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EDITOR'S NOTES
"There have been three cosmic centers

of the Universe. The first was Bethlehem
when Christ was born. The second was
Mecca when Mohammed was born. The
third was Dayton at the beginning ofthe 20th
century." Thus Rohert E. Signo!l1 If began
the program that concluded the Fifth
Biennial Automotive History Conference.
He supported his remark by explaining that
in those years Dayton was home to the
inventors of heavier-than-air flying
machines, the Wright brothers; the home of
Charles F. Kettering, the inventor of the
automotive electric ignition system and self
starter, Freon, and later Ethyl; and site of the
National Cash Register Company. We had
had a chance to see for ourselves in the days
preceding the wonders of Dayton including
Bob Signom's own Citizens Motorcar
Company, "America's Packard Museum," of
which he is founder and curator.

Unlike the previous conferences
that SAH has co-hosted with the National
Association of Automotive Museums
(NAAM), the 2004 conference was not
held in a museum but in the same hotel
where most of the attendees were staying,
the Dayton Marriott. Given the blustery
weather, the cold wind and rain that
occurred during much of March 31- April
4 in Ohio, this was welcome indeed.

The SAH Board held its spring
meeting during Wednesday the 3 I st. The
conference festivities began with a
reception on Wednesday evening at the
hotel, arranged by Marcia Bethel, the
Executive Director of the Packard
Museum, and her assistant, Amy Jump.
The two mornings that followed were
devoted to conference papers and the
afternoons to seeing the sights. Both
Saturday morning and afternoon were
given over to conference papers, with a
final banquet at the Museum.

More specifically, Thursday
morning's papers centered around the
theme "There's an Art to It: Designing
and Building the Automobile." At the end
ofthe morning, Bob Signom had a fleet of
postwar Packard limousines awaiting to
convey us to lunch at Ridgeleigh Terrace,
the home of Charles F. Kettering from
1914 until his death in 1958, located in
the rolling, wooded hills south of
downtown Dayton. I chose the 1947
Custom Super Clipper seven-passenger

with blind rear.quarters. Almost destroyed
by fire ten years ago, Kettering's large
home has been restored to its former state.
It is significant as the first true air-
conditioned house in the United States, its
owner having been the inventor of Freon
(other conference attendees had dinner
there Thursday or lunch on Friday).

The Packards returned us to the
Marriott where we boarded buses for an
afternoon's sightseeing. Our first stop was
at Dayton Wire Wheels (which I personally
found about as interesting as a Chinese pig
farm). Things rapidly improved with a visit
to a private collection which included a
rare side-by-side display of three mid-30s
Pierce-Arrows. Our next stop was Carillon
Historical Park, the Dayton equivalent of
Dearborn's Greenfield Village.

Here is a replica of the Wright
brothers' cycle shop (including an annex
where a 1905 Wright Flyer III is on display,
restored under the close direction of
Orville Wright). A log tavern fhml the
early 19th century gives an idea of the
hostelry of the day. Next to a 1924 Sun Oil
filling station stands a brick edifice called
"The Dayton Sales Co." a "dealership" in
Stoddard-Dayton, Speedwell, Courier, and
Maxwell automobiles. The four makes
were manufactured in Dayton though there
is some question whether Maxwell
produced complete cars or only bodies. On
display were a 1908 Stoddard-Dayton, a
1910 Speedwell, a 1910 Courier, and a
1923 Maxwell. Unfortunately, there were
no salesmen around to offer a demonstra-
tion drive.

We continued on a tour of the
Dayton metropolitan area, including
passing the home of Paul Laurence
Dunbar, a contcmporary of thc Wright
brothers and a high school fricnd of
Orville's. Dunbar published a newspaper
for his Afriean-American community
which the Wrights printed for him. He
beeame a nationally-known poet who died
of tuberculosis at 33, and has been
memorialized on a U.S. postage stamp.

Our final stop of the day was, to
paraphrase Bob Signom, Mecca. The
Citizens Motorcar Company showroom
which was a Packard dealership for many
years, once again has America's pride on
display. The collection comprises 68
vehicles as I understand it, beginning with

the Gray Wolf racer of 1903 up to a
prototype 1958 Packard Ilawk convertible
which was never produced. Packard ads,
literature, I~\ctory styling models, and
memorabilia abound in display cases
around the premises. A full bar was
provided together with a grand assortment
of hot hors d'oeuvres.

The theme of Friday morning's
conference was "We Have Li ftoff':
Aeronautics and Automobility." Fittingly,
this was followed by an afternoon's visit
to the United States Air Force Museum at
Wright-Patterson Field. I was interested
in discerning how it compared with the
National Air and Space Museum in
Washington and its annex ncar Dulles
International Airport which opened in
December 2003. My conclusion is that an
aviation enthusiast must sec all three.

The Air Force Museum is divided
into three principal halls. The visitor
begins with the Early Years Gallery (early
military flight to the beginning of World
War II) which includes a Ford Model T
ambulance from World War I. There
follows the Air Power Gallery (World War
II, Jet Age, Korean and Vietnam Wars),
and finally the Modern Flight Ilangar
which is a bit larger than the other two
combined. So vast is the collection, I did
not have time for this last display, nor to
bus across the field to sec the Boeing 707
that served as Air Force One from
approximately 1961 to 1992. Alas, I also
missed the adjacent Iluffman Prairie
Flying Field where the Wrights conducted
numerous experiments and established a
training school for flyers.

The final sessions of the conference
were held under the title of "What's It Good
for? Selling and Using the Automobile." At
5:30 buses took us back to the Packard
Museum for a social hour and the banquet
(which I enjoyed sitting in the shadow of a
1914 Model 4-48 touring car). I was
impressed with the number of people who
belong to both SAil and NAAM, beginning
with the SAil president, Joe Freeman. Bob
Signom's remarks, noted at the beginning
of the Editor's Notes, were followed by Bill
Chapin \ entertaining talk on "The Chapin
Cars, I Remember Well" highlighting
significant cars of the Hudson Motor Car
Company and American Motors

continued on page 4
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Editor's Notes continued
Corporation for which his grandfather, Roy
D. Chapin, and his father, Roy Jr., were
responsible. The evening ended with the
presentation of NAAM awards. We are all
energized by these conferences and live for
the next one. We owe a lot to our Program
Chair, Kit Foster for his organizational
skills in the five conferences to date, and
the knowledge and pleasure they have
brought all who have attended them.

With this issue, we follow our
traditional Conference Issue format of
publishing some of the papers and
abstracts of the remainder. To continue
with the precedent established in Reviews
Nos. 40 and 41, the articles have been
peer-reviewed. The abstracts have not been
peer-reviewed, representing as they do
only the outlines of the subjects they treat.
At 68 pages, this is the largest Review ever.

As always, the front cover of an
Automotive Hist()f~V Review containing
history conference materials reflects in
some way the conference and its
surroundings. For this issue, the cover
illustration symbolizes both Dayton, Ohio
and aviation (Orville Wright) and
automotive history (the first Terraplane,
apparently a gift of the Hudson company
to Wright). We appreciate the willingness
of .fohn 0 'Halloran ofthe HET Library in
making this picture available.

Turning to the papers published in
this issue, our first author, Rohert Ehert, a
member of the SAH board of directors and
Buckhorn Professor of Economics at
Baldwin- Wallace College, Berea, Ohio,
has participated in all five conferences. We
first met him when he spoke on
technological change and consolidation of
medium-priced automobile producers
(1928-41), abstracted in Review No. 32).
At the second and third conferences he
spoke on Divco and Flxible (his papers
reprinted respectively in Reviews Nos. 34
and 36). At the fourth conference, he
presented "The Luxury Car Market in the
1920's: Competition, Efficiency, and the
Case of Stearns-Knight," which he wrote
with Jaclyn L. Gribben, one of his students
(reprinted in Review No. 39). Bob enlisted
the help of another student, Timothy
Fijalkovich with the conference's lead-off
paper, the first part of which is reprinted
here "Reo and Diamond-Reo 1936-1975:
The Rise and Fall of 'The World's Toughest
Truck.''' The remainder of the paper will
appear in Review No. 43.
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The peer reviewer for this article was
Ibm Brownell, former editor of This Old
Truck and a professor in the College of
Technology (Automotive and Heavy
Equipment), Ferris State University.

Inspired by Bob's paper on Stearns-
Knight, Roger Sherman tried his own
analysis with 'The Decline of Pierce-
Arrow in the 1920s." While some may
think it odd for the Review to reprint two
papers dealing with the decline of motor
vehicle manufacturers, the subject is, to
my mind, the most dramatic afforded by
automotive history. We continue to live in
an age of industrial Darwinism, pace
Oldsmobile, and the stories of Rco/
Diamond Reo and Pierce-Arrow contain
lessons for today. Roger lives in Denver,
Colorado, and taught English and social
studies in a public school. He has had a
lifelong interest in Piercc-Arrow, owning
a 1926 Series 80 sedan. Roger "wishes to
particularly thank Bernard.J Weis, editor
of The Arrow, the Pierce-Arrow Socicty
quarterly magazine, for his help
assembling many of the Llcts used in this
article." The article was peer-reviewed by
Brooks Brierlev, author of There \- No
Mistaking a Pierce-Arrow.

Arthur W .fones' "For Offieial Use
Only: The Army Goes Car Shopping"
highlights something that became apparent
to me after visiting the Air Force Museum,
and that is the importance of the nation's
Mexican Campaign of 1916-17 as a dress
rehearsal for the use of motorized
equipment and reconnaissance aircraft in
the 1917-18 participation of the United
States in World War I. Arthur lives in
Philadelphia, where he is an architect. He is
a member of the board of directors ofSAH.
His article was peer-reviewed by Frederick
W Crismon whose name is always the first
to come to mind as the Society'S leading
expert on military vehicles.

The name of Michael L. BromicI' has
beeome well known to SAH members over
the past year due to his book William
Howard Taft and the First Motoring
Presidency, published by McFarland in
2003, and his article "Scorching Through
1902: 'The Automobile Terror,'" which
appeared in Review No. 40 (Summer 2003).

The peer reviewer for that article
was Keith Marvin, whose extensive
writings in automotive history need no
elaboration, and who has served as
reviewer of this paper. Keith notes in
passing that his parents were married on

March 4, 1909, the day of President Tali's
inauguration. Michael is a member of the
SA II board of directors.

The remaining papers arc represent-
ed by their abstracts. Many presentation:.;
arc based on sl ides and power-point the:.;e
days and it i:.; not feasible to reproduce
them in their entirety. You II ill lind
biographical information abollt tlie
presenter:.; at thc end of eal'h ab:.;tral't.
Particularly significant i:.;"The l3u:';lIl~'"
School Curriculum: A Study of Auto-
motive Ili:.;tory" by Pat Melnillr/I. .Ial'l·
Baker, and C.L. Tapie Rohm, t 'alli(1II11"
State University, San Bernardino. One or
the principal topics of discu:.;sion at the
Dayton board meeting was hml to
encourage the development of automotive
history as an academic discipline. This
paper is an indication of thc abscnee of
such from the curricula of bu:.;iness
schools and argues that such history may
be relevant to non-automotive busine:.;se:.;
today. Certainly, the fates of Stearn:.;-
Knight, Reo, and Pierce-Arrow di:.;cussed
in the two most recent history conference:.;
would appear to have some relevance in a
business history course.

Finally, we have Bill Chapin's
reminiscence:.;, presented at the final
banquet, of what he considers to be the
significant car:.;of the Hudson Motor Car
Company and American Motors
Corporation when they were headed by his
grandfather, Roy D. Chapin, and his
father, Roy D. Chapin, Jr. Bill himself
spent 14 years with AMC, serving two
years in Paris helping develop strategic
product planning for AMC/Renault and
the launch of the Jeep Cherokee in
Europe. He was named AMC's Director of
International Marketing in 1985. Bill's
article "Michigan's Motor Cities: We Put
the World on Wheels" appeared in Re\'iew
No. 39. A former president of the
MotorCities National Heritage Area, he is
presently a member of the organization's
Leadership Council.

Once more, my thanks to Pat
Chappell and to Kit Foster as
proofreaders, to ensure that our readers
have as error-free a Re\'iew as possible.

---Taylor Vinson
Correction, No. 39: 'The Luxury Car
Market 111 the 1920s: Competition,
Efficiency, and the Case of Stearns-
Knight," (Ebert and Gribben): In Table 6, p.
15, under" 1928," the correct Net Income
for Pierce-Arrow is "( 1.3)," not" 1.3."
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Reo and Diamond Reo: The Rise and Fall of
the World's Toughest Truck, Part 1

/ ntroduction

by Robert R. Ebert and Timothy Fijalkovich

When Ransom E. Olds and his
associates formed the Reo Motor Car
Company in 1904, the initial product of
the firm was passenger cars. By 1910,
though, the production of automobiles
was complemented by the manufacture of
trucks. In 1936, Reo exited the
automobile industry and concentrated on
trucks which were its principal product
until the closing of the Lansing,
Michigan, firm in 1975. Subsequently,
Diamond Reo trucks were manufactured
by Osterlund, Inc., of Harrisburg, Penn-
sylvania, and successor firms for about
another quarter of a century. However, the
closing of the Lansing operations ended a
long chapter in the history of a company
that traced its lineage directly back to the firm started by
R. E. Olds.

The focus of this article is the post-1936 period when the
involvement of Reo and Diamond Reo in the motor vehicle
industry was exclusively in the commercial vehicle sector. The
question guiding this study is basic: why did Reo and Diamond
Reo fail? Our thesis is that the economics of the heavy truck
industry as it had evolved by the early 1970s combined with the
substantial overhead of Reo and Diamond Reo, poor
management discussions, and increasingly competitive industry
conditions, allied to the Diamond Reo bankruptcy in 1975.

Fig. 1 - 1915 Model F- Thefirst Reo truck to carry the "Speed Wagon" name.

Reo Trucks: The Early Years, 19/0-/936

On October 8, 1910, the Reo Motor Truck Company (Reo
Truck) was organized as a subsidiary of the Reo Motor Car
Company (Reo Car). Reo Truck had an initial authorization of
$1,000,000 of $10 per share capital stock with $937,250
outstanding of which $600,000 was owned by Reo Car. On
October 20, 1913, Reo Car distributed its shares in Reo Truck to
the shareholders of Reo Car. Reo Truck as a separate company
paid dividends of 10 per cent in 191 I, 7 per cent in 1913 and 10
per cent in 1914. (Poor's Manual of Industrials, 1914, 1493-
1494). On September 28, 1916, by vote of its stockholders, Reo
Truck was consolidated back into Reo Car. The outstanding
capital stock of Reo Truck was acquired by Reo Car for an equal
number of shares of Reo Car (Poor's 1917, 1215).

In 1911, the first complete year of Reo commercial
vehicle production, nearly a thousand Reo trucks were built. The
advertised attraction of the early Reo trucks, which in 1915 were
given the trade name "Speed Wagon," was durability at an
economical price (Fig. I) The initial Reo trucks were a light

delivery wagon priced at $600 and a 1,500 pound truck priced
at $750 (May, 322-323*).

The early years of Reo's truck operations are summarized
in Table 1. Estimates of production data for Reo trucks in the
1911-1915 period are not obtainable. However, examination of
data reported by Moody's Investor Services, and Poor's, and the
trade publications Automotive News and Automotive Industries
enables estimates of Reo truck production to be made for 1916
and later (except for the period when Reo was owned by White
Motor Corporation).

It is clear from Table I that truck production was an
important component of the success of Reo Car. Starting in 1919,
Reo truck output exceeded Reo automobile output in every year
except 1927 and 1932. Given the estimated capacity of the Reo
plant in Lansing, Michigan (see Table 1), without truck
production it is unlikely Reo would have been able to operate
profitably in most years up to the Depression year of 1930'.

During most of the period before 1936, Reo enjoyed
satisfactory financial performance. Between 1905 and 1930,
there was only one year (1911) in which Reo Car omitted a cash
dividend. Sales and earnings grew modestly, although not
evenly, through the early 1920s. In 1928 Seltzer observed that
"The Reo Motor Car Company is a long-established
automobile-producing enterprise which has reached its present
size by relatively gradual growth" (Seltzer 258).

Undoubtedly, Reo's financial strength in its first quarter
century was enhanced by a conservative dividend policy that
enabled substantial reinvestment back into the firm. For example,
Seltzer calculated that, counting the reinvested profits of Reo
Truck subsidiary prior to consolidation, Reo Car reinvested a total
of $27.96 million in profits by the mid-1920s (Seltzer, 261-262).

* Parenthetical documentation in the article refers to entries in the "Works Cited" section, which will appear at the end of Part 2.
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Table 1: Reo and Diamond Reo Financial and Production Data

Year Total Sale' Net Income' Est. Annual Annual Total Production Employees
(loss) Production Production Production Capacity

Cars2 Trucks'

1904
1905 $ 955,405.00 $323,457.00
1906 1,848,192.00 459,824.00
1907 2,919,250.00 767,429.00
1908 3,216,981.00 810,812.00
1909 4,199,805.00 1,334,727.00
1910 5,534,902.00 1,502,889.00
1911 4,360,216.00 543,301.00
1912 5,030,264.00 453,322.00
1913 5,462,592.00 1,069,552.00
1914 16,351,963.00 2,539,187.00 12,000 12,000 15,000
1915 16,692,231.00 2,569,424.00 2,500 2,500 31,250
1916 27,890,007.00 4,031,070.00 23,814 2,551 26,365 31,250
1917 31,030,110.00 1,797,926.00 25,577 4,669 30,246 31,250
1918 25,309,040.00 1,740,630.00 13,321 6,837 20,158 31,250
1919 22,769,990.00 1,564,687.00 7,298 9,185 16,483 31,250
1920 59,087,094.00 4,622,801.00 13,500 19,300 32,800 50,000
1921 42,788,708.00 1,022,232.00 9,725 12,617 22,342 50,000
1922 41,889,320.00 3,140,530.00 9,249 13,903 23,152 50,000
1923 38,322,047.00 5,603,479.00 15,228 16,652 31,880 50,000
1924 35,849,358.00 3,359,007.00 13,366 15,315 28,681 50,000
1925 42,069,073.00 5,466,467.00 16,035 16,539 32,574 50,000
1926 44,059,627.00 4,064,037.00 13,193 21,349 34,542 50,000
1927' 45,650,998.00 2,587,658.00 29,349 16,810 46,159 50,000 7,200
1928 59,757,806.00 4,928,021.00 23,497 23,519 47,016 75,000 7,200
1929 48,011,458.00 878,119.00 16,012 18,998 35,010 75,000 4,790
1930 29,671,006.00 (2,360,780.00) 8,568 12,552 21,120 50,000
1931 17,043,957.00 (3,144,859.00) 5,803 7,761 13,564 50,000 3,224
1932 9,096,330.00 (3,147,193.00) 3,517 3,512 7,029 50,000 2,425
1933 10,259,660.00 (1,766,617.00) 4,864 5,414 10,278 50,000 NA
1934 13,836,299.00 (1,216,985.00) 4,424 11,244 15,668 50,000 2,171
1935 16,135,552.00 (331,470.00) 2,900 13,800 16,700 50,000 NA
1936 13,171,225.00 (902,458.00) 2,950 11,662 14,612 37,500 2,444
1937 13,069,351.00 (1,244,336.00) 13,461 13,461 37,500 1,762
1938 7,747,147.00 (1,844,974.00) 5,625 5,625 37,500 900
19393 3,331,822.00 (1,682,391.00) 0 600
19403 3,295,959.00 (1,292,365.00) 1,695 1,695 600
1941 8,385,123.00 1,089,760.00 2,684 2,684 1,200
1942 24,649,362.00 1,389,378.00 2,567 2,567 1,200
1943 36,014,146.00 870,927.00 0 300
1944 77,937,316.00 1,932,691.00 0 5,800
1945 72,243,317.00 1,981,831.00 14,568 14,568 5,800
1946 42,496,119.00 3,555,837.00 17,287 17,287 5,800
1947 57,418,118.00 4,894,454.00 22,338 22,338 5,800
1948 38,307,791.00 110,068.00 11,472 11,472 5,800
1949 23,242,960.00 (1,968,316.00) 3,516 3,516 1,535
1950 55,663,282.00 2,142,309.00 9,290 9,290 1,600
1951 112,756,340.00 2,422,394.00 14,858 14,858 1,600
1952 156,138,826.00 3,266,565.00 17,130 17,130 3,960

(continued on next page)
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Table 1 (continued)

Year Total Sale1 Net Income1

(loss)
Est. Annual
Production

Cars'

Annual
Production

Trucks'

Total
Production

Production Employees
Capacity

'Starting with 1927, data reported on calendar year basis, ending December 31. Prior years were on a fiscal year basis ending August 31.
'Passenger car production was discontinued in September 1936.
'Reo underwent reorganization under Chapter X of the National Bankruptcy Act. Reorganization was accomplished in late 1939 and approved by the court on December 31,

1939. The reorganization went into effect January 1, 1940 and the name of the company was changed from Reo Motor Car Company to Reo Motor, Inc. New capital stock issued,
par value of $1 per share.

'Production data not available for 1957-1970 when Reo and Diamond Reo were owned by White.

1953
1954
1955
1956
1957
1958
1959
1960
1961
1962
1963
1964
1965
1966
1967
1968

1969

1970

1971

1972

1973

1974

1975

144,741,703.00 2,226,363.00

The coming of the Depression following the stock market
collapse of 1929 took a toll on Reo. By 1932, car production
was only 12 per ecnt of what it had been in Reo's peak year of
1927. Truck production in 1932 was 14.9 per cent of peak
output in 192R (sec Table I). The impact of the Depression and
consequent decline in truck and automotive production caused
Reo to lose money in 1930 for the first time. Reo did not return
to profitable operations until after bankruptcy and
reorganization in 1939 (sec Table I). Reo, of course, was not
the only vehicle manufacturer to feci the negative effects of the
Depression. For example, Epstein documents 44 firms
producing passenger cars in commercial quantities in 1926
(Epstein, 176). By 1941, that number declined to only nine
(Ebert, 1997). The uniquc aspect of Reo's experience was its
survival as a result of converting exclusively to truck
production. It also was onc of only a few motor vehicle
manuhlCturers to survive the decade of the 1930s after going
through bankruptcy. (Willys Overland and The Studebaker
Corporation were two other bankruptcy survivors.)

The trouble that was ahead for Reo in the 1930s became
manifested in the stock market decline that began in the late
1920s. The price of Rco stock declined from $31.875 per share

rail 2004

15,259
7,206
5,190
3,789
1,602

5,078

4,567

7,421

9,136

538

15,259
7,206
5,190
3,789
1,602

o
o
o
o
o
o
o
o
o
o
o
o
o

5,078

4,567

7,421

9,136

538

3,960

on January 3, 1929 to $11.50 per share at the end of October
1929. The decline in Reo stock prompted Richard H. Scott, the
president of Rca, to write a four-page letter to stockholders late
in 1929 explaining the behavior of the stock market relative to
Reo. Basically, Scott made an argument that because of the
vagaries of market fluctuations, Reo stock was selling for less
than its book value. His letter concluded:

We look for a sounder, healthier, better year for the
automobile industry-including the Reo Motor Car
Company- in 1930 than 1929 has been; and since Reo has
never failed to earn its dividends-not even in this
unusually trying year ... we see no occasion for anything
but confidence in the continued success of the company.

Scott's optimism turned out to be unfounded because the
decade of the 1930s was a significant and tumultuous one for
Reo, even beyond the serious problems associated with the
Depression. The company went through a series of management
changes and disputes that eventually saw R. E. aids give up an
active role in the second of the two companies he was
instrumental in founding.
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Decade oj'Change: The 1930s

Two things plagued Reo during the '30s and early '40s,
the most obvious being the Depression. The second was the
management turmoil that flared up throughout the period. While
the latter may have been an effect of the Depression, it is not
unreasonable to speculate that with proper management and
operations, Reo could have come out of the Depression in a
better state than it did.

The principal management conflicts that arosc involved
Ransom E. Olds, the chairman of the board at the time, and R.
H. Scott, the president of Reo. At the start of the problems in
the '20s, Scott wanted Reo to have a diversified automotive line
like some of the bigger automobile makers. However, he did not
want to go about it like General Motors or Chrysler, which
either attained control of other automobile firms or issued large
amounts of stock and obtained bank loans to finance new
automobile lines (May 248). Instead, Scott used Reo earnings
to start this project. The program started in late 1923, when Reo
was experiencing its peak pre-World War I net income of
$5,603,479.000. Scott began by purchasing a vacant truck
factory in order to handle the increased production required for
the new project, and then brought out a new line of cars. The
first car in his diversification program was the Reo Flying
Cloud, a medium priced model, which sold well. However,
while initially the program made Reo money, it led to tensions
between Olds and Scott (May 348-350). This conflict was one
of the issues that led to a major proxy fight between Scott and
Olds.

Olds felt that, because Scott's new program utilized an
excessive amount of the company finances, Scott exhausted the
firm's limited resources. While his program made profits, it
failed to make the level of profits that were anticipated (May
350). Then the financial problems at Reo during the Depression
led to a long streak of net losses. Because of the dissatisfaction
with the results, Olds removed Scott as the general manager of
the company on the basis that he was inefficient in his position.
A letter written to stockholders by a management committee
headed by Olds in 1934 stated, "Mr. Scott is directly responsible
for the unsatisfactory operations of the company in the past few
years," and placed direct blame for the company's problems on
Scott (New York Times, April 8, 1934, 11, 17). However, Scott
appealed to the stockholders at a stockholder meeting to help
him remove Olds from office.

In a dramatic end to the proxy battle on April 16, 1934, R.
H. Scott delivered his proxies to Olds at the annual stockholder's
meeting. With the turning in of his proxies, Scott withdrew
himself as president and director of the company, which put
Olds fully in charge (New York Times, April 17, 1934, 33). One
day after the proxy battle, Olds won control of the board (New

York Times, April 18, 1934, 31).
Between 1934 and 1937, Reo experienced a period of

relative peace without any proxy fights. This peace may have
been due to the fact that Reo, even with declining production,
was experiencing a reduction in net losses and the hope of
recovery from the Depression was present. However, in 1937
losses increased again which led to more management
turmoil.

The Mack Junior

The company ended automobile production in September
1936. The steep decline in Reo auto production from 29,349 in
1927 to only about 10 per cent of that level to 2,950 in 1936 and
the growing relative importance of truck production to the firm
(11,662 units built in 1936) convinced Reo to stake its fortune
on commercial vehieles.

During this period of transition, Reo entered into an
interesting and unique product development and marketing
arrangement with Mack Trucks. An agreement was reached in
which Mack sold Reo Speed Wagons and trucks in some of its
retail branches in 1935 (Reo M%l" Cal" COIIIJ!al1l" Allnua/

Repol"/ f!)35). The 1935 market testing experiment was
successful. As a result, Mack entered into a contract with Reo to
have Reo manufacture a full line of small trucks and buses under
the Mack .Ir. name. These vehicles were sold by all of Mack's
branches and dealers (Mack Tmcks Al1l1ua/ Rep0l"! 1935).

The 1936 Mack .Ir. trucks and buses built by Reo in
Lansing consisted of a line of four basic chassis sizes with
capacities from 1/2 ton to 3 tons. There also was a "Traffie-
Type" of Mack Jr. designated the 30 MT with the engine
between the scats. In 1937 the Mack .Ir. series was continued
with four- or six-cylinder Continental engines (Montville, 98).
The Reo-built Mack .Ir. was discontinued in 1938 when Mack
introduced its own exclusive light truck (I;rtel).

Bankrupf(y al/(I Rccol'CIT

On .Ianuary II, 1937. an event that ended a period of
relative executive stability was alllHHII1Cedto the public. R. E.
Olds, the founder and long time executive of Reo. resigned as
chairman of the board of directors. According to The Nell' }(wk

Tillles, the reason he gave for this resignation was" ... a desire to
retire from active business" (January 12. 1937.39). Atier the Olds
retirement, the management ElCeda period of uncertainty with yet
another group starting another proxy fight in April of 1937.

By 1937. with both auto and truck sales weak through the
Depression, Reo's management tried to pull together existing
resources to sustain the company during a difficult period (Fig.
2) . .lust after the resignation of Olds, the then current president
of the company, Fred Cilover, outlined a plan that was an

Figure 2: Reo and All Truck US Registrations 1928 - 1941
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For the management of Reo, 1938
was a very turbulent year with three
people holding the office of president.
Don E. Bates was president until March,
Fred Glover took over again until August
when Rowland Campbell became
president. Many of these management
problems were the result of tensions
between Rowland Campbell and his
brother Thomas.

The turmoil caused by the
Camp bells started when Bates left as
president and Glover was elected as his
replacement. Rowland Campbell tried to
get the election voided as only four of
nine directors were present at the meeting
(New York Times, June 22, 1938, 35).
Then just after the debate about Glover,
The New York Times quoted Rowland
Campbell as saying, " ... the election of
Colonel Fred Glover of Detroit to succeed

Mr. Bates would not halt [the] campaign to oust 'all old officers'
of the company" (June 23, 1938, 35).

This incident incited another proxy fight. On June 24,
1938, those opposed to Campbell called for a stockholder's
meeting in order to gather proxies to nullify those obtained by
Campbell (New York Times, June 25, 1938, 25). Only a few
months later, however, Glover asked at a special board meeting
for his resignation to be accepted. Immediately afterwards,
Rowland Campbell assumed the presidency. In a dramatic turn
of events that topped off an already chaotic year, Thomas
Campbell took over as chairman of the board on December 14,
1938, and two days later removed his brother, Rowland
Campbell, from the office of president and general manager of
Reo for" ... [refusing] to cooperate with and act under the
direction of the Board of Directors and is opposed and has
demonstrated his opposition to the policies and directions of the
Board of Directors ... " (Minutes of Board Meeting, December
16, 1938). Under Thomas Campbell, and immediately after the
removal of his brother, the board passed a resolution for a
declaration of bankruptcy to ask for the appointment of A. 1.
Brandt of Detroit as a trustee for the company in order to
restructure the company to be profitable and to assure sufficient
finances to carryon normal operations.

On December 17, 1938, Federal Judge Lederle appointed
Brandt to the position of trustees as requested by the Reo board
(New York Times, December 18, 1938, III, 8). Previously Brandt
had been brought into Reo management as a temporary
executive superintendent with full charge of personnel (New
York Times, December 17,1938,23).

After being appointed trustee, Brandt found Reo was not
insolvent and outlined four steps to put the company back in
financial control; 1) obtain efficient personnel 2) help
management with a competent board of directors 3) prevent
angry stockholders from starting court actions against the
company, and 4) obtain sufficient finances with which
operations could resume (New York Times, January 19, 1939,33).
Reo's attorney, Byron L. Ballard, also stated that $2,000,000 was

Fig. 3 - Reo had strong international sales. This 1938 Speed Wagon has Reo/rant/enders,
grille, and hood, but a cab locally installed/or the British market.

attempt to restructure the operations of Reo after the
discontinuance of auto production in 1936 in order to be more
profitable.

Glover's plan, which was outlined and approved by a
special board meeting on July 30, 1938, had three main parts:
1) reducing all manufacturing operations to only what was
needed. This involved tearing down and salvaging inactive
factories that could not be leased; 2) building 1,800 trucks
(approximately) using up current inventory; and 3) commencing
a new truck development program directed by the engineering
department. This plan attempted to address what was to become
a persistent problem with Reo operations. Reo produced small
quantities of trucks each year compared to the big companies
(this topic is discussed later as well), and had much larger
operating capacity than what was needed for its production. This
meant Reo did not experience the advantages of economies of
scale (an economic condition where unit costs decline as volume
increases because fixed costs are spread out over increasing
amounts of output).

During this period, a group of dissatisfied shareholders
led by Frank A. Vanderlip Jr. sought proxies at the annual
meeting, on April 20, 1937, in order to elect a majority of the
directors on the board. The issue of concern to the Vanderlip
group was what they believed to be poor management and a
desire to change it. A settlement was reached between the board
of Reo and the Vanderlip group.

At the end of the proxy fight, Vanderlip and his associate,
Herbert Wilson Smith, were elected to the board of directors
(New York Times, April 4, 1937, 41). With Vanderlip's and
Smith's election to the board along with three more people from
Vanderlip's group, Vanderlip controlled the board by having five
of nine board members. However, Vanderlip was not satisfied
with his level of control. His desire for more control led to yet
another proxy fight which started only a year after the one in
1937. He wanted to replace the management completely with
people experienced in the passenger car and truck industry (New
York Times, March 31, 1938, 31).
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needed for the successful reorganization of the company (New
York Times, April 15, 1939, 23). In further management
developments, on April 27, 1939, Thomas Campbell took
control of the board, which was later approved by the federal
court (New York Times, April 28, 1939,39).

Consistent with the rest of the 1930s, Reo ended the
decade with as much difficulty as when it started. Fred Glover,
who had been president of Reo during the two different periods,
was brought back on in order to help the reorganization of the
company. On August 2, 1940, Glover resigned from Reo (New
York Times, August 8, 1940, 29). Several months following
Glover's resignation, on November 2, 1940, a new president and
general manager of Reo was elected, Henry Hund of Detroit
(New York Times, November 3, 1940, III, 2).

As Reo was emerging from bankruptcy the United States
was gearing up for greatly increased defense production as a
result of hostilities in Europe. Given the situation at Reo during
the 1930s and the subsequent change in its fortunes during World
War II, it is possible to gain insights into both the economics of
the Reo operations and the truck industry in general.

Following the bankruptcy declaration in December 1938,
output of Reo trucks was temporarily stopped. As recovery from
bankruptcy began to occur, the first Reo trucks built in 16
months came off the Lansing assembly line on May 17, 1940.
Production of the new line of trucks, which had been under
development for about three years, was made possible by the
first advance of $500,000 on a $2,000,000 loan from the
Reconstruction Finance Corporation (RFC). By the end of 1940,
Reo had borrowed a total of
$1,765,000 from the RFC
(Reo Semi-Annual Report
1940).

As production got
underway in its post-
bankruptcy era in spring
1940, Reo issued several
announcements introducing
its new line of trucks. In April
1940 five diesel models with
Buda-Lanova engines and
having 18,000 to 22,000
pounds gross vehicle weight
(GYW) on three standard
wheelbases were added to the
Reo product line (New York
Times, April 17, 1940,34). In
June 1940, diesel and
gasoline-powered "More-
load" Speed Wagon trucks in
the 1-1/2 to 6 tons GYW and
20,000 to 68,000 pound
GYW tractor-trailer ranges
were added (New York Times,
June 2, 1940, 8)(Fig. 4). More
models were added to the Reo
line in December 1940 with

Reo, Economics, and World War II

10

one model in the 22,000 to 30,000 GYW range and two models
in the 35,000 to 40,000 GYW range (New York Times, December
I, 1940, 6). The new models introduced in 1940 featured the
modern, distinctive styling which Reo continued in the postwar
period. Among the features of the "new" Reo Speedwagon
"Moreload" models was a set-back front axle which brought the
cab further front than in the older trucks. The engine
compartment came well into the cab. The new models' wind-out
windshield with a cowl top fresh air ventilator was used on all
Reos through 1947 and on the "C" model Reo into 1950
(Trimble, I).

Management may well have strategized that Reo needed
distinctive new products if it was going to be successful in its
reorganization after the bankruptcy. Certainly, following II years
offinancial losses from 1930 through 1940 and a decline in total
vehicle production from the peak of over 47,000 units and $59.8
million in sales in 1928 to dollar sales of only $3.3 million and
output of only 1,695 in 1940, something had to be done to put the
company back on a solid foundation (See Table I).

Reo had a large plant with consequent significant overhead
costs. The main Lansing plant was located on 48 acres and
contained 2,691,350 square feet of floor space. Another plant in
Lansing was located on 15 acres and had 553,600 square feet of
floor space (Moody' Manual of Investments, 1937, 803).

Precise, verifiable capacity data for the plants is not
available. However, Moody's annual summary of the Reo Motor
Car Company variously estimated capacity at 75,000 units in
1928-29, 50,000 units from 1930 to 1935, and 37,500 units in
1936-38 (the latter estimated on a 150 units a day, 250 work days
a year basis). Given its output in 1928, it is safe to assume that

Fig. 4 -As it emerged from bankruptcy in 1940, Reo introduced a new line of trucks called
"Moreload Speed Wagons." Pictured here is a 1948 model.
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at full utilization, Reo could have built at least 50,000 vehicles
a year.

Immediately after reorganization and emergence from
bankruptcy, with output substantially below capacity levels, Reo
was utilizing only about a third of its plant. Onc plant consisting
of 19.7 acres with buildings not needed for manufacturing
operation was set aside to satisfy creditors' claims. Operations
were confined to buildings having about 920,000 square feet of
space (Mood\' :\', 1941, 2419). Significant increases in truck
output would have been necessary for Reo to utilize the total
capacity of its huge plant. In October 1940, Reo reported
that orders for 300 of its Model 21 trucks with sales value of
$435,000 were received from the Quartermaster Division of the
United States Army and that further contracts were anticipated
(Reo Sell/i-Annua! Report !(40).

In 1941, the company reported its first profit since 1929.
Operating profit was $669,967; the sale of facilities not used in
operations netted $655,792 for a total profit of almost $1.1
million. President Henry E. Ilund was able to report:

The corporation is now substantially on a IOO'X) war

production basis. and orders on our books are many times

the total sales for last year. Many departments are operating

on a 24 hour 7 day a week basis and our entire plant will

shortly be at full capacity (Rco /Illlll/a/ RCf!ort /94/).

Because of national security concerns and U.S.
Government regulations, exact data on the volume of trucks
produced or on order at any moment in time during World War
II are not available. However, as shown in Table I, dollar volume
set a record for Reo 01'$77.9 million in 1944.

Also, following the war, an estimate of aggregate Reo truck
production during World War II was available and is shown in
Table 2. Over three-quarters of the trucks produced by Reo during
World War II were the 2-1/2 ton 6x6 (six-wheel drive) units.

Reo dollar sales and profits continued strong throughout
the 1941-1945 war period.
The challenge Reo f~leed in
the postwar market eannot
be overstated. The econo-
mics of the truck industry,
particularly the medium
and heavy-duty truck
segments which were the
principal market segments
where Reo competed
during the next 30 years,
provided particularly in-
teresting ehallenges.

A major problem
confronted by Reo in the
1930s, the immediate pre-
war period, and the post
World War II era was that it
had that large single f~lcility
in Lansing, Michigan. Reo
did not have volume
sufficient to enjoy the
economies of scale that

would have been obtained from utilization of the capacity of
the plant. The problem was ameliorated somewhat because of
the demand for trucks during World War II and later the
Korean and Vietnam wars. But as Rco entered the postwar
economy, it had overhead too great to be supported by the
volume it achieved and lacked the resources to significantly
change its production methods by building a smaller, less
costly to maintain, facility.

The Postwar Years

Although it faced very real challenges related to its size
and the economics oftruck production, Reo had an advantage in
reconversion from war work because during the war part of its
output included production of trucks that were essentially the
same as its civilian peacetime trucks. By the end of 1945, Reo
was well under way in its production of civilian trucks and buses
but did note in its annual report that there were some problems
as a result of materials shortages due to strikes at suppliers (Reo
Annua! Report /945).

Reo entered the post- World War II era in the best financial
condition it had been in for over 15 years. Reo's net income
returned to profitability in 1941 after II years of losses. Except
for a loss in 1949, Reo remained profitable until it was
purchased by Bohn Aluminum in 1954.

Initially, a postwar truck-building boom occurred. Figure
2 shows U.S. registration for all trucks, medium and heavy-duty
trucks (classes 6 and 7)1, and Reo, for 1946 through 1957.
During the first two or three years of the postwar period, truck
sales appear to have been constrained only by the ability of truck
manufacturers to produce vehicles.

In 1946 Reo experienced mixed fortunes. The first half of
the year was disappointing with sales of $14.5 million; output
was restricted by some problems unique to Reo and some that
affected all truck builders. In early 1946, Reo had to contend
with removal of inventories of parts and materials for terminated

Type of Truck
Table 2- Reo World War II Truck Production"

Number

1-1/2 Ton Navy Stake
3 Ton Navy Stake
Navy Aircraft Salvage Truck
5 Ton Navy Stake Truck
1-1/2 Ton Navy Dump Truck
5 Ton Navy Dump Truck
3 Ton Navy Dump Truck
2-1/2 Ton 6x6 Trucks for Ordinance
Army Air Force Truck-Tractor Units and Fire Fighter
Diesel-powered Tanks Transporters
Total estimate war output

'Harris, A.M. "Reo in the Fight for Freedom." Scrapbook in the Collection of the A.E. Olds Museum,
Lansing, Michigan.

bStyle reference is as follows: "Reo" refers to basic Reo civilian design adapted to military use. "Military"
refers to trucks designed specifically for military use.

594
743
200
438
594
300
875
22,204
2,318
700
28,966

Reo
Reo
Military
Reo
Reo
Reo
Reo
Military
Military
Military
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MODEL E-22
Gross Vehicle Weight
T,uck 20,000 . 26.000

Troe'., 38.000 . 45.000

Fig. 5 - By 1949 the "Moreload" styling was refined into
the look shown here in a model £-22.

military contracts as well as removal of government machine
tools and facilities from its plant. In addition Reo and the
industry in general, while enjoying heavy demand for trucks and
buses, continued to contend with restricted production due to the
strikes in supplier plants which caused parts and materials
shortages (Reo Annual Report 1946).

The 1946 Reos were offered in several models referred to
as Series 19,20,21,22,23 and 25 with six-cylinder Reo engines
of 228-, 245-, 288-, and 310-cubic inch sizes and larger six-
cylinder engines built by other engine manufacturers including
Continental (Branham I946)(Fig. 5).

Reo production and sales continued to increase in 1947.
Output of22,338 trucks that year marked the postwar high mark
for Reo truck production and was second in truck production
only to 1928. The 1947 sales of $57.4 million netted a profit of
$4.9 million making 1947 the best year for Reo as an
independent truck producer in the postwar era (Reo Annual
Report 1947).

In addition to production and financial success, 1947 saw
the introduction of the Reo models 30 and 31 heavy-duty trucks
for the 1948 model year (Reo Annual Report 1947)(Fig. 6). The
styling of the Models 30 and 31 was distinctly different from the
other Reo models. Rather than having a streamlined look, the
new models featured a more square cab and front design with
rounded fenders. According to Reo advertising, the new models
had a capacity of 76,000 pounds GVw. Two six-cylinder
Continental engines of 513 cubic inches and 602 cubic inches in
size were available (Trumble, 3).

In spite of the new models, 1948 was not a good year for
Reo. Production decreased to only about half of 1947 and net
profits were only $110,000. Reo attributed the reduction in
demand to the emergence of a buyer's market in the heavy-duty
truck market in early 1948 and a reduction in export sales to
only a third of the 1947 level (Reo Annual Report 1948).
However, data on new truck registration for 1947 and 1948 only
partially support Reo management's view that overall heavy
truck demand declined in 1948. Figure 7 shows that Classes 6
and 7 trucks actually increased slightly in 1948. Table 3 shows
that Reo sales in the U.S. decreased iO all classes in which it
competed (i.e., Classes 3 through 7). Reo management's view of
the 1948 market may have reflected awareness of increased
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Fig. 6 - The ModeI3D-31, introduced afier World War II,
as a Reo entry into the heavy-duty truck market.

competition from other truck makers, even though overall
demand remained robust. Compounding Reo's problems in 1948
was that three-quarters of its production occurred in the first
half of the year which resulted in unbalanced inventories (Reo
Annual Report 1948).

Reo management underwent a change in 1948 with the
retirement of Henry E. Hund who had been president since
1940. Hund became board chairman and was succeeded by
Joseph S. Sherer, Jr. who had joined Reo in 1943 as vice
president and assistant general manager, and as a member of the
board. Replacing Sherer as vice president and general manager
was James 1. Dervin who had been director of purchasing since
1938 and a vice president since 1942 (New York Times,
November 5, 1948, 39).

The sales problems encounted by Reo in 1948 were
intensified in 1949 when production declined to only 3,516
units and the firm suffered a loss of nearly $2 million (Reo
Annual Report 1949). The industry as a whole experienced a
decline in factory sales in 1949 but the Reo decline of about 75

Figure 7: U.S. Heavy Truck Registrations. 1946 - 1957
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Table 3: Reo and Diamond Reo U.S.Registrations by GVW Classes
1946 -1975

Reo Reo Reo Reo Reo Reo Reo Reo Reo
Class 1 Class 2 Class 3 Class 4 Class 5 Class 6 Class 7 Class 8 AllTrucks

Year Total Total Total Total Total Total Total Total Total
1947 7,017 1,777 2,280 1,065 772 12,911
1946 5,005 3,775 401 448 860 10,489
1947 7,017 1,777 2,280 1,065 772 12,911
1948 3,953 4,684 1,404 246 486 10,773
1949 2,281 1,304 327 91 4,003
1950 10 1,233 1,042 1,559 32 3,876
1951 958 657 1,760 52 3,427
1952 1,154 177 1,974 88 3,393
1953 988 297 1,985 228 3,498
1954 424 291 1,093 475 2,283
1955 349 605 1,018 1,149 3,121
1956 211 393 735 1,635 2,994
1957 66 141 543 768 549 2,067
1958
1959 Reo registrations for 1957 through 1967 were included in White Motor Company
1960 sales data and were not reported separately.
1961
1962
1963
1964
1965 2,228
1966 2,384
1967
1968 231 211 3,097 3,539
1969 157 236 3,758 4,151
1970 135 226 3,603 3,964
1971 112 229 3,696 4,037
1972 58 583 3,691 4,332
1973 31 604 4,122 4,757
1974 36 457 3,539 4,032
1975 8 197 1,384 1,589

per cent was clearly a signal that the company needed to rethink
its competitive strategy.

Reo observed in its /949 Annual Report that its business
was beginning to be biased more in the direction of heavy
trucks. The light-truck market became heavily competitive as
the postwar seller's market evolved into a buyer's market. The
major automobile manufacturers, particularly Ford, Chrysler,
and General Motors (GM), and even the independent
Studebaker were becoming very active and competitive in the
light truck market. Reo saw its future as being in the heavier end
of the truck market.

U.S. registration of Reo trucks, shown in Table 3, reflect
the changing product strategy at Lansing's truck builder. For
1946, 1947 and 1948, Reo had over half of its total sales in Class
3 trucks. Beginning in 1949, though, Reo left the Class 3 market
and began to concentrate on the heavier units, slowly but surely

Fall 2004

edging its sales primarily in Classes 6, 7, and later Class 8 when
it was established in 1957.

Reo's actions appear to have been well thought out. In
management's words:

Yourmanagement's major problem in 1950 is to determine
and adopt economical means of distributing and selling our
vehicles in sufficient quantity to enable our plant to operate
on a profitable basis. We have an excellent product; our
distribution and sales must be improved(Reo Annual Report
/949).

Reo's strategy for the market of the 1950s was to
modernize the appearance of its vehicles and introduce a new
engine. The front end styling of Reo models other than Models
30 and 31 was refined with the name "REO" appearing as three
vertical letters in the center of the grille.

13



14

Ul
OJ
eo

'-.I
o

wUl
I\)

I\) I\)W Ul (J)W i\) W
'-.I eo OJ
./:>. Ul eo

OJ
(J)
Ulooo

I\)
I\)

j
o

~~~~~~~~~~~~~~~~~~~~~~~~~~~
eo eo eo eo eo eo eo eo eo eo eo eo eo eo eo eo eo eo eo eo eo eo eo eo eo eo eo'-.I'-.I'-.I(J)(J)(J)(J)(J)(J)(J)(J)(J)(J)UlUlUlUlUlUlUlUlUlUl./:>../:>../:>../:>.
I\)~OeoOJ'-.I(J)Ul'/:>'WI\)~OeoOJ'-.I(J)Ul'/:>'WI\)~OeoOJ'-.I(J)

~~
1\)1\)~1\)~~I\)WI\)W'/:>'WI\)WW'/:>'UlUlOOUl

rn~~orn~~o~~om~w~mm~m~o'-.IOJ eo '-.II\)eo 1\)0 I\)'-.IweooeoI\)O'-.l '-.IUl'-.Ieo
'/:>'(J)I\)I\)OUl~OJeol\)'-.I'-.I~OJOOJUlI\)'-.IUlW

W
I\)
Ul
o
Ul~

eo
eo
Ul

Ul
(J)

COO>U1U1.p:..I\)WI\)f\).....a.. .•..•.......a......•..
i\)~wmo~~rnw~w~~'-.IOJoi\)~(J)'-.I'-.I(J)(J)W./:>../:>.
W./:>.l\)eoo~'-.I'-.I./:>.eo~WO'-.lUlOWOJeo./:>.O(J)'-.Ieo'-.lOJ
I\)UlOI\)OJI\)I\)(J)'-.I'-.I(J)UlOUlOJ(J)eol\)'-.I'-.IUlOJWI\)OJ'-.I

I\) ....•......•.......a.......a.......a.......a.......a.......a.......a.......a.. .....a.......a.......a.......a.......a.......a..
OUl'-.lUl./:>.WUlWI\)I\)OOJOW~WWO(J)(J)'-.Ieoeo(J)eoo./:>.

om~m~~o~oowmrn~rnw~~orn~~~rn~~mOOJ./:>.UlWUl~I\)(J)eoUl~'-.I'-.I(J)~eoweoeoweoO(J)eo~OJ
UlI\)OUlI\)'/:>''/:>''-.I./:>.eoWOJ(J)WUlI\)OI\)OJOOJ./:>.OJ(J)Ul '-.I'-.I

Ol.p:..WWWf\)l\)l\) ......•.......•.......•.
mi\)~moi\)worn~~'-.IOJ(J)./:>../:>.(J)./:>.WWI\)WI\)I\)I\)~
eoeoUlWI\)W'-.II\)~OJUl~~W~eoOI\)./:>.WWOOJ./:>.'-.Ieo
OJOJ'-.IOWO'/:>'WI\)I\)OJ./:>.OW./:>.'-.Ieo'/:>''/:>'I\)(J)~OeoeoUl

~~~
I\)I\)W I\)WWWW,/:>,O 1\)0

o~~i\)~w~rno~~~
(J)'-.II\)OJeoeol\)'-.IO'-.l~OJ
'-.I./:>.~WOJW'-.I(J)ww~eo

1\) ....•••....•••1\) .....•.......•.1\).................................................................................................................. ....•••......•......•.
O'-.lOJ~eo'-.lWOJ(J)(J)UlW./:>.UlI\)I\)Ul./:>.OI\)~I\)I\)OJ~WOm~Ow~~OIDm~~~~~~~~ww~~~owmo~
Ul~OI\)OUl(J)UlOWUleo'-.leo./:>.eoW'-.I./:>.(J)O(J)Ul~OOJ~
(J)'-.I(J)~UlOJ'-.I./:>.eoOJ~eoeo'-.lI\)~'-.II\)O~OJOOOJW(J)'-.I

••••••••••••••. .....a.......a.. .•••••••••••••.••••••.....•.•••••••. .....a..---J.......a.......L •••••••
eo eo eo eo eo eo eo eo eo eo eo eo eo eo,/:>,,/:>,WWWWWWWWWWI\)I\)
~OeoOJ'-.I(J)Ul'/:>'WI\)~OeoOJ

1\) .....•.••...••.••...••......a..I\) ••...•.••...•.
~OJ(J)~OJO(J)Uleo(J)eo~(J)W
I\)UleoeoW./:>.'-.I'-.IeooeoOJOW

~m·~~mw~mrn~mi\)~m
eoWUl '-.I'-.I./:>.1\)0OJOJOUl UlOJ
'-.I(J)'-.Ieo./:>../:>.eo'-.lo./:>.oweol\)

(J)(J)Ul./:>.OJOJ(J)Ul./:>.1\)1\)I\)WI\)
ow~w~-'-.I~~~i\)m~mw
'-.IUl~eo~UlUl./:>.WUlOOOO
'-.IOJI\)WOJO./:>.oeoooooo

OJ(J)'/:>'I\) ~~I\)(J)
Ul~OJOJOJWUlOJUl

i\)~i\)o~mm~i\)
eoOJUlW./:>.~UlUl./:>.
UlOJ I\)./:>../:>.OJ OJ eo '-.I

~~I\)
(J)Ul I\)O(J) '-.IOJ 1\)(J)(J)weo I\)
I\)OJ OJ O./:>.'-.IUlOJ I\)(J)OJ'-.IW

~mrn~oi\)rni\)w~rni\)~
I\)~OJUleo./:>../:>.UleoWUl~1\)
Ul./:>.eoeo OJ./:>.OJ 0 '-.I'-.I./:>.(J)Ul

./:>.'-.I(J)Ul./:>.'-.IUlWI\)~I\)I\)WI\)Ul-.....JO>U1W .....•.W .....•.Q)(Jl---J..w.....L(J)
~rnornm~~ mm ~~ ~-'/:>'-I\)
o eo./:>.WI\)Ul'-.I UlUlUlOOOO
W~OJ(J)I\)OJ~UlOJI\)OOOO

eo '-.I1\)-.....J(J).,f:::l.(J).p:.......•......•......•......•.w..p..(J)CJ)
~~m~~i\)mrnm~o~rn~
OJUl'-.lO'-.lI\)~WUlI\)OOOO
I\),/:>,O(J)./:>.OJUlOI\)UlOOOO

eo I\)Ul'/:>'UlUlWWUl(J)I\)(J)
~(J)OJ~mi\)~oo~i\)~~w
(J)I\)UlI\)~I\)OW./:>.OJOOOO
OJUlWeoW'-.I~UlI\)'-.IOOOO

~'-.I./:>.W./:>.UlWW~I\)I\)./:>.(J)(J)
mwmmi\)~w~w~m~~w
./:>../:>.Ul~UlUlO(J)OJWOOOO
W./:>.OJ./:>../:>.'-.I./:>.W./:>.OJOOOO

00::T _.
colll
<3
"'0Q.::J
!!l.c.

o
JJ iii"
co3
00::Jc.

ooc.
(Q
co

0;1
C'"
iii
~
I
co
JJ
CDto
l/l-..•Ql=:o::s
l/l
o-JJ
CD
't:l..•
CD
l/l
CD::s-Ql-<"
CD
::;I
r::::
o
":s:
Ql
::s
r::::-Ql
o-r::::..•
CD..•
l/l

."o..•
C.

Gl
s:o

s:
III
o

"

JJcoo

Automotive HistOlY Review



engines, proved to be extremely
important to Reo from the 1950s
through the end of production in
Lansing in 1975 (Fig. 9).

Although Reo did not
report exact statistics on its
exports of trucks, it is clear the
international market beyond
Canada was important to the
firm in the postwar period.
Frequent mention is made of the
export market in the annual
reports. In 1949, Reo stated that
about 20 per cent of its
production was for export but
that the foreign exchange
situation was restricting its
export sales.]

At the beginning of the
1950s, president Joseph S.
Sherer, Jr. set the goal of having
Reo restore itself to a dominant
position in the truck industries
(New York Times, November 24,
1950, 46). The fulfillment of the

goal Sherer set for Reo proved to be a major challenge and along
the way, the firm faced some major changes in how it did
business.

Fig. 8 - A rare Reo Model A633 Gold Comet V-8.

Part of Reo's competitive strategy was to introduce the
new Gold Comet overhead valve 331-cubic inch engine in 1949
(Fig. 8). The Gold Comet line up was extended in 1950 with two
smaller engines of 292 and 255 c.i.d. The engine, which
involved three years of development work, was hailed as the
first completely new gasoline power plant for the trucking
industry in 20 years (Reo Annual Report /949).

To finance the development and introduction of the Gold
Comet engine, Reo obtained a $5.7 million five-year loan from the
RFC and an undisclosed bank. The RFC portion of the loan was $5
million of which $1,694,000
constituted a renegotiation of a refund
to the U.S. government regarding
wartime contracts. Reo also had some
income tax obligations and a bank
loan outstanding. After fulfilling
those obligations, the company was
able to use approximately $3 million
of the loan to purchase new
machinery and tooling for the Gold
Comet engine (Reo Annual Report
/949).

An additional short-term credit
of $2 million was arranged with the
RFC to assist in the financing of an
order for about 5,000 2-1/2 ton M34
trucks for Army Ordinance. In June
1949, Reo was awarded a $31 million
contract to design and manufacture
these trucks. The order for the 2-1/2
ton military trucks, which came to be
called the "Eager Beaver" and which
were powered by the Gold Comet

Fall 2004

The 1950s-Decade of Transition

There were two important developments that made the
1950s a landmark decade for Reo. The first development was
the building of the "Eager Beaver" military truck. The second
development was that Reo ceased to be an independent firm as
a result of being bought twice during the decade.

Fig. 9 - The Reo Eager Beaver Military Truck.
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The Eager Beaver

The initial $31 million contract Reo obtained in 1949 to
build 5,000 M-34, 2-1/2 ton six-wheel drive trucks for the u.s.
Army was completed in January 1951. However, Reo secured
additional military contracts in 1950 for the "Eager Beaver"
truck which brought total completed and uncompleted contracts
for military trucks to $100 million by early 1951 (Reo Annual
Report 195/).

The outbreak of hostilities in Korea in June 1950, of
course, had a major impact on truck producers, including Reo.
At the end of 1950, the company anticipated that production of
commercial trucks would be reduced due to the war but would
be offset by increased military truck production. As a result of
the military contracts, 1950 was a good year for Reo with
earnings of$2.1 million after a loss of almost $2 million in 1949
(Reo Annual Report 1950).

The Reo "Eager Beaver" was powered by Reo's 331-cubic
inch six-cylinder Gold Comet engine. It had the capability of
carrying a 10,OOO-poundpayload at highway speeds of 60 miles
per hour, or a 5,000-pound payload cross-country (off highway).
The "Eager Beaver" could maintain a speed ono miles per hour
on a constant grade of 3.8 per cent and could operate at
temperatures ranging from 65 degrees Fahrenheit below zero.
The Gold Comet engine was completely waterproofed making it
possible for the "Eager Beaver" to cross a stream up to 7 feet
deep without a bridge. Underwater operation was facilitated by
having two extension pipes-one for air intake to the engine and
the other for exhaust. Both of these projected above the surface
(Reo News, August 1950).

The U.S. military's need for trucks extended beyond Reo's
production capabilities so contracts were awarded to GM and to
Studebaker through 1953 for "Eager Beaver" 2-ton trucks. The
Studebaker-built "Eager Beavers" were equipped with the Gold
Comet engine which gave some added defense business to Reo.
Through the first quarter of 1953, the orders for Gold Comet
engines for the Studebaker trucks and other military parts
production averaged about $2.6 million worth of business per
month for Reo. Subsequently, as production of the Eager Beaver
at Studebaker declined, engine and parts sales to outside firm
declined to $1.6 million per month in later 1953 (Reo Annual
Report 1952 and Sherer)

As the Korean Conflict came to an end the military's need
for trucks was reduced. Studebaker Eager Beaver production
ended in 1953. GM and Reo continued military production into
1954 at which time a new contract for Eager Beavers was
awarded by Army Ordinance. As peacetime again approached, it
became clear that low cost would be the determining factor on
which succeeding contracts would be awarded. The contract
went to GM, with the result that Eager Beaver production ended
at Reo at the end of the second quarter of 1954 (Reo Annual
Report 1953). Apparently, GM was able to operate at a lower
profit margin than Reo. GM was much larger than Reo (sec
Table 4 which gives civilian truck registrations of selected
principal competitors of Reo. Note that Table 4 only includes
GMC Truck Division sales, not Chevrolet truck sales.) As a
result of its much larger volume, overhead could be spread by
GM over many more trucks than Reo was producing, thereby
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giving GM considerable economics of scale. Undoubtedly, this
ability to absorb overhead over a large output of trucks helped
GM compete successfully on contracts where price was the
determining factor.

As 1954 dawned and the military contracts were coming
to an end, it once again became a challenge for Reo to utilize its
very extensive capacity at levels of output that were
economically viable. Reo recognized that challenge implicitly
when it noted in 1950 that production of Eager Beaver would
not alTect civilian truck production. It stated that with 2 million
square feet, Reo's hlctory was large and could handle Eager
Beaver plus civilian truck production with ease because output
was not close to the nearly 25,000 units produced in 1947 (Reo
News, August 1950).

The Product

A major emphasis at Reo in the early 1950s was on
military truck production. However, development of trucks for
civilian usc also continued. As noted earlier, Reo began to
withdraw from the light truck market in the late 1940s.
Management believed that the excellent acceptance of the
Gold Comet engine enabled Reo to make a stronger elTort to
compete in the medium-duty truck market which, along with
heavy-duty trucks, was more profitable than light trucks (Reo
Annual Report 1950). In the dccade following World War II,
Reo's total unit sales declined hut a larger share of its sales
were in the medium-duty and heavy-duty market (GVW
Classes 6, 7, 8).

A major product development in 1951 was the
introduction of a series of Reo truck models powered by Gold
Comet engincs using liquid petroleum gas (LPG). Product
innovation comhined with military truck output in 1951 enabled
Reo to move up from 10th to 9th placc among the u.s.
producers of trucks in all weight classes on the hasis of
comhined military and civilian truck production (Reo Annual
Report 195/).

For 1952, Reo redesigned the interior of the cabs for its
trucks with improved instrumentation and foot-pedal and
steering-wheel locations. To improve driver comfort fully
adjustable seats were installed. Complementing the gasoline and
LPG engines was the addition of a line of diesel engines. In its
line of tandem-axle trucks Reo introduced a new model
designed for cement-mixer and dump bodies which added up to
a 50 percent increase in payloads (Rco Allllual Report 1952).

Both sales and financial success came to Reo in 1952.
Production (including military trucks) exceeded 17,000 units,
making 1952 the hest year for Reo truck production since 1947,
Military truck production was a strong point for Reo in 1952.
Reo did not experience the 20 per cent decline in the truck
industry in general with sales of its civilian trucks remaining
about even with 1951 at ahout 3,300 units. Aner-tax earnings of
$3.3 million enabled the company to grant a cash dividend 01'$2
per share plus a 10 per cent stock dividend.

In 1953, output of trucks declined to 15,561 ti'om 17.618
in 1952 due to a reduction in military orders. IIowever, Reo
continued to increase its market share and moved up to 10th
place in civilian truck registrations from II th place in 1952 and
12th in 1951. Reo's improved market position was helped by the
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introductions of the F-50 heavy-duty truck model and the 160-
horsepower Super Gold Comet gasoline engine, described by
Reo as "the most powerful of its size ever built." Both from the
type of trucks being introduced, including the new tandem axle
models, and from statements in its Annual Reports, it is clear
that Reo management under its president, .I. S. Sherer, Jr., was
preparing the company for future growth in the heavy-duty truck
market (Reo Annual Report /953).

A unique Reo product that became popular in 1953 was
the "Calamity Jane" rescue truck. These vehicles were designed
for Civil Defense use in times of disasters. Local Civil Defense
officers could purchase them with the Federal Government
paying half the cost ofthe trucks.

Financially, 1953 was not as good a year as 1952 and
profits declined to $2.2 million. Perhaps as a result of instability
in both the military and civilian truck business, perhaps because
of a recognition that Reo would need added resources to
compete in the heavy-duty truck market, or perhaps just driven
by the pressure of lower earnings, Reo management began
looking for a merger partner in 1953.

New Owners
The evidence suggests that at least as early as 1952 Reo

was actively searching for a merger partner. In the company's
archives is a statistical comparison of the financial condition as
of December 31, 1951, of Reo with Studebaker Corporation,
White Motor Company, Brockway Motor Company, and
Diamond T Motor Car Company. At the time all of these firms
were in relatively good financial condition.

Furthermore, correspondence from 1953 indicates that
both Brockway and Studebaker were given serious
consideration as possible partners. In response to a shareholder's
letter encouraging a merger with Studebaker, Reo's president
Sherer stated, "please be advised that the possibility ofa merger
situation with Studebaker has been fully explored" (Sherer to
Rothschild). Likewise, a letter from an apparent acquisitions
broker responded to "casual inquiries" from Sherer about and
provided detailed financial information on the Brockway Motor
Company of Cortland, New York (Wagner to Sherer).

The full details of the events leading up to the purchase of
Reo by the Bohn Aluminum & Brass Company in 1954 rather

Table 5 - Bohn Aluminum & Brass Corporation Purchase of Reo Motors, Inc.
A Chronology

Date Event

April 1, 1954 Reo President Joseph S. Sherer stated a decision would be made soon on a stock purchase offer by a non-automotive
New York group."

Henney Motor Company of New York agreed to purchase Reo for $16.5 million.'

Reo stockholders approved sale of company to Henney. c

Henney announced sale of Reo Lawn Mower Division to Motor Wheel Corporation to enable concentration of efforts on
the truck business.d

After several extensions of the provisions of the agreement for Henney to buy Reo, Bohn Aluminum & Brass Corporation
of Detroit offered to accept assignment from Henney of all rights under the contract. Bohn also agreed to purchase all
shares of the Diamond T. Motor Company owned by C. Russell Feldmann, President of Henney (i.e., 30,000 shares).'

Henney and Feldmann transferred their agreement to purchase Reo's assets to the Bohn Aluminum & Brass Corp.'

Bohn announced closing date for acquisition of Reo is December 31, 1954. John C. Tooker, with Reo since 1925, was
appointed the new president of Reo.'

Reo began operations as a subsidiary of Bohn.h

April 3, 1954

July 8,1954

October 1, 1954

October 29,1954

November 10, 1954

December 8, 1954

January 1, 1954

'''Reo Sale Reported Near." New York Times. April 2. 1954. p.39.

Reo Motor. Inc. "Notice of SpeCial Meeting of Stockholders To Be Held July 8. 1954" Lansing, Michigan. Notice and Proxy Statement Exhibit A, letter of agreement between

Henney Motor Company and Reo Motors, Inc., dated April 3, 1954. Michigan State University Archives and Historical Collection No. 36, Reo Motor. Inc., Box 27.
Reo Motors Sale Ratified. New York Times. July 9. 1954. p.24.

'''Reo Lawn Mowers Sold." New York Times. October 2, 1954, p.26.

Uyl. SD.Den. President Bohn Aluminum and Brass Corporation. Detroit. Michigan, letter to Reo Motors, Inc, October 29, 1954. Michigan State University Archives and Historical
Collection. no 36. Reo Motors Inc. Box 27.

Sherer. JS .. Jr .. President Reo Motors Inc.. Lansing, Michigan, letter to Frederick G. Buesser, Jr .. Chose, Goodenough, and Buesser, November 11, 1954. Michigan State
University Archives and Historical Collection. no. 36. Reo Motors. Inc., Box1, folder 22.

'''New President at Reo Motors." New York Times. December 9, 1954, p.53.

'''Reo Names Officers." New York Times. January 1, 1955. p.22.
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Fig. 10 - A Reo COE Model AC 630.

than by the Henney Motor Company are too complex to be
addressed at length in this article. Table 5 summarizes the key
events in this rather unusual merger deal.

In explaining the reason for the anticipated sale to Henney,
in the Proxy Statement dated July 8, 1954, Sherer revealed
important factors that gave impetus to the sale of the company.
Sherer stated that 75 per cent of total Reo sales from 1951 to
1954 were in defense production. With the cancellation of
substantially all of Reo's defense contracts by July 1954, it was
unlikely that it could earn profits comparable to those of the
prior few years. Also, Reo believed that most of its future
production would be concentrated in civilian trucks. Sherer's
Proxy Statement comments included:

"In the complex operations of the automobile industry,
companies of large size, great capital, integrated facilities,
and organizational depth have certain profit advantages over
smaller companies of more limited facilities and narrower
capital structures. The Company recognizes that the highly
competitive nature of the truck manufacturing industry,
limited profit margins per unit, necessity for constant design
changes, engineering progress and large advertising
investment, require increasingly large expenditures, and that
sustained large production is necessary to maintain
competitive costs."

Sherer appears to be confirming what has been discussed
earlier; that is, Reo's output was small relative to its overhead. At the
volume of trucks being produced by Reo, significant economies of
scale which yield lower per unit costs, were not forthcoming.

On December 20, 1954, the sale of Reo to Bohn
Aluminum was challenged in a suit filed in the Federal District
Court in Detroit by Alfred Spear of Providence, Rhode Island,
on behalf of himself and 5,000 other stockholders in the old Reo
Motors, Inc. Spear filed his suit as a shareholder in the Nuclear
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Corporation of America, a company
that had been Reo Holding
Corporation, successor to Reo Motors,
Inc. after its sale to Bohn.4 The suit
asked for $37,716,116 in damages
alleging that the earnings prospects of
Reo had been misrepresented (New
York Times, Dec. 21,1954).

The legal situation became even
more complex on February 2, 1955
when Nuclear Corporation filed suit in
Wayne County Circuit Court to cancel
the sale of Reo to Bohn. Nuclear
claimed that, between the original
agreement to sell Reo to Henney in
April 1954 and the closing date of the
sale to Bohn in December 1954, Reo
had increased in value. In the suit,
Nuclear charged that, when Henney
could not raise the funds to purchase
Reo, the directors of Reo had assigned
the agreement to Bohn without an
authorizing vote of the shareholders
(New York Times, February 4, 1955). In

July 1957 the suit was settled with Reo Motors offering Nuclear
Corporation a settlement of $75,000 (New York Times, July 5,
1957).

In its 1954 Annual Report, Bohn looked forward to Reo
being a "most profitable investment" because it was backed by
an "aggressive manufacturing and sales organization."

In 1955, Reo introduced a Cab Over Engine (COE)
Pay loader tractor powered by the 195-and 220-horsepower V-8
Gold Comet engines. The new COE model, designated the
"Super V-63" measured only 63 inches from the front bumper
to back of the cab and could pull a 36-foot trailer (Fig. 10). In
1955, Reo also aggressively advertised that every Gold Comet
Engine was backed by a one year, 100,000 mile warranty which
was a substantial warranty at that time. In its 1956 Annual
Report, Bohn stated that Reo had operated at a small profit in
1955. However, the small profit was not indicative of actual
operating earnings which were much larger, before
nonrecurring expenses related to the acquisition of Reo which
were considered substantial relative to Bohn's investment in
Reo.

Reo Division, The White Motor Co.

Bohn's control of Reo turned out to be short-lived. On
May 25, 1957, White Motor Company announced that it had
purchased the assets of Reo from Bohn for an undisclosed
amount of cash. Reo became a division of White and continued
under the direction of John C. Tooker who assumed the position
of general manager (New York Times, May 27,1957, p. 41).

The reason for Bohn's sale of Reo can only be speculated
upon. From production of 5,190 commercial trucks in 1955,
output declined to 1,602 in 1957. The decline in Reo's fortunes
may have been, in part, responsible for Bohn's net income
declining from $2.2 million in 1955 to $1.1 million in 1957
(Moody's 1958, 1421). Bohn apparently recognized problems at
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Reo early in its ownership of the company and began
contemplating the sale of Reo in the fall of 1956 (Tooker).

From the viewpoint of White, the purchase of Reo was a
further step in the direction of trying to serve a broader segment
of the truck markct. Being ablc to add the Gold Comet Engine
to its line also appears to have bcen an attraction for White
which stated in its /957 A 1111lIal Report.

"We arc tl)rtunate in having an exccllcnt engine plant at the
Reo Division, modern and fully automated. with an
outstanding line or truck engines in 6 and X cylinder
series .... This series of engines fills an important place in
today\ transportation industry because or its power.
economy. durability. compact design. and its saving in
weight.

Among the early actions takes by White was to integrate
the retail distribution of Reo trucks with the White-Autocar
sales branches. Where Reo had strong wholesale outlets, they
continued to handle Reo. In other areas not covered by Reo
outlets, White and Autocar distributors were given the
opportunity to handle Reo sales and service,

It is clear that White was seeking to expand its market
position in the heavy truck field in the late 1950s. Earlier it
acquired Autocar. Then, in 1957 it acquired Reo. In 195R, it also
acquired the Diamond T Motor Car Company of Chicago,
Illinois. Initially. Diamond T was operated as a division of
White, The combined White, Autocar, Reo, and Diamond T
product lines gave White extensive coverage of the heavy-duty
truck market (White Al1l1l1al Report /958).

White consolidated Reo production figures for reporting
purposes into White's figures so separate U.S. production and
registration data f()\' Reo arc not available I()r most years f1'om
195R through 1964. (Registration data arc available f(l!' Reo in
1965 and 1966. Diamond T through 1966, and Diamond Reo
ti'om 1967 to 1975). The status of Reo during most of the years
that it was a division of White. therel()re. must be gleaned from
general statements in the media and White publications.

Figure 7 demonstrates the challenge that White f~lced
when it acquired Reo in 1957. Aller the intial stimulus to sales
and production provided by the post World War II sellers'
market f()r trucks, Reo sales trended downward. There was an
increase in production during the Korean conflict due to military
orders. but f()lIowing that sales declined. For Reo to have helped
White Motor accomplish its objective of expanding its markets.
Reo would havc to havc had a substantial inerease in its sales
and output.

In a letter to cmployccs announcing thc salc of Rco to
Whitc. John Tooker. prcsidcnt of Rco. sought to rcassure thc
cmployces that \)per:ltions would continue In l.ansing and that
White planned to strengthcll Rl'O operations.

"Wc look upon Ihis as a re~d opportunity Ill!' Rco and its
employees. We II ill bc ~lssol'lalcd IV ith ~Icompany which has
been c'xtrl'lllely sUl'l'essrul in the truck manul'aclllring
industry. This association will strengthen our competitivc
position and pave the way Ill!' grcater ver.'iatility and
expansion or our necessary backing and 'iUpport to compete
even morc suceessrully in this highly competitive industry.'"

FiT! I }{){)4

Evidence of White's strategy to strengthen Lansing
operations is that it took steps to utilize excess Reo capacity when
it bought Diamond T. The OH I 85 Y-R engine that was added to
the Reo gasoline engine line in 195R also was produced to
Diamond T specifications. A substantial share of the output ofthe
new engine was assigned to Diamond T which previously
purchased major components from suppliers (White Annual
Report /958). Thus, by integrating some Diamond T engine
building into Reo's facilities, White was able to make more
intensive use of Reo's engine-making facilities and take better
advantage of economies of scale at the Reo plant.

For 1959, White reported that all its divisions, which
included Reo, operated profitably and it made $ 14.2 million in
profits on $333. I million in sales. Sales were up 24 per cent over
1958 and profits wcre about double 1958 (White Annual Report
/959).

While it is not feasible to discuss every truck model
introduced by Reo while a division of White, there arc some
models that should be mentioned. For example, in 1960, Reo
introduced its "E" Series with Cummins six-cylinder engines in
the I 80 to 262 horsepower range and with GYW ranging from
3 I ,000 pounds to 60,000 pounds. These tractors had a new style
with the grille set off by contoured fenders and double
headlights (Commercial Car Journal, May 19(0).

Table 4 gives Reo, Diamond T, and Diamond Reo US.
production for years that the data arc available from 1928 to
1975. The combined sales of Reo and Diamond T were
substantially lower in most years than either of the firms'
individual peak outputs in the immediate post-World War \I era.
Even when military truck production is figured in, Reo and
Diamond T operated with significant excess capacity. Therefore.
it is not surprising that White management saw an opportunity
to obtain economics of scale by combining the output of the
Diamond T and Reo Division.

The lease on the Diamond T plant in Chicago expired at
the end of 1960. Rather then renewing the lease, White
consolidated Diamond T and Reo production in Lansing.
Another consolidation move by White was the combining of
White, Reo, and Diamond T service parts inventories at the
White central warehouse in Cleveland, Ohio (White 11nnllal
Report 19()()).

As the 1960s progressed, the Reo Motor Truck Division of
White continued to evolve its product line. The COE models
were refined to include the "DC' series with the introduction of
a tilt cab in 1961. In 1964, Reo introduced a tri-drive axle truck
f()r the ready-mix and dumping industries as the Model [-456.
The trucks featured three wide-track rear-driving axles on a
standard I 70-inch wheelbase with 55,000 to 5R.OOOGYW and a
standard 400-cubic inch Gold Comet engine (Commercial Car
Journal. May 1964, p, I (2).

For 1966, Reo promoted a lightweight diesel truck with
expanded Royalex, a cellular plastic laminate lighter than
fiberglass manuf~lctured by the US. Rubber Company. Reo
called the innovation "Reolyte" and made the front clip fender
and hood assemblies on some models from the material. The usc
of lighter materials such as Reolyte and aluminum enabled Reo
to claim up to an I R per cent increase in payload capacity. Power
choices I()!' this new model. designated the Reolyte GilL Series.
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were Caterpillar, Cummins, and diesels rated from 195 to 335
horsepower (Commercial Car Journal, Feb. 1966, p.148).

These models, which had an integratcd Reolyte front
fender and hood assembly, had a distinctive white horizontal
band on each side of the hood with the Reo name plate. Later,
this model was continued in the Diamond Reo era and the
Diamond Reo logo was carried in that horizontal band.

Along with the GHL Series, a new series of COE models
designated the HC was introduced in 1966. The model HCs had
steel frames and the HCLs had aluminum frames. The aluminum
cab tilted 90 degrees to expose the engine and radiator for
service. It had a fiberglass roof and steel doors and measured
only 50 inches from bumper to back of the cab. These models
were available with 10 Cummins diesel options, five Detroit
Diesel options or two Caterpillar engines (Commercial Car
Journal, August 1966, p.156).

In 1962, White's Lansing Division, which is what the
Diamond T and Reo operations were now called, made
substantial improvements in its assembly facilities including the
building of a new 60,000 square foot special heavy-duty truck
production area (White Annual Report 1(62).

By 1966, White claimed that its now more completely
integrated Lansing Division was doing well. White noted that
the Reo GHL Series and Diamond T 1000 Line Series were fully
competitive with axle-forward models. Likewise. Diamond T's P
Series and the Reo E Series used by the construction industry
improved their competitive position with the 90-degree tilt cab
described earlier. White was optimistic about its Lansing
Division and stated "we are in an excellent position to profit
from the future growth of the heavy-duty truck market" (While
A nnual Report 1(66).

The big news for 1967 was the combining ofthe Diamond
T and Reo truck lines into a single line of heavy-duty trucks
under newly appointed president J.L. Adams. This marked the
final step in what was a clear pattern of integrating the Reo and
Diamond T operations and product line at Lansing. White stated
that the new Diamond Reo Truck Division would have a unificd
product line which would reduce costs by eliminating overlaps
in production, administration, and sales management. The
distribution system for Diamond Reo trucks was believed to be
strengthened by giving it a single selling organization of 250
independent dealers (White Annual Report 1(67). The new
Diamond Reo line retained virtually all the models formerly
offered but the 30 models carried new series and model
designations (Commercial Car Journal, April 1967, p. 23).

In spite of White's optimism, integration of the two truck
lines was not in itself sufficient to bring success to the Lansing
operations. While specific financial details are not available,
Jack Adams, president of Diamond Reo, told employees on May
10. 1968, that the division operated at a heavy loss in 1967 and
the first quarter of 1968. He urged employees to commit to
personal effort to reduce costs and improve efficiency in order
to stay in business.

Diamond Reo built what was considered a premium-
priced vehicle. To help justify the premium pricing and enhancc
the quality image of Diamond Reo trucks. a "Certified Product
Reliability" (CPR) system was instituted in Lansing in 1968. A
special team of inspectors audited each truck prior to
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certification for delivery to the buyers. The quality audit
consisted of approximately four hours on each truck combined
with an 18-mile road test and over 100 inspections (Commercial
Car Journal. May 1968).

A letter to employees of Diamond Reo in May 1968 by
Herman Everhardus, director of industrial relations, and C. D.
Loudenslager, director of operations, indicates that there was
more to the effort to improve truck quality than suggested in
public relations releases. The letter suggests that the morale and
attitude of the salaried, hourly. and supervising staff had
deteriorated. The number of labor grievances increased from
five in 1961 to over 100 in 1968. The letter stated that there was
considerable material waste because work was not done right the
first time. painted material was misused and damaged.
inspection write ups on trucks looked like a dictionary, and
rework. repairs, and overtimc were destroying profits.
Management exhorted employees to realize that "good
workmanship and high productivity arc required if we arc to
overcome our problems and accomplish our goals and stay in
business" (Everhardus and Londenslager).

Among the new products introduced by Diamond Reo in
the late 1960s was the C-I 14 Series tractor with a set-back front
axle fitted with diamond plate steel fenders and butterfly-type
steel hoods as options in place or the tilt hood and fenders. But
product innovation and attention to quality were not enough to
increase Diamond Reo sales in the late 1960s. Sales of Diamond
Reo trucks never reached 5,000 units after the combining of the
Diamond T and Reo nameplates, significantly below the amount
claimed for the two truck lines shortly after their acquisition by
White.

Meanwhile, White was beginning to have some financial
challenges. In 1970, l~lCedwith a weaker national economy. a
depressed f~1rI11market, and internal management problems
related to a hliled attempt to merge with White Consolidated
Industries (an unrclated appliance and industrial products firm)
White sales declined to $810 million and the company lost
$19.3 million (While AI/I/ual Rcporl I (70).

In 1971. management change occurred at White with .I. N.
Bauman, chairman. and Henry Nave. president. being replaced
by former GM and Ford executive Semon E. Knudsen. The new
management team called 1971 a year of transition for White as it
took steps to recover fhllll its financial positions of 1970. Among
the plans implementcd by the new management was the disposal
of the Diamond Reo Divison which was sold in August 1971.

(7il he ('ol/Iil/ucd)

Notes to this article lI'il/ hefillll/(l Oil page 36.
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The Decline of Pierce-Arrowin the 1920s
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TABLE 1: TIMELINE OF THE PIERCE-ARROW COMPANY

George N. Pierce Company organized in Buffalo, New York to manufacture small household goods.
Company ends production of everything except bicycles.
Company capitalized at $280,000.
Backed by George K. Birge of the Birge Wallpaper Company, Pierce begins production of 1-cylinder
Motorette car.
To meet increasing demand Company builds a new automobile factory on Buffalo's north side and
separates from bicycle business.
George N. Pierce retires from Company, which is renamed Pierce-Arrow Motor Car Co. and
controlled by George K. Birge and his Buffalo associates.
Pierce-Arrow Motor Car Co. earns its greatest profit: $4.3-million on sales of some 4,665 vehicles.
Birge and his associates sell their interest in Pierce-Arrow for $15 million to a consortium headed
by J.&W. Seligman and Co., New York City bankers, who reorganize Pierce-Arrow as a public stock
company, retaining its former managers and capitalized at $10 million in 8 percent cumulative
preferred stock and 250,000 shares of common.
Managers from George W. Goethals & Co. Inc., a New York consulting firm, are put in charge of
Pierce-Arrow.
Contract between Pierce-Arrow and the Goethals company ends as Pierce-Arrow loses over $8
million.
Pierce-Arrow refinances its debts with New York and Buffalo banks and board is enlarged to
accommodate their representatives.
Studebaker Corporation buys voting control of Pierce-Arrow, faced with mounting losses, through
exchange of stock.
Amid its own bankruptcy, Studebaker sells its control of Pierce-Arrow to Buffalo, N.V. interests for
$1 million.
Federal Judge John Knight orders liquidation of insolvent Pierce-Arrow.

Fig. 1: Pierce-Arrow Produdfon 1920-1928

Robert R. Ebert and
Jaclyn L. Gribben in "The
Luxury Car Market in the
1920s" (Automotive History
Review, Issue No. 39, Fall
2002, pp. 8-25) conclude that
the dominant luxury car
manufacturers of the late
1920s, principally Packard
and Cadillac, owed their
success to prudent manage-
ment, efficiency of operations,
and incorporation of improved
manufacturing techniques
that made marketable in-
novation possible. Ebert and
Gribben cite the failure of
The F. B. Stearns Company
as an example of the outcome
when a firm failed to adhere
to such an approach and
suggest that other examples
from 1920s luxury car
company histories might
shed further Iight on the
importance of these elements
to continued success.
Specifically, they named
three luxury car producers
that survived into the 1930s
but were gone by 1938-Peerless, Franklin,
and Pierce-Arrow, and suggested that "the
extent to which their experience parallels or
diverges from that of The F.B. Stearns
Company is fertile ground for future
investigation" (Ebert and Gribben, p. 21).

Pierce-Arrow's struggle to survive the
1920s offers a useful comparison with the
Stearns story, especially since Pierce's
production was greater than Stearns in each
year of the 1920s (Ebert and Gribben, Fig. 3,
p. 11). For the entire decade the management
of the Pierce-Arrow Motor Car Company
made earnest attempts to produce luxury
automobiles and trucks in an efficient way.
Those efforts did not bring the levels of sales
hoped for. Through this period Pierce-
Arrow's financial situation varied from
heavy losses to modest profits. Because
Studebaker Corporation purchased control in
1928, Pierce-Arrow did survive, only to fail Fig. / - Pierce-Arrow Production /920-/928
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1908-1916:

1917-1919:

1919-1920:

1920-1921 :

1922:

1923-1928:

As the decade began, Pierce-
Arrow was embarking on what The
Wall Street Journal later called "a
disastrous attempt to produce a quality
product on a quantity basis.'" This
attempt was inspired by the need to
adapt to post-World War I conditions.
While Pierce-Arrow's best-known
products at the time were its luxurious
automobiles, its most profitable
product line was in heavy-duty trucks.
During the war the firm built far more
trucks than cars. When Pierce-Arrow's
old, closely-held ownership sold out to
a public stock company in late 1916,
months before the U.S. declaration of
war, the attraction was Pierce-Arrow's
profitable future as a truck man-
ufacturer.2

The last year during which
Pierce-Arrow would bui Id more
trucks than cars was 1919. The reason
was not a sudden rise in the

production of Pierce-Arrow cars but a falling off of truck
demand after the big wartime contracts ended (Fig. I). Up to
that time when Pierce-Arrow contrived to assemble as many as
2,000 cars in a year it was cause to celebrate. Due to the impact
of early wartime truck orders Pierce-Arrow had enlarged its 45-
acre Buffalo plant, and its capacity had reached an annual figure
of7,500 to 10,000 vehicles.]

In mid-1919, uncertain of how to develop
market-leading postwar products so that the
banks who had put up the money for control
would see increasing profits, Pierce-Arrow
stopped paying the $1.25 per share quarterly
dividend on its common stock shares! Cash was
conserved to refashion its product line for the
postwar era. In addition, the management team
changed from one associated with its Buffalo,
New York, roots to one associated with the New
York City and Buffalo banks which now
controlled its voting shares.

During 1920 the new Pierce-Arrow
management developed and brought to market,
as "Production Schedule 7," a completely re-
engineered line of cars and trucks that it
believed would appeal to Pierce-Arrow's
traditional customers but built at lower cost and
in considerably greater numbers. The plant's
capacity was further enlarged by the
incorporation of a moving final assembly line."
The $2.5 million investment in this program

Table 2: Pierce-Arrow Motor Car Co. Management to 1928

George K. Birge, President.
Henry May, Vice-president and General Manager.
Charles Clifton: Treasurer.
Laurence K. Gardner, Secretary.
Charles Clifton: President.
Henry May, Vice-president and General Manager.
Walter C. Wrye, Secretary and Treasurer.
John C. Jay Jr., President.
George W. Mixter, Vice-president and General Manager.
Myron E Forbes, Treasurer.
EC. Pearson, Secretary.

George W. Mixter, President and General Manager.
Myron E Forbes, Treasurer.
EC. Pearson, Secretary.

Myron E Forbes, Vice-president, Treasurer and General Manager.
EC. Pearson, Secretary.
(President's office not filled.)

Myron E. Forbes, President and General Manager.
Simeon O. Fellows, Treasurer.
E C. Pearson, Secretary.

'Charles Clifton (1853-1928) was Chairman of the Board 1917-1928 and President of the National Automobile Chamber of
Commerce (an industry trade association) until 1927.

in 1938, near the end of the Depression era. Pierce-Arrow's
experience during the 1920s demonstrates the challenge of
marketing vehicles whose features were progressively less and
less competitive as the decade continued. My conclusion is that
Pierce-Arrow lost its ability to compete because its financial
resources did not allow sufficient investment in improved pro-
duction tools to enable it to present a product responding to
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Fig. 2 - Pierce-Arrows Earnings/Losses in the 1920s

current fashion, at a sales price that
would enable a profitable return on
investment.

Production and Finances of Pierce-
Arrow in the 1920s

Automotive Histmy Review



Table 3: Pierce-Arrow Platforms for the 1920s

Year Model Engine Type Bore/Stroke Wheelbase Body styles Body Construction

1920# Series 31 T-head 6 4 X 5-1/2 134 inches Cast aluminum Cast in pairs

1920# Series 51 T-head 6 4-1/2 X 5-1/2 142 inches Cast aluminum Cast in pairs

1921 Series 32 T-head 6 4 X 5-1/2 138 inches Aluminum composite En bloc

1922-1926' Series 33 T-head 6 4 X 5-1/2 138 inches Aluminum composite En bloc

1924-1927 Series 80 L-head 6 3-1/2 X 5 130 inches Aluminum composite En bloc

1927-1928 Series 36 T-head 6 4 X 5-1/2 138 inches Aluminum composite En bloc
1928 Series 81 L-head 6 3-1/2 X 5 130 inches Aluminum composite

# Steering wheel at right side of front seat
, four-wheel brakes an extra-cost option after January 1924

was followed by a nearly $9 million operating loss in 1921, a year
of severe Depression in the automobile industry.' Pierce-Arrow,
now at the verge of bankruptcy, ended all dividend payments.
Only the preferred stock would ever pay dividends again.

By 1922, sales of its slightly modified line of Series 33
passenger cars had improved significantly, but profits from their
sale went toward the interest payments on Pierce-Arrow's $8.1
million debt and cash to payoff a million dollars of the principal.
The profits were not used for upgrading facilities.' Overall, the
company had a net loss of $300,000 for 1922 (Ebert and Gribben,
Table 6, p. 15) Even so, improved efficiency at the Pierce-Arrow
factory allowed prices to drop over a thousand dollars below the
model's July 1921 introductory price.9 Nevertheless, the cars were
still priced far higher than corresponding models from Cadillac,
Franklin, Packard, and Peerless (Ebert and Gribben, Table 3, p.
13). By 1922, Pierce-Arrow was under the leadership of Myron E.
Forbes who continued to lead the company until its acquisition by
Studebaker Corporation in 1928. Forbes was an accountant
without any real automobile experience before coming to Pierce-
Arrow.

The elimination of $1.75 million of
Pierce-Arrow's debt for cash and the
refinancing of the rest in early 1923 allowed
the company to put some $500,000 into the
development of a bus chassis line and the
engineering of a new, more moderately-priced
passenger car model that could be sold in
greater numbers.lo

Good sales of the bus line and midyear
introduction of the $3,000 Series 80
passenger car line in 1924 gave Pierce-Arrow
a boost in sales volume and plant utilization
at the cost of some $450,000 in additional
10ans.11 The price of the Series 80 made the
model a closer competitor of Cadillac,
Franklin, Peerless, and Packard.

In 1925 Pierce-Arrow paid off its short-
term debt as sales of passenger cars and
commercial vehicles rose and the number of its
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retail outlets in the field increased substantially." At this time, Pierce
was the fourth-largest producer of trucks in the Unjted States.

Improved competing models at lower prices than the
Series 80 and a general decline in commercial vehicle sales
caused Pierce-Arrow's profits to sag in 1926, just as the need for
thorough redesign of its products became apparent. Nonetheless,
Pierce-Arrow resumed dividend payments on preferred stockl3

having a net income that year of $1.8 million. That was money
which could have been invested in technology and product.

Production of Pierce-Arrow cars increased in 1927, but
profits declined as prices were lowered. For the first time since
1922, the company had a net loss-$800,000. Dividend
payments were again halted.14

The new Series 81 Pierce-Arrow, the company's last hope,
did not sell well in 1928 until prices were lowered to less than
the cost of production.15 The company's net income that year was
$1.3 million.

To make efficient use of its plant, Pierce-Arrow's
continuing objective from 1920 on was to build at least 6,000
vehicles a year. 16 This became part of the frustrating paradox for

Fig. 3 - The Dual Valve Six Four-Passenger Roadster
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Fig. 4 - The Series 80 Coach

Twin Six had similar displacement. While the
engine was strong and reliable it used a lot of
fuel because its T-head design did not allow
high compression. Pierce had many years of
success with the basic cylinder design, but
the gasoline available after the war did not
burn well in such wide, shallow combustion
chambers, necessitating dual ignition.

The rest of the design was very good
indeed, with full-pressure lubrication,
Alemite chassis grease system, responsive
controls and easy riding qualities. In the
tradition of high-priced makes, its en bloc
cylinders rested on a cast aluminum
crankcase.'9 It was, in fact, very much the
sort of car the Leland Lincoln was, except the
Lincoln could be sold at much lower prices
(Table 4). As a result, Lincoln was selling at
the rate Pierce-Arrow wished for by 1923.
Over 40,000 Lincolns were sold between
1921 and 1927, compared with 9,700 Dual
Valve Sixes. In other words, Ford Motor stole
the market from Pierce.

The smaller cousin to the Dual Valve Six
that Pierce-Arrow designed in 1923 shared a
good deal of the earlier car's philosophy,
although it had an L-head engine that used
the current fuel much more effectively. Some
minor parts interchangeability involved such
things as spring bolts and roller tappets. The
new Series 80 also used the very well devised
four-wheel brake system of the larger series
(Fig. 4). On the road the Series 80 was
capable of a respectable 65 mph20 for the 45-
mph speed limit of the time. The Series 33
was a bit faster. For the first time Pierce-
Arrow had contracted for such major

components as clutch (Borg and Beck), transmission (Brown-
Lipe), and rear axle (Timken) with vendors.21 Nonetheless, the
impact of Series 80 sales was immediately gratifying.

During 1925 competitors revised their offerings. In May,
Packard enlarged its six to the 80's dimensions, put in Bijur
driver-operated central chassis lubrication and counterbalanced
crankshafts on its cars while adding Skinner oil rectifiers.22

Cadillac introduced an all-new chassis in July, with a system of
crankcase ventilation.23 The Packard Six enjoyed sales of some
40,000 units. Cadillac equaled that success.

By now, a new competitor had appeared-Chrysler
Corporation. In November, Chrysler introduced its new six-
cylinder Imperial 80, with exactly the same cylinder dimensions
as Pierce-Arrow's and an advanced unitary iron cylinder/
crankcase casting.24 Oil, fuel and even air for the cylinders were
all filtered. The Chrysler model number reflected its stop speed,
and it was hard not to make a comparison with its more
traditional Pierce-Arrow Series 80 competitor, to the
disadvantage of the latter.

Pierce-Arrow's response was to increase the number of
Series 80 body styles, especially in the lower price ranges. By

Fig. 5 - The Series 81 Five-Passenger Brougham

Pierce because to remain competitive in its price range it needed
to sell many more. As the decade progressed Pierce found itself
in direct competition with companies whose capacity was three
or four times what it could manage. By early 1928 The Wall
Street Journal estimated the capacity for both Cadillac-LaSalle
and Packard at 60,000 cars per year.17 Studebaker Corporation
estimated that Pierce-Arrow itself could turn out 15,000 a year
when it bought control later that summer. IS But selling even 50
percent of that figure had proved impossible for the Pierce-
Arrow Motor Car Co.

Overcapacity was wide-spread in the American automobile
industry during the entire decade. Every maker faced the problem of
how to effectively market what could be profitablyproduced.Technical
and production advances were continual and expensive to implement.
Slowly,style became crucial for acceptance.

TechnicalAdvances in the Luxury Car Market in the 1920s

Pierce-Arrow began to run up against technical limitations
early in the 1920s. Its Dual Valve Six (Fig. 3) was one of the
largest production engines available. (Table 3) Among U.S.
makes selling a thousand cars a year or more, only the Packard
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1927 Pierce-Arrow's Series 80 line had 15 different styles, with
26 color choices. Mechanical upgrades had included drilled oil
passages in connecting rods, revised crank arms, oil and fuel
filters, the replacement of Gabriel Snubbers with Iioudaille
shock absorbers and the adoption of smaller diameter wheels."
The basic appearance of the car was unchanged, however.

Packard brought out Hypoid rear axle gears in August
1926, lowering the stance of the car noticeably. The company
also added new manifolding, aluminum pistons, heavier
crankshatis and a new three-shoe Bendix brake system as well.'"
Cadillac had just announced that its line would now include "50
body styles, 500 color combinations" all told.

In late 1927 all these makes were further refined, Packard
with yet another improved crankshati and a new type of valve
spring." Cadillac had a brand new engine and longer
wheelbase.'" The Chrysler 80 had a new slightly bored-out
engine that achieved I 12 horsepower, and added new aluminum
pistons, new transmission, new clutch and new hydraulic
brakes. '" Everybody's styling was freshened too.

These were the competing cars Pierce-Arrow faced in
1928 with the 75-horsepower Series 81 (Fig. 5)." The previous
Series 80 was its basis, refined with a larger diameter
crankshati. Aluminum was adopted for pistons, rods and
cylinder head, as was a driver-operated chassis lubrication
systcm by Bowen. The whole line was restyled as well.

One advantage Pierce-Arrow had over many of its
competitors was that it made its open and closed bodies in its own
body factory rather than contracting out. Such control did it have
over the clothing of the Pierce-Arrow Carthat for 15 years its body
plant built bodies in a unique way using cast-aluminum panels.
They looked like nothing clsc on the road. When the company left
this labor-intensive construction process behind in 1920, the one
adopted while more conventional, was still costly: Small sections
were punched out of sheet aluminum and welded up into pancls
which were then attached to expensive hardwood body framing,
glued and screwed together by hand."

As the 1920s proceeded, giant machines became available
which could press new ductile steel sheets into body panels at far
lower cost. Some makes dispensed with wood structure as well.
The most popular luxury cars used steel panels t()r volume-
produced bodies in the 1920s. Pierce-Arrow lagged behind, even
resisting the nitro-cellulose lacquer finishes that so drastically cut
drying time tor bodies, until 1927. Meanwhile, competitors altered
their styles each year to match their upgraded mechanicals.

What made frequent alterations possible was continual
replacement of the tools and other devices in the factory that
made the parts that were assembled into cars. Everybody in the
industry understood that new methods tended to lower costs and
usually improved precision as well. So the thing to do, if you
could possibly aft(Jr(1 it. was replace rapidly. Because of its
unmatched success in the 1920s luxury market. it is hard to resist
calling this approach to luxury car building the "Packard
Paradigm."

In November 1927, The Wall Stre('/ Journal observed,
"the company's [Packard Motor Car Co.] record, over the past
five years particularly, has been marked by liberal reinvestment
of earnings in expansion of f~lcilities. This has resulted in
reduced manuf~lcturing costs, enabling the company to lower
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prices and at the same time increase earnings, for although
prices have been at the lowest levels in the company's history,
earnings have shown unusual gains."11 (The average net
earnings at Packard from 1916 to 1924 had been just over $4
million per year. Between 1925 and 1927 the average was over
$13 million; Pierce's total net earnings for those three years was
only $2.1 million by comparison). From September 1924 to
August 1927 Packard spent $20,623,723 on its plant, which
was equal to 75 per cent of its value carried on the books. So
rapidly did Packard renew its tactory equipment that it had
effectively replaced three-fourths of it over the previous three
years. This was the same Packard that was considered
conservative in its policies.

Packard's liberal depreciation of tactory tools and its
continual development of production processes made possible
continual modifications of equipment, features and style in the
cars it sold. Cadillac-LaSalle used the same approach as did
Chrysler, whose changes tended to be more dramatic. Expensive
new equipment was depreciated rapidly so even better new
machinery could replace it.

While this was going on Pierce-Arrow was selling cars for
the lowest prices in the company's history but was losing money.
Pierce-Arrow also depreciated equipment rapidly. The reserve
for depreciation against its $1 I-million plant was $6 million in
1926.14But Pierce simply didn't have the money Packard had to
spend on improvements. As a result, even after restyling for
1928, an expense that Pierce could ill afford, the cars did not
look fresh in the marketplace.

Pierce-Arrow realized the importance of improved
efficiency in the postwar market and had some success reducing
the number of people necessary to produce its vehicles. In the
summer of 1920 the company had calculated that it took 15 men
per month to build a right-hand drive Dual Valve. The time had
been reduced to 10 men per month to build a Series 33 by
November 1922, cutting factory overhead by some $2.75
million." Employment at Pierce-Arrow fell from 7,250 in the
summer of 1920'" to 2,525 on December 31, 1927 .J7 Yet the
factory turned out 822 cars in March 1926" (as compared with
about 170 Dual Valves per month in the spring of 1921).1'1 In spite
of the increase in productivity, the market did not absorb cars at
that rate, however. In the 1920-28 period Pierce-Arrow built a
total of 45,500 vehicles, about 9,000 short of the minimum
number that it had hoped to sell. During that time Pierce-Arrow
paid out some $2.3 million in dividends, nonetheless.

After the experience of 1920-21 Pierce-Arrow's
management played things very carefully. It is understandable
that it would tallow Packard's lead into a lower price range, with
higher potential sales. The financial hangover from earlier
losses, however, restricted the choices Pierce-Arrow's
management could make. Emulation of Packard's lavish
investment in improved methods of production was out of the
question, with the result that Pierce continued to rely on the
handcrafted methods that had served it well before, but this also
led to a long-term disadvantage. There was never any question
about the quality built into the Pierce-Arrow product, but its
particular quality came at a price. As the decade passed the price
gap between the Series 80/81 and their competitors widened. So
did the technological one.
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Analysis

The difTiculties Pierce-Arrow experienced in the 1920s
were brought on by its heavy losses during the Depression of
1921. At the end of 1920, Pierce-Arrow had combined capital
and surplus of almost $20 million. In 1921 the company lost
nearly $9 million of that. Pierce-Arrow's president Myron
Forbes revealed in July 1928 that between 1921 and 192f\ the
company had spent over $11 million financing its debts."" That
was almost exactly the book value of the Pierce-Arrow plant at
the time. Heavy investments in facilities, such as Packard made,
were simply impossible. Precious little money was left for
improvements of any kind.

Thus, the decline ofthe Pierce-Arrow Motor Car Company
during the 1920s resulted from its financial inability to develop
a range of vehicles that could be sold profitably in the changed
postwar market. Instead of expanding as expected the truck
market underwent a severe downturn and transformation. Pierce-
Arrow trucks sold at a gradually declining rate through the 1920s
until reaching insignificant numbers (Fig. 2). For a brief period
around 1925 the firm had a fair success with its Model Z bus
chassis, reversing the decline in truck production, but that faded
away rather quickly. Several years before, Packard had ceased to
provide trucks, freeing funds to develop and market the Eight in
1923; Pierce-Arrow was unable to come to a similar decision.
The Pierce-Arrow car, by contrast, enjoyed two periods of high
demand (1923 and 1925), both connected to reduced prices. But
to take full advantage of those periods Pierce-Arrow had to
increase the value of the cars while continuing to lower prices,
and there was just not enough money at Pierce-Arrow for
investment in upgrading manufacturing processes and
technology to do that. The resulting stagnation ofthe product line
gradually destroyed its competitive appeal beginning with the
Dual Valve Six and ending with the Series f\I.

In the spring of 1928 Pierce-Arrow was in a fatal
downward spiral. Studebaker Corporation saved Pierce-Arrow
that summer, and, without hesitation, discarded everything that
had come before while spending millions the old Pierce-Arrow
Company never had to develop completely new, and very
competitive, passenger car and truck lines.

Conclusion

Judging Pierce-Arrow's performance against Ebert and
Gribben's criteria for success, it is clear that the company
departed the standards in several important ways. Was
management prudent? The Goethals management lost nearly $9
million in 1921, setting the stage for the troubles that followed.
The later management began paying preferred stock dividends
just as profits began to slide in 1926, money that could have
been reinvested in the company. Part of the root cause of the
decline was the decision by management to continue to produce
both cars and trucks. Were operations efficient? The company's
attempts to reach efficient operations were not fully completed,
leaving production to rely on expensive handwork, especially in
body construction. Did they incorporate manufacturing
techniques that made possible marketing innovations? The
greatest shortfall was its inability to invest continuously in
improved production tools, crucial for producing new parts in an
economical way. The huge 1921 loss was the cause of that
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failure, depriving Pierce-Arrow of the use of its profits for the
next six years. As with Stearns, the failures in all three areas led
to the inexorable decline of Pieree-Arrow in the years 1920-28.
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For Official Use Only:
The Army Goes Car Shopping

by Arthur W. Jones

Introduction

In the early morning hours of March 9, 19 I6, a band of
Mexican revolutionaries under the leadership of General
Francisco Villa made a surprise attack on the headquarters of the
United States 13th Cavalry Regiment in the town of Columbus,
New Mexico. After the initial surprise, the attackers were driven
off with high casualties and made their escape across the
international border into the trackless interior of northern
Mexico. The following day President Wilson directed that an
armed force be sent with the object of capturing Villa and
preventing any further raids by his bands. Brigadier General
John 1. Pershing was placed in command. This campaign, known
as the Punitive Expedition, provided the first use by the
American army of motor vehicles under combat conditions.

Prior to the expedition to Mexico, the War Department
had not adopted an official policy governing the procurement
and usc of self-propelled vehicles. The earliest recorded use of
an automobile by the Army is of three Woods electric cars
purchased in 1899 and assigned to the Philippine command.
From this tentative beginning, the fleet grew to 87 motor trucks
and 35 automobiles by 1915. Vehicles were purchased and
maintained by the Quartermaster Department and assigned to
military posts across the country. The first motor ambulances
were purchased at this time. Notwithstanding this centralized
source of procurement, the makes purchased represented a
liberal cross section of examples from many manufacturers. The
oldest was a 1907 Franklin, condemned and scheduled to be
disposed of during the year, and the grandest a Packard assigned
to the Secretary of War in Washington.'

The initial concept for the integration of the motor vehicle
into military operations had focused on the use of the motor
truck for the transport of supplies. From the beginning the Army
recognized the benefits to be obtained from standardization of
design. As with the purchase of boots, saddles and other
equipment, the ability to efficiently equip and maintain the
Army in the field depended on having a limited number of
options. It was therefore proposed to develop a specification for
a standard Army truck against which manufacturers might
submit bids so that purchases could be based on the lowest price.
After a program of engineering evaluations, competitive tests
and correspondence with manufacturers and with the Society of
Automotive Engineers (SAEl, the Quartermaster Department
issucd its specifications for standardized motor trucks in 1913,
but took no immediate steps for their procurement.

The Puntive Expedition

Faced with the emergency presented by the events along
the Mexican border, the Army issued a Special Application for
Plans ofthe Quartermaster Department for Operations along the
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Border and Interior of Mexico. This detailed plan contained no
mention of passenger cars; it discusscd trucks and established a
Table of Organization and Equipment for motor truck
companies. One week after the initiation of hostilities a request
for bids was issued to manul~lcturers and proposals were
accepted. The first truck companies arrived on the Mexican
border five days after purchase orders were placed. Reflecting
the necessity for haste, the Army took delivery of types th,~
were immediately available, stating that it would be a good
opportunity to "test the merits of the new equipment under
actual service conditions.'" ManuLlcturers were offered the
opportunity to place their trucks on line in the columns and
those vehicles, staffed with drivers provided by the firms, were
leased to the government at a nominal monthly fcc. Additional
orders followed and the expedition soon had a fleet of several
hundred motor trucks.

With a large variety of equipment in service, the operation
aroused the curiosity of the industry. In June. Ilenry B. Joy
travcled in his Packard Twin Six on an inspection trip to Casas
Grandes followed by a truck carrying camping equipment and
supplies.' Howard Coffin, president of the SAE, was called on
for advice. I Ie and Roy Chapin started in September for the
Mexican border as unofficial observers of Army motor transport
and reached as f~II' as Pershing's headquarters at Colonia
Dublan."

During 1915 the Army had experimented with the usc of
motorcycles for messenger service along the Texas border. The
machines were reported to render efficient service as a quick
means of communication. In light of these positive results. a
quantity were purchased and assigned to the truck companies as
transport for company commanders and truck masters, each
company allotted 27 motor trucks and 5 motorcycles. The
motorcycles were soon judged to be troublesome for usc over
the hilly sandy country of Mexico where no roads existed.
Subsequently, the Army substituted light automobiles of the
roadster type and found to be more satisLlctory.' The automobile
seems to have made its entry into combat units at this time as a
substitute for the motorcycle. With its ItHlr-whecl stabilitv
enclosed mechanisms and case of operation, it p~)ssess:(i
substantive advantages.

In June the Army advertised and received bids t()r 400
"officers cars." Ford made the lowest bid It)r touring cars,
offering them at $440 FOB Detroit and committing to c(~nplete
the del ivery within a week li'om receipt of the order. The Colt-
Stratton Company of Brooklyn, New York offered 400 Dodge
cars at $n5. guaranteeing shipment to be completed within fi:e
days. Other companies submitting bids were Elkhart.
Studebaker. Maxwell, Reo, Willys-Overland, Hupmobile, and
Velie. Packard offered its seven-passenger touring car It)!'
$2,475 and had 100 cars on hand Itlr immediate delivery."

AII{OIJ/o{il'(' lIi.l'{orr RCI'iClI'



Records of awards and purchases have
not survived, but it is safe to say that the
lion's share went to Ford and Dodge (Fig. I).
It was the Army's custom to place orders for
vehicles with the provision that they be
delivered over time in conformance with
current needs. During fiscal year 1916 the
Army had purchased 89 automobiles and
most had been assigned to units on the
Mexican border. The Quartermaster General
reported that "record has been kept of the
operation of all motor trucks and motor cars
and all ... have been carefully observed and
reported upon with a view to determining
their relative efficiency, durability, and
economical operation.'" The Army was not
obligated to accept the lowest bid and,
perhaps in recognition of this, procurement
contracts included a clause that prohibited
the companies from divulging any facts in
connection with the supplies that were being
turned out for the Army. It was suggested that
this requirement extended even to
investigations by committees of Congress. The order was
revoked by the Secretary of War in February 1918. After that,
public announcement of procurements was permitted.'

At the beginning of the expedition, General Pershing
appointed Major John F. Madden as Chief Quartermaster and
placed Major B. F. Miller in charge of the Vehicle Maintenance
Branch. These two officers became the Army's authorities on
motor vehicles and provided advice on their procurement,
assignment and maintenance. Later a Testing Station for Motor
Transport was established at Fort D. A. Russell, in Marfa, Texas,
also under the command of Major Miller. After the war Cadillac
stated that its cars were tested in July 1917 at Marfa in a 2,000-
mile endurance run, followed by the test car being driven 5,000
miles in similar conditions. The car was driven by an army man
accompanied by a representative of the Cadillac organization" A
bid from Willys-Overland also makes reference to its car's
successful completion of a similar test. Marmon and Dorris cars
are also known to have been tested.

In Mexico the automobile discovered a new role under
combat conditions. Initially intended for scouting and carrying
messages, it was soon adopted for other duties. General
Pershing used four standard light Dodge touring cars for his
mobile command post and Lieutenant George S. Patton three for
his well-known surprise attack on a Villista hideout. Patton's
raid did not, as some have imagined, involve a charge in the
vehicles. The Dodges were parked one mile from the hacienda
and the American party advanced on foot.'O

At that time the distinction between staff cars (to serve
communications functions along improved roads), and scout cars
(to support combat troops over all terrain), had not been made.
The standard American passenger car, designed for agricultural
and well as urban use, had reasonable capabilities in each role
and served until more specialized types could be developed. It
was, however, tried and rejected as a conveyance for officers
accompanying troop movements. The slow marching pace of the
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Fig. I - Thefitture and the past in Mexico.

columns kept the cars in low gear with predictable results for
their engines and transmissions." Until the men could also ride,
the officers would have to remain in the saddle.

The rugged conditions of the area proved an extreme test.
Later the Quartermaster General reported that "the touring cars,
roadsters and motorcycles which have been operated in the
western district of the Southern Department suffered more
severely than any other motor vehicles in the Department and
were as a rule in bad shape after six months usage on the desert,
as a result of sand, wind, storm and general weather and road
conditions."'2 The Department considered itself fortunate in its
ability to account for all of the cars.

MowmaMnftrffleG~atWar
In the brief interval of peace between the withdrawal from

Mexico in February 1917 and the declaration of war in April, the
Army pursued its efforts to complete specifications for
standardized military trucks. Prototypes were unveiled in the
summer of 1917 with suitable press coverage. After testing by
the Army and adjustment of details, the design was released for
bidding and production in the spring of 1918. At this date the
nation had been at war for a year and it was soon realized that
such a slow-paced program could not meet the schedule for
mobilization. The issue was further aggravated when an article
appeared in The Washington Post claiming that there was great
inefficiency and cause for alarm in the war trucks program,
describing the situation as a "muddle." Some officers, including
notably Major Miller, had always believed that the Army could
be adequately served by commercial types with minor
modifications. His report, recognizing the necessity for
simplification by standardization of equipment, recommended
that in the emergency of 1917 "the Army place orders at once
with those commercial makers which had given a good account
of themselves on the Mexican border."'J This policy was adopted
of necessity and the standardized truck program curtai led.
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In May 1917, one month after the declaration of war, the
War Department advertised for bids for 74,400 motor vehicles,
stated to represent the entire vehicle equipment requirements of
the Army. The passenger car component of the fleet included
only 1,000 touring cars and 3,000 runabouts. Makers of 59
models responded, their quotes ranging from $420 for the Saxon
to $4,500 for the Locomobile. Ford appears not to have
submitted a quote, although the company was at the time
engaged in the furnishing of passenger cars and commercial
chassis to the Army. Most of the manufacturers cut their prices
approximately 25 per cent to the government.14 An inquiry by
the press to the War Department as to the possible use of
passenger cars in such large quantities elicited the response that
"these machines will be needed by the officers of the
Quartermaster Department for messenger service and in various
other ways, especially at the cantonments to be built for training
the conscripted army."I; At this late date, with hostilities
underway for three years in Europe and despite the experiences
of the Allies, the American authorities had little concept of how
extensively the motor vehicle would transform the conduct of
war.

There was no directive that procurements by the various
agencies be governed by the recommendations of the
Quartermaster Department or by the experience of the Mexican
campaign. The Ordnance Corps, Signal Corps, Engineers Corps
and Medical Department proceeded with the development of
specialized trucks working with the manufacturers of their
choice. For staff cars, each bureau selected and purchased
vehicles as needed and, no doubt, the manufacturers were eager
to obtain the business. The Signal Corps, of which the nascent
Air Service was a part, developed a preference for Hudsons and
Paiges. Ford found favor with the Medical Department and
secured contracts for light ambulances as well as touring cars.
For domestic use, where manufacturers and dealers were nearby
to furnish spare parts, the lesson of standardization could be
neglected. Not so in France.

The scale of the task faced by the nation can be expressed
in numbers: a peacetime army of 95,000 men had to be rapidly
transformed into a wartime force that eventually numbered
4,000,000 with 2,000,000 stationed overseas. The American
Expeditionary Force (AEF) was created in May and General
Pershing arrived in France in June with his headquarters staff.
There was an immediate need for motor transport. At first, with
local supplies non-existent under wartime conditions, trucks and
cars were borrowed from the French government in such
quantities as were available, but the French soon tired of this.
With its motor industry converted to military production, new
cars wcrc not available and France was herself later obliged to
obtain staff cars from the United States. The Americans then
turncd to the used car market. Major .lames P. Castleman was
detailed by the Chief Quartermaster to find and purchase
vehicles locally. In a Paris showroom he discovered four cars
being offered for sale by a Mr. J. M. Ely and obtained
authorization to make the purchase. Ely was the Paris
representative of Young, Corley & Dolan, a Ncw York firm
established in 1913 for the purposc of sclling machinery and
machine tools for which it was the sole representative. It had not
been engaged in the motor trade prior to that time. During
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September and October, the AEF purchased 33 cars of various
American and European makes from the firm. Additional used
cars were also obtained from other sources.

Later, Major Castleman was directed to secure cars for the
use of senior officers. Due to the severe shortage of tonnage, the
AEF had rcccived only n automobiles from the United States
during the six months from June through November. It was
determined that "powerful, well-built and substantial cars"
should be sclected. In a meeting with Young, Corley & Dolan,
Cadillac, Hudson, Winton, National, Dorris, Loeomobile,
Marmon, and other makes were proposed. It appears that
Castleman had access to the recommendations of the
Quartermaster Corps from its Texas testing program in making
his selection; 130 cars with limousine or sedan bodies were
ordered on September 28. Additional orders for 200 and 168
cars were placed in November, bringing the total to 498 cars.
The final choice of makes was left to thc discrction of the firm
based on availability and the need for prompt delivery. Winton,
National (both 6- and 12- cylindcr), Colc and Dorris cars wcrc
delivcred. The cars were shipped by commcrcial vessel since
military transport capacity was strained hy losscs from the
submarinc campaign. II>

The use by thc AEF of large cars with formal limousine
bodics parallelcd thc practice of the Allies. Thc British armcd
force used a limited number of makes as standard staff cars.
According to Burgess Wise, they were assigned "in ordcr of
rank, Rolls Royce for the very top hrass, Vauxhall, Daimler,
Sunhcam, Wolscley, Austin, and Singer. So strictly was this
adhered to that, when Sunheam was unahlc to continue huilding
cars, Rover contracted to build Sunheams under liccnse, even
though the Rover car was fully the equal of thc Sunbeam for
quality,"17 French Gencral Headquarters was also in agreement
on the need to furnish senior officers with suitahle motor
transport. They ordered 26 staff cars comprised of thirteen
Panhard-Levassors at $6,328 each, four Renaults at $6,994 each,
four De Diem Boutons at $6, I07 each and five Delaunay-
Bellevilles at $7,032 each. Each car was fitted up with
armchairs and pullman couches, electric lighting, Astra
headlights, Houdaille suspension, (Jrouvelle heating apparatus,
and special mahogany cabinetwork." A journalist noted
admiringly that "every day one may see dozens of these big cars
speeding the army heads out to the line of battle,"I" The French
Parliament saw the matter differently, leveling charges of
reckless extravagance against the touring car section of the
army.

A postwar inventory of vehicles on hand at the AEf~
listing 722 limousines of American make and 7() of European
make, gives evidence of the continued practice of procuring
automohiles on the commercial market and of types other than
those approved as standard. The inventory was compiled in April
1919 and includes vchicles turned in to the Motor Transport
Service pool li'om a variety of sources, including donations to
hospitals and other organizations, vehicles purchased fl'om
company funds and brought over on baggage allowanccs, and by
the YMCA, Red Cross and other well~lrc organizations,'''''

The typical military staff car of the day was an open
touring car and the invcntory of these shows a similar
multiplicity of makes. During 1917, with supplies not hcing
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Passenger Cars on Hand in the AEF
as of April 1919

Open Closed
American Makes
Briscoe 2
Buick 6
Cadillac 1,549 301
Chalmers 1
Chandler 1
Cole 35
Dodge 1,700 1,598
Dorris 20
Ford 2,699
Hudson 30
Hupmobile 2
Lexington 2
Locomobile 1 19
Mac Farlan 1
Marmon 4
National 126
Packard 34
Paige 1
Pierce Arrow 1
Studebaker 131
White 409
Winton 33 239

6,627 2,320

European Makes 593 76
7,220 2,396

received from the States, the Army purchased ISO Studebaker
four-cylinder cars, perhaps through sources in Britain. Among
the 669 automobiles of European make, Fiat with over 200
examples was the most prevalent. They were available because
the Italian motor industry. unlike the French, had not been fully
converted to war production. Dodge provided closed cars for
winter use and touring cars with pcrmancnt tops and removable
glass side windows, a modcl also available on the civilian
market. The Whites were large open stafl observation cars on the
I-ton truck chassis. These vehicles were designed for cross-
country work and supplanted the Dodge that had performed that
service in Mexico. The mined battlefields of the trench war did
not permit safe crossing or open ground and it was forbidden to
take the standard cars otT the roads. Army records show that, at
the end of the war, there were on hand in the AEP 31 different
makes of American passenger cars and 50 of foreign make. They
were not all obtained in quantity and many of the types consisted
of but a single example."

In January 191 X, Colonel Madden reported to the
Quartermaster General on the needs of the AEF for motor
transport. lie stated an immediate requirement f(lr 50 Hudson
overseas limousines for divisional commanders and 10
Locomobile limousines for the Commander-in-Chief and his
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staff (Fig. 2)." The Hudson was a specialized closed car
designed for the Army and produced in prototype form. There
is no record that any of this type were ever purchased. The
earliest mention of Locomobile occurs in a memorandum
citing conversations between Major Castleman and Young,
Corley & Dolan in October 1917. General Pershing must have
had a part in the decision to select this make and perhaps the
choice expressed his preference. From the moment of his
arrival in Europe, his most challenging task had been to
convince French and British authorities to accept the future
American force as a separate command within the alliance,
rather than as a source of troops to fill the combat losses
sustained by allied units. As a general officer. he understood
the importance of symbols of authority. Seeing the clegant
carriages of his peers, it would have been evident that he
should be equipped with an American automobile of
equivalent prestige. With price inflation and the shortage of
shipping, the procurement of these cars at a reasonable price
and in a reasonable time presented difficulties. Major
Castleman described his efforts to meet the order:

"General Pershing ealled me on this date and directed me to
get him some suitable cars for his usc. I called on Gaston,
Williams & Wigmore and asked if they could furnish 10
Locomobiles in a rush order for the C. in C. They quoted
$9.750.00 each and stated that they had no tonnage, that
they would have to be brought over on Army transports or
some U. S. Army tonnage. That killed their proposition even
at that enormous price. I asked Young, Corley & Dolan if
they could get me the 10 Loeomobiles and bring them over
on their ships. Mr. Ely said he would tryon the same terms.
list price $7,000.00, plus freight and insurance. Mr. Ely
reported that he had made the effort but had been blocked
by Gaston. Williams & Wigmore on the grounds that they
were the foreign agents of the Locomobilc. As Locomobilcs
seemed out of the question I asked Mr. Ely if he could get
special Marmons and ordered them for the General. They
were not available and the order fell down. A few days later
the Sales Manager of the Locomobile Company arrived in
Paris and I went after him to get them. He made a special
factory price and tried to bring them over by cxpress but was
blocked and that source fell down. I finally succeeded in
landing them four months latcr through the War
Department.""

Despite the energy that he had expended in obtaining cars
for the AEF, Castleman was later placed under investigation for
irregularities in his dealings with Young, Corley & Dolan.
Among these was his failure to follow AEF regulations that
forbade the purchase of supplies direct from American sources,
excessive charges for freight that in some cases were equal to the
purchase price of the cars, and his occasional failure to submit
his purchases for approval to the Purchasing Board. General
Rogers, Chief Quartermaster, submitted a memorandum in his
favor noting the difficulties that had to be overcome, but the
recommendation of the Inspector General was that Castleman
be relieved of duty and his reserve commission be revoked.
Young, Corley & Dolan were from that date excluded from
further business with the AEF.
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Fig. 2 - Locomobile limousine used by Maj. Gen. Langfitt, Chief Engineer, AEF
The reserve gas tank on the running board was standard AEF equipment.

Pershing 50 cars were similar to this.

In anticipation of the imminent build up of American
forces, the AEF took steps to organize its motor fleet. General
Orders were issued on September 11, 1917, classifying all motor
vehicles by type.

All vehicles were to be painted olive drab. Numbers were
assigned to each vehicle at the reception parks and painted on
both sides and rear in white 4-inch high letters, passenger cars
on rear doors, invariably preceded by the letters 'u. S.' The first
digit of an identifying number indicated the vehicle type.'·
Contemporary photographs show that conventional French
stencils for the labeling of shipping crates were used. Excessive
sensitivity was not followed in their placement, even on the
formal cars. This system of classification and marking was
adopted only for vehicles of the AEF.25

In April 1918, faced with the problems of maintaining a fleet
of vehicles of so many makes, the Quartermaster Corps notified
the Adjutant General that it would from that time repair only
standard vehicles (Ford, Cadillac, Studebaker, and Dodge in the
U.S.; Ford, Cadillac, Dodge, and Hudson overseas). The
maintenance of non-standard vehicles was to be performed by the
departments and agencies themselves.'6 Later that month, the
Motor Transport Service was established with jurisdiction over all
motor transportation of the Army. This department, later
reconstituted as the Motor Transport Corps, terminated the
procurement by the five separate departments and the management
of motor transportation was brought under centralized control.
Each department then turned its vehicles over to the Motor
Transport Corps, a process that continued until the Armistice.

[n July 1918, Lieutenant Colonel Miller traveled to France
for the "Observation of Motor Transportation" and submitted
his report. He restated his continued recommendation for the
adoption of standard vehicles and for staff cars recommended
Locomobile, Cadillac, Dodge and Ford." On June 7,

32

anticipating his report, the Adjutant
General had issued a final decision:

The recommendation of the Board of
Officers, convened by paragraph 30, S.
O. 91, W. D. 19 J 8, that, substantially,
the type of chassis now being
manufactured for the Government by
the Dodge brothers, and equipped with
a magneto, and, substantially, the
chassis now being made for the
Government by the Cadillac Company
both equipped with such bodies as the
Army may require, be adopted as the
standard five and seven passenger
Army vehicles and for such other
purposes for which they are suited in
the United States Army, is approved.

By order of the Secretary of War.l>

Demobilization

The Armistice occurred in November
with the Allies in the full rhythm of the
build-up of American forces. It had been

anticipated that the war would continue into the spring of 1919.
No orders for cars were placed after November 15 and on that date
the manufacturers were so informed. Ford and Dodge agreed to
accept the cancellation of their contracts. Ford stated that the
company had on hand 25,000 cars reserved for military delivery.
With the shortage of cars on the domestic market, Dodge and
Cadillac were also in a good position because their plants were
relatively undisturbed by war production. For the smaller
companies, and for the more specialized vehicles, the Army
would be required to continue to accept equipment that had been
ordered under contract.

When the directive came to return the troops and their
equipment to the United States, the question arose of the
disposition of AEF vehicles. With the anticipated rapid reduction
in the number of men at arms, American dealers were concerned
that a large quantity of cars would be returned to the United States
and placed on the market, depressing used car prices. On the
continent the opposite condition prevai led. The French motor
industry had been totally co-opted for military production and the
civilian market was starved with a predictable steep rise in the
value of used cars. Strong pressure was expended to secure the
release of the AEF cars for sale. Through June 1919, no American
cars had been released to the French market although, as one of
the officers said, "Buyers are literally shaking money in our faces
to get delivery of these automobiles."'9 At that time the AEF
directed that all Dodges and Cadillacs that were boxed or crated
be returned to the United States and that the balance of Fords and
Dodges be retained for the use by the Army of Occupation in
Germany. Very few of the overseas vehicles were ever repatriated.

In the United States, where the Army was in the process of
making the transition to a smaller peacetime force, the
opportunity was taken to bring the fleet into conformance with
Army standards. There were many cars delivered and awaiting
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Ordered Delivered

Ford touring 20,201 5,379
roadster 435 186
closed 16 16

20,652
5,581

Dodge touring 8,559 5,065
winter top touring 3,201 2,126
roadster 550 175
sedan -ill

12,320
7,366

Cadillac touring 2,970 1,734
limousine 1,043 222

4,013
1,956

White reconnaissance 1,081 1,003
staff observation 1,175 1,175

2,256 2,178

Miscellaneous American 958 958
Total 40,199 18,039

shipment and political pressure was exerted for their transfer to
the state governments or to other Federal agencies. Until a final
decision had been reached on its future size, the Army struggled
to hold as many vehicles as possible to be sure of meeting its
needs. When eventually it was directed to reduce the force to
130,000 men, barely larger than that of the prewar period, it
became possible to determine the number and types of vehicles
to be retained for Army use. The balance was then declared
surplus and, under act of Congress, transferred to other branches
of the government, such as the Post Office Department, the
Department of Agriculture, and the Department of the Interior.
By December 1920, most of the surplus nonstandard vehicles
had been transferred or, in the case of unserviceable vehicles,
sold at public auction to the highest bidder.'"

In attempting to assemble an accurate roster of the
automobiles purchased by the Army, the most reliable source is
the accounting prepared by the Assistant Secretary of War of all
military procurements covering the period from the declaration
of war in April 1917 through November I, 1918. The following
tallies are given for passenger cars:"

Of the 40,000 automobiles ordered, 36,000 were intended
f()r shipment to the AEF and the number actually delivered
doubled in the final four months of the war. Nevertheless,
even with this rapid increase, there were at the time of the
Armistice as many vehicles completed and on the docks
awaiting shipment as there were in service in the theater of
operations. From the 19,000 vehicles on hand, only 9,000
had been shipped or purchased overseas by January 1919.
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Standard Cars
Cadillac and the Army had a relationship of]ong standing.

The first military Cadillac was a 1905 Model F with dos-a-dos
seating and cargo body purchased by the Signal Department.
The Army used 12 Cadillacs for relief operations after the 1906
San Francisco earthquake, but these cars do not appear in
inventories and may have been requisitioned in the emergency.
Later a series of experimental military vehicles was constructed
at the Northwest Military and Naval Academy in Highland Park,
Illinois, with special bodies for ambulance, radio, machine gun
and other uses and evaluated in cross-country trials. The
Cadillac chassis was used for many of these. By 1916, on the
eve of the Mexican campaign, the Army owned five Cadillacs,
assigned to commanding generals at Governor's Island, Fort
Sam Houston and Hawaii and to the Chief of Staff. Cadillac
aggressively pursued the Army, writing in March 1917 stating
that it was able either to make a special transport truck or special
transport automobiles or army trucks or aeroplane motors and
could convert its body plant to an aeroplane body factory,"

After the Armistice, Cadillac published a handsome
volume chronicling its contributions to the war effort. It made
much of the fact that its car was accepted as the standard seven-
passenger car without modification of specification, but this
was also true of other makes, The only additional equipment
required were an emergency fuel tank mounted on the running
board, tire chains, and olive-drab finish. It was also selected as
the standard officers car for the Marines. Cadillac stated that it
shipped 2,095 cars overseas, plus 199 to U.S. posts, 221 to the
Canadian government and 300 limousines (Fig, 3).

Although the Ford Motor Company did not make great
efforts to publicize its war record, it played a substantial role
both in furnishing motor vehicles and in the supply of other
specialized equipment for which its vast production and
engineering capacity equipped it. The Army purchased its first
Model Ts in 1913, with five cars assigned to Washington,
Hawaii and EI Paso, By June 1916, 26 of the Army's 73
passenger cars were Fords. With its legendary durability and
ability to find its way across uneven ground, the Ford was a
natural choice for this duty. Ford was seen as an easier car to
drive than the unsynchronized gearshift cars of its day and there
was a better chance that the soldier would know how to drive a
Ford without special training, It was also substantially less
expensive than its competitors. Nevertheless, at the conclusion
of the campaign, the Dodge had won the laurels and dominated
the motor transport force in the Southern Command.

During the course of the war, large numbers of Fords were
ordered, including 8,000 in the final month alone, with the
inference that for service in France this make had been judged
the most effective. If all outstanding orders had been filled more
than half of the Army's cars would have been Fords, Ford also
secured the contract for the standardized light ambulance,
furnishing 5,340, and for light delivery vehicles, with 5,492.
Both of these types were based on the passenger chassis,1J

Approximately 19,000 Ford vehicles were accepted by the
Army during the period. Ford also supplied vehicles to other
services and 943 cars and ambulances were given to the Red
Cross as a $500,000 donation by the company, Ford sold its cars
to the military at 15 per cent discount. The touring cars cost the
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The use of motor vehicles during
the Mexican Expedition was an
innovation and the subject of Illany
articles in the popular press, Dodge
Brothers receiving substantial publicity
for its role. Later the tradition arose that
Pershing was so impressed with the
performance of his car that he had it
shipped to Europe for his use in the
field. This story seems highly unlikely,
the role of Commander-in-Chief of an
army of 2 million men being quite
different from his responsibilities in
Mexico. By that time the Army had
developed specialized vehicles for
observation and reconnaissance
supplanting the Dodge for cross-
country use. Its travels were now
mostly over made roads.

The Locomobiles of the
Headquarters Battalion represented a
class of vehicle not typically provided
to the military. The Secretary of War
made do with a car of somewhat lesser
status although at least one custom-
built Locomobile limousine was
supplied to General Peyton March,
Army Chief of Staff. Although they
closely matched the Wintons then in

use at the AEF in size and power, their price at $7,200 was half
again more than the cost of the latter. The cars were Series 48
limousines with specification substantially identical to models
offered on the commercial market (Fig. 5). Company records
indicate that the cars were originally equipped with steel spoke
wheels in lieu of the standard wood artillery wheels; however all

Fig. 3 - Two colonels of the Corps of Engineers prepare to enter their Cadillac,
Baccarat, France, August 1918.

Army $306 under this plan, and Ford made no profit on the
sales. The discounted price rose later to reflect retail price
increases in 1918. Ford also sold 8,000 touring cars and 500
ambulances to the French government.]4 Records show that
more than 30,000 Ford vehicles were supplied to the Allied
forces and there are no doubt many more not accounted for.
They were certainly the most prominent
vehicles among the American makes.35

The first Dodges entered service in late
1915 and there were 19 in use by June 1916.
They were assigned to Fort Sam Houston and
other Texas posts and quickly won the
confidence of the Army. When large numbers of
cars were needed to support the columns moving
south into the Mexican interior, Dodge was the
overwhelming choice. It was stated that General
Pershing himself directed that they be used and
there are many stories of him conducting the
campaign from his mobile Dodge command
post. The earl iest of these cars, produced before
May 18, 1916, were equipped with magnetos
and it was specified in later orders that all
Dodges be so equipped. Dodge worked with the
Ordnance Corps to develop a light repair truck
and 1,000 of these were delivered in addition to
2,600 light delivery vehicles for the other
services, both types based on the passenger
chassis. The total number of Dodges delivered to
the Army came to 11,200 (Fig. 4).
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Fig. 4 - Confidential courier with his packet and Dodge CQl~
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Fig. 5 - Maj. Gen. Andre Brewster, Inspector General, AEF,poses with his
Winton 48 in France. His rank is displayed on the windshield placard.

photographs show steel disc wheels dualled at the rear and
studded tires. The cars were ordered at Pershing's direction and
it is said that he took an interest in their design and equipment.
In their khaki finish with prominent stenciled numbers, the
limousines gave an impression of power if not one of elegance.

Locomobiles were assigned to members of the General
Staff and to Army commanders, officers with two stars or more.
Pershing's duties required him to undertake frequent travel
between his headquarters at Chaumont and those of the field
commands, and to government offices in Paris. The trips were
conducted at high speed and with two vehicles so that he should
not be delayed by tire or mechanical troubles. It has been said
that he found the riding qualities of the Locomobiles
unpleasantly hard and we can imagine that this would have been
so, equipped as they were and operated over narrow roads
strained by military traffic. Two limousines, specially bodied by
Healey for fast travel, were built subsequently but not used on
the continent. Later these cars were returned to the States and
used by Pershing when he became Chief of Staff.

The Locomobile Company, like its competitors,
recognized the benefit to be obtained by acquainting the public
with the connection between its product and General Pershing. At
the time of the initial sale the company's representative had given
his assurances that "no advertising use would be made of the fact
that they (the Army) were to employ these cars."]6 Nevertheless,
temptation proved too great and illustrations of Pershing's and
March's cars with the names of the users appeared in company
brochures and advertisements. The government immediately
expressed its displeasure and the company, while not admitting
wrong, withdrew some of its more obvious materials.l7

The report of the Motor Transport Corps for 1920 states
that the standardization of makes and types of motor vehicles
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Notes

had been established. Only Dodge and Cadillac
cars are scheduled and it appears that all Fords
had been disposed of in the downsizing. Ford is
also not listed as standard for any of the truck
types.J8 Thus the Ford moved from a favored
position to one of total exclusion. For its
postwar role in the States the Army preferred
the more conventional Dodge. It is noteworthy
that, in selecting Dodge and Cadillac as
standard cars, the Army chose models and, in
the case of the Dodge, makes that were new on
the market at the time of the first actions in
Mexico. Compared to other makes and models,
these were vehicles that incorporated the latest
technology and would remain in production for
a decade without significant change. It was well
also that this was the case since, under the
discipline of reduced appropriations, the Army
was obliged to make use of its World War r
vehicles for 10 or more years. After 1925 the
purchase of small numbers of new staff cars was
finally authorized. By the end of the decade all
of the 1918 cars were gone except for three
Locomobile limousines, listed on an inventory
of April 1939, sleeping quietly in a corner of a
military garage.

'An overview of the Army's experiments with and purchases
of motor vehicles during this early period is provided by
Norman Miller Cary, Jr., "The Use of the Motor Vehicle in the
United States Army, 1899-1939," Ph.D. Dissertation, University
of Georgia, Athens, 1980.

2"Government Buys 54 Army Trucks," Automobile Topics,
March 18, 1916.

l"Motor Truck Indispensable to Army," Automobile Topics,
June 24, 1916.

4J.C. Long, Roy D. Chapin, privately printed, 1945, p. 139.
5 War Department Annual Report (henceforth WDAR), 1916,

"Report of the Quartermaster General," p. 382.
6"U.S. Orders Large Numbers of Commercial Cars;'

Automobile Trade Journal, August 1916, p. 117.
7WDAR 1915, "Report of the Quartermaster General," p. 313
8"Secretary of War Baker Releases Information on Army

Contracts," Automobile Topics, February 23, 1918.
"Cadillac Participation in the World War, Cadillac Motor Car

Company, Detroit 1919.
IORichard O'Connor, Black Jack Pershing, New York,

Doubleday 1961, p. 134.
"Cary, "The Use of the Motor Vehicle in the United States

Army," p. 104.
12 WDAR 1917, Report of the Quartermaster General," p. 314.
IlMemorandum for the Chief, Quartermaster Corps, from

Major B. F. Miller, Subject: Standardized Automobile Trucks,
Records of the Motor Transport Service, NARA.

14"Makers Bid Low for Army Vehicles," Motor World, June
13,1917, p. 38.

'Sfbid., p. 41.
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"'Information concerning the purchase of cars through Young,
Corley & Dolan is found in the Records of the Office of the
Inspector General, AEF, E.26, Box 1157, RG 159, NARA.

17David Burgess Wise, The Motor Car: An Illustrated
International History, New, York, Putnams 1977, p. 162.

1Xw. F. Bradley, "Officers Extravagant with Cars," The
Automobile, May 31, 1917, p. 1049.

'''''Invaluable Service of Trucks in the War," Automobile
Trade Journal, June 1917, p. 170.

2l1Memorandum, Office of the Director, Motor Transport
Corps, "Motor Vehicles on Hand in the AEF," April 26, 1919,
NARA.

21The United States Army in the World War. 1917-1919, U.S.
Government Printing Office, 1948, vol. 14, p. 282.

22Memorandum for the Quartermaster General from Colonel
John F. Madden, "Needs of the AEF," January 4, 1918, NARA.

2]Report for the Inspector General from Major James P.
Castleman, QMC. France,August 7,1918, E.26, Box 1157, RG
159, NARA.

'4General Orders, Headquarters, AEF, "Marking Vehicles for
the American Expeditionary Force," September II, 1917,
revised November II, 1918, from Dodge Brothers Club News,
April/May 2002.

"The familiar system of marking Army vehicle with numbers
on their hoods and the phrase "For Official Use Only" on staff
car doors was adopted after the armistice.

"'Memorandum for Adjutant General of the Army from
Quartermaster Corps, April 2, 1918, NARA.

"Memorandum for the Acting Quartermaster General from
Lieutenant Colonel B. F Miller, "Report of Observation of
Motor Transport Service," July 5,1918, NARA.

"Memorandum for the Quartermaster General from Roy B.
Harper, Adjutant General, June 7,1918, NARA.

2""Official Decision for Disposal of U.S. Army Vehicles in
France," Automotive Industries, May 29,1919, p. 1189.

IIIWDAR 1920, Report of the Motor Transport Corps, p. 1784
I'Benedict Crowcll, Assistant Secretary of War, America :\.

Munitions 1917-1911\, U.S. Government Printing Office 1919,
p.502ff.

"Motor /;fIorld,April 4, 1917.
"The army purchased ambulances in approximately equal

quantities from Ford and GMC. The Ford was used to evacuate
casualties from the battlefields to the dressing stations and the
heavier GMC to transfer them to field hospitals. "History of
Motor Transport Contracts," Ford Motor Company, June 19,
1919, Henry Ford Museum Greenfield Village (HFMGV).

14ln addition to the Fords mentioned, the French army
purchased several hundred Marmon 34s for its General Staff.

''''Cars Delivered U.S. Government, Aug. 1st, 1917 to Feb.
20th, 1918, Feb. 21 st, 1918 to Aug. 15th, 1918, Subsequent to
Aug. 16th, 1918," Ford Motor Company, n.d., ca. 1919,
HFMGV

"'Memo: C.A. Wales to J.A. Kingman, September 18, 1918,
Locomobile Collection, Bridgeport, quoted in L. J. Andrew
Villalon, "The Locomobile Limousines of General Black Jack
Pershing, Part II," Army Motors, July 1979.

"Ibid. Villalon's article contains detailed coverage of this
matter, from which this account has been drawn.

\> WDAR 1920, Report of the Motor Transport Corps, p. 1788
Barnes and Company, Inc., 1980.

Notesfrom "Reo and Diamond Reo: The Rise and Fall of the
World~'iToughest Truck, Part 1."

'Class 8 for trucks with Gross Vehicle Weight (GVW) of
33,000 pounds or more was a new class designation starting in
1957. In the post-World War " period, the Automobile
Manufacturers Association and its successor, the Motor Vehicle
Manufacturers Association (MVMA), had only seven GVW
classes until 1957 with class 7 of 26,000 pounds and greater
GVW being the recognized by the MVMA as the heavy-duty
trucks: In 1957 the GVW classes became as follows:

Class I: 6,000lbs GYW and less
Class 2: 6001-10,000 lbs GYW
Class 3: 10,001- 14,000 lbs GYW
Class 4: 14,001-16,000 lbs GYW
Class 5: 16,001-19500 Ibs GYW
Class 6: 19,501- 26,000 Ibs GYW
Class 7: 26,001- 33,000 lbs GYW
Class 8: 33,001 and greater GYW

2The gap in recorded Reo and Diamond Reo registration from
1958 through 1966 is a result of those makes being included in
White Motor Company data while Reo was part of White. From
1967 on, following the combining of the Diamond T and Reo
operations by White, the Diamond Reo registrations, but not
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production, were reported separately for most years.
'Following World War II, many European countries faced a

shortage of international currency reserves, especially U.S.
dollars. Consequently, they restricted access to those reserves by
citizens and businesses. Undoubtedly, Reo's problems with
expanding its export business were related to potential
customers not being able to obtain sufficient dollars to buy
trucks from the U.S.

4Reo Holdings was formed primarily as a shell corporation to
distribute the $16,500,000 of assets received in the sale to Bolm
to former Reo stockholders.
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Early Automobiles and Airplanes:
The Cultural Lag

(Or Why Americans Didn't Care About Henry Ford
and Orville and Wilbur Wright Until After 1909)

by Michael L. Bromley

Part J
Popular history is

obsessed with "firsts." The
nation celebrated the cen-
tennial of powered flight last
December 17, the date now
most associated with the
Wright brothers. In their day,
human flight was a mess of
dates, names, events, and
types. Not until June of 1909
did America fully and of-
ficially proclaim the Wright
brothers the authors of flight,
and even then December 17,
1903 was largely unknown. 1

In October of 1909-a
year after Orville first
demonstrated the Flyer to the
War Department and thou-
sands of amazed Washingtonians
-Wilbur Wright flew up the
Hudson River from lower Manhattan to Grant's Tomb and back,
circling the Statue of Liberty and soaring eye-level past the bold
skyscrapers of lower New York. (Fig. I) A million thrilled
spectators caught a glimpse of true flight for the first time.
They'd seen it before in balloons, gliders, and news photos, but
they never knew what real flying was
about. It was the coming out party of the
Wrights and their revolutionary
machine, and the awakening of America
to the wondrous future of powered
flight. That same year the new Ford
Model T succeeded the Models N, R,
and S as the best selling automobile in
the world. Neither the Wrights nor Ford
were doing anything essentially
different from before. The Wrights were
working with four-year old designs.
Ford's new car was a better car but not
an essentially different car from his
best-selling automobile of the previous
three years. What had changed was that
in 1909 the automobile and the aeroplane
conquered American culture, having
finally overcome an invidious political
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and cultural bias against the
technologies. Had the Wrights
not achieved their later success,
they'd be today curiosities, not
international heroes. That is, the
Wright fame is a result of their
later rather than earlier success.
If December 17, 1903 was all
we had for the Wrights, they
might have fared better in
history than the "lawyer aero-
naut," Israel Ludlow (Fig. 2)
and his intrepid pilot, Charles K.
Hamilton (Fig. 3), but not by
much. Back in 1905, Ludlow
and Hamilton held, for a time,
more fame than the Wrights.
Over a few months, the pair
brought to New Yorkers flying
dreams, jokes-and little actual
flight. With a friend's auto-
mobile, Ludlow pulled Ham-

ilton into the air in a kite. Following each flight attempt-and
inevitable crash-came hilarious news reports of such things as
how Hamilton and the aeroplane went up together and came
down apart. The pair then took the act to the river for more room
and to attract the attention of the U.S. Navy, with whom Ludlow

A 1910 horse race. (Library of Congress)
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Fig. 1- Theflrst glimpse 0/ a flying machine to many New Yorkers: Wilbur Wright's 1909
flight up the Hudson to Grant's Tomb. Note the canoe slung underneath as a precaution in

the event o/a/orced landing on water. (Brown Brothers)



Fig. 2 - Charles K. Hamilton, aloft in the "aeroplane" of the "Lawyer
Aeronaut," Israel Ludlow, 1905. The kite was pulled into the air by an

automobile. (Library of Congress)

Fig. 3 - Charles K. Hamilton in 1910, at which time he wasjlying the very
real airplanes of Glenn Curtiss. (Library of Congress)
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wanted a sale. The effort was rewarded only in so far as the
Coast Guard rescued Hamilton from drowning.

Hamilton and Ludlow next took their acts, in 1906
and independently now, to Ormond (Daytona) beach,
where certain automobile trials were going on, and, where,
the following year, one amazing steam-powered
automobile imitated, for a brief moment, an aeroplane and
went skyward at well over one hundred miles an hour.
Hamilton hooked up his new glider, which he called "The
Arrow"-a name shared by airships and automobiles-to a
60 HP automobile. It wasn't enough. The pull of the wind
or the kite or the 800 feet of rope, or Hamilton's weight, or
whatever, yanked the car backwards, and Hamilton
plunged 300 feet to the boardwalk. He walked away,
exclaiming, "Hang it! I lost my cigar." Ludlow, meanwhile,
finally applied the courage of his convictions and took to
the air. After a few flights, also pulled by automobiles, he
fell some 200 feet and was paralyzed "at the waist."2 Both
men remained dedicated to the science, or, in their case, the
art, of aviation. Ludlow was prominent in aviation circles
and Hamilton ended up in 1910 in the Glenn Curtiss
organization.

In 1907, Ludlow represented aeronautics more
than the Wright brothers, which added to the general
disbelief that so beleaguered the Wrights in their
homeland. Flight was about kites, gliders, parachutes,
balloons, and that first important step towards guided
flight, dirigibles. Aviation enthusiasts hoped to bring it all
together in 1907 at the Jamestown tercentennial
exposition, where they planned a definitive statement on
aerial progress to include,

aeronautic contests for distance ... duration, altitude
... speed ... flying machines with motor and
operator, for flying machine models with motors, for
flying machines carrying operators without motors, for
wind cycles and wind wagons, for man-carrying kites,
for kites that carry no operator, and for various aerial
devices. Then there will be races between balloons and
automobiles, for balloons and airships, both for short
and long distances .... Besides dirigible balloons and
airships, aeroplanes, helicopteres [sic], flapping wing
machines, man-driven machines will be shown, as well
as pilot balloons, registering balloons, parachutes and
various kinds of kites ... in short, there will be
nothing left undone that can contribute to aeronautic
study in any way.]

These ambitions didn't gel, and only a small showing was
made on behalf of aeronautics with balloon launches that
served more to scare the locals than to show aerial progress
to Americans and their leaders. Ludlow, now graduated
from crank to "Director of Aeronautics at the Jamestown
Exposition," conceded that a primary goal of the event,
to interest the Government, wasn't suc-cessful:

I found that the trouble is not with the Army, but with
Congress, which has heretofore refused to appropriate
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any moncy without at thc samc timc naming how it is
to bc spcnt.'

Wright brothers chroniclers ponder why nobody in
America gave a damn for the brothers before their explosive
arrival on page one in late 190X and 1909. Generally it is seen as
a combination of circumstances: Smithsonian Secretary Samuel
Langley's publicly funded and spectacularly dismal 1903
attempts at flight created skeptics of Americans and their
Congress; the Wrights were obsessively secretive, due to their
desire to patent and profit from their invention before sharing it
with the world; or, perhaps, people just couldn't believe it. The
U.S. Army, for one, told the brothers as much when replying to
their first appeals to sell their Flyer. Wright historians view
Europe's earlier embrace of the airplane a result of the European
arms race, which heightened government and general interest in
aeronautics.

Good Americans that they were, the Wrights approached
the War Department through their Congressman, who
forwarded their letter to the Secretary of War, William Howard
Taft. The letter ended up, as a matter of routine, at the Board of
Ordnance and Fortification, which had two years before
watched its $50,000 investment in Langley sink into the
Potomac River. The "official" Wright biographer, Fred Kelly,
wrote that the U.S. Government's reply by way of a form letter
was a "rude shock" to the brothers. So they turned to Europe,
conscience clean of patriotic duty submitted and denied.'
Actually, they were already discussing a sale with the British. It
is generally understood that the War Department had no reason
to treat the Wrights any differently from the rest of the flying
machine cranks. True or not, the brothers chose not to take their
machine to Washington and fly it over the White Iiouse. Just
the same, the War Department chose not to look into the
amazing flights that were going on in Dayton in 1905. It didn't
have to be that way.

Among those who cared, it was an accepted fact that the
Wrights had a working aeroplane. The Aero Club of America
declared it so in early 1906. The rcst of America saw more of
Ludlow and Hamilton and other freak attempts at flight, and, as
ever, balloons, kites, and gliders, than of the Wright brothers.
But President Theodore Roosevelt, so progressive in other ways,
did not warm to the flying machine. The problem was that
Roosevelt did not view the aeroplane as "progress." When
Roosevelt seized an idea, he was its master. He launched
opinions on college football, rifle design, literary portrayal of
animals. railroads, industrial conditions, wealth, poverty,
conservation, simplified spelling, and so on. He set into the
popular lexicon the words, "strenuous," "Rough Rider," "bully
pulpit." "nature faker," and "muckraker." When he wanted
Congress' attention, he played it up like no other. When he
wanted two battleships, he demanded publicly and loudly for
!()Ur, and punctuated his demands for a strong Navy by sending
the American fleet around the world against congressional
sanction. When in 1907 he wanted funding I()r a revolutionary
new naval technology. the American creator of which had been
ignored at home before England proved his ideas, Roosevelt
arranged a demonstration of it ncar his Long Island home. lie
then upped the ante and took a ride himsel f. The news that the
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President had gone down in a submarine was sensational. But he
did not use the presidency's "bully pulpit" to advance the
fortunes of powered flight.

While Orville Wright flew the U.S. Army trials outsidc of
Washington in Septembcr of 1908, a "persistent rumor"
spread that Roosevelt would go up with him:

Mr. Roosevelt is givcn to the espousal of the unusual. He
startled the country only a year or so ago by diving beneath
the waters of Long Island Sound in a submarine boat. It is
not illogical that he desires to invade another element, and
there is little possibility, judging by Wright's flights, that he
will be in any danger. Mr. Wright, however, is not
enthusiastic over the matter."

Orville's crash a few days later put the end to such speculation.
All Roosevelt cared about during Orville's amazing
demonstrations was the coming presidential election for his
chosen man, Taft, and his own plans for an African safari the
next year. Roosevelt was not friendly towards the Wrights'
flying machine, just as he was not friendly towards automobiles.
Cars, he said later on, were "distinct additions to the discomfort
of living." 7 Just as there were no White House automobiles
during the Roosevelt presidency, there was no applause from his
White House for the Wright brothers.

The automobile's transition from curiosity to pariah to
acclaim coincided with its turn from curiosity to sport to
usefulness. It was a long journey. The automobile was a solution
to a problem nobody had. Worse, rather than solving anything, it
caused problems. Spanish-American War hero Lt. Gen. Nelson
A. Miles was the first major public official to recognize the
automobile's possibilities, including its solution to the problem
of roads, of which he spoke in 190 I. S To everyone else, the
automobile ruined roads and endangered farmers. In Roosevelt's
acclaimed Farm Life Commission, a study of rural life that came
eight years after Miles championed the future of transportation,
the word "automobile" is mentioned not once.

Until automobiling became a solution, its sole use, as
gencrally perceived, was idle recreation for the rich. To the age
that invented the word "pragmatism," that was less than
nothing; it was an anathema. Automobilists were certain that
their much publicized trek to the 1904 St. Louis World's Fair
would highlight the need for good roads and the utility of the
automobile. To the average American of 1904, that 66 of 77
automobiles made it from New York to St. Louis meant little
more than that 66 of 77 rich men's buzz wagons didn't get stuck
in the mud on the way to St. Louis. Despite the fame of late for
Dr. Horatio Jackson, who made it across America in one of
Alexander Winton's machines in 1903, Americans weren't
paying attention. They knew of it, and if they were interested
they could read of it. If they were rich enough they could buy a
Winton, too, or a Ford, or a fast French machine. By the
elcction year of 1904, too many automobilists had killed too
many chickens, pedestrians, and themselves, and their cars had
cut too many ruts on too many country roads. About the only
thing that could have saved the automobile's reputation was
endorsement from, say, the nation's President and its Congress.
Left to their own defense, automobilists became their own
worst witnesscs.
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Meanwhile, the same enthusiasms that led Ludlow to West
End aviation fame infected members of the Automobile Club of
America, some of whom, along with Ludlow formed the Aero
Club of America in late 1905." The first meetings were held at
the Automobile Club, which lent the roof of its building for
aerial experiments. The Aero Club, said its most famous
member, Alexander Graham Bell, was "a lusty offspring of the
Automobile Club."'11 Automobiling and aviation were natural
allies, and considered like in technology and purpose.

Beyond those few involved directly with the Wrights,
such as Octave Chanute (the father of the biplane glider which
eventually developed into the aeroplane), the biggest believers
and most ardent promoters of the brothers were those
gentlemen of the Aero and Automobile clubs. The first public
exhibition of anything Wright brothers came at the Aero Club
exhibit at the January 1906 automobile show sponsored by the
Automobile Club at New York. When America and its
president finally came around to recognizing the Wrights, it
was by way of the Aero Club gold medal. When the brothers
returned from Europe in 1909, the headlines read,
"Delegations of Aeronauts and Motorists Meet Them and Miss
Wright Down the Bay.""

It didn't take this proximity between automobile and
aviation enthusiasts to conjoin these "sports" in the public mind.
It didn't take the names of famous autoists who took to or
promoted aviation, such as Charles Glidden, Courtlandt Field
Bishop, C. S. Rolls, and Henri Fournier, a world-famous
scorcher who went from bicycle to automobile to aeroplane, or
a proximity in headlines and news stories, such as "Autos and
Kites at Ormond," to link automobiles and aeroplanes."
Previous to automobiles, flight was described in those friendly
terms of ocean navigation, such as "air ship," "air sailing." and
"wind currents" (with occasional reference to the bicycle, as
seen by the 1896 term, "air cycle"IJ). Come the automobile, and
we have "sky motor," and such talk as this from 1904:

The aeroplane was discussed much after the fashion of some
new sort of an automobile, and the speakers dwelt
confidently upon the time in the near future when the flying
machine would be constantly hitehed up to the bay window
of the rich man, ready to take him to his downtown ofTice or
to Europe.'4

Phrenology weighed in with the "aeroplane face," a cousin to the
"bicycle face" and the "automobile faee."" The word "machine"
itself was used intcrchangeably between automobile and
acroplane. These all reinforced an existing connection, a natural
association that guided thc gcncral view of automobiles and
aeroplanes as like quantities-a perception that defined the
Wright's acceptance in America. By 1904, "rich man," "flying
machine," and "automobile" were synonymous.

The common mechanical element to the early automobile
and aeroplane was, of course, the naphtha motor. The 1906 Aero
Club exhibit of the Wright brothers consisted of pieces of their
first motor. Among displays of balloons, dirigibles, gliders, and
photographs of the science were

the most important from the scienti fie viewpoint being the
original crank shaft and flywheel used by the Wright
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brothers in 1903 in thc first gasolinc motor flying mach inc
that carricd a man succcssfully. Thc air ship flcw for only a
momcnt, but that was sutTicicnt.

While aviation historians will scream "control," and while
Samuel Langley's failure was due, in part, to too much attention
to propulsion over aerodynamics, it was the motor, be it steam,
electric, compressed air, or whatever might turn a propeller, that
allowed for the first guided flights, and it was the gasoline
enginc that invigorated the I X90s bursting quest for powered,
heavier-than-air flight. In 1900, Thc (jlashillgtoll Post declared,

Thc acrial ship of thc ncar futurc, thcrc is good rcason to
assumc, will bc an adaptation of the automobile, or sell~
propclling vehicle which of late has so captivated the Eliley
of mcn of wealth, as well as of scientists that is. It will be
mainly dependent for its motive power upon some form of
encrgy electric, steam, or gaseous which the rage f(x
automobilism has recently brought to a state approaching
perfection. II,

In 1910, President Taft walked through an aeroplane
exhibit at a Washington automobile show (where his
predccessor had refused to walk) and was heard to say, "I
suppose that the more perfect the automobile becomcs, thc
bettcr will be the aeroplanes, for, as 1 understand, the motor is
the vital principal [sic] of both."" The association between
automobile and airplane is more fundamental than propulsion.
Both arisc of the grcat human desire to communicate, to
interact, to conqucr, to own, to spread, to go places, and to get
therc fast. This is thc wheel, the sailing ship, the sextant, the
railroad, thc telcgraph, the bicycle, the internet . . . the
automobile and the aeroplane. Each is of man's ageless and
fundamcntal nced to interact. Transportation is man. Israel
Ludlow's drcam was that of the ancients.

By thc timc Ludlow and Ilamiiton were Edling out of the
sky, human flight was normal. Americans saw balloons at the St.
Louis Louisiana Purchasc centcnnial, the Jamestown tercentennial,
over Central Park, and in Etirs and circus acts the country over, acts
that featured trapezc acts and parachutists launched from balloons
(Fig. 4). With the motor attached to the balloon, we have the
dirigible, the "air ship," an important distinction f1'om ballooning
in that it was supposed to be navigable.

So, the question is what gavc the unique meaning to
airplane flight, and whcn was it won'? 1I' any moment might havc
marked in its day the beginning of the Age of Flight in America,
it might have been July 4, 190X, when (ilenn Curtiss flcw one
and a half miles to win thc Scicntific American Cup with the
first public demonstration of powered flight in Amcrica." The
flight was monitorcd and cndorscd by cxperts, watched and
accuratcly reportcd by the press (Fig. 5). Curtiss's flight ought to
have endcd the confusion that linked, in the public mind,
aeroplanes, airships, balloon and automobiles as birds of
feather. His flight not only might have been, but in Etct was, the
first emphatic statement of powered flight in America. Nobody
cared. The President didn't invite Curtiss to the White Housc.
Thc Ncw York Tilllcs put the full story and photograph on page
five. Powered flight, rather, was still a qucstion for eccentrics,
cranks, and automobilists, and to Amcrican culture Curtiss's
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Fig. 4 - Flight was nothing new to the world of 1903, as seen by
this 1893 mix o./balloons, parachutes and bicycles. The question
for the Wright brothers was not getting into the ail; which had

been long resolved by the gas bag, but getting there like the birds.
(Library of Congress)

little hop was like all the rest that were heard and
seen by someone else, while of a certain interest,
certainly nothing new.

Making fun of an "Airy Club" conference in
1907, satirist Stephen Chalmers pegged the
American perception of flight:

Thousands of outsiders-mostly cranks-
clamored for admittance to the conference, but
they were kept in check by the police ....
Presently the conference was wrangling about
the construction of the flying machine that was
to meet the views of all the delegates. The
aeroplane faction refused to be beaten; the gas-
bag party insisted on having a balloon
attachment. ... It was a hot session, but a
compromise was arranged at last. It was thus.
The machine was to be an aeroplane with a
balloon attachment, a 40 h.p. motor, and Herr
Flounder was to create his vacuum if he could,
a matter which was greatly doubted."

Another event that might have brought Americans to
appreciate powered flight might have been
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Frenchman Henri Farman's very public flights outside of New
York City in the summer of 1908. Farman powered his machine
into the air above the Brighton Beach racetrack (a horse track
converted for automobile use).") A thousand spectators chased
Farman's path and surrounded him in congratulations and
applause by his machine, a reception no less enthusiastic than
that given to Wilbur Wright in France at his first public
demonstration five days later. The difference was that Wilbur
had an informed audience. Were Farman's machine superior to
the Wrights, few at Brighton Beach would have known it to be
any different from what they saw. They were thrilled by
Farman's 140-second little hop and the great sound of the
engine.

For the French, the dawning moment of flight came
on August 8, 1908, courtesy of Wilbur Wright. By then,
Farman had already flown for over 15 minutes, and, like
Curtiss, he won an award and made news world over. But it
was more, not new. The shattering, shocking, splashing event
was Wilbur's I minute 45-second flight outside of Paris. Little
niceties coming from Farman, such as, "There are two things
necessary to flight. First you must have a machine, and then
you must learn to fly," were rendered stupid.21 The French
machines were ungainly and turned with difficulty. Farman's
1907 aeroplane was described as "two lemonade booths"
taken to the air. Farman's flights more closely resembled the
automobilists' term for the sport, "aeroplane sailing." Wilbur
flew. The sub-headline of The New York Times story described
the difference: "Under Perfect Control." Wilbur's Flyer
veritably jumped into the air rather than bouncing along,
grasping for it like the French machines. But what so stunned
the informed crowd was that Wilbur didn't slide or balance or
maneuver, he steered. Sitting upright, manipulating controls
as if in an automobile, he turned the plane with a certainty and
grace that left observers in weak-kneed awe. Never had they

Fig. 5 - Thefirst public demonstration ofpowered flight in America:
July 4, 1908, Glenn Curtiss in the "June Bug." For this skyward leap

that endured 1:42:05, Curtiss won the Scientific American Cup, but little else by
way a/general or official acclaim. (Library of Congress)

41



seen anything like it, something that was far above their
expectations, and way beyond their countrymen's abilities.
Wilbur landed near to where he had taken off, and stood high
among the roused, thrilled witnesses. (The landing points of
Farman and other French aeroplanists were always somewhere
else; France's leading aviation promoter, Ernest Archdeacon,
"the well-known automobilist and aeronaut," had to chase after
Farman's record-breaking f1ight that won the Archdeacon Prize
"in a swift automobile."'])

Brother Orville's drama at the Army tests in Washington
in September 1908, was equally sensational but far less
revealing. He might as well have f10wn Farman's lemonade
stand, for Americans had little to compare it to. Certainly,
Washington society embraced Orville as a hero. Thousands
tramped-or motored-across the Potomac to see the show,
including, on one day, the President's eldest son, Theodore, Jr.,
whose practical enthusiasm for aviation was cut short by his
father after a near-miss accident in an Army balloon earlier in
the year, and his daughter, Alice who always made the news,
and against her father's wishes, with automobiles.'4 The
President showed no interest, not even to express sympathy for
Orville after a deadly crash that ended the tests and the life of
a passenger. While European monarchs fawned over Wilbur and
other aeronauts, aeroplanes never made it into Roosevelt's
public messages, nor, as far as I can find, into his private letters.

The crash did nothing to dampen enthusiasm for Orville
and his brother, who carried on with his stunning trials in
France. Nor did it put a stop to Aero Club plans to honor them
with gold medals. The Club invited the President to present the
medals to the brothers at the Club's headquarters upon Wilbur's
return from Europe, presumably that February. Roosevelt
consented, but demanded the ceremony be held at the White
House. However, the presentation was delayed to June while the
brothers went about the lucrative business of airplanes with their
eager partners across Europe. We will never know what
Roosevelt would have said at the medal presentation. The
occasion fell to Taft, who took to it with enthusiasm.

As late as February 1909, well into the Aero Club plans to
celebrate the Wrights, their triumph was still considered one of
Europe, where Orville traveled to join his brother." Following
the June presentation of the Aero Club medals, Taft's military
aide wrote,

... for years, [the Wrights] were considered to be half
cracked, and that it was not until of late, after Europe had
crowned them as victors, that they were taken seriously.
Indeed, the President referred to this himself, and wondered
when the time would come when America would accept its
own without waiting for the verdict of the rest of the world.

Part Il

The hardest thing to convey in writing history or teaching
history is that nothing ever had to happen the way it
happened."

-Historian David McCullough

President William McKinley weleomed the Motor Age
with at least two automobile rides, including one in Washington
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in November of 1899, in a Locomobile with F. O. Stanley at the
tiller." The contemporary reaction was spoken by the Horseless

Age, which crowed, "Now that the horseless carriage has won
the approval of the Chief Magistrate, its popularity will gain a
decided impetus." And it did. The following year, it was claimed
that 100 automobiles had invaded Washington-not a bad
number that. ,,)

In 1902, the National Capital Automobile Club bragged
that it could gather 200 automobiles in the city'" The club
president was General Miles, a member of the Automobile Club
of America, an indefatigable friend to the automobile, and,
coincidentally or not, a political enemy of President Roosevclt.
Miles first spoke for military usc of "motor wagons" in 189S.
He was dedicated to the technology throughout his life." As part
of the Washington automobile show, in April 1902, Miles led a
parade of 60 motor cars through D.C. streets. His fellows
included Senator Clark of Montana in his "$10,000 French
Flyer," Larz Anderson in his "French machine," and Colonel
Albert Pope himself: one who knew a thing or two about
promotion. At the Capitol building they saluted a group of
Congressmen who gathered to view them, then headed to the
White House area, where the notable event was not a reception
by the President but the arrest of three drivers for speeding." An
automobile parade would not be welcomed at the White 1I0use
until after 1909.

The common version of the Roosevelt story on auto-
mobiles has it that in 1905, on his second-ever automobile ride,
his chauffeur was stopped for speeding, and he abandoned the
machine in disgust. Roosevelt's first automobile ride was in a
Columbia Electric buggy in a parade in Hartford in 1902.
Except for a brief spell of automotive joy in May and June of
1905, back in Washington he avoided the machines. On that first
exception in May of 1905, a photographer tried to record the
event. A White House policemen blocked his camera. A Secret
Service man followed by bicycle, getting, according to a news
report, "more exercise than he has had for a long time."
Roosevelt's next auto ride was combined with a "strenuous"
walk of 13 miles "at a good gait." Out again a few days later, his
car was stopped on the Conduit Road by bicycle police for
speeding. The chautTcur claimed he thought the pursuing
bicyclists were Secret Servicemen, and he only wanted to give
them a little chase. Roosevelt took responsibility for it, and went
on his way The importance of these rides lay not in the
President's usc of the automobile but in his quick abandonment
of it. lt was not for another three years that he was seen in an
automobile in Washington, and when it happened it was said to
have been his first ever ride in a machine. Otherwise, it was all
carriages, all the time."

"President Roosevelt's dislike of automobiles is well
known," wrote The Washingtoll Post in 1905. "So pronounced
is his hatred of the 'buzz car' that he has on many occasions
made known his views frankly"'" Of the effect of his attitude
on automobiling in Washington, the AAA magazine noted that
Roosevelt's "intense loyalty to the horse ... put a damper on
all forms of motoring enthusiasm ... [lie] went so br as to
almost never ride in an automobile."" In 1905, the Washington
Ford dealer bragged that there werc 200 Fords on city streets.
Think about it- the best sclling car in the nation's capital was
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Fig. 6 - The automobile ruined the farmers' roads, killed his livestock,
and, said the president of Princeton University in 1906, drove the

common people to socialism. (1906, Library of Congress)

the Ford runabout, and there were only a couple hundred of
them to show for it, and that out of a total of some 2,000 cars
in all (numbers that included Virginia and Maryland motorists
who registered in D.C. in order to run cars there), and out of
almost 200,000 registered cars nationwide.

Then, in 1909, something happened. That year the city's
automobile population about doubled. It was skyward from
there. Tag 2549 was the first number of 1909. The last tag of
1912 was 12868, by which time Washington had the most
automobiles per capita of any American city.36For the rest of
America, it was the same story. Automobile registrations
jumped from 194,400 in 1908 to 305,950 in 1909, with industry
production going from 63,500 to 127,731 units. By 1912 there
were 902,600 registered automobiles in the United States, over
four times as many cars in four years. Nobody saw it coming. In
late December of 1908, The Automobile predicted the next year's
production would be 65,000 cars, and, the editors declared with
great optimism, 125,000 cars a year could be produced five
years hence.37 Something happened in 1909. And it wasn't the
Ford Model T.

To get there, we must return to February of 1906, a month
after the Aero Club displayed parts of the motor to the Wright
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flying machine at the automobile show. That month, one of
the leading minds of the day, Woodrow Wilson, president
of Princeton University, gave a speech entitled, The Young
Man:S Burden. Commenting, without irony, at the Waldorf-
Astoria, he warned,

Nothing has spread Socialistic feeling in this country
more than the use of automobiles. To the countryman
they are a picture of arrogance of wealth with all its
independence and carelessness. (Fig. 6)38

Recently, Prof. Tom McCarthy has argued that
Wilson was merely stating a reality, that automobiles were
a menace that only the government could harness.39 In
1906, writer Jack London told Yale students "If people
object to our [socialist] programme because of the
Constitution [read here: "property rights"] ... to hell with
the Constitution!" The rhetoric was defended in a letter to
The New York Times of February 5, 1906, from Upton
Sinclair, socialist, who was just then promoting his book
The Jungle40 which history has credited for reforming the
meat packing industry.

Wilson interjected automobiles into the debate by
associating them with those capitalist excesses that so
offended London, Sinclair, and the American President.
Automobile hating was freely expressed in Congress,
especially by Thetus Sims, Representative of Tennessee
mule country, and representative of mules and horses
everywhere. On the House floor, to the Congressional
Record, and to the American people, Sims castigated the
president of the Automobile Club of Washington, just then
formed (the 1902 club died to the city's motorphobia). You
automobilists, Sims scolded, were,

rich, reckless, dare-devil young men, driving
automobiles simply for pleasure, [who] violated the
police regulations of the District of Columbia with
impunity and paid their fines as a matter of levity,and
went wild in their reckless career. Upon investigation I
found that there was no law in the District authorizing
imprisonment for violation of this regulation."

The Automobile tried to spin the speech by pointing out, "This is
the first time in the history of the country that the motor car has
been the subject of extended comment in the national
legislature." It didn't work. The closest Congress came to
automobile sympathy that year was over an hysterical notion
originating in petroleum-deficient Germany that automobiles
could be fueled by distilled corn. Corn-fed automobiles might
just be farmer-friendly. The President gave his "hearty
sympathy" to the idea. It went nowhere, and not only because it
didn't work. The agitation was about Standard Oil, not
automobiles. State and local governments, meanwhile, pulled
the automobile leash ever tighter, and the good roads movement
remained decidedly against the automobile, destroyer of roads.

At the 1906 Good Roads Conference at Denver, the
president of the local automobile club apologized for his
presence. "The old horse and mule still holds (sic) the road and
are of really more importance than the automobile," he told the
Good Roaders. "I am not here to advocate the automobile ... I
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am trying to keep a little in the background ... "42In his prepared
speech, keynote speaker Logan Page, Chief of the U.S. Office of
Public Roads and the representative of the U.S. Government,
mentioned automobiles not once.

1906 might have been the year of the automobile. To
automobilists of the day it was to be the banner year. Sales were
up, registrations were up, and large makers were making huge
profits. Automobiles proved their social worth in the awful San
Francisco earthquake, and, if you listened to the trade
magazines, automobiles were the savior of the farm, deliverer
of doctors, conqueror of hills, and could stop quicker than
horses. That January, The Automobile surveyed industry leaders
for their views on the coming year. Amidst discussions such as
the "Need of Adequate Brakes," "Points About Tops," and
"1905 Remarkably Successful Year," came a stunning letter
entitled "Arranging to Build 20,000 Runabouts." Denying that,
like the bicycle, the automobile was a passing fad, Henry Ford
wrote,

The greatest need to-day is a light, low-priced car with an up-
to-date engine of ample horsepower,and built of the very best
material. One that will go anywhere a car of double the horse-
power will; that is in every wayan automobile and not a toy;
and, most important of all, one that will not be a wrecker of
tires and a spoiler of the owner's disposition. It must be
powerful enough for American roads and capable of carrying
its passengers anywhere that a horse-drawn vehicle will go
without the driver being afraid of ruining his car.

And so on about proper weight, simplicity and day-to-day
usefulness, leading to the conclusion:

Weare to-day in a position to build and deliver 10,000of our
four-cylinder runabouts. I am now making arrangements
whereby we can build and deliver 20,000 of these runabouts,
and all within twelve months.4l

Ford's latest biographer, Douglas Brinkley, quotes the letter in
the context of the genesis of the Model T.44But Ford was talking
about what was to become the best selling car in the world the
next year, the Ford Model N-and 20,000 of them! What
shocked his contemporaries was that fantasy of 20,000 of them.
What shocks-or ought to shock-the historian of today is that
in 1906 the extent of Ford's ambition was all of 20,000 cars.

In his autobiography, Ford claimed for himself the idea of
the mass market car, staking as his own not only the history of
the cheap automobile but its original intent. He was neither the
only one nor the first to say, think, preach, or try it. Next to the
ambitions of Charles Duryea, Ford and his 20,000 Model N's
had no imagination. Duryea was convinced of automotive
democracy, and he spoke of a market of five millions. Ford's
problem in 1906 was timing. The nation wasn't just not ready for
it, the nation positively didn't want it. No, in 1906, automobiles
excited black flag socialism, not a glorious revolution in
transportation and society.

History has endowed the Model T with every property of
success. In a discussion of early anti-automobilism and Wilson's
"socialism" statement, Brinkley concluded that Ford's "thrifty
Model T would change minds by fulfilling the promise that, as
company billboards declared, 'Even You Can Afford a Ford."'45
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Fig. 7 - Starting in 1906, the "buggyabout" was thought to be the
answer to the problem of the exclusivity of automobiles and the

common man s revulsion to them. Neither the buggyabout nor the
Ford Model N were a match for the unanswered anti-automobile
political sentiment of the day. (Photo of survivor 1909 Hatfield

Buggyabout, courtesy of Ray and Lori Baronas)

Well, the Model N's initial price of $500 was more affordable
than the Model T prior to 1914. Something other than price or
quality moved the Model T. Ford biographer Allan Nevins got it
more accurately. The Model T, he wrote, was "the right car at the
right time."46The T was a better car than the N (and its Model R
and S variants) by degree and not in concept. With more seats
and improved mechanics, the T was the correct improvement.
The N was already the idea of the T as we know it, just as Ford
promised readers of The Automobile in January of 1906. The
Model N was the right car at the wrong time.

Ford's 1906 announcement coincided with an industry
craze for the everyman's car. automobiles must serve the farmer,
dammit, and the cheap, high-wheeled "buggymobile,"
"buggyabout," "power carriage," or whatever it would be called,
would finally bring the automobile to the carriage market, which
in 1905 added up to a million add-ons to the horse (Fig. 7). It
didn't work. The low-priced buggymobile was just that: a buggy
with a motor attached. It kept too much horse. The only true
automobiles in the under-$I ,000 category were the four-cylinder
Model N and the single- and two-cylinder models of Cadillac,
Reo and Buick. Neither these nor the buggymobile met the
cause, for the multitudes weren't interested.

The difference between European and American attitudes
toward motors and aeroplanes was that European governments
led the movement to adopt the technologies. Auto enthusiasts
can readily name the various monarchs who were Europe's most
prominent automobilists (Fig. 8). These were not folks who
looked sympathetically upon the abolishment of property and its
associated ideas. More importantly, of all Europe, its sole
republic was the most enthusiastic nation to embrace the
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Fig. 8 - Perceived as a like-technology to automobiles, aviation

also shared the negative connotations o./automobiles. For starters,
aeronautics and automobiling were "sports "for the rich, as
typified by the man sitting here next to Wilbur Wright, King

Alfonso Xiii 0/ Spain, the Continent s most enthusiastic
automobilist and an ardent fan o./aviation.

(c. 1909, Library of Congress)

automobile and the aeroplane. American automobilists looked
upon it with envy. In 1902 The Automobile complained,

The French are justly proud of the intell igence displayed by
their highest government officers in lending the dignity of a
State function to the festivals which mark the victories of
automobilism."

Of France's attention to the aeroplane, The Automobile in May
of 1903, half a year before December 17, 1903, lamented,

While most other nations still held back from serious
consideration of the problem of air navigation, the French
Aero Club has already gathered a great deal of material
which will be of high value ... 4X

The complaints carried through Roosevelt's term. In November
of 1908, The Washington Post wrote,

As is well known, the President of France is a great patron
of the automobile industry. He has a number of them in his
private garage, and he recognizes the importance of the
automobile industry in France by officially opening the
annual Paris automobile show.'''

In 1907, the president of the Aero Club of America belittled his
country's progress in aviation:

Our own country has yet scarcely passed the experimental
stage in this form of navigation, and without the aid and
patronage of the Government or of some of our very rich
men it is not probable that we shall advance much further ....
In Europe there is a much greater interest taken in the
subject both by Governments and by individuals.'u

In ignoring the automobile, Roosevelt represented a
dominant attitude of his people. Imagine had that President of
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1906 not only taken to using automobiles everywhere he went,
but freely allowed himself photographed in them. Imagine that
his preference for automobiles was so pronounced that
wherever he went citizens eagerly greeted him with their own
cars in order to show off their enthusiasm for the technology
and their prosperity in owning them. Imagine had he forced his
will upon Congress for a full White House garage. Imagine had
he exalted his automobiles by placing upon them the
Presidential Seal. Instead, that President of the United States
had upon the gate to his private home, the "Summer White
House"-a very public locale during his stays there-a sign
that read, No Automobiles Allowed.51 While Henry Ford
bragged about selling 20,000 cars, the President of the United
States in 1907 made headline news for his new team of horses
and his coachman's colorfullivery.52

That same year Roosevelt invested his considerable
enthusiasms towards reform of lazy army brass. Field officers
would have to prove their vigor with annual 3-day, 30-mile
marches, or, it was added later, three times the mileage by horse
in a third the time. Field officers rarely had access to
automobiles, so the marches were not negating existing policy.
It did, however, suppress any further movement towards motors,
and affirmed a Quartermasters report that declared the
automobile "practically useless for military purposes."53

Unlike other aspects of the Roosevelt presidency,
especially his many pronouncements and enthusiasms on this or
that, history has ignored the meaning of his statement upon the
automobile. Automobilists knew it at the time. Complaining of
his inattention to them, The Automobile noted that he "has
not been at all averse to committing himself on some irrelevan-
cies ... "54The problem with Roosevelt's damning silence on
automobiles, and with Woodrow Wilson's vocal damnation of
them, is that it manifested a lack of imagination and vision.

The automobile market reacted in kind. While steadily
growing, neither sales nor expectations were enthusiastic. The
buggyabout didn't take, and roads remained for the horse. Three
years after his amazing prediction of selling 20,000 cars, and
much tempered, Ford announced that he would sell all of 25,000
of his new Model T in 1909. The Automobile replied that it
"remains to be seen."" Ford's ambitions for the great Model T
were about the same as for the N, and even less if we account for
the three lost years in between.

In January of 1909, President-elect Taft demanded that
Congress purchase automobiles for his use at the White House
by the time he took office (Fig. 9). As part of a larger deal with
Taft, the House agreed, although not without bitter argument.
The Senate rejected the funding, again with denunciation. The
Conference Committee restored the funding, and Taft had his
cars. He and his wife rode to the inaugural ball the night of
March 4, 1909 in a White House limousine. Had the President
made a similar statement in 1906,1 would venture that demand
for the Model N would have exceeded Henry Ford's then crazed
fantasy. Do I go too far? In 1908, Washington, D.C. automobile
dealers thought so. Of the news that the incoming President was
bringing automobiles to the White House, the first thought was
to sales: "It is believed President-elect Taft's recognition of the
automobile will give the American industry a decided impetus."56
Indeed. Following its leader, America took to the automobile.
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Fig. 9 - "President-Elect Taft Makes Use of a Reo," from
the Reo Echo, Vol. I No. 10. The car is a Model D touring car.

(From the editor's collection)

To illustrate the power of Taft's endorsement of the
automobile, and Roosevelt's disdain for it, we can look to what
Taft did similarly for golf and baseball. During the 1908
election, Roosevelt criticized Taft for his golfing, which, he said,
would offend westerner voters. "I never let a photograph of me
in tennis costume appear," Roosevelt said. "Besides, you never
saw a photograph of me playing tennis. Photographs on
horseback, yes, tennis, no, and golf is fatal."" Taft wouldn't have
any of it. In the way he handled it, we can see how his views and
actions on the automobile changed America. Rather than hide
his golfing and apologize for its patrician reputation, Taft turned
the argument around. Nothing more than golf, he said, was
"democratic." National interest in the game exploded during the
tenure of the golfing President, including a movement for the
building of public courses.

It went the same with baseball. Roosevelt heartily
endorsed amateur baseball, and allowed games on the park south
of the White House. However, he refused to visit a professional
game, something the Washington American League team
desperately wanted of him. Baseball was not acceptable to
Roosevelt because baseball players were professionals, which in
that day meant the hired help. To Roosevelt's mind, that is, they
were not legitimate sportsmen. Then, when President Taft
started showing up and became the sport's Number One fan,
baseball came to America. "I'll never forget the first time
President Taft appeared at our ball park," Walter Johnson
recalled, " ... our players got so excited that we booted the game
away to the Red Sox." No less than Fenway Park, Comiskey
Park, Tiger Stadium, Griffith Stadium, the Polo Grounds,
Ebbetts Field and Crosley Field were built or inaugurated during
Taft's presidency. In 1912, the president of the Chicago Cubs
wrote him, "All persons interested in baseball appreciate the
many good things that come to the sport because of the
recognition received from you as chief ruler of the nation."58

As with baseball and golf, so with automobiles. I
appreciate that it may seem a stretch to think that putting
automobiles in the White House changed America, and
launched, as [ have written, the Motor Age. Wasn't the
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automobile coming anyway? Wasn't the Motor Age, if not
already upon us, inevitable? Another way to conceive it is to
think if Taft had not won the presidency, and that Roosevelt or
William Jennings Bryan, also known to be "partial to horses," or
some other anti-automobilist was there on March 4, 1909 riding
a carriage to the inaugural bal1.59We cannot say what Roosevelt
or Bryan might have done, but we can say that had the incoming
President of 1909 not demanded his cars, Congress would not
have passed the first ever Federal law to assert the automobile;
had Taft not set the example, the American people would not
have been awakened to the Motor Age as they were in 1909; and,
had he not championed it, roads would not have been remade for
automobiles instead of horses, which was an anathema prior to
Taft.

The essential question was whether automobiling and
aviation, the motor sports, were useful to society. Before March
4, 1909, the answer was no. Afterwards, as President Taft told
the Wright brothers in presenting them with the Aero Club
medal, America, like Europe, could now celebrate them and
make use of their invention. So let's read the words of a
President of the United States who finally recognized the
importance of the automobile and helped its progress and
acceptance:

The automobile, the manufacture of which has become one
of our leading industries, is destined to assume a very
important part in the economic welfare of the world.

-William HowardTaft, 1908"0

We live in the Age of the Automobile.

-President William HowardTaft, 1910'"

... the automobile coming in as a toy of the wealthier
classes is going to prove the most useful of them all to all
classes, rich and poor.

-President William HowardTaft, 1911"2

Taft didn't just put cars in the White House. He didn't just
deliver a medal to the Wright brothers, or just watch an airplane
land on the White House lawn. He championed aviation and
automobiles and thereby helped make them happen. And he did
it purposefully and for the benefit of all.

Notes

'The "first flight" question plagued the brothers.
Chauvinistic Frenchmen clung to the claim for it of the literally
twisted, bat-winged, steam engine air machine of Clement Ader
that lifted a wheel off the ground in 1897; The Smithsonian kept
an institutional death grip upon its claim for first flight by its
own Samuel Langley and his 1896 winged, powered drone and
his 1903 fiascos with manned flight on the Potomac River. The
Wrights' aggressive patent suits against Glenn Curtiss gave
opportunity to cranks and partisans to make their claims,
especially with an eye toward settlement money. One such case
stretched into the I920s.

2See "Falls From Aeroplane Into Surf at Florida," April 10,
1906, "Israel Ludlow Injured in Fall of Aeroplane, April 15,
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Abstracts of Other Papers Presented
Displaying the Automobile: Early Auto Shows in London, Ontario

by Douglas Leighton

Automobile shows have long been a favorite venue for
introducing new models and attracting potential customers.
Metropolitan centers such as New York, Chicago, and Los
Angeles quickly became centers for such exhibitions. But
annual automobile shows also became important in regional
centers such as London. An examination of these events from
their origins to the 1930s reveals a great deal about changing
advertising and marketing techniques, about public perceptions
of the automobile and about regional and local automotive
organizations.

In London, early shows were held before 1914 in the local
armories, sometimes in unheated, sub-zero circumstances. After
World War I, local auto dealers sponsored three annual February
shows from 1921 to 1923. Though highly successful, these
shows ended in the economic uncertainty of the early 1920s. A

copy of the catalogue of the 1922 show has survived,
demonstrating the civic formality of these events-banquets of
notables, orchestral and vocal entertainments-and the wide
variety of automobiles available to Londoners of the time.

Douglas Leighton, a member of SAH, is associate professor of
history at Huron University College, London. Readers will
recall Dr. Leighton 50 contributions to previous conferences:
Dreaming of What Might Be: William Stansell, London Motors
and the London Six, 1921-26 (reprinted in Review No. 36)
"Early Automobile Manufacturing in London, Ontario"
(abstracted in Review No. 32), and "Mr. Ford Comes to London,
Ontario, 1916" (abstracted in Review No. 39). The editor was
impressed with the statistic that, at the 1910 London show, the
temperature inside the hall was minus 10 degrees F

John Jerome's Death of the Automobile Revisited

by Tom Brownell

The 1970 Chevrolet Caprice, an automobile which John Jerome
considered representative of the evils of the automotive industry.
The People's Behemoth had an overall length ol216 inches and
was available with a choice o/five V-8engines topped by "Mr.

Big," as Chevy referred to it, the 390 HP Turbo-Jet 454, available
only with Turbo Hydramatic.
(From the editor's collection).
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In 1972, John Jerome, an engaging writer and former
editor of Car & Driver magazine, called for the death of the
automobile in a book of that title. Jerome's case against the
automobile was not built on the automotive industry's
Sasquatch-size environmental footprint. Rather Jerome built his
case on what he saw to be the evils of the automotive industry:
its ill treatment of its customers through shady business
practices, the domestic industry's refusal to build safe cars, and
the social as well as economic cost of personal transportation.
Jerome did not posit widespread use of mass transit as the
automobile's alternative. He really didn't address the alternative
with any detail; rather he suggested electronic communication
as a way of avoiding automobile use. Of course, Jerome did not,
could not, anticipate the internet.

The intervening 3 I years have seen fundamental changes
to the automotive industry, which Jerome could not have
envisioned. While questionable business practices still exist in
some situations, the retail side of the industry today has largely
been reformed through customer satisfaction ratings. The labels
domestic and foreign no longer fit. Technological competition
extends throughout the industry. Social and economic criticisms
still hold, but are tempered by greater environmental con-
sciousness and movements at community and state levels to
limit the worst of the automobile's social blight. The internet, of
course, has transformed electronic communication.

Many events have altered the picture that led Jerome to
call for the death of the automobile: the two I970s oil crises;
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Japan's quality movement; huge financial losses at Ford,
especially, in the late 1970s/early 1980s; customer satisfaction
indexes, consumer empowerment through the internet, to name
a few. Thirty-three years later the automobile still has a dark
side, but the issues today are sprawl and highway gridlock,
greenhouse gasses and global warming, and regions of political
stability possessing the lion's share of petroleum.

Reviewing Jerome's call for the automobile's demise
illustrates the fundamental transformation in both product and
business practices that has occurred in the automotive industry
in the past 30 years. Updating Jerome's critique shows the
challenges that lie ahead.

Thomas L. Brownell is Professor, Automotive and Heavy
Equipment Management Program, Ferris State Unitversity, Big
Rapids, Michigan, where he teaches a course on "The Culture of
the Automobile." He has written the "Questions & Answers"
column for Old Cars Weekly for the past 20 years. Tom is the
author of How to Restore Your Collector Car, and was editor-at-
large for This Old Truck magazine. His presentations at
previous conferences were abstracted in Review No. 32 ("The
Arsenal of Democracy: America's Auto Industry at War") and
Review No. 34 ("The Automobile, Dominant Symbol of the 20th
Century"). He is a member of SAH.

"Hollow, Rolling Sculptures": How the Automobile Came to be Art

by Michael A. Jacobsen
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Fig. 1 - Two 1933 Adler cars available with bodies designed
by Walter Gropius (from the editor's collection)
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In the 20th century, our definition of art
was expanded to include works such as signed
urinals, a field of custom-built umbrellas, pure
ideas such as a column of air at a given
compass point, and a field of wrecked
automobiles. These were efforts by artists
aimed at expanding artistic horizons. On the
other hand, our definition of art was also
expanded to include some things that were not
necessarily intended by their makers to be
works of fine art, but nevertheless have found
their way into museums of fine art; the
automobile is foremost among these. How did
this come to be?

Already in the late 19th century, the
automobile had become a significant subject
for art, and in the modernist movement of the
early 20th century, the iconography of the
car plays a major role. But though the
Futurist Manifesto declared a speeding auto
to be more beautiful than the Nike of
Samothrace, Futurists did not design and
build cars-they painted abstract pictures of
them, and the same is true of artists of other
modernist styles. It was left to the designers
of the Bauhaus, most of them architects, and
the other architects influenced by the
Bauhaus, to actually design cars, and in a
few instances these were built. Gropius
designed bodies for Adler cars (Fig. I). Le
Cor'busier designed a kind of proto-
Volkswagen that was not built. Buckminster
Fuller produced the Dymaxion car. These
cars were not designed by these masters in
lieu of paintings or sculptures, and despite
the comparison with the Nike it is not clear
they were intended as art. But the idea that
industrial objects were examples of a
machine aesthetic seems to have been born
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Fig. 2 - Cover of the cataloguefor the 1951 exhibit "8 Automobiles" at New York's Museum of
Modern Art (from the editor's collection)

in the Bauhaus-Loos is sometimes credited with it. Its great
early expression was the Museum of Modern Art's (MOMA)
exhibition of Machine Art in 1934, curated by Philip Johnson,
leading student of the International Style, who chose the objects,
such as ball bearings and propellers, for their "sculpturally
abstract, undecorated elegance independent of function."

Certainly, early in the century, many automobiles followed
carriages and other types of industrial age objects into museums
of science and industry, or automotive museums. But no
museum devoted to the fine arts showed automobiles until
MOMA did so in 1951, and again it was Philip Johnson, by then
a famous architect and MOMA's Director, Department of
Architecture and Design, who engineered the exhibition, which
was curated by his Director of Design, Arthur Drexler, author of
the catalogue (Fig. 2). The show was "8 Automobiles," and the
catalogue proclaimed them "hollow, rolling sculptures." The
eight cars were chosen "for their excellence as works of art," and
praised in terms of typical art criticism.

MOM A's lead was followed, though not quickly, by
exhibitions at such places as the Detroit Institute of Arts, the
Museum of Contemporary Art, and even the staid Cleveland
Museum of Art which mounted Henry Hawley's show of Ettore
Bugatti cars alongside Rembrandt Bugatti sculptures and Carlo
Bugatti furniture in 1999.

For several decades, the major art auction houses have
dealt in automobiles. However, there are various reasons for the
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car's inclusion. The MOMA exhibition of 1951 included among
the eight automobiles mostly cars that even then were
"collector" cars such as a 1941 Lincoln Continental coupe, a
1937 Cord 812, and a 1930 Mercedes SS, but also the original
World War II Jeep, " a genuine expression of machine art,"
according to Drexler.

Early criticism that grew out of the 1951 show culminated
in Reyner Banham's several essays postulating that automobiles
as examples of machine art were thus essentially populist and
because of the economics of their manufacture by tooling had a
transient aesthetic that was distinct from the aesthetics of fine
art. This idea, though praised in an essay in the catalogue of the
exhibit "The Automobile and Culture" (1984) seems to have
fallen victim largely to the double onslaught of the art world's
current de-emphasis of aesthetics in favor of iconography and
embracing of all things populist and even kitsch, plus the rise of
the collector car phenomenon. But the jury may still be out. As
the expanding art world embraces motorcycles, guitars and
beyond, we can expect to see a contrary reaction.

Michael A. Jacobsen is an associate professor of art at
California State Polytechnic University at Pomona. He has
curated exhibitions and organized lecture series and gallery
talks. He is also a member of SAH.
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Mitsubishi: Airplanes and Automobiles

By Thomas F. Saal

Close ties between government and industry have always
been part of Japanese culture even before the country embarked
on the road to mechanization. That began with Commodore
Matthew Perry's first visit to Japan in July 1853, which led to the
Treaty of Kanagawa on March 31 of the following year, that
established trade and diplomatic relations with the United States.
From the beginning, Japan's industrial strength was controlled by
a handful of "zaibatsu," or family-dominated business groups.
The Mitsubishi zaibatsu, controlled by the Iwasaki family, was
particularly adept at playing the political game.

The founding father, Yataro Iwasaki (1834-1885), may
have seen Perry's "black ships" as he was in Tokyo as a student
at the time of Perry's second visit. Yataro's career began as a
clerk in the Tosa clan and progressed to manager of its trading
operations. He started his own shipping company, Tsukomo
Shokai, in 1870 with three steamships chartered from the Tosas.
In 1873, he changed the name to Mitsubishi Shokai.
"Mitsubishi" means "three diamonds," the familiar company
logo that we know today. Two years later, Mitsubishi Shokai
became Mitsubishi Steamship Company.

The company operated without competition until 1882
when the government, in response to anti-Mitsubishi public
sentiment, sponsored the Kyodo Unyu Kaisha (KUK). The two
companies nearly went bankrupt in toe-to-toe price cutting until
the government leased the Nagaskai Shipyard to the Mitsubishi
zaibatsu in June 1884 and effected a merger between Mitsubishi
and KUK, creating the Nippon Yusen Corporation. The NYK
Line survives today as a Mitsubishi company, just one of many
that have outlived Yataro, who died of cancer on February 7,
1885, at the age of 51.

Yataro's younger brother Yanosuke (1851-1908) served as
interim president from 1885 to 1893, when Yataro's son Hisaya
(1866-1945) took over the reins of the company at age 23. Both
men were graduates of schools in the United States, Hisaya a
graduate of the University of Pennsylvania in Philadelphia. The
two men took advantage of the Japanese governments's
shipbuilding and navigation encouragement laws to make the
family business the largest shipbuilder in the country.

In 1907, the shareholders of the ailing Kirin Brewery
asked Hisaya to acquire the company. Today, Kirin remains one
of the many Mitsubishi enterprises.

For reasons known only to the Iwasaki family, Hisaya was
replaced as company head in 1916 by Yanosuke's son Koyata
(1879-1945). Educated at Cambridge, Koyata immediately set
about to bring the Mitsubishi zaibatsu into the 20th century. In
1917, the shipbuilding company built its first car, the Model A,
based on a Fiat design (Fig. I). However, it did not go into
production because the government ordered the company to
make Fuso trucks and buses. That business continues in
production today and Mitsubishi Fuso trucks are familiar sights
on American roads.

In 1920, Koyata hired Englishman Herbert Smith,
designer of the Sopwith 7F.1 Snipe, to join the Aircraft Section
at Mitsubishi's Kobe shipyard. The Snipe 7F.l was considered
by many to be the best Allied fighter plane in service at the end
of World War 1. Smith must have had the Snipe's blueprints with
him when he arrived from England because the Mitsubishi IMF
Type 10, which went into service in 1923, was identical except
for the Mitsubishi-copied Hispano-Suiza engine. The Type 10
had the distinction of being the world's first fighter aircraft

designed for carrier operation. Later,
the Aircraft Section, renamed
Mitsubishi Kokuki, built the B2M
biplane torpedo bomber copied from a
prototype built for it in 1929 by
Blackburn Aeroplane of England, and
the twin-engine Ki-2 bomber,
patterned after the German Junkers
K.37 in 1932. They also built the K3M
trainer for the Japanese navy.

In 1924, Ford Motor Company
started assembling Model Ts in a new
plant in Yokahama, having gained a
foothold when the city of Tokyo
ordered 2,000 Model T trucks fitted
with bus bodies to replace electric
trolleys lost in the Great Kanto
Earthquake in 1923. General Motors
followed in 1925 with a new plant in
Osaka. By 1934, the two American
companies had 90 per cent of the
Japanese car market.

In March 1932, the Ministry of
Commerce and Industry (MCI)

Fig. 1 - The ill-fated 1917 Mitsubishi Model A. ji-om
The World of Automobiles-An lllustrated Encyclopedia of the

Motor Car, Vol. 12 (Orbis Pub. Co., London, 1974)
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completed the prototype of a truck that it had designed and
intended to be the basis for a domestic automobile industry.
Mitsubishi was one of three ::aihat,I'u to build it, but the
companies turned it down, a rare refusal of a governmental
directive. Perhaps Mitsubishi was still smarting from the
government's earlier refusal to accommodate Mitsubishi when
Koyata wanted to produce automobiles back in 1917.

The passage of the Automobile Manut~lcturing Law in
1936 gave the army control over the automobile industry,
creating Toyota and Nissan to build trucks using foreign
technology and manuhlcturing techniques. Perhaps a reprisal for
thc earlier refusal to build the prototype truck, this Law not only
excluded Mitsubishi and the two other recalcitrants, it also
curtailed foreign involvement in the auto industry. Ford and
General Motors were gone by 1940.

After the army completed the occupation of Manchuria in
1932, the role of aircraft in modern warfare became increasingly
important to .lapan, In 1934, Mitsubishi combined its aircraft and
shipbuilding operations into a single company, Mitsubishi Heavy
Industries (MHI). This was the entity that produced perhaps the
most famous Japanese fighter of World War II, the Zero (the
name derived from being the company's Type 0). Other
Mitsubishi warplanes included the A5M navy fighter, the twin-
engine G4M bomber, the twin-engine Ki-21 bomber, the single-
engine Ki-51 attack plane, the twin-engine Ki-5 transport, and
the twin-engine Ki-67 heavy bomber. Late in the war, the
company built seven Ki-X3 rocket planes, a copy of the German
Me 163b, but they were too late to be a factor in the war.

As a consequence of the surrender of September 2, 1945,
the zaibatsu became illegal and Mitsubishi became a collection
of dozens of autonomous companies. Over the years, these
various companies have realigned themselves in a network not
unlike the original zaibatsu.

Eventually, MHI resumed the production of aircraft in
1963, with the introduction of the MU-2 twin-turboprop utility
transport. In the United States, when the company established a
wholly-owned production t~lcility for the plane at San Angelo,
Texas. This hlCility operated from 1967 to 19X6 when it was
acquired by Beechcraft/Raytheon Aircraft of Wichita, Kansas.
MHI now produces the F-2 jet fighter in .lapan, with Lockheed
Martin the principal subcontractor. It is also a subcontractor in
the manufacture of wings and other subassemblies for Boeing
and other aircraft companies worldwide.
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Returning to automobiles, Mitsubishi's initial postwar role
was manutacturing small 3-wheeled utility vehicles and miero-
cars for the home market. It sought to obtain technology from
Fiat for passenger cars but in 1962 Mitsubishi was once again
rebuffed by the government. Domestic mergers were also
thwarted by the Ministry of Trade and Industry (MITI), but
eventually American manufacturers prevailed. First came
Chrysler Corporation who had sent a delegation of its executives
to Tokyo in 1968 to look for a Japanese auto company to build
a small car. The negotiations culminated in 1969 with an
agreement that Chrysler would be allowed to purchase 35 per
cent of a new company split off from MHI to be called
Mitsubishi Motors Corporation (MMC). This agreement was
followed by others: General Motors and Isuzu in 1971, and Ford
with Mazda in 1979. Chrysler's financial problems prevented it
from acquiring more than 29 per cent of MMC. However, the
merged DaimlerChrysler Corporation picked up an additional 5
per cent in 2000, and as of April 2004 owned 37 per cent, giving
it control of MMC.

By 1980, when Japanese cars accounted for almost 21
percent of the U.S. auto market, the United Auto Workers started
talking about import quotas. MITI agreed to some restraints and
made a counter-proposal under which Japanese auto companies
would build plants in the United States. Thus it was in the mid-
1980s that MMC and Chrysler incorporated Diamond-Star
Motors, a 50-50 venture, to produce cars in Illinois. MMC
purchased Chrysler's 50 per cent share in 1991, and Diamond-
Star became a wholly-owned subsidiary of MMC (later
changing its name to Mitsubishi Motor Manufacturing of
America (MMMA)). The tacility produced its 2,000,000th
vehicle in 2001.

The future of Mitsubishi is uncertain at this point as
DaimlerChrysler AG decided in May 2004 that it would make
no further investments in Mitusbishi and recalled its personnel
who had been managing the company. The question is whether
other Mitsubishi companies will come to the automaker's
rescue.

Tom Saal oj'Lakewood, Ohio, is a long-time auto and aviation
enthusiast, now retired from a career in advertising and
puhlishing A fhrmer editor oj' VMCCA :1' The Bulb Horn, Tom
has also written fhr Automobile Quarterly. A memher oj'SAH,
this was his first presentation at a history conference.
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Though relatively few have examined the connection, it
seems no accident that American modernism coincides with the
rapid expansion of automobility. The impact of speed and
autonomy in shaping the modernist view is fairly widely
acknowledged, but issues of automotive privilege are less well
examined. Both class and race shape who has access to the car
and to the perks of motoring.

There are ways that the automobile has both reified and
re-shaped privilege-particularly masculine privilege and
masculinity itself-and the impact of that reconfigured
privilege on early 20th century American literature.

I begin with the 1910 auto race between Barney Oldfield
and Jack Johnson, the first African-American heavyweight boxing
champion. Oldfield, represented as the "Great White Hope," easily
defeated Johnson (Fig. I), but the discourse surrounding the race
revealed the extent to which automotive privilege was perceived as
radicalized and how far such organizations as the AAA were
willing to go to keep it so.

These concerns get played out further in the literature of
the early part of the century. Both Faulkner and Fitzgerald
present white masculinity as uneasily implicated in the
automobile. By the '40s, however, in Ann Pety's The Street, the
car functions, however briefly, as an equalizing factor. "Because
in that one moment of passing
a white man in a car they
could feel good . . . and the
white people in the cars hated it
because . . . they, too, needed
to go on feeling superior." (p.
158). Then, there is the travel
narrative by Rose Wilder Lane
and Helen Dore Boyleston,
Travels With Zenobia, describ-
ing a car trip from Paris to
Albania in 1926. Lane and
Boyleston's imperialist stance
towards those they meet,
particularly Italians and
Albanians, can be viewed in
terms of both class and race.
As white American women,
they are able to claim a kind of
masculine privilege.
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Race Men and Race Cars
by Deborah Clarke

Along with granting privilege, the car also helped to level
the playing field, opening the way for people of both sexes and
of many different ethnicities and economic standing to compete
for speed, power, and autonomy. How is American masculinity
shaped, once it becomes inextricably linked to technology?
Further, in what ways does this focus on masculinity impact
cultural constructions of femininity? One way of exploring the
automobile's hold over American identity and imagination is to
look at the ways that American authors seized upon the
automobile as a means for representing the nuances of race,
class, and gender.

Deborah Clarke is associate professor of English & Women s
Studies at Pennsylvania State University, in University Park, Pa.
Her papers at previous conferences have been abstracted in
Reviews Nos. 34, 36, and 39. Their titles are, respectively,
"Driving the Past: Women Writers and the Paradox of
Automobility," "Anxiously Popular: Women and the Automobile
Culture of the Early 20th Century" and "My Mother the Car?
Auto Bodies and Women's Bodies in Contemporary American
Women's Literature." She is a member o/SAH.

Fig. 1 -According to the Saturday Evening Post of June 7, 1952, in which this photo appeared,
its 1913 and Jack Johnson "has just been pinched by a bicycle cop for speeding."

The car is a Nyberg. (From the editor's collection)
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an engine for a car raced in the 1914 Grand Prix. Early on, it was
difficult to distinguish aero from auto engines until specialized
needs developed and separated the two. With few exceptions,
since the '20s, the unlimited LSR has been raised from 143 mph
to faster than the speed of sound, using aircraft engines.

The history of aircraft engines in LSR cars is in two long
chapters, one of which is still unfinished. The first chapter is
largely the story of the British and their aircraft engines,
particularly Rolls-Royce. These were piston engines. This was
the era of Malcolm Campbell, George Eyston, and John Cobb.
The second chapter was begun by American backyard
mechanics and California tinkerers - the age of jets and rockets.
The GE J-79 engine was the workhorse of early jet-powered
LSR runs. This was the era of Walt and Art Arfons (Fig, I),
Craig Breedlove, and Gary Gabelich, However, that chapter, too,
is currently being written by the British, specifically Richard
Noble.

Land Speed Record Attempts and Aircraft Engines
by Ron Shook and Jessie L. Embry

Fig. 1 - WaltArfons in his "Wing/oot Express." Courtesy of the
University of Utah Special Collections Photo Archives.

This is a history of land speed record (LSR) automobiles
driven by aircraft engines.

The first land speed record is in some doubt. There are
sources who place it at 1770 when a huge steam-driven car
lumbered through the streets of Paris at an exhilarating I mph.
However, most sources put it at 1896, when Chaselloup-Laubat
drove to a respectable speed of 39.4 mph. For a time, LSR
attempts were primarily stock cars, or cars that were used in a
variety of racing venues. It was not until Malcolm Campbell that
a car was built specifically for the LSR.

There are a number of factors, of course, involved in
making a car go faster, but the most obvious is horsepower. By
the 1920s, land speed racers were thinking that 200 mph was not
an impossible number, and they were searching for engines that
would power their increasingly large cars. An obvious source
was the aircraft engine. Mercedes had its aircraft division build

Ron Shook is an associate professor of English at Utah State
University, Logany. Jessie L. Embry is associate director of the
Charles Redd Center for Western Studies" Brigham Young
University, Provo. She is a member of SAH. They published
"'Those Bloomin' Salt Beds': Racing on the Bonneville Salt
Flats" in a 1996 issue of the Utah Historical Quarterly, reprinted
in Great Salt Lake: An Anthology, Utah State University Press,
Gary Topping ed., 2002, and Red Stockings and Out-of-
Towners: Sports in Salt Lake City, Stanford JLayton, Signature
Books, 2002.

The Business School Curriculum: A Study of Automotive History
by Jace Baker, Pat Mcinturff, and C. E Tapie Rohm

Introduction:
Given the importance of the automobile in 20th century

America, it would seem unfathomable that a pedagogical link
between the business school curriculum and automotive history
would be at issue, but it is, and a substantial one. Some 20 years
past, one of the authors during a discussion asked the offhand
question "Who founded General Motors?" Surprisingly, no one
knew. Even more daunting, W.C. Durant was an alien name,
unheard of by all. Clearly, this class was an anomaly, but, alas,
over the years only a handful of students ever had the correct
answer and those mostly prompted by earlier classmates.

Automotive history does not find its way into the business
classroom. For example, a review of 25 years of Business
History Review indicated that 380 articles had been published.
Only three were about the auto industry, along with two others
on the tire industry. We conducted a review of five top
undergraduate business strategy texts, 178 cases in all; only five
were related to the industry (two on Honda, two on Harley-
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Davidson, and one on Winnebago). Although a search for
automobile-related cases in Harvard Business School's case
catalogue turned up 212 cases, none were history related. In
fact, business history in general is neglected. Only three of the
top 50 business schools, as identified by us. News and World
Report, have business history departments. Only 12 have any
business history courses at all. This is hardly surprising, given
the makeup of the Academy of Management, the leading
organization for management scholars. Over 14,000 are
members of divisions other than the Business History Division,
which claims 347 members. Of these, 71 per cent are in the
subdivision of Management Spirituality and Religion!

The displacement of automotive history from the
curriculum has both immediate and long-term negative
consequences for the modern business student. First, the student
is not able to understand fully or appreciate the evolution of a
substantial element in the history of American business. Second,
and more importantly, the student is precluded from fully
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comprehending and discerning the source of many of the
theories and models that form the very foundation of the
business curriculum. A third, and less obvious consequence, is
that where substantial historical tracts of knowledge are eroded,
the education becomes limited or disjointed.

Thus, the purposc of our paper is to explicate the
importance of automotive history in the context of the business
school and its concomitant business theory and curriculum. Our
discussion consists of two principal elements:

I. The American Economy and the Automobile: a 20th Century Retrospective.
a. The Early Years: the Beginnings to 1910
b. Growth and the Auto Giants: The Developing Industry
c. The Maturation of the Automotive Industry: Feast to Famine (1946-1973)
d. Foreign Encroachment and u.s. Managerial Paralysis
e. Finding Automotive History in the Business School Curriculum
f. Organizational Management: Fordism
g. Marketing and Strategic Policy: Sloanism
h. Financial Management: Financial Cost Control
I. Automotive History as Part of Business School Curriculum

Under the latter, we speculate as to reasons why the modern business school curricula is nearly devoid of any meaningful references
to automotive history. Four explanations are proffered:

i. The complexity of the manufacturing process is too difficult to integrate into the academic framework.
ii. The automobile is deemed too lacking in technological attractiveness for the modern classroom.
iii. The concerns for quality of life issues force the car into the realm of being politically and socially incorrect.
iv. The academic, to ensure self-importance and enhance his or her standing, ignores the historical underpinnings in an

attempt to promulgate a new "construct."

2. Entrepreneurship, Auto and E-commerce: A Lesson to be Learned?
a. Entrepreneurship and the Early Auto Industry
b. The Boom Years Expire: The Crash of 1920
c. The Information Technology Revolution: Something New, Something Old
d. The Dot-Com Bubble Bursts: 1920 Crash Revisited

In this last section, we argue that a knowledge of
automotive history would have had applications to the dot.com
industry bust. History can provide the student with a sense of
past scenarios that may have relevance to current events and may
provide an insight into effective management and decision-
making.

lace Baker and Pat Mcinturff: a memher elSAH, are professors
in the Department of'Management, CalijiJrnia State Universitv.
San Bernadino. Not present at the conference was C. E. Tapie
Rohm, professor in the Department of'lnfimnation & Decision
Sciences at Cal State.

The Cole Flyer: The Story of the First West-to-East Transcontinental Flight

by Leroy D. Cole

In 1911, 1. 1. Cole and his Cole Company began their
experiments with aviation motors as a basis for subsequent
research to discover whether aeroplane construction offered any
features which might be incorporated to advantage in
automobile designing. At that time, a prize of $50,000 was
offered by newspaper magnate William Randolph Hearst to any
aviator who would successfully cross the continent in an
aeroplane, as they were called in that day.

1. 1. Cole was fascinated by flight. He had his own balloon
and was a member of the Indianapolis Aero Club. Mr. Cole
purchased a Wright biplane for $5,000, and installed in it a four-
cylinder Northway motor of the same kind he was using in
production Cole cars. It had a cast aluminum block with cast
iron cylinders, cast in pairs. Without the transmission, it
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weighed about 200 pounds more than the Wright engine, but it
was more dependable.

At the same time, he secured the services of Californian
Robert G. Fowler, about 2R, an excellent mechanic, whose 14-
hour record for driving between San Francisco and Los Angeles
stood for several years. Cole sent Fowler to the Flying School
that the Wright brothers ran at Hutlillan Prairie outside of
Dayton, paying the enrollment fcc. When Fowler had completed
his training, the plane was shipped by train to San Francisco
with extra parts and a Wright mechanic.

Hearst had imposed several conditions ror the contest. The
flight was to start within one year of his offer on October 9,
1910 and end within 30 days of starting. Flights could begin on
either coast. From the East, either Boston or New York was
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J J Cole and Bob Fowler in Wright biplane at Dayton, Ohio, 1911. Furnished by Leroy Cole

specified from the West, either San Francisco or Los Angeles.
All flights were required to go through Chicago. No other
conditions were imposed.

Fowler decided to start from San Francisco, which had
offered a good sum of money for the honor, in addition to being
his home town. He took to the air on September 10, 1911, and
aimed to cross the Sierra Mountains, but he crashed near Colfax,
nevertheless setting an altitude record. After the plane had been
repaired, he took the train to Los Angeles, and began again on
October 19, with a Southern route in mind. By now Hearst's
offer had expired, but the idea of accomplishing a
transcontinental flight was an adequate incentive to continue.
The first day's flight did not start until 5 P.M. and dusk forced it
to end in nearby Pasadena, where his mother had placed a white
sheet in the middle of a field with a lantern on it. The reflection
worked and her boy Bob was able to land safely.

Six days later, on October 25, Fowler landed in Yuma,
Arizona, Between Yuma and Maricopa, Fowler set an American
aviation endurance record of 4 hours and 26 minutes of
sustained flight (167 miles). At the same time, Cal Rodgers was
attempting to be the first aviator to make a transcontinental
flight (from East to West) and plans were for the two planes to
pass in the air near Tucson. However, Rodgers was late, so
Fowler landed on the grounds of the University of Arizona and
waited for him. Though Rodgers in his Wright biplane called the
"Vin Fizz" was certain to become the first transcontinental pilot,
he was cold and aloof with his rival.
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Fowler continued on to EI Paso but arrived eight days late,
on November 13. En route, the Northway motor had sputtered to
a stop and the plane settled into sand and cactus, without major
damage. Other Texas stops included Van Horn, Pyote,
Sweetwater, Abilene, Fort Worth, Houston, and Beaumont. For
eight days, the weather was too bad to fly; during this time,
Rodgers completed his flight to the West coast. Continuing
Eastward, Fowler demonstrated the utility of air transport by
delivering typhoid serum from Jennings to Evangeline,
Louisiana. Forced down near Paradis, Louisiana, on Christmas
Eve, bad weather for the next week prevented him from flying to
New Orleans until New Year's Eve, where his family had come
to meet him for the holidays.

Bad weather also forced a delay in Biloxi, Mississippi. On
the first day of good weather in more than a week, Fowler arranged
a race to Flomaton with a train. Giving the train an hour's head
start, Fowler still won. Back in the air on February 5, 1912, he
arrived three days later in Jacksonville, Florida, becoming the first
person to cross the continent by air from West to East.

And powered by a Cole automobile engine all the way!

Leroy D. Cole is a past president of the Society of Automotive
Historians and is presently a member of SAH's Board of
Directors. A resident of Goodrich, Michigan, he is the founder
of the Cole Motor Car Club of America. Leroy's article "The
Cole is Equal to the Sum of its Parts and Greater Than Any One
of Them" appeared in Review No. 39.

57



U.S. Copyright Issues for Automotive Historians in Publishing and Academe

by John A. Marino

The copyright law of the United States falls under a broad
category of laws protecting intellectual property. The other
forms of intellectual property having legal protection include
patents, trademarks, service marks, trade dress, and trade
secrets.

Our founding fathers recognized the need to protect
creative works. Article I, Section 8, of the Constitution,
authorized Congress "To protect the Progress of Science and
useful Arts by securing for limited times to Authors and Inventors
the exclusive Right to their respective Writings and Discoveries."

One must understand the increasing importance of
protecting intellectual property. Consider the value of the image
of "Mickey and Minnie Mouse" to Disney, Ford's "Blue Oval,"
or Ferrari's "Prancing Horse." These forms of intellectual
property have owners yet are easily appropriated by others for
their own profit.

Our focus here is clear. The work of an author, writer, or
photographer is their intellectual property. In some cases, the
intellectual property of an organization may exceed the value of
all other assets of the company. Thus the need to protect the
rights of the owner of the intellectual property. Given the fast
pace of globalization and off-shore sourcing of both goods and
services, protecting intellectual property takes on even more
significance. International theft of intellectual property is now a
reality. The counterfeiting of auto parts, apparel, eyewear,
formulae and even industrial components is reality. The need for
enforcing our laws and educating others on what is right and
wrong in an imperative.

Let's examine how copyright law affects the automotive
historian and academician.

A copyright is an exclusive intangible property right given
by Federal statute to the creator of a literary or artistic
production. The creator is the only one who has the right to use,
display or reproduce the work created (Miller and Jentz,
p. 142) (See Note). The work of U.S. authors is protected
automatically under the Berne Convention. The Berne
Convention is an international treaty by nations which have
agreed to treat materials of member countries as if they are their
own nationals (Twomey, p 182).

The first U.S. copyright law was enacted in 1790 and
safeguarded any "book, map or chart" for 14 years with the right
to a 14-year renewal. In 1831, the 14-year term was extended to
28 years with an added 14-year period. In 1909 the Copyright
Act extended protection to 28 years with an additional 28-year
right to renewal.

The Copyright Act of 1976 provides for copyright
protection for the life of the creator plus 50 years. The Sonny
Bono Copyright Term Extension Act of 1998 extends copyright
protection for the life of the creator plus 70 years. In a "work
for hire" situation, the 1998 Extension Act extends copyright
for 120 years from creation or 95 years from publication,
whichever period is shorter. Once a copyright has expired the
work is in the public domain and can be used by anyone without
charge.
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The question then arises is what is copyrightable? Current
copyright law protects music, dramatic works, literary works,
art, books, periodicals, choreography, maps, paintings,
sculptures, photographs, motion pictures, audiovisual works,
and computer programs (Twomey, p. 182). In essence, if it is in
existence someone created it, and someone either now owns it or
either by statute or neglect ownership now is in the public
domain. The challenge is to stay within the law.

Copyright holders have exclusive rights. As owner of the
work the copyright holder can display the work, perform the work
in public for free or for hire, and modify or alter the work as they
choose. In addition, the copyright holder can assign or license the
rights to another for a fee or at no charge (Twomey, p. 182).

There are limitations on the exclusiveness of a copyright.
What comes into play is the "Fair Use Doctrine." The use of
small segments of a copyrighted work is allowable, however the
question of how small is small is problematic. The courts have
relied upon a four-factor test to determine "fair use":

I. What is the purpose of the use? Non-profit, education, and
research use is generally permissible. A for-profit
organization can easily run afoul of this aspect.

2. What is the nature of the work?

3. How much of the work was used? Copying an entire article
and distributing it to researchers in a for-profit
organization is not "fair use."

4. How has the market for the work been impacted? Has the
value been diminished?

(Adams, p. 107).

Generally, the use of copyrighted works in news reporting,
criticism, parody, teaching and research is considered "fair use."

As we move deeper into the digital age the copyright issue
gets more complex. Prior to 1997, penalties under copyright law
could only be imposed if unauthorized copies of protected work
were distributed for financial gain. However, a great deal of
copying was done for no profit or gain. Protected works were
being exchanged or distributed among friends, colleagues, or
associates for their personal LIse.

To combat "free" distribution of protected works, Congress
passed the No Electronic Theft (NET) Act of 1997. This law
provides for a criminal penalty for individuals exchanging, for
gain, copyrighted works without the owner's express permission.
This included electronic copies of books, magazines, motion
pictures, or music for personal use. Thus the traditional "fair use"
doctrine has been altered. Penalties include fines of up to
$250,000 and/or five years in a Federal penitentiary.

The number-one export of the U.S. is creative products,
which include books, videos, recordings, films, and computer
software. Measures need to be taken to protect these copyrighted
works in the global market place. In 1996, the World Intellectual
Property Organization (WI PO) enacted updated global
copyright standards to address the growth of the Internet.
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Congress has updated U.S. law by enacting the Digital
Millennium Copyright Act of 1998. The major component ofthe
law provides for penalties for those who circumvent encryption
software or other anti-piracy measures. The law docs not rcstriet
the "fair usc" of circumventing methods for educational and
non-profit use (Miller, p. 149).

We should discuss several strategies that will enable a
historian to stay within the various copyright laws. Any work not
of one's creation is owned by someone and is covcred under
copyright law. Therefore, to stay within the law one must either
secure ownership or permission from the owner or creator.
Obviously to secure ownership, locating the owner, and
negotiating some form of compcnsation or cxchange that IS

mutually acceptable, must be accomplished.
Obtaining permission can be troublesomc, especially if

the work is old or obscure. With old or obscure works it may be
almost impossible to locate the real owner. Due diligence is
needed in these situations as legal protection may extend up to
120 years after creation.

For non-profit, educational, or research publications a log
indicating a careful and meticulous search should be viewed
favorably by the courts. One's case for use can be strengthened
if no profit is intended.

For contemporary or popular works, a comprehensive
library or Internet search should uncover the owner or creator of
the work in question. Of course the owner must agree to allow
the use of the work. Securing a writtcn release will allow the
legal use as agreed upon. This release should be a written
document with witnessed and notarized signaturcs. Somc might

feel this measure is extreme, however eliminating doubt as to
ownership and securing the right to use the work should remove
the potential of litigation.

If you require further or more in-depth information
contact the Copyright Information Office at (202) 707-3000 or
you may access the various circulars, announcements,
regulations or other related materials via the internet at
www.copyright.gov.
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Buick's Engineering Advances (1904-1963)
by Terry Dunham

In 1963, the Buick Engineering Dcpartment looked back
on its history and put together a list of what it considered to be
Buick's industry firsts from 1904 to 1963. Somc of these
"industry firsts" may be questionable to us, but apparcntly not
so to Buick. A number of these represented goofs as well.

Before there was a Buick car, there was a unique engine
that was engineered, developed, and patented in David Buick's
Detroit workshop, Buick first hired Walter Marr in 1899 having
spotted him repairing the engine in a boat on the Detroit River.
Buick was running a company called Buick Auto Yim and
Power and wanted MalT to improve the engines the company
was producing. Shortly then:atier, Buick had MalT begin work
on a horseless carriage. Marr already had built his own horseless
carriage and later a three-wheeled overhead valve (OilY) motor
tricycle. In 190 I, Buick and Marr put together a stationary OilY
enginc. Howcvcr, thc two men had a falling out, and Marr left to
producc his own car, a rcvolutionary horseless carriage with an
Ol-!Y-overhcad cam cnginc. The Marr was in all probability the
first production automobilc in this country to use the design.

By Deccmbcr 1903, thc Buick Motor Company had been
moved to rlint and was busy building stationary, marine, and
automobilc cngincs. Marr rcturncd pcrmancntly in January
1904. Thc first Buick olTercd for salc was thc 1904 Model 13.
The car had a two-cylinder opposed OilY engine with its
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pushrods mounted on the bottom side of the engine. The
location of the push rods was a rather serious engineering
mistake; in this location, they were openly exposed to the dirt
and dust of America's early roads, and the engine Icaked oil
profusely from the valve train onto the ground. By now, Billy
Durant had taken over, and the engine was redesigned for the
1905 Model C with the pushrods moved to the top of the engine.

Buick proudly brought out its first four-cylinder engine in
the 1906 Models D, H, K, and S. The engines were OHY and
rated at 30 HP. That year, the company first offered the storage
battcry as standard equipment, along with the vibrator horn and
sliding gear transmission. Marr, who had become Buick's first
Chief Engineer, in 1909 dubbed the power plant "valves-in-
hcad." A year later, it was shortened to "valve-in-head." When the
phrase "valve-in-head" arrived at the advertising department,
thanks to Durant's promotional genius, it quickly entrenched
itself in Buick's culture like no other. Over time, it turned both
the Buick enginc and the Buick automobile into legends.

By 1910 Durant had established General Motors with
Buick as thc prime division. That year, Buick introduced its first
elosed car, the Model 41. It was a custom-built limousine, very
expcnsive, and only 40 were built. In 1914, Buick introduced its
first production closed car, the Model 13-38.This year also saw
Buick's first six-cylinder engine.
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Other firsts for Buick cars followed over the years: 1918-a
sloped windshield; 1919-illuminated instrument panel; 1921-
windshield cleaner and gasoline gauge on the dash; 1924--four-
wheel brakes; 1925-torque tube drive; 1926-air cleaners; 1927-
rubber engine mountings; 1928-hydraulic shock absorbers,
adjustable driver's seat, and H-pattem gear shift; I929-an industry
first: the one-piece fender. Nineteen twenty-nine saw what can only
be called a major styling mistake, the so-called "pregnant" Buick.
The heavy look of the body was lightened the next year by the
simple expedient of adding a belt molding, and the public returned.

However, 1930 saw another Buick goof: the companion
car Marquette. The Marquette was designed to use an engine and
chassis based on the flat head six-cylinder Oldsmobile. Buick's
dealers took just one look at that Olds L-head engine under the
hood of a "Buick," and shook their collective heads "no." There
was no 1931 Marquette, and the car was discontinued after just
over 30,000 had been produced. Buick dealers happily returned
to selling valve-in-head engined cars exclusively.

In 1931, Buick introduced its first eight-cylinder engine, a
straight eight, the basic design of which lasted through the 1953
Specials. Three years later saw the Division introduce two
industry firsts: independent front suspension and special frame
and suspension engineering to address convertible shake. In
1936, the company introduced an all-new line with its first
production car capable of traveling at 100 mph, the aptly-named
Century. Two years later, the 1938 cars were equipped with the
industry's first four-wheel coil springs. Briefly, the Division
offered a semi-automatic transmission as an option on the
Special, called the Self-Shifter. That year also saw the industry's
first concept car, the Buick Y job.

The 1939s contained another serious engineering problem.
As a cost-cutting measure, Buick had shortened the frame used on
the 1939 Special and Century models (Fig. 1). The new frames did
not extend past the rear axle center line. As a result, the bodies on
these cars lost rigidity. Car doors would not open after minor
collisions. Trunk floors were collapsing around the rear axle when
farmers loaded them with potatoes or bales of hay. The problem

was corrected after the short frames had been in production for
about three months. An industry first that year was electric, self-
canceling turn signals (though only on the rear), and Buick's first
column-mounted gear shift was also introduced for 1939.

The 1940s saw further goodies and goofs. The Division's
first station wagons appeared in 1940, given the more upscale
designation of "estate wagon." Compound carburetion provided
Buick with its share of trouble in 1941, but the big eights used in
the Century, Roadmaster, and Limited turned out 165 honest
horsepower, making Buick the highest-powered car in the industry.
But 1941's biggest problem was the introduction of a 10mm spark
plug. Engineers from AC Spark Plug were of the opinion that the
engines would get better performance from a IOmm plug, rather
than the 14mm plug then in use. Shortly after the '41s hit the
streets, reports began to pour in from all over the country about
spark plug fouling. If the car were driven in hard high speed
service, no problem. But if the car were run for short distances,
spark plugs would foul in a matter of miles. Buick soon instituted
a recall campaign to bore and tap out the IOmm spark plug holes to
14mm. Interestingly, in 1941 Buick released a five-band short
wave radio receiver as an option, but very few were ever sold.

After the war, the Division introduced the first torque
converter automatic transmission, on the 1948 Roadmaster.
Buick developed the industry's first four-barrel carburetor for
introduction on its 1952 models as a Buick exclusive. But GM
management made the Division share the technology with
Oldsmobile which introduced its '52 line a week before Buick,
thereby claiming first use. Development work had begin at
Buick in the mid-1940s on a 60-degree V-8 engine called the
"narrow vee," but the project was dropped, and a more
traditional 90-degree V-8 was introduced in 1953. The 1950s
also saw Buick introduce these industry firsts: 1950-hood
insulation and tinted glass; 1955-four-door hardtop and
folding rear seat in station wagons; 1958-aluminum brake
drums.

In 1961, Buick announced the industry's first aluminum
V-8 engine, and became the first to use constant-velocity

.•• NEEDLESS FRAME ENDS are gone from the frame of PECIAL
and CE TURY models, which have this Iran om construction.
Buick's trong rigid body now carries tbe fuel tank, and the
projecting frame ends, carry-over from the days of leaf prings
have been eliminated. a •••. ead (lb••• !. bun. on the S.ri •• 40 and 60. Note.ear .tabW..... Torque

tub_ drl .•.• with Jlew .but rode aDd ahook ab.orllers. The h'.me tenninat ••
juel behJ..Ad the reu We at which point Bul·CoD epd.nv. CUT7 lbe load.

Fig. 1 - The shortened frame on the 1939 Special and Century that led to trouble but which Buick initially thought was
a feature worth bragging about in its United States and United Kingdom sales literature. (From the editor's collection)
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universal joints throughout an entire product line. The final
engineering advance announced by the company in its first 60
years, the period covered by the talk, was the 90-degree V-6
engine, introduced in the Special line in 1962.

SAH member Terry Dunham is well-known as the co-author of
the Automobile Quarterly book The Buick-a Complete
History, which is now in its sixth edition. Terry worked for
General Motorsfrom 1963 to 1992 when he retired. At the 2002
conference, he talked about the 1908- J 91 J Buick: 'Race Cars
From Hell. You willflnd its Abstract in Review No. 39.

"Martyrs to the Cause of Good Roads":
Towards a History of the International Good Roads Tour of 1920

by Dean C. Ruffilli

commissioner and father of "good roads" in
Michigan. The Tour was organized and kept
of a schedule of military precision by the
manager of the Detroit Automobile Club,
Capt. W. C. Gilbreath, and the Tour manager,
W. D. Edenburn. Speakers at the various stops
were advocates such as Dr. P. E. Doolittle of
the Canadian Automobile Association, A. G.
Batchelder of the American Automobile
Association, S. L. Squires of the Canadian
Good Roads Association, and politicians from
both nations, such as the Ontario Minister of
Public Works, the Honorable F. C. Biggs.

The Tour was intended to draw popular
attention to the need for good roads for
automobile traffic and to demonstrate "the
attractiveness and easy accomplishment of
pleasure traffic by motor around Lakes St.
Clair and Huron, and the Georgian Bay."
(London Advertiser, Thursday, July 15, 1920).
However, in addition to these stated goals, I
believe that the Tour achieved two other
purposes. Through the 88 good-roads
meetings held at various stops, the extensive

press coverage devoted to the tour, and the public promises of
increased roadbuilding from Canadian and American politicians
as they greeted the pikers, the Tour was an aggressive and
inspired political pressure tactic by a group of wealthy
autophiles and manufacturers. It also proved to be a surprisingly
successful reliability test, garnering positive publicity for the
various participating suppliers and manufacturers, and
bolstering the cause of autophiles in both Canada and the United
States.

I,

Pikers' convoy on Ontario "road." Courtesy of the
National Archives of Canada 1968-115. Provided by Dean Ruffilli.

The 1920 International Good Roads Tour of the Michigan
Pikes Association began on July 14 of that year when a convoy
of over 50 vehicles was ferried across the Detroit River to
Windsor, Ontario. The participants were 300 influential
members of Detroit motoring society, representatives of
automobile and truck manufacturers, and Good Roads
advocates and politicians from both sides of the border. Over the
next 15 days, the Tour traveled over 1,300 miles through the
towns and cities of southern and central Ontario and the lower
peninsula of Michigan, capturing the attention of the press and
the public, and spreading the gospel of good roads along the
way.

Organized jointly by the Michigan Pikes Association and
the Sault Ste. Marie (Ontario) Automobile Club, the Tour was
lead by Horatio S. Earle, the first Michigan highway
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Dean C. Ruffilli, one of the younger members of SAH, is a
doctoral student in the Department of History at the University
of Western Ontario, London. He was the winner of the SAH
Student Paper Award for 2003 for "Mini: The Creation of a
Cultural Icon, 1959-2001, which was published in Review No. 41.
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Harriet Quimby: Autos Before Aircraft
by Patricia Lee Yongue

Harriet Quimby in the United Kingdom in 1912 shortly before her
death. The car is an Austro-Daimler "Prinz Heinrich."

Photo courtesy of Giacinta Bradley Koontz

Harriet Quimby deserves to be better remembered. She
was one of the first American woman to write on motoring
topics, America's first licensed female aviator, and first female
aviator to fly across the English Channel.

Born in 1875, she became affiliated with Leslie's
lllustrated Weekly in 1903 and wrote a number of articles about
automobiling that both preceded and were concurrent with her
articles on aviation. Her first article appeared in August 1903
and was titled "Trick Automobiling: How It Is Done." She
explains three "sleights-of-car": (l) the see-saw trick, in which
an automobile motors back and forth to see-saw an elevated
plank, while cars positioned at both ends remain stationary;
(2) the watch trick, in which a car drives off an elevation to an
open solid gold watch on the ground and not only butts it with
its tires without crushing it, but also closes it delicately with a
back wheel; and (3) the egg trick, in which a car cracks an egg
so lightly that only a little bit, if any, of the contents seep out.

Like many magazines, Leslie's enthusiastically took up the
cause of the automobile, largely, one suspects, because American
auto manufacturers and related industries, from cleaning
products to fashion, supplied so much advertising money. Harriet
Quimby, however, offered more than just lip service to motor
cars. She wrote that cars, which seemed so "lifeless and
inanimate" to many, on the one hand "have very marked
temperaments, as strong as those of human beings and quite as
troublesome." These "whirring, jumping machines have an
individuality of their own." On the other hand, they are "man's
new steed," and "the expert chauffeur ... must study his car as a
trooper studies his horse. He must know all its little ways, its fads
and fancies, just what weather suits it, when it may be trusted to
do its best, and when it must be humored and coaxed. Then, and
not until then, he may claim to do almost anything he likes with
the car, as long as the horse-power will permit him."

She encouraged women to defy popular male opinion that
the automobile was an object to be feared because it was
powerful, large, and needy of mechanical attention
incomprehensible to women. With tongue in cheek, Harriet
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pointed out that "Milady has come to the conclusion that
'carburetor trouble' is as fashionable as appendicitis and a good
deal more enjoyable." Later in the decade, she turned her
writerly attention to the middle class female, declaring it was
now possible for those of moderate means to motor through
Europe if certain economies were observed such as buying an
American car and shipping it across the Atlantic as she herself
had done. Once abroad, the driver would have both the means
and the time to find inexpensive room and board.

Her journalistic eye also fell upon the schools of
automobiling offering driving, repair, and maintenance lessons.
But to me the high point of her automotive journalism is her
October 4, 1906 article for Leslie 50, "A Woman's Exciting Ride in
a Racing Motor-Car." Approximately 3,500 words in length,
Harriet wrote about having accepted an invitation to take a ride in
the Pope-Toledo race car that Herbert Lytle was scheduled to drive
in the 1906 Vanderbilt Cup race. She recounts that around 4 a.m.,
she was permitted by A. E. Schaef, who managed the Pope-Toledo
company, "to approach and pat one of the closely guarded iron
flyers of 120 horsepower which will compete in the race." Later,
she was allowed to sit in it, "and to hang on for dear life while
Herbert Lytle, its driver, put it through its paces." After explaining
the technical details ofthe machine, she observes that "near the top
of the engine are four forbidding exhaust pipes projecting a foot
from the car. When the machine is speeding, those pipes throw off
air and smoke with a force sufficient to blow the hat from a man's
head should he be within six feet of the car." She likened the
headlamps of the car to "two full moons." Lytle see-sawed between
60 and 80 mph with Harriet bracing her feet and holding the
narrow seat with both hands. Finally, he takes the car to 100 mph
and asks sarcastically if that is too fast. Harriet replies that it
"Twasn't very fast. Can't you make it a hundred and twenty?"

No doubt her love of speed and adventure led her to take
to the skies. She obtained her pilot's license in mid-1911 from
the Federation Aeronautique Internationale via the Aero Club of
America and the Moisant Aviation School at Hempsted Plains,
Long Island. She wrote about flying as well (e.g., "Exploring
Air Lanes," Leslie 50, June 22, 1911). One of her interviewees
was the young Roland Garros, who had a contract with the
aviation school. A friend of Louis Bleriot, Garros became a
friend of Harriet's as well. Garros was a motor car enthusiast
before he became a licensed pilot, owning an auto agency and
selling the sport model of the Gregoire car. He had become a
celebrated flyer by the time of his death during World War I.

Unfortunately, Harriet's aviation career was destined to be
short. This woman with such contemporary interests died when
her plane crashed in 1912. She was only 37.

Patricia Lee Yongue, who is an associate professor of English at
the University o/Houston and a director 0/SAH, is making her
third appearance at a History Conference. Her article
"Elisabeth Junek: Racing the Bugatti" appeared in Review No.
39. "Auto-phobia in American Literature: the Challenge for
Motorsports" was abstracted in Review No. 36.
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The Chapin Cars I Remember Well

Before we get too far along, I must confess that I am not
trying to rewrite automotive history today. The title of my
remarks is "The Chapin Cars I Remember Well." This may cause
confusion to some of you because there was no such thing as a
"Chapin" car. There are Ford cars, and Chevrolet cars, and
Buick cars, and, yes, there are even Packard cars. But, no cars
were ever named after our family.

But, there could have been. You see the first board of
directors meeting of the Hudson Motor Car Co. was held in
March 1909. Two of the initial shareholders were Howard Coffin
and my grandfather, Roy Chapin.

Sometime prior to the meeting-as the story goes-they
got together with several others to discuss a name for the new
enterprise. One name was eliminated early on. No one was
going to obviously consider calling the car a Coffin. In the end,
it became quickly obvious that the company and the car should
be named after Mr. Joseph L. Hudson. After all, he was putting
up the majority of the finances. And his name was already
solidly established as "a leading and conservative business man
and capitalist of Detroit."

His reputation and name recognition was particularly
important because in the summer of 1909 when the first Hudson
was built, there were 150 different U.S. companies engaged in
the manufacturing of motorcars. That's a lot of competition.

My grandfather and father covered about 70 years of auto
history with Hudson and American Motors. So I decided to
scour the family files and identify a dozen or so vehicles that
either my grandfather or father were closely associated with.
These are the ones I'm calling the "Chapin cars." These products
may not have said "Chapin" on the front fender, but I can see the
Chapin thumbprint all over them.

History relates many auto industry names with success
stories. Lee lacocca and the Mustang; Henry Joy and Packard;
John DeLorean and the Pontiac GTO.
I am proud to say that we have a few
of those in our family too. But history
also connects other names with some
that could be considered less than
successful. And I have to admit that
we have a few of those as well. We
call them Gremlins in our family.

The story of the "Chapin cars"
doesn't even begin at Hudson. It starts
at the Olds Motor Works along the
Detroit River. It was the spring of
190 I and grandfather had begged for
and was finally given a job by
Ransom Olds. Just prior, Olds had
suffered a tragic loss when a fire
broke out in the plant. The only
product that survived was a new light
car that would become known as the
Curved Dash Olds.
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by William R. Chapin

Management feared customers would assume that the car
was cheaply built, since Olds intended to introduce it with the
low retail price of $650. It was critical to demonstrate the
sturdiness and reliability ofthis new car. What better way than an
endurance run from Detroit to New York in time for the New
York Auto Show in early November 190 I? Such a trip had never
been accomplished by an automobile, let alone a low-priced one.

Grandfather was given the job of driving the Curved Dash
Olds. Motoring out of Detroit, he crossed into Ontario using
what few roads were available. The Olds was completely open.
No top. No doors and no windshield. And not exactly trouble-
free motoring. The car was powered by a one-cylinder engine,
which produced about seven horsepower. In other words, he was
driving from Detroit to New York in a vehicle with the speed and
comfort that today would compare favorably to a typical garden
tractor.

After reaching New York and checking in at the Waldorf
Astoria Hotel, he sent off a telegram to his associates at Olds in
Detroit. Indicating a distance of 820 miles, which took seven
and a half days. He had averaged 14 miles per hour and had used
30 gallons of gasoline.

The trip was a huge success and my grandfather, at age 21,
was a hero, especially with his boss, Ransom Olds. At the New
York Auto Show, orders began flowing in. One New York dealer
contracted for 1,000 units. Annual production shot up from 425
in 1901 to more than 3,900 in 1903.

By 1906, grandfather had become the sales manager for
Olds Motor Works. In February of that year, he had invited Mark
Twain to the Detroit motor show at the Light Guard Armory. It was
apparently the only time Mark Twain ever attended an auto show.

Shortly after that memorable meeting, my grandfather
resigned from Olds. It would be three years before he started the
Hudson Motor Car Company, and the beginning of production

Fig. J - Thefirst of the "Chapin" cars, the J 9 J 0 Hudson "Twenty."
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THE Essex Coach is a fine,
beautifully-appointed closed
Car.

It has aroused more interest than
any other Essex type ever shown.
Its solid body, hiF,h quality up-
holstery, fittinF,s and appoint-
ments, its restful balance and lux-
urious ridinF, ease offer the comfort
of a fine closed car with Essex
performanee and reliability. And
the price is but little more than
for the open car.
Come see this newest closed car.

$1345
F.O. B. DEl ROIT

Fig. 2 - For only $300 more than an open car,
the $1345 Essex Coachfor 1922.

of its first car-the Hudson Model 20 (Fig. I). That was in July
1909 just ten months after Henry Ford built his first Model T.
The car was extremely handsome with a low, racy and youthful
look. The first Hudson ad promoted the Model 20 as "Strong,
Speedy, Roomy, and Stylish." All of this for the low, low price of
$900, only $50 more than the launch price for the Model T
5-passenger Touring.

It was produced in a leased 80,000 sq. ft. plant located on
Mack Avenue in Detroit, which is still standing today. By the
end of 1910, 18 months after Job I launch, Hudson ranked 17th
out of 150 manufacturers in U.S. auto sales. And the company
had outgrown the Mack Avenue plant.

In January 1916, production began on the new Hudson
Super-Six. By then the company was headquartered at a new
Albert Kahn-designed plant on East Jefferson and Connor. The
Super-Six was powered by the first engine designed and built by
Hudson. The engine was so unique that Hudson was granted a
U.S. patent in late 1915. Success of the Super-Six was
phenomenal. Shipments for the year totaled almost 26,000 units.
This was more than double the previous year's figures.

Probably the most famous "Chapin car" was the 1922
Essex Coach (Fig. 2). Three years earlier, Hudson had launched
the Essex brand as a lower priced line for the company. By 1922,
my grandfather and Howard Coffin decided to offer a closed car
at a lower premium than anyone had ever tried before. The two-
door Essex Coach provided all of the closed car comforts that
wealthy people had enjoyed for years, at a price of only $100
more than an open touring car. The public responded
enthusiastically. Now, 1 admit no one will ever praise the Essex
Coach as a styling trendsetter of the day.

Nevertheless, automotive historians credit it with being
the one vehicle that heralded the end of the open car. It brought
lots of attention to the company and to my grandfather.
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Alfred Sloan is quoted as saying that nothing like that had
ever been seen before. And grandfather's close friend Edsel Ford
felt that the Essex Coach was "Chapin's greatest contribution to
the American public and to motor travel everywhere."

Ironically, our family has positive memories of the year
1929 for many reasons. First my father Roy Jr. turned 14 and got
his driver's license. That same year, my grandfather was also on
a roll. Hudson Motor Car Co. products registered total sales of
more than 300,000 for the first-and only-time in the
company's history. Hudson-Essex ranked third in the industry,
outsold only by Chevrolet and Ford.

Hudson also produced a line of handsome, long
wheelbase, custom sedans in 1929. The bodies were made by
Biddle & Smart in Massachusetts. These top-of-the-line, seven-
passenger vehicles were available as sedans or limousines.
Today, they are the only Hudson vehicles considered to be "Full
Classics" by the Classic Car Club of America.

Following the stock market crash, Hudson volumes had
literally plummeted. In 1931, sales had dropped by 80 per cent.
Grandfather's solution for slow sales was a new car of
extraordinary value. It combined a powerful six-cylinder engine
with a light, short wheelbase chassis. It would go like hell and
sell for a hell of a low price. It was to be called Terraplane.

The car was launched in July 1932 with an extravagant
introduction in Detroit for dealers and the press (Fig. 3).
Grandfather wanted to apply aircraft imagery to the automobile.

Fig.3 - Roy D. Chapin and Orville Wright at the introduction of
the Essex Terraplane, Detroit, July 7, 1932.

Courtesy, HET Library, John 0' Halloran, Librarian.
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Fig. 4 - The 1954 Hudson !talia

was representing our family interests in the
company. But officially, his job was an entry-
level test driver in engineering.

His assignment was quite simple. You took
a car out on the streets and drove like crazy until
something broke. You had it towed back in;
found the broken part and had it repaired. And
then you did it all over again. Dad just couldn't
believe he was being paid to have this much fun.

By 1940, he had moved into field sales.
And for most of the decade-except for the war
years-Dad held various field sales position
including car distribution, district manager and
regional manager. Then in 1946, my father was
offered a seat on the Hudson Motor Car Co
board. As such, he was one of the men who
approved a new Hudson that "incorporates
sweeping changes in design and construction on
a scale unprecedented in the company's 38-year
history" the press release observed. The model,
of course, was the 1948 step-down Hudson. It
may have been a radical design, but competition
from major manufacturers like General Motors
was unrelenting. Six years later in 1954,
Hudson merged with Nash-Kelvinator to
become American Motors Corp (AMC).

Probably the least known of the "Chapin
cars" would be the custom-built Italian dream car
called the Hudson ltalia (Fig. 4). I call it a
"Chapin car", because Dad was given the
dubious job of what he referred to as the "Italia
sales manager." That meant he was responsible
for selling the entire production run-all 25 of
them.

In early 1953, Hudson concluded that a dramatic new car
of some kind was needed to help rekindle dealer spirits, and to
strengthen the company's public image.

But by the time the vehicle went into production, Hudson
had merged with Nash and there was real apprehension about the
future of Hudson with the dealers. The project was quickly killed.

By 1957 George Romney was president of AMC. And
Dad had just been made Executive Vice President of the Sales
Division. Although the company ended the year with a loss, it
was clear that Rambler sales were really beginning to take off.

lt was ten years later, in 1967, that my Dad was made
AMC's Chairman and CEO.

The 1968 Javelin, designed by Dick Teague, was the first
of a series of cars that Dad introduced over the next six years
that helped give a fresh, new attitude to American Motors, and
provided a new level of sales success, especially among younger
buyers (Fig. 5). A two-seat, high-performance spin-off of the
Javelin was launched nine months later. You may remember it
was called AMX. The two-seat version of the AMX was built for
only three years and total production was just under 20,000
units.

Then on April Fools Day 1970, American Motors
introduced the industry's first sub-compact car, the Gremlin
(Fig. 6). The press release called it uniquely styled. Others called

Fig. 5 - The 1968 Javelin, by American Motors

After all, Americans had become fascinated with aviation
following Lindbergh's historic flight. With nearly 2,000 people
in attendance, the most famous celebrity flyer of the day, Amelia
Earhart, christened the new Terraplane. Shortly after the launch,
another prominent aviator helped make the aviation connection
even stronger. Orville Wright stopped by to pick up his new car.
lt was the first Terraplane built (see cover). Then grandfather
embarked on an extensive radio advertising campaign: "In the
air, its aeroplaning. On the water, it's hydroplaning. And on the
ground, hot diggetty dog, that's Terraplaning."

Meanwhile, the Great Depression deepened and the
county's economy spiraled downward. In the fourth year of his
administration, President Hoover asked my grandfather to
become Secretary of Commerce. He agreed to serve. But when
elections came in November of 1932, Franklin Delano
Roosevelt won big. And grandfather was out of a job. So he and
my grandmother returned to Detroit.

Grandfather once more assumed the presidency of Hudson.
The company continued hemorrhaging money. Within three years,
the strain of trying to rebuild Hudson was too much. My grandfather
passed away in February of 1936, a week before his 56th birthday.
My father-the oldest of six children-was just a junior in college.

After graduating from Yale, Dad joined Hudson in 1937 at
the company headquarters on Jefferson Avenue. Unofficially, he
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Now, I have to admit that one of the most
significant "Chapin cars" is, in fact, not even a
car. It is a Jeep. [n February 1970, American
Motors purchased Jeep from Kaiser Industries.
Negotiations between my Dad and Edgar Kaiser
were concluded quickly. My father told me that
the deal was finalized on the back of a place mat
in a San Francisco restaurant. [n most circles,
the Jeep acquisition was seen as a momentous
idea for AMC. However, one Detroit newspaper
referred to the deal as "Chapin's Folly."

By 1974, AMC had revamped the Jeep line
and, in that year, launched the new Jeep
Cherokee. The SUV market was tiny in the early
'70s, but Dad believed that it was about to
explode. And there was no question that Jeep
was the best-known brand name in four-wheel
drive. The media launch was held at AMC's
proving grounds in Wisconsin. Invited to the
event were Native Americans, who presented
Dad with an official Cherokee headdress.

Nineteen seventy-five was the launch year
of the AMC Pacer (Fig. 7). Yes indeed, this is
another one of the "Chapin car" legacies. Pacer
was introduced in the middle of a recession.
However, the market response to the unusual
car was fantastic. And it took off. In fact, AMC
dealers couldn't remember seeing so much
showroom traffic. But nine months later, the
success had come to an end. The sales rate had
fallen in half. What had gone wrong? What
could possibly have caused a car to sell like
crazy and then drop dead? As William Pickett,
AMC's General Sales Manager said at the time:
" We went a hundred and twenty miles an hour
... for two inches."

The answer? Consumers realized that Pacer
didn't have the gas mileage that the Japanese
imports had. The first fuel crisis in 1973 had
made fuel economy a high priority. Pacer didn't
deliver. But it wasn't supposed to be that way.
The key to the Pacer was meant to have been the
small but powerful Wankel rotary engine,
invented in Germany and being further
developed at the time by General Motors.

GM had agreed to sell AMC the engine. But
something went wrong. GM wasn't able to
overcome the technical problems, and the
project was shelved. The decision was a small
matter for GM, but it was a tragedy for
American Motors.

Consumers in the U.S. market-place rejected
small cars that got only 20 or 25 miles per gallon.
They wanted and needed more.

Dad quickly realized that AMC didn't have the resources to
retool the company's entire lineup. He began looking for a
partner that had an existing line of small cars that AMC dealers
could immediately begin selling. During 1977, he entered into

Fig. 6 - The 1970 Gremlin, by American Motors

Fig. 7 - From Pacemaker to Pacer,AMCs 1975 surprise

Fig. 8 - The 1979 Renault LeCar, prelude to AMCs acquisition by Renault.

it uniquely ugly. Launched ahead of Chevrolet Vega and Ford
Pinto, Gremlin was an immediate success, particularly among
young people. Future versions of the Gremlin came with Levi
interiors and V-8 engines.
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negotiations with Renault to market the small LeCar hatchback
in the u.s. and Canada (Fig. X). In carly 19711, AMC and Renault
announced "a sweeping agrecment in principle for the joint
manuf~lcturc and distribution of cars."

The following October. Dad rctired as chairman. And
then, ninc stormy years later, in March of 19X7, Chrysler
Corporation and Renault announced that they had signed a letter
or intent for Chryslcr to acquire AMC fi'om Renault.

So there you have it. My perspective on what I call the
"Chapin ·cars." From the Hudson Model 20 to a step-down
Hudson with Twin-H Power. From a Jeep CJ to the world's
largest fish bowl, the Pacer. These models may not say "Chapin"
on the front fender or on the rear deck, but they certainly are the
"Chapin cars" I remember well. And I hope you will too.

Kit Foster

From the Program Chair
For our fifth history conference we were pleased to be invited by America's Packard

Museum to convene at Dayton, the birthplace of powered flight. Our theme became obvi-
ous, as the parallels between powered flight and powered land transportation are too bla-
tant to ignore. Thus "Off We Go - In the Automobile" became our mantra, and a majority
of presenters took the bait. Others, more earthbound, felt more comfortable with our tra-
ditional two-dimensional approach. You see the results of their research and analysis in
this issue.

We are grateful to Bob Signom, founder and curator of America's Packard
Museum, for inviting us to Dayton, and to Marsha Bethel, executive director of the
Museum, for planning and carrying out the complex organization of the event. Event
coordinator Amy Jump and others on her staff did a great job in arranging the tours and
social opportunities that are an important part of our biennial conferences.

We look forward to a sixth conference in 2006, at a location still to be determined.
We look forward to seeing you then.
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