example, is fed to the
single tloat chamber of a twin carburetter,.
either by a battery of three Autopulse
pumps or by a very ingenious adaptioll of
the element of a thermostat operated by a
cam to pump fuel. The drive to this
cam also~erves for a slow-acting,
lU~chanical oil pump, which every 75
nllies 8r so feeds lubricant to the minor
bearings of the clwssis. Oil for these

bearings is contained in a small separate
tank, and the driver is warned by electric
lights if the oil becomes exhausted.

The engine is seated on flexible pads,
and the crankshaft is balanced most curio.
ousIy with the aid of metal containers
filled with mercury, and bolted' to the
crank webs. The intake pipe is external,
and slopes downwards towards the fork,
there being a hot-spot controlled by a
thermostat. Battery ignition ilt standard.
It is being found quite difficult to arrange
the steering gear on the right-hand side of
the chassis, instead of on the left, and yet
to leave room for the huge exhaust pipe.

The whole chassis looks extremely sub.
stantial. The springs are half-elliptic,
and much more cambered than would be
those of a European car of similar- type,
and (here are hydraulic double-acting
shock absOl bel'S.

H goes almost without saying that the
brakes' are of European type, but

hydraulically operated, and that the front
axle apparently gives no castilr action,
possibly because the tyres are enormous,
and difficulties might be created owing to
wheel wobble with inclined pivots.

The bore is 3lin., approximately
95.2mm, and the stroke. 4lin •• approxi-
mately 120.7mm., anrl the price of the
chassis is taken to be rather over £2,000.
It is underst.ood that tlie future conces·
sion fOl these cars has been granted to
:'IIalcol~n Campbell, Ltd.

The Autocar, August 23,1929

VilC!lIl:'lJC pri(llOcdi •.•..•••c
10-190 Idlom(lo'. A ••••••urc

DUESENBERG
•.•.•••.•••••dc •• reale"

TBIOIIPBB •• Conceal'. d·EI~•• ace de Cann •.l'I

La volture'a plu. belle'a piU •• ouple
fa plu.•raplde'a plu. tChere

du ,"onde

33-265 C.V.

.seu' tContCe•• 'onna're
pour 'a Fran ICe:: MOTOR

D'reIC'eur :: E. Z• .sADOVICH

DE LUXE
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THOSE ELUSIVE VEHICLES
CHAPTER III: THE HUNT FOR FIRSTS AND SPECIALTIES
by Grace R. Brigham

"It has been said many times that
when writing or talking about historical
things or events, 'first' is a word to be
used with caution, for it may turn out that
something (or several things) were even
'firster' ." I

So true it was. The Newsletter
editor and other SAH historians had
learned that fact as they hunted through
records on early self-propelled vehicles.
Firsts they could find all over the world,
but the "firstest"~that was the puzzler.

From ancient times a vehicle
which propelled itself was viewed as a
device of the gods, described by poets,
depicted by artists. Occasionally, for
rulers and lords, some special toys were
made that moved as if by magic.

For the ordinary man, though,
there was barely a glimmer of hope.
Putting his shoulder to the wheel was his
least favorite occupation, but when only
muscle power was available, either man
or animal had to provide the moving
force.

Nevertheless, every other kind of
force was tried out. Wind-driven land
vehicles with sails worked with some
success in Holland in the Sixteen
Hundreds. Elaborate clockwork engines
were made by craftsmen in various
countries. Other inventors attempted to
use gunpowder as their driving force;
some tried compressed air. However,
nothing had been found which could
match the speed, power and reliability of
horses.

Steam came closest. It was a very
satisfactory source of power for stationary
engines, and the supply of coal for their
fuel was plentiful. When machines were

DATE
1769
1772
1784
1784
1786
1788
1790
1790
1791

taken out of their shops and applied to
road vehicles, most often it was a
different story. Horse-pounded, rutted
roads were hard on those heavy and
clumsy machines. However, the
development of metal rails for use of
steam locomotives turned the interest of
transportation companies and the public
almost exclusively to the railroads.

Those rails, though a decided
necessity for heavy locomotives, were
such a limiting factor. No side trips could
take place beyond their metal roadbeds.
Trains might be outracing all other modes
of transportation but the horses and the
steam cars were needed for use on regular
roads.

There had been many
improvements in steamers since Captain
Nicolas J. Cugnot ran his artillery tractor
in Paris in 1769. His has been considered
the first self-propelled vehicle made for a
specific purpose, not merely as an
experiment, and one which ran
successfully though very slowly.

The following century was filled
with recorded advances, as well as many
a failed experiment, in steam, electrical
and gas/petrol powered vehicles along
with a number of designs patented but
never developed. Important, also, though
not as well-publicized, were the
inventions and improvements of engines,
systems, parts and equipment which
ensured that the planned self-propelled
vehicles would actually run and survive
their run for a reasonable distance.

The scientists had been
experimenting with whatever fuels they
could find; the artisans were improving
all kinds of metal, fabric and wood work

TYPE
Nicolas J. Cugnot, France, ran 3-wheeled artillery tractor
Oliver Evans, U.S.A., experiments with steamer; 1789 patent
James Watt, England, patent, model "portable steam engine"
William Murdock, England, model carriage, ran; used illuminating gas
William Symington, Scotland, patented steam carriage
Robert Fourness, England, 3-cylinder tractor, demonstrated
Charles Dallery, France, steam carriage with tubular boiler
Nathan Read, U.S.A .. patented and ran vehicle, model
John Fitch, U.S.A., patent, model land carriage; steam boat

Summer /997

needed by the machines; and the engine
makers were coming up with one design
after another. Patents were issued, papers
with diagrams and descriptions were
printed in the ever increasing number of
magazines devoted to the subject of land
transportation, and somehow or other
word of these inventions was spreading to
many nations.

There was an explosion of ideas
and along the way there was an
occasional explosion in a laboratory or on
the road as a result of the numerous
experiments. Then in the late Eighteen
Hundreds more changes came. Another
source of fuel, a plentiful source, was
discovered when an oil well was drilled in
America at Titusville, Pennsylvania, in
August 1859. At first petroleum was
regarded mainly as fuel for lamps and
shop machinery. Then few people realized
that it might run their vehicles.

During the next forty years
gasoline-powered vehicles were being
developed. Many were well-documented;
some originals have even been preserved
in museums. There were a number,
though, of the "Paper Automobiles" to
confuse the record keeping. These
consisted of patent applications with
designs but no follow-through. Many a
claim was made of a vehicle being built
when there was no proof nor any
surviving car, not even a model.

Historians in trying to sort out the
claims of "firsts" have used numerous
references. The following is an outline I
have compiled of the self-propelled
vehicle record from 1769 to 1900:

Steamer
Steamer
Steam Engine
Steam Model
Steamer
Steamer
Steamer
Steam Model
Steam Models
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DATE
1790-1800?
1801
1802
1805
1806

1814
1821
1823
1824
1825
1825
1826
1826
1827
1827
1828
1834

TYPE
Apollo Kinsley, U.S.A., vehicle, ran
Richard Trevithick, England, built, drove carriage; passengers
John H. Stevens, U.S.A., built steam engine model
Oliver Evans, U.S.A., amphibian vehicle ran
Isaac de Rivaz, Switzerland, patented (in France) vehicle run on hydrogen, electric
ignition; 1813, improved, ran
George Stephenson, England, steam locomotive trial run
Julius Griffiths, England, patent; Bramah vehicle contruction
Francis Maceroni, England, road locomotive
W.H. James, England, carriage produced, 4 cylinders
T.W. Walker, U.S.A., steam carriage
Thomas Blanchard, U.S.A., demonstrated engine in wagon
Samuel Brown, England, internal combustion, alcohol, air
Samuel Morey, U.S.A., internal combustion engine, 2-cycle
Walter Hancock, England, started building carriages
Goldsworthy Gurney, England, builder, efficient boilers
Onesime Pecqueur, France, inventive mechanisms in carriage
John S. Russell, Scotland, engine for steamer, run in Scotland

Steamer
Steamer
Steam Engine
Steamer

Internal Combustion
Locomotive
Steamer
Steamer
Steamer
Steamer
Steamer
Motor Carriage
Engine
Steamers
Steamers
Steamer
Steam Engine

NOTE: This had been a period of increased steam car building with many an innovation in their designs. The roads on which they had
to travel, though, were mostly in the same sorry state as before. While the train companies were improving their railways and extending
their lines, the steam coaches started to disappear from highways, especially as a number of discriminatory laws were put into effect.
The inventing did not cease, though, in spite of an anti-machine attitude in a number of places. Vehicles kept appearing even when they
had to be hidden from the authorities. Eventually the discriminating rules were eased and enough "Good Roads" campaigns finally
made it safe enough for self-propelled vehicles to travel on the highways.

DATE
1837
1838
1839
1840-41
1841
1841-43
1844 & 46
1845
1853
1855
1856
1861
1862
1862
1863
1863
1864
1866
1867
1867
1867
1868
1871
1872
1872
1872
1873
1874-75
1876
1880
1883
1883
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TYPE
Thomas Davenport, U.S.A., electric motor
William Barnett, England, gas engine, double-acting
Robert Anderson, Scotland, electric motor powered carriage
Paul Hodges, U.S.A., fire engine, self-propelled, built
William Worby, England, steam tractor
F. Hill, England, built passenger-carrying coaches
Stuart Perry, U.S.A., internal combustion engine patent
Robert W. Thompson, England, patented pneumatic tires
J.K. Fisher, U.S.A., built steam carriage that ran 2 years
A. Drake, U.S.A., explosive gas engine, patent
Richard Dudgeon, U.S.A., steam carriage, duplicate 1860
John K. Fisher, U.S.A., patent steam fire engine
J.J.E. Lenoir, Belgium, internal combustion, illuminating gas
A. Beau de Roches, France, 4-stroke principle, patented
Sylvester H. Roper, U.S.A., first a steamer, then additional ones
John Reid, U.S.A., built steam wagon, ran
Siefried Markus, Austria, carriage with 2-cycle engine, ran
Nicholas Otto and Eugen Langen, Germany, Otto engine, 4-cycle
Henry Taylor, Canada, built steam car
Henry House and Joseph House, U.S.A., built one steam car
Francis Curtis, U.S.A., steam fire engine
Charles Ravel, France, oil-fired tricycle, direct drive
Dr. J.M. Carhart, U.S.A., steam vehicle
George Brayton, U.S.A., 2-cylinder engine, used fuel oil
Charles Randolph, Scotland, large steam carriage
Amoskeag Co., U.S.A., self-propelled fire engines
A. Bollee, France, steam omnibus, built many vehicles
Siegried Markus, Austria, second model, gasoline driven
Nikolaus Otto, Germany, improved engine, German and U.S. patents
Henry Lawson, England, invented engine, explosion of gasoline
DeDi on, Bouton and Trepardoux, France, steam car manufacture
Edward Butler, England, vehicles powered by benzoline vapors

Motor
Engine
Electric
Steamer
Steamer
Steamers
Engine Patent
Tire Patent
Steamer
Patent
Steamer
Patent
Motorcar
Invention
Steamers
Steamer
Gas Vehicle
Engine
Steamer
Steamer
Steamer
Steamer
Steamer
Engine
Steamer
Steamers
Steamers
Motorcar
Engine
Engine
Steamers
Tricycles
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1884
1884
1884
1885-86
1886
1886
1887
1887
1887
1888
1888-89
1889
1890
1890-91
1892
1893

Delamare-Debouteville, France, tricycle used illuminating gas (Fig. 1)
Gottlieb Daimler, Germany, high-speed gas engine patented
Lucius Copeland, U.S.A., steam bicycle
Karl Benz, Germany, 3-wheeler, benzine vapor, 1885 trials
Gottlieb Daimler, Germany, petrol vapor motorized vehicle (see cover)
James Bullard, U.S.A., 2-cylinder steam vehicle
Leon Serpollet, France, steam tricycle
Ransom E. Olds, U.S.A., first car, experimental, ran
Ratcliffe Ward, England, electric cab, omnibus
J.K. Starley, England, tricycle with motor under seat
L. Serpollet, France, flash boiler in tricycle, carriage
Peugeot-Serpollet, France, 3-wheeler, flash boiler
William Morrison, U.S.A., electric vehicle
John W. Lambert, U.S.A., gas powered car built, 3-wheeler (Fig. 2)
Achille Philion, U.S.A., steam carriage built
J. Frank and Charles E. Duryea, U.S.A., gasoline car

1893
1894
1894
1895
1895
1896
1896
1896
1896
1896
1897
1897
1897
1898
1898
1898
1899
1899
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Fig. 1 1884 Delamare Debouteville, France

Tricycle
Patent
Steamer
Motorwagen
Motorwagen
Steamer
Steamer
Steamer
Electrics
Tricycle
Steamer
Steamer
Electric
Motorcar
Steamer
Motorcars.

Fig. 2 1891 Lambert, U.S.A.

Dickson's Carriages, Canada, long-lasting car
Elwood Haynes, U.S.A., gasoline car
Panhard & Levassor, France, car with Daimler engine
George Selden, U.S.A., patent on gas car
Herbert Austin, England, prototype, Wolseley Company, 3-wheeler
Charles Brady King, U.S.A., 4-cylinder gasoline engine
Henry Ford, U.S.A., quadricycle, 2-cylinder gas engine
Ransom E. Olds, U.S.A., car with internal combustion engine
John Knight, England, small car, internal combustion engine
A.L. Riker, U.S.A., tricycle with electric power
E. Clubbe and A. Southey, England, electric self starter patent
William Grayson, Australia, Pioneer car, internal combustion
Vabis firm, Sweden, G. Eriksson, designer; car paraffin fueled
Louis Renault, France, car with DeDi on engine
H.J. Spyker, Netherlands, 2-cylinder cars
Francis and Freeland Stanley, U.S.A., three cars built that year
EI.A.T. firm, Italy, first car rear-engined, next front engine
Nelson and Milton Good, Canada, started building LeRoy cars

Electric
Motorcar
Motorcar
Patent
Motorcar
Motorcar
Motorcar
Motorcar
Motorcar
Electric
Patent
Motorcar
Motorcar
Motorcar
Motorcars
Steamers
Motorcars
Motorcars
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In those years around the turn of
the century hundreds, even thousands, of
cars and trucks were being developed.
Now it was usually companies rather than
lone inventors which launched the new
makes. They could afford to introduce
their models at auto shows and back them
at races, two efforts which were essential
at that time for survival.

Benz was the production leader in
1900 but other companies and additional
countries were starting to make cars
which continued to be produced for years.
Some have lasted up until current times:
Buick, Cadillac, Mercedes, Rolls-Royce
and Vauxhall.

Many members of The Society of
Automotive Historians had studied these
long lasting and well-documented
companies but they realized there was
always the chance of additional
information to be found out about them.
There was many a hidden item to be dug
up and still plenty of unknowns to be
added to lists.

One of the founding members of
The Society, Dr. Charles W. Bishop, in a
special report, presented some little-
known facts about Nicolas Joseph Cugnot
and his machines. His steam cart is
regarded as the real first full-sized vehicle
designed for a practical purpose rather
than as an experiment or a model, as
many of the previous devices had been.
Dr. Bishop's article appeared in the
Automotive History Review Number 21,
an appropriate publication, since the
Cugnot vehicle was chosen as the symbol
of the Society. A design incorporating it
was originally displayed on the front of
the SAH Newsletter Number 5, and it has
been used consistently since then (Fig. 3).

Dr. Bishop provided a translation
of a French pamphlet, "La Voiture a
Vapeur de Cugnot," its first time in
English. Detailed descriptions of the
vehicle were included as well as pictures
of the second one of 1770.

Fig. 3 Cugnot Fardier,France, 1770
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As Bishop stated, "All of Cugnot's
ingeniousness shows in the steam engine
itself. To appreciate its real value one
must remember that when it was
conceived, around 1765 to 1769, it was
still only the atmospheric type engine
invented at the beginning of the century
by the Englishman, Thomas Newcomen,
which was known ...Despite all its
failures, Cugnot's machine represents a
great new concept in the use of the steam
engine. In effect, for the first time in
nearly a century that steam had been used
as an energy source, an inventor came
forward to transform alternating linear
movement of the pistons into a
continuous rotary movement."

Some omissions in the French
pamphlet puzzled Bishop, "For instance,
the question of an earlier steam car said to
have been built in Brussels."

Another founding member, John
M. Peckham, had also provided SAH with
an excellent article on a "first"-this one
for the United States. In Automotive
History Review Number 6 he told of
Oliver Evans' efforts to make and run his
"Magnificent Mud Machine." Mr.
Peckham's detailed drawings were based
on his extensive research (Fig. 4).

With the "Orukter Amphibolis" he
included, along with its description, an
explanation: "This drawing is not
intended to be a representation of exactly
how the Orukter appeared since there is
far too little accurate information
concerning it. What it does show,
however, is made up from those few
"known" facts; from information based
on other works of Evans' about the same
time (1805); on contemporary mechanical
and construction practices; a certain
amount of logic; and a fair dose of just
plain supposition. The basic layout of the
mechanical parts should be fairly
accurate, while details would be infinitely
variable."

Except in patents (which would
most likely vary with succeeding
applications) accurate descriptions were
often lacking. As both Bishop and
Peckham had learned in their researches,
the idea of the self-propelled vehicles did
not arouse much interest in the press.

Peckham wrote, "There is no
doubt that the trip to the river and the
display [of his machine] at the water-
works attracted a great deal of attention to
Evans and his inventions, but it is curious

Fig. 4 Orukter Amphibolis

that the local newspapers made no
mention of the spectacle ...This type of
thing was not considered newsworthy."

Bishop commented also on a
similar attitude displayed by the French
press, "Mechanical matters are looked
down upon. Even a chatty reporter like
Bachaumont would follow a four-line
record of the first successful operation of
the Cugnot cart with thirty lines on the
peccadillos of a Parisian stage star."

Not only the press but the officials
might not consider plans for self-
propelled vehicles important enough to be
placed in their records. Both Cugnot and
Evans encountered difficulties in having
their road-running machines taken
seriously.

Dr. Bishop stated that one of
Cugnot's contemporaries wrote, "The
most useful and the most practical way of
using this force (steam) is in fixed
installations." Mr. Peckham told of
Evans' problems with various authorities:
"In Pennsylvania the committee listened
carefully to all he had to say about his
milling devices and considered them
worthwhile. As for his steam road
vehicles, they were on the verge of
thinking him insane. In March of 1787 the
legislature of that state granted him the
exclusive privileges he wanted on the
points regarding milling, but ignored all
reference to wagons." Evans received
similar treatment in Delaware. However,
in the State of Maryland, a Mr. Jesse
Hollingsworth recommended the
adoption of the petition, stating that the
use of steam wagons in Maryland "could
not possibly do any harm."

As the Industrial Revolution
developed during the Seventeen
Hundreds many emerging industries were
realizing the usefulness of stationary
engines. But the idea of those
cumbersome machines leaving the shop
or mine and being put on the road to run a
vehicle-Ridiculous!

The horse remained the King of
the Highway.

Automotive History Review



Each decade, though, even from
the late Sixteen Hundreds, it was being
threatened. Continuing improvements in
metallurgy and discoveries of better fuels
and energy sources resulted in the
invention of more efficient machines.
Speedier communication was spreading
the word about these new developments.
In spite of the indifference of officials,
even the downright hostility shown by
some, self-propelled vehicles were being
developed and tried out on the roads.
Some of those early ones survive in
museums. I I Others have disappeared into
the mists of history.

Over the years members of The
Society of Automotive Historians have
been sending in to their editors numerous
reports of some discoveries of "firsts" and
"specialties," along with their questions,
"Was this really made?"

During their searches, they had
found were six different classes of "firsts"
and "specialties":

1. THE SURVIVORS
Those are the ones which were

fully authenticated and have a machine
which survives, usually in a museum. For
example: there is the Cugnot cart of
1770/1771, preserved in Paris; the earliest
Daimler and Benz cars from 1882 on, in
Stuttgart, Germany; one of the Markus
cars, 1875 (attributed) in Vienna, Austria;
the Grenville Steamer of 1875 in the
Bristol Museum in Great Britain; an 1863
Roper steamer in the Ford Museum,
Dearborn, Michigan; and a number of
others. Most countries have tried to
preserve examples of any original
vehicles along with their development
plans and patent records.

2. THE DEMONSTRATORS
Those were the machines on which
reliable reports have survived but no
vehicle. There are eye-witness accounts,
articles in newspapers and other
publications, records, sometimes pictures
and patent records. For example: Richard
Trevithick's steam carriage was
developed and driven successfully, but
when no money was forthcoming to
continue, Trevithick scrapped the carriage
and sold the engine to a mill. Oliver
Evans' machine was also successfully run
but not preserved. There were race cars
which participated in well-publicized
events, but many of these machines
disappeared, either as a result of wrecks
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or of being cannibalized to form other
racers.

3. "PAPER VEHICLES"
Numerous names fit this

description. Some patents or designs were
recorded, but known products were rare.
Especially famous was the Selden car.
George B. Selden applied for a patent on
it in 1879. This was granted in 1895.
However, his machine was not built until
1905. Many other inventors made
applications; then nothing further would
be heard from them. A printed copy of
Patents Issued in the United States on
Automobiles and Running Gear (source
unknown) listed forty-two entries for
Years 1856 through 1887. No location
was given, just the patentee's name, his
number and the item. Included were
driving and steering gears, motor wheels
and traction engines with names of their
inventors. Listed were thirteen steam
vehicles and a steam tricycle, seven motor
vehicles and wagons and two motor
tricycles, four electric and two pneumatic
vehicles plus five road engines. Out of all
these names only two have been found in
reliable references books such as Beverly
Kimes' Standard Catalog of American
Cars 1805-1942. These two "survivors"
are Fisher and Long. For 1.K. Fisher's
steamer Patent No. 32,991 was granted in
1861. Mr. Fisher, though, had built his
first car in 1840 in New York City, then
several more up to 1869. Mr. G.A. Long
was granted Patent No. 281,091 in 1883
for a steam tricycle built in Hartford,
Connecticut. That vehicle survives in the
Smithsonian Institution in Washington.
With most of these other designs, when a
patent is registered with just an inventor's
name, it is difficult to trace.

"Paper Vehicles" of another type
were those planned but never produced.
They represented the unfulfilled dreams
of companies which might be
incorporated, well financed (but evidently
not well enough) and publicized. The
address in their advertising often turned
out to be not a manufacturing plant but
merely an office. Stanley K. Yost listed
some in his article, "165 Cars That Never
Turned a Wheel" in Automobile
Quarterly's book The American Car Since
1775. Names of the planned vehicles had
been announced in some of the leading
automotive magazines of the time (1899-
1927): The Automobile, Automobile
Topics, Horseless Age and Motor Age.

There would be advertising occasionally
on these mythical cars, but the greatest
amount of ads concerning "Paper
Vehicles" was placed by those people and
firms trying to raise money, especially by
the ones promoting fraudulent stock
schemes.

4. RUMORED VEHICLES
These were the cars and trucks

which were reported to have been built,
but were almost impossible to track down
because of the limited amount of
information available. In Transportation
Progress (a 1934 reprint from his The
Turning Wheel) Arthur Pound wrote that
in 1819 "Notice given in a London
magazine of steam carriage invented in
Kentucky." Also Pound stated, " ...we
have but a faint trace of another, which
one T.W. Walker of Edgar County,
Illinois .. .is said to have made and
operated in 1824 or 1825." Although
there were several cars with the Walker
name, none have been credited to T.W.
Walker nor to such early years. Despite
Great Britain's notorious Red Flag Law
which the authorities used to keep self-
propelled vehicles off the roads, machines
continued to be invented there. They even
managed to be tested in defiance of the
Watchers of the Law. As they were being
operated clandestinely, records would
often be scanty or non-existent.

The names of other rumored
vehicles turned up when an emblem was
found which had little or no supplemental
information on it. Would this be the plate
from a car or truck, an engine or other
piece of equipment? Many of these
mystery items were sent to Harry Pulfer,
well-known as an authority on identifying
names stamped on bits of metal.

In tracking down rumored vehicles
some local historians have had unusual
success as they took advantage of their
access to the region's newspapers,
libraries and community records.
Especially have they been helped when
they belonged to the local branch of an
old car club whose members would
supplement the historian's research.

5. VEHICLES WITH ALIASES
They might be first in one place

but second, third or way down the list in
another. These were the vehicles
manufactured under a certain name in one
location but would be known by other
names elsewhere. Richard Brigham in
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two SAH Newsletters" wrote about the
confusing story of the Stork-Kar. It was
made by Norwalk Company but the
Piedmont Company produced and
marketed cars which were identical to it
but labeled with difficult names.

In his "Canadian Mutations,""
Perry Zavitz contributed a series of
articles for SAH on the subject of the
similarity between certain Canadian and
American models.

6. ASSEMBLED JOBS
After 1900 it became easier and

easier to make a "first." Just buy the parts
for a kit car, assemble it, add a few
original touches and order your nameplate
from one of the many suppliers. Then you
could have your own individualized car.
A.L. Dyke of St. Louis, Missouri, started
the kit car business and was putting out a
catalog which offered parts for the limited
few who already owned motorcars and
assembly kits for the large number of
prospects who longed for such a vehicle
(Fig. 5, opposite).

With all the variety of cars, carts,
three-wheelers, racers, trucks and military
experiments introduced over the last three
centuries, historians have had a
formidable task finding the truth in the
tales reported. They were not usually
taken in by the many spurious claims of
"the first car made in this country" (a
claim which might be made in most any
industrialized country in the world), but
they could be baffled but the bewildering
number of unknowns they came across.

Quite often an issue of the SAH
Journal/Newsletter contained a picture of
an unnamed vehicle, and readers were
asked to provide any information they
might have on it. Sometimes an answer
came in the next issue or two, other times
the readers would be as puzzled as the
contributor.

In Number 91 of July-August 1984
there was a "Mystery Car of 1898." Its
picture had appeared originally in Motor
Age of July 4, 1918, along with the
account of a trip made by the owner, Mr.
A.G. Gary, to an Omaha, Nebraska,
exposition twenty years before. He did
not identify the car but two SAH
members were able to do so. In their
answers in Number 93, both Ralph
Dunwoodie and John B. Montville stated
that the vehicle was a Woods Electric.

The editor had questioned whether
Mr. Gary, as indicated by the Motor Age
10

account, could have made the trip form
his current (1918) location in Walker,
Iowa, to Omaha over the dirt and gravel
roads common in the late 1800s. Possible
in July perhaps, but in an electric? The
distance was nearly three hundred miles
and that would have required several
stops. Although the best batteries aimed at
a run of one hundred miles between
charges, this would be achieved only
under ideal conditions. Most electrics had
to stop soon after forty miles. Every hill
and rough road cut down on their
performance. And when that recharging
station was needed it seldom was to be
found outside the cities.

The only other big city from which
Mr. Gary could have easily driven his
electric to the Omaha exposition was
Council Bluffs, a distance of about five
miles. Others ranged from Lincoln,
Nebraska, approximately fifty-six miles;
Sioux Falls, one hundred sixteen; and Des
Moines, one hundred fifty.

Mileage is a point raised mostly in
the coverage of races and endurance
trials, and this question of the distance
Gary's electric was able to cover might be
considered a minor one. However it is
representative of some of the never-
ending questions asked by those
discussing automotive history.

In "Did They or Didn't They?" Mr.
J.H. Valentine brought up quite a few
questions. He had been checking
numerous lists of the earliest vehicles
made in the State of California and stated,
"Seldom do we see lists of verified makes
or brands." His article had appeared in the
newsletter of the Southern California
Chapter of SAH and was reprinted in the
same Journal, No. 91, as Gary's account.

He had found that some of the
rumored names were connected with the
automobile business, but not with the
manufacturing part. A few were those of
agents for cars made in other states or
countries. Several turned out to be
existing vehicles modified to demonstrate
engines or accessories made locally. At
least two, Pacific and Great Western, were
planned but never produced.

In the next part of his article, titled
"Some That Did," Mr. Valentine reported
on those early vehicles whose existence
had been verified. "The first car built in
Southern California," he stated, "may
have been constructed by Charles Allen of
Hueneme, later followed by a second
used to tour the oil fields for installation
and inspection of equipment."

That was in 1896. Then in 1897,
three more vehicles were made in the
state. A gas-engined motorcar was the
joint project of J. Phillip Erie and Samuel
Sturgis. They claimed it was the first built
on the Pacific Coast, either not knowing
of or acknowledging Allen's priority. An
electric car with a wagon body was put
together by Earle C. Anthony that year
and John Leek assembled a gasoline
wagon. In 1898, both Wilton Schuyler
and Alfred Stewart built cars and in 1898
George Taylor made a gasoline-powered
three wheeler. Carl Breer, in 1900,
constructed a steamer which survived and
is preserved in the Petersen Museum in
Los Angeles.

Mr. Valentine demonstrated that
there were about as many questionable
vehicles in the lists he had examined as
there were authenticated ones. At the end
of his article he stated, 'This material
should be adequate to indicate the
difficulty of attempting to generate a list
of makes."

And when the lists grow and grow
until they become books there are bound
to be difficulties in finding answers to all
the questions asked.

In their book, South Australian
Motor Cars 1881-1942, George Brooks
and Ivan Hoffman presented many
answers they had found in their long
search for firsts and for "made in South
Australia" vehicles. Unusual in the
history of firsts was the fact that the one
for the state, the Lewis car, was well
documented. Fortunately numerous
photographs from its production years,
1900 through 1906, survived and were
reproduced in the book.

Besides the account of this first
gasoline-powered car, the book had two
pictures of a steam carriage designed for
carrying passengers. The Shearer was
started in 1897 but its trial run did not
take place until June 5, 1899. That was
deemed a success, as were subsequent
trips, one to Adelaide where the vehicle
was displayed at the Century Exhibition.
Nevertheless, there are apparently no
records of additional steamers being made
by the firm. The main business of the
Shearers was the manufacture of
ploughshares and other agricultural
implements so after their steamer
experiment the owners probably
concentrated on machinery they
understood best.

Also, they might have felt the
highways were not quite prepared for runs
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MANUFACT'URERS,ATTENTIONI
51,000 VALUE Dyke"s No 1 Outf.-t WITH LEVERS ATTACHED

MACHINE • TO TRANSMISSION

There is no better piece of workmanship or design on the market to·day. We have endeavored to put into our machine the best of
everything. If you are looking for cheap material you will not get it in our outfit-although it will be much cheaper in the long run to get some-
thing first-class.

OUR OBJ ECT is to supply you with the Parts to build your machine. Although we supply you wittr a design of body, you can use your
own taste in this selection. On the rear of the body a Tonneau can be attached and 4 passengers can be carried.

TANKS- The Water and Gasoline Tank is placed in front under a Brass Hood
ENGINE is Dyke's Single Cylinder, 5;{x6, with a No.2 Champion Transmission built direct on the engine shaft.
TH E LEVERS are arranged on a casting which is cast to the crank head of the engine. This casting also acts as outer bearing for the

engine shaft.
Our outfit consists of Dyke's No. I Engine, Dyke's Flexible Reachles5 Ring Gear, Dyke's Carburetter, Dyke's ~adlatol',

Dyke's Wheel Steering, etc.
RUNNING GEAR is our new Model B, No. C, shown in our supplemertt, with genuine Artillery Hubs and Roller Bearings, extra heavy

knuckles and finest workmanship possible. Everything guaranteed. See testimonials from our customers.

~ 1~~

SIDE VIEW. (No. 1.)

Showing 3rrangement of Hanging Engine. etc.
,"ToP VIEW.

Sbowing arrangement of Hangll1g Engines, Radiator, etc.
Attachment for hoJdiflg Levers not shown.

~

.. ".

~ :2:::::::::i:}~62~:/:+:":·:::::::~~
38 39

4

FRONT AXLE,

With Genuine Artillery Hubs and Timken Roller Bearings:
9)

28

No. 28 and No. 29,

Drop Spring Forgings.

Oyke No. I Body. with Detachable Rear
Tonneau Seat and Brass Hood

In Front.

1
RADIUS ROD

Patented.

PRICE COMPLETE No.1 OUTFIT.-Special Price in Quantities.
We have itemized the material so that you can select that which you can use.

DYKWS No.1 };NGINE, complete with Dyke }'Ioat }'eed (;arburetter, Dyke Muffler, Oil Cups, Relief Cocks, Studs for hanging, LIST
Startin~ frank, I~nition Device complete, including Splitdorf Coil, Plug, Battery, etc .•........ : $225'00

TRANSMISSION, No.2 Champion, with the new style clutch and strong enough to stand the strain. This Transmission is built direct on
the engine shaft and a casting is provided on the side of the engine which acts, as an outer bearing. for the shaft and also takes th~
control levers. This makes the motive power practically independent from the frame. The drive sprocket on shaft is close up to the
5-inch bearing on engine. PRICE of Transmission complete, mounted on engine, with levers, etc., all keY'seats, carefulfy milled.
Guaranteed high class workmanship : , . . . . . . . . . . . 9000

RUNNING GEAH is nyke's Flexible Reachless Type. The Radius rod on the side goes from lug on roller bearing case to bearing attached
to angle iron frame. This Radius rod is placed in line with the center of the engine shaft. When the springs go down, instead of
the chain becoming slack, it is tightened automatically and kept at the proper tension at all times.· We make up the Running Gear
complete, but if you are in shape to assemble the machine you can also assemble the Running Gear, and we will offer it in parts. This
gear is not our No.1 gear, but is our new improved gear shown in Catalogue Supplement as No. C. PRICE. . . . . . . . . . . . . . . . . . . . .. 200 00

If you prefer parts of the running gear:
PRIf}; FRONT AXI,E with genuine Artillery Hubs and Timken Roller Bearings as shown in illustration, ready for spokes.......... .... 39.00
PRICE: R.EAR AXLE with genuine Artillery Hubs (no brake bands or pulleys) ready for spokes, Model 3, Brown -Lipe DifferentiaJ fitted,

Timken Roller Bearings contained in steel case, ready for springs and Radius Rod····· _.. .. 8200
}'ITTING wood spokes and felloes '" 1600
flTTINH Steel Rims for 30x3 Tires, including rims............................................................................... 1200
FlTLL S};'}' O}' }'OIWINHS for attaching to angle iron to hold springs '....................................... 1600
2 PU;C};S of angle Iron cut to length, . . . . . . . . . . . . . . . . . . . . . . . . .. . . . . . . . . . . . . . . . . . . . . . . . . •. . . . . . . . . . . . . . . . . . . . . ... . . . . . . . . . . . . . . . . 4 00
1 I'AIR IlAIHUS HOnS and Clips, etc·· .. ···· .. ··· .. ·.. .•........................................................ 12 00
OVKWSWHEEJ,STEEHING Device············· .. ···············.·· ; : 1500
1 }'I'LL SET SPRINGS :.... . ....•... 11 00
BOOY without Tonneau Seats in rear, but Divided Seats in front, in the White· 3000
M};'L\I, HOOO for front···· , '" . 200jl
WATER ANn HASOUNJ<:'}'ANKS· .. ··· ··.·.............. .•........... 1200
OVKWS 12-TUIlE KAIHA'I'OR ' 3000
nYKWS flItCULATIN(, l'VMP and Sprockets and Chain for pump·····,·····................................................... 10 50
(; FT. HOSE for connecting water tanks to pump ,........... 200
7 FT.'CHAIN lJ{x!2 Roller. Boldum make · .. · ·............ 1050
;~ }'T. Small Copper Pipe for connecting Carburetters to tanks·····.·· .. ·. ............................................•. :;~
1 Sef 30x3 Pneumatic Tires ' , . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .. . . . 08 00

NOT E.-We can handle Quantity orders. If you wish a Iighkr and cheaper rrachine, we can supply you with same.
MANUFACTURERS, we solicit your busine>s, not only on above outfit, but all our Carhuretters, Radiators, Coils, DiSCS, Mufflers,

nlH'el Steeriu~ llevic('s, Pings, etc., etc. G1vp us a trial order. A. L. DYKE Mfr. St. Louis, Mo.
~l!'nd Stamp for New CatalOlJue and Supplement. , ,
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by a self-propelled vehicle. Quoted in The
Register, 30/3/1900 (Adelaide paper?):
"Mr. Shearer speaks feelingly at the
terrible condition of the roads. He says his
machine would run well on the
thoroughfares in the city at about fifteen
miles an hour, but the speed would be
much less on the bad roads in the country."

There had been rumors of an even
earlier steamer made in South Australia,
but no confirmation could be found.
Among other mysteries mentioned in the
book were the Gilgan steamer, the Ragless
motor car and the Eglinton & Clark
cyclecar workshop. The latter was pictured
showing a small car in the making and
several motorcycles on the floor next to
two wicker-type bodies or seats. No details
were included except for three registration
numbers along with the names and
addresses of the owners.

In tracking down the elusive
vehicles of their state authors Brooks and
Hoffman were helped in their searches by
the Sporting Car Club of South Australia
and the Royal Automobile Association.
This, of course, was in addition to the
numerous local newspapers and other
publications they quoted.

Many clubs have been helping
researchers in their world-wide hunt for
rare, early vehicles. And they have been
generous in sharing finds, especially with
the editors of The Society of Automotive
Historians. A copy of their publications
would often arrive at the editorial office
with a note that it contained some item
concerning SAH.

Not only had members of others
clubs been providing important pieces of
information about rare vehicles and the
collecting and restoring of same, but of
special interest to SAH would be their
well-researched coverage of some make or
company and the news about their latest
discoveries concerning the history of
automobiles.

After L. Scott Bailey had for years
been digging through records on the
Lambert, he found that it was most
probably the first gasoline powered car
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made in the United States. His detailed
article appeared in the October 1960 issue
of The Antique Automobile. It contained
drawings and photos plus signed
statements. Two of the witnesses who were
quoted stated that they had not only seen
the 1891 Lambert but had also ridden in it.
This is the type of proof which historians
are continually seeking.

It is the members of SAH, though,
who have provided most of the articles on
rarities, the informative tidbits and the
"Mystery Vehicle" pictures which appear
in the SAH Newsletters/Journals and the
Automotive History Review. The majority
of these contributors are also members of
other old car clubs.

One of the early members of SAH,
Franklin B. Tucker, was also an officer of
the Antique Automobile Club of America
at the time he wrote to Editor Brigham in
October 1974: "While combing through a
flea market the other day I located a card
published by Daniel S. Shade of
Fleetwood, Pennsylvania, evidently in the
early 1920's, expounding a car reportedly
made in 1868!!! by James F. Hill."

Mr. Tucker enclosed a copy of that
card on which was pictured the Hill
steamer. It also contained a statement that
"the State Bureau of Motor Vehicles had
issued a certificate of title covering what
appears to be the oldest gasoline motor
vehicle in the United States and perhaps in
the world."

Another "First?"
James Hill had started out building

a steamer which he drove at various times
but mostly he kept experimenting with it.
Eventually, according to some reports, he
replaced the steam engine with a gasoline
powered one around 1885.

That period up through 1895
produced many another claim of the "first
in America." Besides the well-known 1879
Selden patent application (minus vehicle),
Black , Duryea and Haynes all appeared
with actual cars. Then, from 1895, with the
mass of publicity on the Paris-Bordeax and
the Chicago Times-Herald Races, plus the
display of Benz autos at many exhibits.

new vehicles began popping up like
mushrooms. Understandably, some of the
producers declared theirs was the first for
their city or their district, while others
professed to have the first for their entire
state. or their country. A few even claimed
the world.

In 1984, France was that type of
claimant. It was honoring the one
hundredth anniversary of the introduction
of the Delamare- Deboutteville gas-
powered car, which some French
organizations stated to be the first.

Jim Harrigan wrote concerning
"Who's on First?" in Issue No. 107 of the
SAH Journal: "Every student of
automotive history-of just about any
other kind of history-quickly learns to
avoid such words as 'first,' ...there have
been so many 'first' automobiles that it's
hard to keep track of them all...we will
probably never know for sure who or what
company made the first of anything-but
it's fun to try to find out."
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THE CARS OF KAISER BILL
by Frans Vrijaldenhoven

Kaiser Wilhelm 1I

April 1997 is the 80th anniversary of the
American entry into World War I. It's
fitting, then, that we look back at our
former adversary, the German Kaiser,
Wilhelm ll, or "Kaiser Bill" as he was
called in the songs and press of the day.
But a fellow who likes cars can't be all
bad, can he? Here is Frans
Vrijaldenhoven's account of the Kaiser
and his cars.

THE FIRST STEPS
During the second half of the 19th

Century, as a matter of course a German
Kaiser moved across his large Empire by
train. The railway carriages were cream-
colored, so that they would be visible
from a great distance as a sign of the royal
progress. When powered vehicles arrived
in the 1890's, the Emperor was very
enthusiastic. His adjutants were not; what
is life without a horse?

Wilhelm's brother-in-law, the
Duke of Ratibor, was president of the
Imperial Car Club, and had a positive
influence on the otherwise conservative
monarch (Fig.I). In 1899, motorization
became a fact when the Kaiser began to
review the troops from the back of a
Daimler car. The first imperial car of
which we have definite proof was a 1904
28 hp Mercedes by Daimler that ran on
spirits, specifically distilled potato skins.
This left a distinctive odor when the car
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passed by. As with the royal train, the
equipage was cream or chamois-colored.
The car had a "Break" body, and break the
car did shortly after it was acquired in
May of 1904. Nothing daunted, the
Kaiser ordered another spirit-driven 28 hp
Mercedes which was delivered in
October, this time with a double-phaeton
body. There followed in February 1905, a
NAG limousine that also ran on spirits.
Today, we are surprised to hear about cars
that did not use gasoline as a liquid fuel,
but at this time, the ability of gasoline to
increase power output and speed was just
corning to be appreciated.

The first gasoline engine car in the
Kaiser's garage arrived four months after
the NAG, in June 1905. Playing no
favorites, the Kaiser had chosen a 60 HP
Fiat phaeton, with a top made in the
United States. This was a politically
incorrect choice, and his subjects could
not understand their leader's showing off
with imported products when everything
was available at home and with
equivalent quality. From that moment on,
to the end of his life, with only an
exception or two, the Kaiser "bought
German."

Care of the growing equipage
demanded that it be separated from the
carriages, and a separate group was set up
in the household, under the leadership of

King Edward VlI and his nephew the Kaiser.

Albert Zeiss. We believe that Zeiss had
been chief of the horse stables and,
because of this experience, the Kaiser
made him "Captain" in charge of the
motor pool. Pretty soon, Zeiss's domain
included II vehicles: seven gasoline cars,
two electric town coupes, and two large
trucks. By now, the Empress had begun
to use the cars for her daily trips,
particularly when she wanted to go to the
family palace out at Potsdam for a bit of
peace and quiet.

Fig. 1 Kaiser Wilhelm, in a Mercedes 14/35 PS 4 cylinder car,
being greeted by The Duke of Ratibor, c. 1912
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THE YEARS BEFORE 1918
The Kaiser would go by yacht to

vacation on the island of Corfu where
some cars were permanently available to
him. In addition, there were 20 cars in his
garages in Berlin. German cars all, these
were made by Mercedes, Benz, Adler,
Opel, and NAG.

Because of the dry and dusty roads
of the day, the typical cars without a top
became unfashionable. Travellers would
arrive at their destinations in immediate
need of soap and water before they could
set out on their social rounds. Thus it was
that the landaulet became the popular
choice.

The emperor's cars had continued
the tradition that royal transportation be
chamois or light yellow in color, providing
an indication to citizenry and police that
His Imperial Majesty and party were
passing by. But common folk could have
their cars painted the same color. Some
did so, fooling policemen into saluting
when the passenger was only a mere
mortal. To avoid such misunderstandings,
the Kaiser instructed that the imperial arms
be painted on the side and rear of his cars,
and even on the head1amps. The cars
carried the imperial flag on all their
journeys, except when Wilhelm was in the
Kingdom of Prussia and the royal standard
of Prussia flew (Fig. 2).

As the Great War approached, the
number of servants grew to five staff
drivers, seven regular drivers, 12 escorts,
three truck drivers, three mechanics, and
one telephone operator. They were
continually occupied. In addition to
normal daily work, there were state visits
and many military parades to cover.

After war began in 1914, the Kaiser
often visited the battlefields. For these
trips, 20 cars were available to him.

Fig. 2 The Kaiser's 1912 Mercedes Landaulet with imperial arms

The Kaiser's private garage.
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Outside the factory at Unterturkheim: the Kaiser's equipage
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Fall 1918: The Kaiser leaving Berlin
fo visit his troops, never to return.

THE KAISER IN EXILE, 1918
When the war ended with the

German defeat and the Armistice of
November 11, 1918, the Kaiser was
visiting the' battlefields in Belgium.
Germany was near revolution and it would
have been dangerous to try to return to
Berlin. Fearing an attack on the train, he
changed to one of his cars near Liege, in
order to escape to Holland which had been
neutral during the war. Around 6 a.m. on
Sunday, November 10, the Emperor
arrived at the border town of Withuis,
located on the Vise-Eijsden road. The
commander of the tiny outpost was a
Sergeant Pierre Pinckaers. Not knowing
how he should handle the august party, the
Sergeant decided to march them on foot to
the station at Eijsden. At the same time,
the imperial train had made it safely to
Vise, and was brought to Eijsden. The
royal party was allowed to board where
they awaited the permission of the Dutch
Government to formally enter the country.
In the afternoon, an affirmative answer
came from Queen Wilhelmina. The Kaiser
and members of his imperial staff then
departed by the imperial train towards
Amerongen for a visit to an old friend,
Count Bentinck, trailed by the staff cars.
Press accounts speak of 10 cars in the
caravan. These included four Mercedes
and one Daimler (Fig. 3). Wilhelm was to
remain at Amerongen until May 1920
when he bought the "Huis Doorn" where
he lived the rest of his days, dying in June
1941.
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Fig. 3 Sunday, November 10, 1918 Eijsden, Netherlands,
the Kaiser (and his cars, top) awaiting permission to enter the country.

THE CARS OF EXILE
The following is an account of the

cars that the Kaiser owned in exile. It is
not 100% complete, as some relevant
documents were lost over the decades.

1918 - 1928
During his stay at Amerongen

(November 1918-May 1920), the Kaiser
owned the following vehicles built in the
years indicated:

-1911 Daimler "Cardanwagen"
28/30 hp, with Bosch ignition. (this car
was sold to the Garage van Os in Doorn in
1927)

-1917 Mercedes phaeton 28/60 hp
(Engine Nr. 22624. Rebodied as a
landaulet in September 1921 by Franz
Papler in Kaln for RM 85,000
(Reichsmarks). The old body is believed
to still exist somewhere in Holland. The
original registration plate of this car was L-

3233. The letter "L" meant that the owner,
like the Kaiser, lived in Utrecht Province).

-1917 Mercedes estate wagon 16/45
hp (Engine Nr. 21000; license L-3211).

-1918 Mercedes landaulet 28/60 hp
(this car was sold on September 7, 1919 by
NV Auto-Palace to the German minister
resident in The Hague).

-1918 Mercedes estate wagon 16/45
hp.

You'll note that he was able to buy
most of these cars during the final years of
the war. From 1920 to 1928, the record is
unclear though we know that a 1920 Opel
"Ptippchen" was acquired and owned for
four years.

1928 - 1933
At the beginning of 1928, almost

eight years after leaving Amerongen, the
ex-Kaiser owned the following vehicles at
Doorn:
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-1917 Mercedes landaulet 28/60
(the car noted above. The registration plate
had changed to L-2434)

-1917 Mercedes estate wagon 16/45
hp (the car noted above).

-1924 Opel 8125 four-seater
convertible (Engine Nr. 49338, the
replacement for the Opel "Ptippchen").

-1924 Fiat, model and body type
unknown (Engine Nr. 140390).

-NSU motorcycle 1.9 - 4 hp.
By the end of 1928, there were two

changes to this equipage. The Fiat had
been replaced in October by a new eight-
cylinder Horch Type 305 sedan from NV
Auto-Palace, delivered by the dealer
Broedelet in Zeist for a price of Df 10.250
(Dutch florins, sometimes known as
guilders). This car bore the plates L-3233,
originally worn by the rebodied 1917
phaeton.

Wilhelm also acquired a 1928
Mercedes-Benz Pullman Limousine Type
2412001240 hp (Engine Nr. 47195; Chassis
Nr. 35110) for a price of RM 20,000.

1933 - 1938
Five years later almost all the old

cars were gone. Wilhelm's insurance
policy of January 1933 shows the
following cars:

-1927 Mercedes-Benz sedan, model
type unknown (Chassis Nr. 35110; license
L-3211).

-1928 Horch Type 305 sedan
(Engine Nr. 17837; Chassis Nr. 17412).

-1930 Horch Type 375 Pullman
Limousine (Engine Nr. 21532; Chassis Nr.
300046; license L-13781. Delivered by
dealer Broedelet on July 21, 1931).

-1932 Mercedes-Benz Type 770
("Grosser") Pullman Cabriolet "F"
(Chassis Nr. U-8522l, license L-15237.
On December 7, 1950, for a consideration
of Df 10,000, this car was transferred to
the Mercedes-Benz Museum at Stuttgart-
Unterttirkheim) (Fig. 4).

-1932 Mercedes-Benz Type 500
"Ntirburg" Pullman Limousine (Chassis
Nr. 86359, license L-3233).

1938 - 1946
Five years on, Kaiser Wilhelm II

had the following cars in his garage on
May 14, 1938:

-1932 Mercedes-Benz Type 460
sedan (Chassis Nr. 51725; license L-2434).

-1930 Horch Type 375 Pullman
Limousine, as listed above.

-1930 Mercedes-Benz Type 500
"Ntirburg" Pullman Limousine, as listed
above.

Fig. 5 The Kaiser's 1935
Mercedes-Benz Type SOON

-1932 Mercedes-Benz Type 770
("Grosser") Pullman Cabriolet, as listed
above.

-1932 Mercedes-Benz Type 260
cabriolet (Chassis Nr. 83363; license L-
4280).

-1935 Mercedes-Benz Type 500N
Pullman Limousine (Chassis Nr. 113575;
License L-2435. This car is in the
"Autotron" Museum, In Rosmalen,
Netherlands) (Fig.5).

In 1938 the Kaiser acquired a new
Mercedes-Benz Type 230. In 1939, just
before the start of World War II, Wilhelm
purchased three new cars:
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Fig. 4 The Kaiser in his 1932 Mercedes-Benz Type 770
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-1939 Mercedes-Benz Type 230
four-window sedan with a "sliding roof'
(fabric sunroof) (bought on January 9,
1939, Chassis Nr. 833362, with a folding
top made by "Hollandia" of Haarlem).

-1939 Mercedes-Benz Type 230
limousine (bought on January 12, 1939,
Engine Nr. 404744, Chassis Nr. 499148,
License L-3211).

-1939 Mercedes-Benz Type 770
"Grosser" six-window sedan (bought
without supercharger on July 19, 1939,
Engine Nr. 182074; Chassis Nr. 528074,
License L-4280) (Fig. 6).

After the Germans occupied the
Netherlands in May 1940, a measure of
economy was called for, and the Kaiser
decided to operate only two of his cars,
both Mercedes, the 1935 Type 500N and
the 1938 Type 230. Just before he died in
1941, a new Mercedes-Benz Type 230
four-window sedan (Chassis Nr. 142042)
was delivered to his wife. By this time, the
1939 Type 770 was gone.

Wilhelm, in whose arms Queen
Victoria had passed away, himself died on
June 4, 1941, at the age of 82. In
accordance with his wishes, the rear part of
the 1932 Mercedes-Benz Cabriolet "F"
was removed so that it would be possible
to carry his coffin from "Huis Doom" to
the chapel near the entrance (Fig. 7). This
was a temporary burial until a new chapel
could be built for him. For purposes of
death duties, the inventory of his cars
included the 1932 Mercedes-Benz
Cabriolet F returned to its original form,

Fig. 7 June 9, 1941, Doorn: The Kaiser's 1932 Mercedes-Benz
Cabriolet (Fig. 4) modified to carry his coffin.

the 1930 Horch Type 375, the 1935
Mercedes-Benz Type 500N, the 1939
Mercedes-Benz Type 230 limousine, and a
1933 Mercedes-Benz Type 46019/100 HP
"Ntirburg" limousine (Chassis Nr. 86359,
license L-3233) that had not appeared on
other lists.

A year later, in June 1942, the
Kaiser was reburied, and the wartime
authorities gave permission for three cars
to be used for the occasion. These were
the Mercedes-Benz Types 460, 500N and

230, listed in the estate. After the reburial,
on June 16 the Type 460 was "exported" to
Stuttgart.

Although the Kaiser's widow had
her own car, most of the Emperor's last
chariots were kept in the family until after
the war. At the time the insurance policy
expired on May 18, 1946, it still covered
the 1930 Horch Type 375, and three
Mercedes-Benzes: the 1932 Cabriolet F,
the 1935 Type 500N and the 1939 Type
230.
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Fig. 6 Mercedes-Benz Type 770 "Grosser" six window sedan of the type bought by the Kaiser in 1939.
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THE R A F, AUSTRIA-HUNGARY'S KNIGHT-ENGINED CAR
By Marian Suman-Hreblay

Translated from "Automobil
Chronik 2/1978" by Ferdy Hediger, with
amplifications from other sources that
were not in the original text.

At the beginning of the 20th
Century, a surprisingly large number of
automobile factories offered their
products to customers in Imperial Austria-
Hungary. Among them were Lohner in
Vienna, Oesterreiche Daimler-Motoren-
Gesellschaft in Vienna-Neustadt, Laurin
& Klement in Jungbunzlau, Leesdorfer,
Graf & Stift, Bock & Hollender, Kronos,
Puch, Perl, Fross-Bussing, Nesseldorf,
Laurin & Klement, Praga, Velox, PAT-
PAF and Kohut. Only Laurin & Klement
produced respectable quantities. All the
others were more or less unprofitable.

In 1907, another marque joined the
band, RAF (for Reichenberger Automobil
Fabrik) in Rosenthal near Reichenberg in
Northern Bohemia (now Liberec, Czech
Republic). The company was founded by
the famous racing driver and owner of
two textile manufacturing companies
Theodor Freiherr von Liebieg, and his
two partners, Alfred Ginzkey and Oscar
von Klonger. Liebig was born on June
15, 1872. At the age of 21, he had
become the only heir of his father's textile
works. That year, 1893, he had bought a
Benz Victoria and made trips through the
better part of Europe. He participated as
a driver in races and competitions in
Vienna, Leipzig, Berlin and Nice. In
1894, at the very time the Paris-Rheims
trials were being held, Liebig drove his
Benz from Reichenberg to Reims and
back, making him probably the world's
first long-distance automobile driver. For
this 1550-mile trip, he needed 90 gallons
of gasoline, thus achieving 17.4 miles per
gallon.

RAF was funded by Czech
Germans (ReichenberglLiberec lay in the
Sudetenland of later renown), perhaps
with an eye to rival the Czech firm of
Laurin & Klement. The first RAF cars
were unveiled at the March 1908 Prague
Automobile Salon in two versions. The
first already had four-wheel brakes. It
was equipped with an engine of 4-
cylinders cast in pairs with valves on both
sides (T-head), 4508 ccm (275 cu. in.)
displacement, generating 30 hp. The car
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Fig. 1 RAF FW 25 with Wooden Delivery Truck Body.

had a 4-speed gearbox, shaft driver, and a
cooling fan driven by a bevel shaft. The
second car was a smaller version with a
twin-cylinder engine of 10 hp. Both were
available with the finest and most
expensive bodies to attract a
discriminating clientele.

Model T was soon followed by
another heavy passenger car, the Model H
10. This car also had a 4-cylinder engine,
but displacement and horsepower had
been increased to 5300 ccm (323 cu. in.)
and 45 hp. Ignition was by Bosch
magneto and the crankshaft turned on
roller bearings. The new model boasted
no less than four brakes: two foot brakes
(one on the gear box, the other on the rear
wheels), a normal hand brake, and finally
the emergency brake in the form of a
sprag, then common, to avoid an
unwanted rolling back on grades. The top
speed of the big Model H 10 was 56 mph.

The RAF H 10 was available from
1909 to 1912. During this time, the
Model FW 25 was developed. This was a
smaller 4-cylinder of 3053 ccm (186 cu.
in.), often fitted with a wooden delivery
truck body (Fig. 1).

By 1910 another new model, the
14/18 hp, was launched. Its engine,
clutch and gearbox were mounted on an
auxiliary frame - the whole unit could be

lifted from the chassis within minutes for
maintenance and repair work. The four
cylinders were cast in one block and all
valves were on the same side; this L-head
engine was a novelty at the time.

Then a new period in the history of
RAF began. Paul Henze, even then a well
known designer and engineer, took up
work at Reichenberg. Under his
direction, the Model C 25 with an engine
of 5700 ccm (348 cu. in.), and the Model
28/32 hp with an engine of 3500 ccm (214
cu. in.) were developed. Again, both were
sophisticated and expensive automobiles
intended for the well-to-do. However,
production dwindled and it became
apparent that RAF would have to think of
manufacturing a more popular smaller
model. Based on existing business
relations with the Hansa works in Varel,
Oldenburg, Germany, RAP's
management decided to produce under
license the Hansa 6/14 and 10/22 hp
models. These small RAF cars were
practically identical to the Northern
German originals. Hansa, for its part,
produced a small number of the big RAF
cars but to order only.

RAF was also building
commercial models. From 1908 on, a
truck was available with an engine of
4508 ccm (275 cu. in.) tucked under the
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driver's seat. Other models were based on
the passenger cars (Fig. 2). Some of these
models continued to be produced by
LaUlin & Klement with little or no changes
after the demise of RAP.

In the meantime, RAF had been
seeking yet another European partner. The
result was an exclusive license from the
Daimler company of Coventry, England, to
build Knight engines. This indicates that
RAF was in the forefront of technology of
its day. Knight engines were valveless,
with a sleeve valve, demanding of
precision production and installation,
particularly in heavy passenger cars. Thus
it was that the LK 1 was developed in
1912, a 4-cylinder sleeve valve engine of
35 hp (Fig. 3). However, the production
of the LK 1 would be profitable only if
another manufacturer provided the engine.
RAF granted a sub-license to Puch, which
built Knight engines both for RAF and for
itself.

RAF had undertaken too much, and
it was incumbent that it make some kind of
arrangement with its competitors. Rather
quickly, the company discovered a willing
suitor in Laurin & Klement, which took
over RAF in 1912. The RAF continued to
exist as a marque, and there were even two
new Knight-engined cars added to the
range, a 13/40 hp and an 18/50 hp. Many
of the later Laurin & Klement cars with
sleeve-valve engines were based on the
earlier RAF designs. By this time, Paul
Henze had left the company and moved to
Belgium.

Records of the day indicate that
four RAFs were nominated to participate
in the Prince Heinrich Competitions of
1909 and 1910, but none placed among the
first ten. However two silver medals were
won by drivers of RAFs in the
International Alpine Rallye of 1912.

The name RAF was kept until the
outbreak of the First World War. After the
War, Laurin & Klement itself was taken
over by Skoda. The founder of RAF,
Theodor Freiherr von Liebieg, died on the
threshold of the Second World War, in
1939. He was 67.

Only three or four RAFs still exist,
and perhaps a few chassis. Skoda sold the
name to a company in Plzen, which
showed a vehicle at the Frankfurt Show in
1995 that resembled open sports cars of the
1930's (See SAH Journal No. /61,
March/April 1996).
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Fig. 2 RAF Type "FDL" 18/22 HP

TABLE OF RAF MODELS AND ENGINES 1907-14
Year Type/Model Cyl lfu
1908 30 hp 4 33
1908 10 hp 2 10
1909 H 10 4 45
1909 FW 25 (comm.) 4 25
1909 14118 hp 4 18
1910 Bus 4 40
1910 C 25 4 Unk
1910 24/28 hp* 4 28
1911 10112 hp** 4 12
1911 10/22 (Hans a) 4 Unk
1912 LKI (Knight) 4 25
1913 RK (Knight) 4 35
1913 40/45 hp 4 45
* Sometimes referred to as "28/32"
** The 6114 Hansa

Bore/stroke (mm}
105 x 130
Unknown
110 x 140
90 x 120
80 x 120
90 x 130
110 x 150
90 x 140
76 x 86
80 x 104
90 x 120
100 x 150
110 x 150

Capacity en
4.5
Unknown
5.3
3.053
2.41
3.308
5.7
3.56
1.56
2.08
3.053
4.71
5.699

Fig. 3 The 1912-13 Knight-Engined 16/35 HP
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THE JELCZ TRUCK AND BUS OF POLAND
by Robert Pryzybylski

There are three truck
manufacturers in Poland. Light trucks of
up to 3.5 tons Gross Vehicle Weight
(GVW), called Lublin, are made in the
city of that name in the Southeast part of
the country. Medium class vehicles with
a GVW of 11 tons have been produced
since 1948 under the trade name Star in
Starachowice, also in the Southeast. The
heaviest class, 16 tons GVW and above,
the Jelcz (pronounced "Yelch"), is built in
Jelcz-Laskowice, near Wroclaw in the
Southwest.

After World War II, the new
Communist government nationalized all
activities pertaining to motor vehicle
production, and placed them under the
supervision of the Ministry of Industry.
Jelcz Coach works was created in 1952 by
the Ministry of Road and Air
Transportation to produce bodies for
military and civilian applications, and to
overhaul trucks. Between then and 1955,
the company upgraded its tooling and
manufacturing equipment. The Polish
Government informed Jelcz around this
time that the company would have to
produce tracked artillery tractors for the
military. However, the serious political
and civil unrest of 1956 put an end to the
Government's plans. After reconsideration,
production of fire apparatus on Star truck
chassis was placed in Jelcz to keep the
factory afloat. Warsaw informed the
factory in 1957 that the planned artillery
tractor would have to be replaced by an 8-
ton payload truck. By this time, the
Ministry of Road and Air Transportation
had transferred its authority over Jelcz to
the Ministry of Heavy Industry.

The 8-ton truck had been under
development since 1952 when a team of
young engineers at the Design Bureau of
the Automotive Industry (Biuro
Konstrukcyjne Przemyslu Motory-
zacyjnego) in Warsaw began designing an
8-ton truck, codenamed "A-80." It was of
a cab-over-engine design, with 4 x 2
drive. The prototype was completed in
1955, but it was too heavy (Fig. 1). Its S-
560 diesel engine, fabricated by ZM
Nowotki in Warsaw, developed less
power than the 150 hp anticipated.
What's more, at speeds above 25 mph the
front wheels began to wobble so
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Fig.] Jelcz A-80 Prototype Truck

dramatically that test drivers were
frightened and refused to drive the
prototypes. In any event, there was no
place to put such a truck into production
and further work on the A-80 was
suspended. Two years later, in 1957,
design work was resumed concentrating
on the development of dropside, tipper,
semi-tractor, and bus chassis.

Jelcz Coachworks was renamed
Jelcz Automotive Works in 1958, and its
premises expanded to accommodate
production of the truck. Like its
manufacturer, the A-80 had also
undergone a name change, and would be
known as Bison, after the animal that
roamed the Polish plains in historical
times and is today a protected animal. The
S-560 diesel engine had been slightly
improved by its fabricator, ZM Nowotki.
Other components came from around the
country: gearboxes from Ursus and later
Tczew, rear axles from Labedy, front
axles from Stalowa Wola, and steering
gear (without servo) and brakes from
Starachowice.

Late in 1959, the first Bisons
rolled off the assembly line. Almost
immediately a number were returned to
the factory because of blown engines or
seized rear axles. It appeared that the
Bison had been rushed into production

without sufficient testing to verify its
design. This appeared to reflect a
Communist manufacturing philosophy
that it was cheaper to put an untried
design into production and correct the
mistakes during manufacture as they
became known. Customers had no say in
the matter; all they could do was to return
their broken-down trucks to Jelcz. As a
stopgap, the rear axles were replaced with
Raba ones from Hungary (produced under
a license from MAN), while engines were
reworked, albeit with little success. The
design of the semi-tractor and bus was not
very far advanced. They were made as
prototypes but never really tested.

The demand for large buses was so
acute that the Government decided in
1958 that the quickest resolution of the
problem was to go "next door" and obtain
a license to build the Skoda 706 RTO bus
with body by the Czech builder Karosa.
Thus it was that in 1959 Jelcz commenced
assembly, and later manufacture, of
Czech buses, the chassis shipped from
Skoda for the mounting of bodies
produced by Jelcz (Fig. 2).

Because of the success of the
design of this bus, and a common need in
both Poland and Czechoslovakia for large
buses, the idea was advanced to create a
Polish-Czech design office for the next
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Fig. 2 Jelcz Karosa, Skoda Chassis

generation of heavy truck and buses. The
Politbureaus in both Warsaw and Prague
cherished the idea as a good illustration of
proletarian cooperation and vigorously
approved it. In 1961, the common office
was established. Czech engineers already
had an engine, and in 1963, prototypes of
8-12 ton payload heavy trucks were ready.
Dropside and dump body versions were
prepared but one year later, in 1964, the
venture ended. The two sides could not
agree on how to calculate costs, charges,
and the like. The Czech engine was
eventually used as M-Series in later
generation Liaz trucks.

Production of the Bison truck
reached 700 units in 1963. Designers at
Jelcz had prepared a modernized version,
but this was shelved as it was expected that
the Polish-Czech design would enter
production soon. With the collapse of
Polish-Czech cooperation, time had been
wasted and Jelcz was left without a
developed design to put into production.
Updating an existing design and obtaining
modern technology through licensing was
the solution. An extensively reworked
design was prepared to replace the Bison.
In 1966, Poland obtained a license from
Leyland to produce in Mielec a 680 cu. in.
engine, and a license from ZF of Germany
for a new gearbox. Rear axles were again
bought from by Raba, with Westinghouse
brakes, and the truck used Hungarian or
Spanish steering gear with servo.
Designers got away with using "suicide
doors" on the cab, and management
thoughtfully authorized a heater as well
(Fig. 3).

This all took time, and it was not
until 1968 that the new Model 315 went
into production and the Bison
discontinued. The 315, with a GVW of 16
tons, used the Mielec (Leyland) 680 cu. in.
engine which developed 202 hp. The
Model 316 expanded the range; it was

Summer 1997

longer, had a tag axle, and with a GVW of
19.7 tons carried a greater payload. The
Model 317D was a tractor with a 9-ton
load rating on the fifth wheel, and a more
powerful Mielec engine of 243 hp. The
range was completed in 1972 with the
Model 317W, a three-way tipper. The
company produced 1623 units (Bison and
315) in 1968.

Because the Bison design was
troublesome, Jelcz designers had little time
to prepare refinements to the 315 and 316,
and new developments were slow. Two
years after Bison production ended, a new
cab for the 315 was shown. It provided
accesss to the engine through a hatch in the
cab rather than tilting the cab, and featured
a one-piece windshield and greatly
increased passenger comfort. In 1981,
trucks were modernized with pneumatic
handbrakes, power clutch as standard, and
a rear bumper. Model designations were
changed to 325 and 326.

In the meantime, Jelcz was

Fig.3 Jelcz Model 315

increasing its range of buses. It began
production in 1963 of a city version of the
Skoda 706 RTO bus, calling it the Jelcz
Max 272. That year, it also produced its
first articulated bus, the AP-02 (replaced in
1968 by the 0-21 (Fig. 4). In 1964, the
managing director of the factory, wishing
to surprise other directors at COMECON
meetings, requested that his engineers
prepare an extraordinary concept bus. At
that time, the Bedford "Chinese Six" bus
was in vogue, and the Jelcz designers
decided to follow suit. To the standard
Skoda chassis, a second steering axle was
added and a new body prepared. The
engine was at the front. But it was far too
heavy and unnecessarily complicated, and
the whole project was shelved shortly after
its introduction. This long distance coach
was called the Odra 042 (Fig. 5). In 1965,
it presented another prototype of a small
(7.1 meter length) bus, MAT Olawka with
a 4-ton, 95hp Star 25 chassis (Fig. 6).
This, too, remained unproduced, because it

was not competitive with a similar bus
made by Autosan, a Polish company which
had been manufacturing bus bodies since
the 1920's (After World War II, it was
nationalized and concentrated on medium
capacity buses and van bodies). Wishing
to replace the Skoda 706 RTO chassis with
one of its own, by 1971 Jelcz was
preparing its own design, with Raba rear
axle and the SW 680 engine, made in
Mielec under a Leyland license. These
buses, having a body unchanged from an
original Czech Karosa design, were
dubbed "Jelcz II" and began rolling off the
assembly line in 1974.
. In the late '60s, Jekz foresaw the need
for engines capable of delivering 300 hp in
normally aspirated form, and began to plan
them to power the heaviest Jelcz trucks,
then on the drawing boards. Soon these
Polish designers began designs of two V8
engines, each independent of the other. By
the early '70s, the prototype of one of these
was ready, developing, as planned, 300 hp
in normally aspirated form, and 380 hp
when turbocharged.

Regardless of these efforts to
develop a heavy truck line, the Ministry of
Industry in Warsaw did not believe that
Jelcz was capable of designing a truck in
the 15-ton payload class. So it decided to
"help" the company by finding a suitable
partner for it. The authorities chose Steyr-
Daimler-Puch of Austria in 1972, and
obtained a license on behalf of Jelcz for a
6.5 ton capacity front axle. This was the
first step the Polish Government took to
ensure the production of heavy trucks by
the company. Throughout the next few
years, Poland bought from Steyr all
components needed to produce 6 x 4
chassis for 3-sided tippers, except for cabs,
front axles, and tilt cabs.

In 1975, the Comrades at the
Ministry of Industry decided that Jelcz was
ready to manufacture a heavy truck on its
own, and it negotiated a license with Steyr,

Fig.4 Jelcz 0-21 Articulated Bus
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with production orchestrated for both
Austria and Poland. Credit lines were
opened. Money poured into Poland and ..
. . disappeared. Only production of the
front axle got under way. To this day what
happened to it is a mystery. Perhaps the
Comrades were interested only in the lines
of credit for purposes other than building
trucks. Needless to say, the partners
severed relations after this. But all was not
wasted. The tilt cab used in today's 400
and 600 series of trucks (both in day and
sleeper form, low roof and high), and the
front axles, are legacies of the Steyr
contract.

During 1968 and 1969, Jelcz was
also designing the replacement for its
aging buses made under Skoda license. A
prototype designated the 039, intended to
carry up to 120 people, was presented to
the Communist top brass in 1968. The
factory was unable to test the new bus
properly, and the only prototype was
reduced to scrap. Development for
production would have required a great
outlay of time and money while the
outcome was not certain to be positive.
Manufacturing technology lagged behind
the West, and Jelcz did not have the ability
to rivet bodies. There were no horizontal
engines,automatic gearboxes, or bus front
axles. Rust deterrents were unknown in
Poland at that time. The Ministry was not
inspired to approve the design for
production. A licensing agreement with an
established bus builder seemed the more
prudent road to take. Two years later, the
Government announced its willingness to
receive proposals of cooperation on large
capacity city buses. Proposals were
submitted by Berliet of France, Ikarus of
Hungary, Karosa of Czechoslovakia, Fiat
of Italy, Hino of Japan, KHD of Germany,
Leyland of the United Kingdom, and
Pegaso of Spain. In August 1972, the

Fig.5 lelcz Odra 042
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Ministry chose the II-meter long Berliet
PR 100. The French company agreed to
stretch the bus to 12 meters, and to
incorporate in production engines and gear
boxes supplied by the Poles. The Polish
authorities planned to more than triple
Jelcz's production capacity, from 1,500 to
5,000 buses a year, and set about to expand
the factory. However, production goals
were never reached, then or now. Over the
years, the Jelcz PR 110, as the reworked
Berliet PR 100 was called, was
strengthened, and long distance and
intercity versions appeared as well(Fig. 7).
A Berliet rear axle was adopted for Jelcz
trucks, eventually replacing the faithful
Raba. The Model PR 110 was replaced by
the 120.

Whatever the future of Jelcz, we in
Poland hope that circumstances such as
gave rise to the LIM 11 buses never occur

Fig. 6 MAT Olawka Bus

again. Back in the early '80s, our industry
faced great difficulties due to the mess
made by the Communists, made worse by
martial law. Manufacturers could not
produce enough to meet the demands of
the market. Production of engines at
Mielec was slow. To overcome the
shortage of buses, Jelcz bought Ikarus
chassis from Hungary and reworked
Berliet bodies to make an intercity carrier,
the Lll, and a city variant, the MIL

The truck and bus chassis have led
to spin-offs, such as the 080 school bus,
and the 004M and 005 fire trucks of the
early '80s to name only a few, but space
does not permit a detailed discussion of
them. The 400 and 600 series of trucks,
introduced in earnest during the '80s, can
be ordered in 4 x 2, 6 x 2, 6 x 4 and 6 x 6
forms with the engines by Mielec
(Leyland) and Steyr used in previous Jelcz
vehicles, and elliptical, parabolic, and air

Fig. 7 lelcz PR 110 Bus

suspension. A Detroit-Diesel engine
proved unpopular and was dropped after
one year, and now Jelcz trucks are
available with V6 diesel engines made by
Mercedes-Benz. Since 1990-91, engines
from MAN, Volvo, and Mercedes-Benz
have powered other Jelcz trucks and buses.
In spite of economic difficulties faced by
most industries which had guaranteed
through COMECON, Jelcz remains a
viable entity, employing 3,400 workers. In
January 1995, it became a publicly owned
company, the Jelcz Automotive Works.
Initially, 100% of the shares were in the
hands of the Government but two months
later the Polish representative of
Mercedes-Benz, Sobieslaw Zasada
Centrum S.A., took 51%. In 1995, Jelcz
began production of a low-floor M 121 M
bus with a rear section that greatly
resembles the Berliet PR 100. In 1996,
now known as Jelcz Automotive Works
Zasada Group, the company began
production of two new bus designs. The
first was an articulated low-floor bus, the
Model 181, based on the 121 12 meter bus
mentioned above, and the other, an
unarticulated bus, the M122, built on the
Mercedes-Benz 0405N2 chassis.

Like other heavy truck
manufacturers, such as Tatra, in the former
East Bloc countries where competition was
restricted, Jelcz is still finding its own way
in the "Brave New World." Its production
is not large by Western standards, and has
declined from a year such as 1975 when it
produced 11,708 trucks, and 4,146 buses
and coaches. In 1996, the company
manufactured 634 trucks. In addition, its
output included 54 fire apparatus and 531
tourist and city buses. It overhauled 57
city buses and trolleys. All together,
during the 45 years of its existence, Jelcz
has manufactured close to 200,000
vehicles.
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1953 Corvette EX-122: The First V8 'vette
By Don Keefe

If you look through any good book
on Corvettes, you'll find that Chevrolet
built an immense number of one-off
examples. Some of them were show cars,
others were engineering test beds for future
models. Some were even "Brass Hat" cars
built for the corporate giants who have run
General Motors over the years. Quite a few
were revised and changed into new
Corvette one-offs, each with a new and
different mission.

While they varied in concept and
execution, they all shared one common
thread: none of them could be considered
"correct" as stock production cars for the
year in which they were built or rebuilt. To
try to make them "stock" would destroy
their unique histories, to say nothing of
devaluing them.

Whatever was done to them by
Chevrolet before they made it out into the
world has to be considered correct no
matter what objections to the contrary
might be.

For Naples, New York, resident
Jack Ingle, hearing self-proclaimed
"experts" tell him that his 1953 Corvette is
not correct for that year is nothing new.
Chances are if you say that to him, he'll
nod in agreement and say "You would be
right if this was a regular production car."
And then he might open the door of his
little red roadster and show you the J.D.
plate which is stamped "EX-122". This car
is the first complete and functional V8
Corvette ever built.

To say that this car has led an
interesting life is like saying that Elvis was
a fairly popular singer. Like many EX cars
that are plucked off the assembly line and
modified to suit the occasion, EX-122
started life as a very early production
model. It was actually 1953 Corvette #2,
previously thought to have been destroyed
decades ago.

Factory records uncovered by John
Amgwert have proven without question
that the long-held assumption that EX-122
is the original Waldorf Motorama show-car
is simply not COITect. Even the original
owner, a former Director of Chevrolet's
Experimental Department was also under
the assumption that EX-122 was the
refurbished Motorama showcar.

Summer 1997

According to those factory records,
the 1953 Waldorf Motorama Corvette's
Engineering Car #852, serial number EX-
52, was ordered scrapped in October of
1953. The Motorama body of Engineering
car #852/EX-52 was stripped of all
brightwork, instruments (with odometer
reading III miles), folding top, gas tank,
seat cushions, etc., which were all
scrapped, except for the folding top
assembly. That was sent to styling for
future use.

On the morning of November 6,
1953, the stripped Motorama body was

burn tested to test the inflammability of
fiberglass. Although the body was not
constructed exactly in the same manner as
those used in production cars, it was
deemed to be suitable for this purpose,
presumably because it was constructed of
the same material. Details of the burn test
were chronicled in a bulletin ten days later.
At least in the case of the Waldorf
Motorama Corvette, being scrapped does
not mean being completely destroyed.
Although the body met a fiery end, the
chassis was given a new lease on life.
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A Chevrolet Engineering Work
Order, Job #19100, dated October 8, 1953
authorized the chassis from the Waldorf
Motorama Corvette to be rebuilt, modified
and lengthened for use as the 1954
Motorama Corvette Nomad Show Car.

So amazingly enough, the original
1953 Motorama Corvette and the famous
Waldorf Nomad shared the same chassis!
This discovery also puts to rest the notion
that the Waldorf Nomad used a production
full-sized chassis.

EX-122's Beginnings
In actuality, EX -122 originally

started life as a Polo White 1953 Corvette,
serial number E53FOOI002. It and
Corvette #1 were both ordered on June
16th, 1953 and completed on June 30,
1953 at the Flint, Michigan assembly
plant.

Then GM President Harlow "Red"
Curtice had told members of the press that
the "Corvette WILL be in production in
the month of June!" He made good on his
promise as the first two cars were finished
on the last day of that month.

This car (along with Corvette Serial
#1) was assigned to Chevrolet's proving
ground where it was assigned Engineering
Tracking #3951. This tracking number was
not a vehicle identification number, nor did
it replace the VIN.

The tracking number was coded as
follows: The "3" designated the model
year, in this case 1953. The second and
third characters identified the vehicle as a
Corvette. The last digit as "1", is the car's
assigned sequential number. The first
number assigned was #3950, which was
given to Production Corvette #1.

After being put in the Engineering
inventory, #3951 was evaluated for
deficiencies to be corrected in future
models. The door locks were repaired on
June 3 and 4, 1953.

Mauri Rose test drove #3951 and
the other Corvettes in the Engineering
inventory at that time and reported 22
deficiencies on July 9, 1953. These cars
were updated per Chevrolet Work Order
# 19013-22, dated August 6, 1953. Changes
to those units included rebuilding the
folding and hood hinges, installing new
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seats and other minor adjustments deemed
necessary to bring the cars to satisfactory
production standards.

A New Mission
Chevrolet Work Order # 19001-2,

dated October 26, 1953 directed
Engineering "To install a V8 engine in a
1953 Corvette for mock-up purposes in
order to facilitate determining design
problems encountered in a 1955
production Corvette." Corvette #3951 was
chosen for this mock-up installation and
experimental engine #16741A replaced the
original 6 cylinder. This non-running
engine differed somewhat from the 265
cubic-inch production engine that was
introduced for the 1955 model year, most
noticeably in its water jacketing.

The mock-up installation was
completed and handwritten notes were
added to inner fenders and firewall to point
out areas that would have to be modified to
accept the V8 for 1955 production. These
notes were recorded in Engineering
photographs.

Such areas to be modified included
an inner fender rework to relocate the
battery outboard, outboard movement of
the steering column to clear the left-hand
exhaust manifold, and a bump to be added
to the right-side inner frame rail to clear
the fuel pump.

All things considered, the
conversion to V8 power was a relatively
painless one. Towards the end of 1953,
#3951 was rebuilt to accommodate a
running V8 engine for 1955 production
testing. According to John Amgwert, 1953
Corvette E53FOOI002, Engineering car
#3951 was, "Absolutely, positively the
first V8 Corvette built, period." At least 26
work orders were issued to complete the
project.

Changes to #3951 included a total
body rework, new frame and suspension,
12-volt electrical system, new cooling
system, a new developmental V8 engine
(serial # 16892-A), a new Powerglide
transmission, a new rear axle with 3.27: I
gearing, a new fuel system and gas tank
and new exhaust system. The car was set
for completion on Friday, March 26, 1954.
By mid-1954, the newly refurbished #3951

was being used for wind tunnel testing at
GM's Harrison Division Laboratory in
Lockport, New York. Then it was back to
the Proving Grounds for 100 mile-per-hour
brade fade testing using both production
and experimental linings. Other testing
included evaluation of the first electric
wiper system and the first fresh air heating
system used in a Corvette.

Around May of 1955, #3951 was
again rebuilt, this time for ride
development. In August of the same year. a
new engine (#0215 I85-F55FG) and
Powerglide transmission were installed. It
was then subject to a 25,000-mile
durability test at the Proving Grounds.

After the durability cycle on #3951
was completed, it was brought back to
Engineering where it was completely tom
down. Each component was inspected for
stress and wear, and from there, reports
were made for revising production
components. After being displayed for
several weeks, its job as an Engineering
test vehicle had come to an end.

Russell F. Sanders, then Director of
the Experimental Department had #3951
rebuilt for the last time in late 1955. It is
believed that the EX-122 designation was
assigned during this period.

In a December 8, 1959 letter to
current owner Jack Ingle, Sanders wrote
that the car was rebuilt "in the very best
condition." Any experimental pieces that
showed any wear were replaced with new
production equivalents.

Before leaving Engineering it was
painted red, a new top and seats were
installed, a new speedometer found its way
into the dash panel. the transmission was
overhauled, all safety items were replaced
and a new set of tires was mounted.

Once rebuilt, #3951/EX-122 was
used as a company courtesy vehicle where
it racked up about 5,000 miles before being
put up for sale.

Civilian Life
Knowing that the car was probably

better than a new production version,
Sanders purchased the car on April II,
1956. According to him, the car was used
considerably by various members of his
family, particularly his wife Edna and
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daughter Judy Lyn. Sanders continued to
climb the GM corporate ladder, and shortly
after purchasing EX-122, was promoted to
Director of Sales & Engineering at GM's
Rochester Products Division in Rochester.
New York. Judy Lyn used the car for
transportation whi Ie attending the
University of Rochester.

Upon Judy Lyn's transfer from the
University of Rochester to Michigan State
University, where she wasn't allowed to
have a car, the Corvette was put up for
sale. Sanders sold EX-I22 to John W.
".lack" Ingle of Rochester, New York for
the sum of $1 ,000.

When Ingle purchased the Corvette,
it had about 30,000 miles on the odometer
and had some minor rear quarter damage
from some anonymous parking lot
encounter. It was also in need of a new top,
but was otherwise in fairly good order.

The Ingles used EX-122 as a second
car from 1959 to 1968, adding another
50,000 miles to the odometer. With 12
years of salt damage and another accident
under its belt, it was really starting to show
its age. Ingle decided that something had to
be done.

A local shop was selected to handle
the restoration. Unfortunately, it proved to
be a mistake of disastrous proportions. The
shop decided to forego such trivial steps as
research. proper disassemhly or anything
else associated with a quality restoration.

After recklessly removing the body
from the frame, these "craftsmen" decided
to jump right in and systematically
sandblast everything in sight: delicate
fiberglass body panels. chrome trim,
engine compartment, and even the dash
panel. Many of the trim pieces that were
removed were either lost or damaged. Any
bolts that didn't come otl easily were
sheared off.

When rot in a section of frame rail
and cross member were found, this ace
team of restoration professionals filled in
the damage with hondo. The body was
then reinstalled and hastily repainted
white. At this point. EX-I22 was all hut
destroyed.

After completing the hutchery, the
shop called Ingle, telling him to pick up his
car. He was told that they had gone as far
as they could, the interior and trim work
would have to he done elsewhere. That and
everything else as it turned out.

Slimmer 1997

Ingle then sought out Jon
Blanchette, a GM employee who had
gained a fair amount of recognition
restoring early Corvettes in his spare time.
He had even worked for a short time with
Sanders at Rochester Products while a co-
op student at General Motors Institute.
With his educational and work background
as well as his restoration and meticulous
nature, he was ideally suited to bring this
one-off Corvette back from the brink of
destruction.

Although Ingle was unaware of the
severity of the damage, when Blanchette
saw the overall condition of EX-122, he
knew it was going to be a long-term
restoration. "When I crawled under the car
and gave the frame rail a good rap, a big
chunk of bondo fell out," he recalls. "I told
.lack right then and there that this car
would have to be taken down to the last nut
and bolt-there was no other way to do it."
Blanchette began work on the Corvette in
1973. A lengthy period of disassembly and
research was required, photographing
assemblies as they came apart as well as
labeling and bagging everything to ease
reassembly. Every effort to ensure a
smooth and correct assembly was taken.

Blanchette was even able to enlist
the assistance of Sanders, who conversed
with him by phone and letter. Sanders was
also kind enough to supply him with first-
hand accounts, paperwork and period
photographs to ensure a smooth and
correct restoration.

The more he took apart, the more
Blanchette found sandblasting damage.
Sand had gotten into literally everything,
the engine, the gauges, suspension
components, brakes-you name it. As well
as removing the large amount of grit,
Blanchette spent an immense amount of
time restoring the correct finishes to the
sand blast -damaged components.

After considerable discussion and
research, Blanchette decided that EX-I22
should be restored to its April, 1956
configuration, just the way it left Chevrolet
Engineering. Blanchette firmly believes it
was the only way to restore the ailing
prototype.

Those who believed that EX-122
should be brought back to its "original",
June 30, 1953 configuration are missing
the big picture. For one thing, it would be
an impossible venture, as a great deal of

the original componentry, such as the
engine, were scrapped and are no longer in
existence. As such, it could never be made
exactly as it was at that time.

More importantly, to restore EX-
122 in such a fashion would reverse the
progression of development that Chevrolet
Engineers had intended for this vehicle and
would deny its role as the first V8
prototype.

What makes this car truly unique is
that it is the remains of the oldest Corvette
in existence AND is the very car that
ushered in the rebirth of the Corvette as a
true high-performance sports car. Its
historic significance cannot be denied, and
when it is evaluated on these terms, it is a
100% correct restoration. Chevrolet did
not intend EX-I22 to be like other 1953
Corvettes, and its restoration reflects that.

Showtime
Five years and more than 3,000

man-hours later, EX-122 rolled out of
Blanchette's garage, ready to take on the
show world. It was completed in time for
the 25th Anniversary Corvette celebration
held at the Sloan Museum in Flint,
Michigan in June of 1978. That of course,
was just the beginning. It has since made
several appearances at Bloomington and
was most recently in the 1993 Special
Collection. It was shown at the 1992
NCRS National Convention held at the
General Motors Tech Center in Warren,
Michigan.

EX-122 also was on hand for the
celebration of Chevrolet's manufacture of
the 1,000,000th Corvette. That show was
held at the AC Rochester Engineering
Center in Rochester, New York in the
summer of 1992. Ingle also shows it
occasionally at various local shows in the
Rochester area.

In the 16 years since the completion
of the restoration, Blanchette still
maintains EX-122 for Ingle on a regular
basis, and oversaw a 1987 repainting,
again in Gypsy Red. Its exquisite
restoration is as fresh as it was in 1978.

The configuration that EX-122 left
Chevrolet in on April 11, 1956 had to be
considered correct in light of its history.
Fortunately, it was restored in such a
manner so its unique qualities would be
preserved for future generations to enjoy.
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A Square Deal to All
by John E. Smith
Introduction by George Erwin

Chevrolet resumed civilian automotive and truckproduction in October J 945, after a 44-month pause for World War11.

This foreword is intended to set the
stage for Chevrolet dealer John E. Smith's
remarks in the Spring of 1946, and to
acquaint the reader with the economic
and historic milieu in which the retail
trade lived in the first year following the
end of World War II. In today's high-
pressure, impersonal, deal-oriented
urbanized retail sales world, it is
instructive to recall when dealers were
looked upon as the pillars of their
community. Mr. Smith's homily reminds
us just why this was so.

With the declaration of war in
December 1941, the Federal government
banned the sale of new cars to the general
public effective January 1, 1942. The last
Chevrolet came off the assembly line on
January 30. Production did not resume
until October 3, 7945, but, because of a
long strike, it was late Spring 1946 before
GM dealers effectively had cars to sell.

Deprived of their bread-and-butter
product for four years, new car dealers
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survived essentially by se rVlCl11g the
aging national vehicle fleet, and by
finding other lines of endeavor. If their
income was lessened, so was overhead, as
sales and service people had gone to war.
Conservation of rubber and gasoline
would help win the fight; gasoline
rationing (three gallons a week for most
people) and a 30-mph national speed
limit would assist in the battle. The new
car dealer helped to keep the everyday
citizen mobile for "the duration".

It was projected that at the end of
7945 fourteen million passenger cars
would be 10 years of age or older. In
recognition of this reality, shortly after the
German surrender in May 1945,
President Truman announced that the
industry would be allowed to build 20,000
cars for civilian sales between July I and
December 31, 1945. The first postwar
car, a Ford, rolled off the line on July 3.

The unanticipated surrender of the
Japanese in August meant that the

industry could now resume passenger car
production full throttle. But reconversion
to peacetime production was not so easily
achieved, and varied with each
manufacturer according to the extent to
which it had torn apart its plants to
produce weapons of war (new car
introductions occurred over a period of 4
112 months, beginning with Ford in
October 1945 and ending with Plymouth
in March 1946). With higher wages a
foregone conclusion, the demand for new
cars to be unparalled - an estimated ten
to fifteen million vehicles- and the cost
of scarce materials to be determined by
the highest bidder, the Office of Price
Administration sought to keep a lid on
retail prices by regulations that would cut
into the dealer's traditional one-third
markup. The dealers thought it unfair
that they should absorb the increase, took
their case to Congress and won; the
consumer would bear the brunt of
increased costs. The 1942 Chevrolet
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Master de Luxe four-door sedan had
retailed in Mr. Smith:1' showroom for $907.
The initial price of the sliKhtly-chanKed
1946 Chevrolet Stvlemaster 4-door sedan
was $1123, an increase of almost 25
percent from 1942. Bef{lre the end of the
model yew; it Iwd Kone up to $1205.

La!lor unrest added to the time and
cost or recol!\'ersion. Hardlv had the war
ended than the VA W-CIO demanded a 30
percent increase in waKes. GM countered
with 6 percent, and then 10 percent, hoth
o!ll'iouslv unacceptahle to the union.
Ar!litrators tried to conl'ince GM that an
increase of 19 1/2 cents an hour would he
rail: GM turned this down as well, and the
union struck at 92 plallfs across the
country on NOl'emher 21.

In the meantime, Chel'rolet had
resumed production on Octo!ler 3, 1945.
Manuracturers in those early dav,,' limited
their line to a sinKle model, and Chel'rolet
was no different. Irvou wanted a CheFv in
thosetirstfew months, it would hal'e to !Ie
the Stylemaster 4-door sedan. FollowinK
its tradition, Chel'rolet kept the new car
secretfi'Oln the press and puhlic until {!fier
showinK it to its 'familv." These dealer-
only prel'iews were held across the countrv
on Octo!ler 16. Mr. Smith would hal'e
Kone to the one in Atlanta where the
dil'ision had a plant. The cars went on
displv nationwide durinK the first week or
NOl'emhCl: Less than 95,000 had heen
made !Iv NOl'emher 21 when the union
struck. Gil'en Chel'rolet :" larKe dealer
llOdv, most or them probablv receil'ed onlv
.f(llIr orfil'e cars durinK 1945.

The strike was to last 113 days. In
the interim, there were strikes in the Klass
and steel industries, causinK shortaKes and
affectinK the production or other car
manufacturers. The continuinK shortaKes
tempted dealers who had cars to sell to
hold out .f()r hiKher prices, to pack them
with accessories, and to use other price-
KouKinK tricks. Chel'rolet disliked such
practices and encouraKed its dealers to
hire and train men or character to
minimi::e the use or these tactics.

GM etfectil'elv did not resume
production until April 1946. M,: Smith :"
grandson filllnd a /Iwnuscript with the
COl'ernotatio/l ..Writtenf!)r Southern Auto
Journal Apr 28 - 1946, to be pub. in June ...
Just who was Mr. Smith/ Let\'let GeorKe
Erwin, probably the Journal's editm;
introduce him.

SUllllller 1997

INTRODUCTION
PEOPLE WORTH KNOWING

Few men now living have engaged
in both the carriage and motor car
business.

"Cap'n" John E. Smith is the only
Atlantian we know of who could make that
boast. And he wouldn't, because Mr.
Smith is the antithesis of the boasting kind.

His father, the late John M. Smith,
founded his carriage business in 1869,
fashioned fine carriages for many of
Atlanta's pioneer families, and earned the
name which has continued to be the
company slogan - 'The Old Reliable."

John E., the son, joined the
company a short time after his graduation
from Georgia Tech in 1895. He first went
to New York and studied carriage design,
then returned to Atlanta to go into business
with his father.

It wasn't too long, however, before
he started doing a "side business" which
his father wasn't in sympathy with. Cap'n
John, while continuing to work with the
carriage trade, branched out into agencies
for the sale of the once-laughed-at and
often derided "horseless carriages."

In the automobile business - he still
is president of John Smith Co.- Mr. Smith
was head of several agencies in succession.
His first agency was the Reo. Later he
handled such cars as the Chalmers,
Chandler, Hupmobile, Buick, Pierce
Arrow, Buick, and, since 1925, Chevrolet.

Mr. Smith was one of the original
founders of the Atlanta Automobile
Association, and also among the original
founders of the National Automobile
Dealers Association. This was when a few
men over the nation went to Washington to
convince the government officials of the
importance of the motor car to the
country's ltext obliterated]. He also was
one of the first members of Alfred P.
Sloan's automobile advisory committee.
Incidently (sic), Cap'n Smith thinks Mr.
Sloan is "the smartest man in America",
and said he is largely responsible for the
great size of General Motors Corp.

The automobile dealer is interested
in other things beside his own business.
Good government, for example. Recently
he told me he was the first man to make a
$100 contribution to the Atlanta League of
Women Voters. He has been a staunch
supporter of the Fulton County Grand Jury
Association.

He doesn't "buck" the federal
government and its many new restrictions
too much but prefers to "try to go along
with them if possible." He keeps up with
the times in business, but his own office
carries an atmosphere of the past with its
rolltop desk, pictures of carriages and of
prominent people on the walls.

Cap' n John just isn't one to try to
make a show.

We don't know how John E. Smith '.I'

remarks were titled, but we have chosen to
call it

A SQUARE DEAL TO ALL
Most dealers are now beginning to

receive new cars. General Motors
production was delayed, as everyone
knows, on account of the strike. A
tremendous demand for new cars
presented the dealers with a most difficult
problem regarding distribution. We made
decisions based on our experience of many
years in observing the successful policies
of many predecessors in our line as well as
in other lines. The successful businesses
have always been built upon the
confidence of the public, which of course
means that all promises were kept and
services performed as agreed. The writer
is now seasoned with experience and has
enjoyed a growing business for many
years. The success attained is due largely
to not having been an opportunist, meaning
we have not based our policy upon the
immediate situation.

The trouble with the opportunist in
business is that he is somewhat like a
poker player and frequently bases his stake
on one card. As all know, the plunger
frequently makes a mistake which is very
costly.

CAR DELIVERIES

In the delivery of cars many dealers
have felt the right way to divide cars
among their customers was to fill their
orders in rotation as recei ved. This
probably is the simplest and easiest way
and eliminates the responsibility of
making decisions which alter this policy.
Such a policy seems easy to justify. First
come, first served is an accepted method of
doing business under every circumstance.
The man standing first in the line at the
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restaurant expects to get served first,
regardless of whether someone must
catch a train or fill some important
engagement. The woman first in the
ticket line at the railway station expects to
get her ticket first or to be waited upon
first while someone behind her may be in
a great emergency. The accustomed
American system is to wait your tum.
However, this is not necessarily the just or
right policy under all circumstances.
Woodrow Wilson said, 'The most
expedient thing to do today is frequently
not the best thing to do in the long run."

Under conditions prevailing when
so many people need a car and so many
have orders in for them, we did not think
it was the right policy in every case to
supply those first in line. There may be a
doctor, a nurse, or a soldier returned from
overseas and there may be a salesman
whose living depends upon a car. There
may be customers giving needed services
to many people and if one followed the
policy of filling orders in tum, many
would necessarily suffer. Then too, many
of these first-comers might sell their cars
in the black market at a profit. We put the
need of the customers first rather than
their desires.

Some dealers have even gone so
far as to place all of their orders on file in
the show room so their customers could
be sure there was no favoritism in
delivery. This may be all right from their
standpoint, but we think it might possibly
lead to many injustices. We are inclined
to follow the Golden Rule and expect to
let our customers have new cars who need
them most. And by customers we mean
those who have been our customers for
some time. As all dealers know, many
buyers have placed orders for several
different kinds of cars and expect to take
the first car offered and will sell or cancel
their orders for others. Now the question
will be asked, who is to make the
decisions about these deliveries. This is a
matter for the top management to decide,
and customers going to old established
firms naturally expect to be treated fairly.
This is the policy we have followed for
many years in our business and we think
this policy should be applied now to the
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extent of our ability to serve and judge the
needs of our customers. To apply this
policy we must always be on the alert.
Much pressure has been applied to dealers
to make deliveries under certain
circumstances and many of the reasons
given have been more or less fictitious
and some of this particular type of buyer
expects to sell his car at a profit. If we
make a mistake and let anyone get away
with a car which he disposes of, it is
regrettable. We hope to not make many
such mistakes. Therefore, we shall do our
utmost to find out the true facts about the
real needs of the customers we feel should
get the first cars. That is applying the
Golden Rule, and most people if they
really believe you are trying to apply this
rule and are really treating them as you
would want to be treated. will be satisfied
and accept this policy. Perhaps the best
asset of any business is the good will of
the public and especially the customers,
and to build up and keep such a reputation
it is necessary to always meet one's
obligations and keep one's word as good
as a bond.

It is our policy to apply this rule in
every phase of our business as well as in
the allotment of cars.

SERVICE POLICY

The customer wants to know,
when he takes his automobile into the
dealer's shop, that the dealer has trained
men who have been taught they are to
treat the automobile just like it was their
own property, to do no more work than is
necessary and to do work needed in a first
class workman-like manner. The
customer wants the car returned to him
without any grease upon the upholstery
and with all the tools and equipment left
in it.

These ideals of ours may sound to
some modern merchandisers like a very
simple, and old fashioned way of doing
business. But, success is a very simple
thing. There is nothing really
complicated or involved about it. When
one gives value and always treats
customers as they would want to be

treated themselves then confidence is
established, and confidence is really a
most precious asset. There is nothing in
the world that give such satisfaction as
doing business in this manner.

THE FUTURE

Successful men as a rule have
looked well ahead into the future of
business in all times and in all places.
Many failures have been caused by failure
to interpret events properly. and also by
considering only conditions prevailing at
the moment. Some of our dealer friends
believe the present market for new
automobiles is going to last for a long
time. It has been said it will be several
years before the supply even begins to
catch up with demand. In our view point.
it is a mistake to be too optimistic. We
believe the dealers will be looking for
buyers perhap within a year. Then too,
competition will no doubt be much keener
than it has been for many years. The Big
Three were doing a great bulk of business
for several years before the war and
several other good factories had very little
or no business and several of them were
in financial difficulties. Now, owing to
profits made during the war. these
factories have come to life and will no
doubt be heard from in the near future in
the competitive field. Besides, we have
some new blood coming into the
business. But be this as it may. the trading
for used cars will soon be the fashion in
the automobile trade. for as everyone
knows. some dealers have always seemed
to like some used cars better than others.
With all used cars at least five years old.
it will be well for the dealer to carefully
appraise the cars he takes in. The buyer
of a used car should be protected in his
purchase and the value assured to him.
otherwise the Lord alone can help the
used car buyer.

We anticipate much keener
competition in the near future than we
have ever known before in this business,
but we are confident the same principles
will prove successful as in the past.
namely, giving a square deal to all.
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An Important Person ToYour Community Is

YOUR CHEVROLET DEALER
Whether or not you own a Chevrolet motor car,

you may number a Chevrolet dealer among your

acq uain tances.

If so, you doubtless know him for a good business
man, a good citizen, a good neighbor.

Bu t you may never have asked yourself these
questions abollt him:

How many people does he employ ... mechanics,
salesmen, executives? To put it another way, how

many families depend on h is business for support?

What does he contribute to the community in
taxes? In other words, what share does his business
pay of the expenditures for schools. fire and police
protection, good roads; for to\\n, county, state and
federal activities of all kinds?

What does he mean to your producers, retailers?
That is, what does his income and that of his em-
ployees mean to the local tradesmen, the local
newspaper, manufacturer, farmer and banker?

\Ve believe your answer to all these questions

will be that he is an importan t factor in the com
munity.

Think of thousands like him ... in cities, towns
villages the country over ... and you will begin t(
realize the part that Chevrolet dealers and theil
employees play in the economic, civic and socia
life of America.

In certain respects these thousands of dealen
bear a strong "family resemblance" to each other

Their typical attributes are mainly matters 01

character ... honesty, sincerity, fair-dealing-
combined with energy and ability.

You kno\v, as a car buyer, that these factors an
as importan t (0 you when you choose a car as thE
qualities of the car itself.

They are strong assurances of satisfaction.

They imply good treatment and considerati01~
after the sale.

They are what is meant by this dependable
saying: "A BUYER'S BEST ASSCRA:\CE IS THE
SELLER'S GOOD :\'AME."

(;11 E\"ROLET .\tOTOI{ III "ISH):'\". Ge"eral /'I,'1o(or, S(Jl~.f (.orporot;o1l, DFTKOIT, "11( :1I1(;:\~

Tlll'n' ar(' four ,,,ai1l lIi";,';(,,J\' in 11'4' h"..;irll""s II{ \'utl,. (:IIt',.,."I.,! detllt'r ... (I) Sell' Ca,..\,and Tnl( 1,'\',(!) /r .•iet! Lor.f;, (.1) !·••'n'iet', 1.1) Purr,,,," and le('l's\''',,'-,''
.Ill flll of tllt.'st.' tI"flIJU11II'llh \,fI/I II jlf IlTld '''11;'11/1;114'11 tltl' Stl 11It' ('theil'''' olld Cllllr(l'fJfI.\' S('n'/l"'. II ith ,"Olit ."itJfi.,j'OI'Ufln 0.\ if\ sull' \ uflt l'rn on, I O/'il'C(III'.
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