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Dedication

There are around 4,300,000 privately owned businesses in the
United States, and more than four million of them are classified
as “small businesses.” Every day, almost 1,000 new companies
join the parade — and about 500 drop out.

Among these typical small businesses that generate the pri-
mary strength of a free America are the companies that produce
parts for the large automobile manufacturers. There are many
thousands of them — if you include firms like the hunting and
trapping company in Alaska that supplies the tough walrus hides
that are used for friction drives in coil winding machines. More
than 80 per cent of the total automobile parts business, however,
is done by around 400 companies.

About 50 per cent of every General Motors car is composed of
parts made by independent suppliers. For Ford, the figure is 59
per cent — and for Chrysler, 65 per cent. The parts supplied by
these outside producers range from complete frames and radiators
to seat covers and light bulbs.

Currently, these independent producers sell about $3 billion
worth of original equipment each year to the automobile com-
panies — plus $2 billion worth of tires, batteries, and other re-
placement parts directly to the public. They employ more than
400,000 persons.

During the early history of the automobile industry, practically
every part of the car was produced by the independent manufac-
turers of parts. The automobile companies merely assembled the
parts into a complete car. And as often as not, it was the parts
manufacturers, instead of the automobile companies, who were
responsible for dramatic improvements to the car — curtains,
windshields and wipers, electric ignition, lighting, self-starters,
and so on. And still today, the automobile companies depend to
a large extent on the engineering genius of the parts makers for
new ideas on how to improve the manufacturing processes and
quality of parts for each successive model.

Among the pioneer producers of automobile parts was the At-
wood Vacuum Machine Company of Rockford, Illinois. It was
founded in 1909 by two brothers, J. T. and S. B. Atwood — and
Mr. Seth B. Atwood is still active as Chairman of the Board. This
Special Edition of “Men, Motors, and Markets” is issued in com-
memoration of the Fiftieth Anniversary of that event.






Chapter 1 _
HOW TO DISEMPLOY A SLAVE

The year 1787 covered two events that were to have a profound
effect on the American people and the way we live. First, and
by far the most important, the founders of this nation met in
Philadelphia to draft a constitution for a new idea in govern-
ment. Second, the free state of Maryland granted to Oliver
Evans a patent on his drawings for a new idea in transportation
— “a Steam-Carriage . . . to move . . . without the aid of animal
force” on the roads of that state.

In September of 1787, the work of that Constitutional Con-
vention was finished and submitted to the people of the 13 in-
dependent states for their approval. Some 18 months later, the
new government came into formal existence. And on December
14, 1792, Evans petitioned it to grant him a national patent to
replace his several state patents for a “land carriage without
cattle.”

It took Oliver Evans another 13 years to actually construct
his self-propelled road vehicle. Like the Constitution, its birth-
place was also Philadelphia. On or near the tenth day of July,
1805, his steam vehicle, the Orukter Amphibolos, moved pon-
derously up Market Street under its own power to Center
Square. America’s first “automobile” was on the road — and
no newspaper bothered to record either the date or the event
itself! For several days thereafter, Evans entertained the good
people of the City of Brotherly Love by driving his vehicle
around the square. Then, since his machine was built to operate
on both land and water, he astounded them by driving it into
the Schuylkill River. (That same idea was used with great suc-
cess some 137 years later by our armed forces in World War
Two.) In 1813, Evans predicted that “The time will come when
the people will travel [in road carriages] . . . almost as fast as
birds can fly.”



This book is dedicated primarily to the second of the above
early landmarks in American history — the birth and growth of
the automobile and its impact on the way we live. But the fun-
damental ideas contained in the first one — that is, a free
people operating under a representative form of government in
a competitive economy — will necessarily play a vital part in
the story.

While Oliver Evans built the first American road vehicle that
ran under its own power, he was by no means the “father” of
the automobile. A French artillery captain, Nicholas Cugnot,
was ahead of him by 36 years. In 1769, he used a steam engine
as the source of power for a self-propelled gun carriage. That
clumsy, three-wheeled, barely workable vehicle has an excellent
claim to first place in the direct ancestry of the magnificent au-
tomobile you drive today.

The first passenger automobile — invented by Richard Trevit-
hick — began operating on the roads of England in 1801. The
patented plans of Oliver Evans’ proposed steam-powered ve-
hicle were readily available in England during the 1790’s, and
it is generally presumed that Trevithick was familiar with them.
In turn, it is certain that the published details and drawings of
Trevithick’s successful road carriage had been studied by Evans
before he completed his own amphibious model in 1805. And
both of them, of course, were familiar with the stationary steam
engine that had been invented long before their time.

Actually, Hero of Alexandria may have started the whole
thing about 130 years before the birth of Christ when he in-
vented a sort of toy that was run by steam. But for the next
1800 years, that magnificent source of power lay largely dor-
mant. While several men in various countries experimented
with steam power in the 1600’s, it wasn’t until 1705 that
Thomas Newcomen developed the first workable steam engine.
It was used to pump water from British coal mines. That en-
gine, however, was too primitive for general use. It remained for
James Watt, beginning in 1762 and continuing through 1782, to
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ANCESTOR OF THE AUTOMOBILE
Reconstruction of Cugnot’s 1769
Artillery Carriage
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“The World on Wheels"

Trevithick’s First Carriage
(From 1801 Patent Application)



Artist's Conception of Orukter Amphibolos
Philadelphia, 1805
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perfect a practical and versatile steam engine that could be
used as the source of power for factories, ships, trains, and au-
tomobiles. That event ushered in the modern machine age. And
as we shall shortly see, the increasing growth of steam-powered
factories and transportation facilities was soon to have a most
dramatic impact on the way people lived and thought — includ-
ing their attitude toward the age-old institution of human
slavery. While the automobile itself played only a small and in-
direct part in the abolition of slavery, it is still a recordable fact
that it, too, helped to destroy that most ancient curse of mankind.

Well before 1800, Watt’s steam engine was being used exten-
sively by various English manufacturers — in flour mills, brew-
eries, textile factories, and so on. William Murdock, the inventor
~ of gas lighting, also used that source of power for a crude train
that ran on oak rails in British quarries and coal pits in 1784.
And in 1815, another Englishman, George Stephenson, con-
verted Murdock’s primitive seven-mile-an-hour locomotive into
the early Nineteenth Century model that was soon doing 70
miles an hour on metal rails. The steam (and sail) ship “Sa--
vannah” crossed the Atlantic from Georgia to Liverpool in
1819. In Springfield, Massachusetts, in 1825, Thomas Blanchard
produced the first practical steam road carriage in America. In
addition to easy steering, it contained the then-novel feature of
a workable reverse gear.

Throughout this period, those “steamers” were becoming in-
creasingly popular in England. Sir Goldsworthy Gurney built a
succession of them after 1820. The model he built in 1829 made
a sustained journey from London to Bath and return, a distance
of 200 miles at a speed of 15 miles per hour. During the early
1830’s, more than a hundred steam automobiles of various de-
signs were operating on the roads of England. Six of them were
large passenger buses, built by Walter Hancock. In a period of
three months, one of his buses traveled 4,200 miles and carried
12,761 passengers, without an accident or serious delay. By the
mid-1830’s, steam engines were the source of cheap power for
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an extensive industrial complex (manufacturing and transporta-
tion) in Western Europe and the United States. For better or
for worse, the modern age of mass-produced and low-cost in-
dustrial products was in full swing.

Karl Marx (and others) reached the conclusion that it was
unquestionably for the worse. And, admittedly, they produced
some telling evidence and persuasive ideas to support their con-
victions. But perhaps they were so busy slashing at the indi-
vidual trees that they had no idea at all of the vast forest with
which they were dealing. They condemned the age of mechani-
cal power because it brought women and children into the de-
plorable factories of that era — at meager wages and long hours
of killing labor. But the picture they drew was far from com-
plete because, among other things, they utterly ignored the part
that the mechanical revolution in transportation and production
was playing in the abolition of the most ancient curse of man-
kind — legalized human slavery.

We know that the institution of slavery is as old as the re-
corded history of man. For example, it appears in the laws of
Hammurabi. We know, further, that it continued to exist
throughout most of the world until well into the Nineteenth
Century. There is, however, no general agreement as to the
principal cause of its abolition.

It is certainly safe to say that government itself wasn’t re-
sponsible for abolishing human bondage. If a government wants
to stay in business, its actions must generally reflect the atti-
tudes and desires of the people under its authority. So the ac-
tual laws that were written against slavery were primarily
acknowledgements of an existing situation that had developed
from other causes.

Nor was education, as such, responsible for ending slavery;
the educated classes throughout the ages had generally toler-
ated, justified, and supported the institution. If they hadn’t, it
couldn’t possibly have continued to exist. And to say that the
people in general were responsible for abolishing human bond-
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age, still leaves unanswered their reasons for doing so. Was the
answer Christianity? To some considerable extent, yes. But if
that were the primary answer, one would still be faced with the
awkward task of explaining why we Christians required some
1900 years to complete the job. The Columbia Encyclopedia
(and other standard references) acknowledges the great part
played by Christianity, and then goes on to the part played by
machinery and the capitalist economy:

“The introduction of Christianity is generally thought to
have had little effect [on slavery during the first few hundred
years of the Christian Era], though it did mitigate condi-
tions by inculcating principles of humanity, and it did give
hope and courage to the long-oppressed classes. . . . In
Western Europe, outright slavery had largely disappeared
by the later Middle Ages, though it still remained in such
manifestations as the use of slaves on galleys. . . . The Brit-
ish, the Dutch, the French, the Spanish, and the Portugese
all engaged in the [African] slave traffic [beginning in the
Sixteenth Century and continuing well into the Nine-
teenth]. . . . The British, in abolishing slavery, were pri-
marily motivated by economic, not humanitarian, interests.
While the institution produced great wealth under the mer-
cantilist system, it became unprofitable with the rise of

industrial capitalism.”
That industrial capitalism included steam ships, steam trains,

and steam automobiles — as well as steam-driven machines in
- factories.

H. G. Wells, in his “The Outline of History,” discusses the
same idea:

“A vast proportion of mankind in the early civilizations
was employed in purely mechanical drudgery. At its onset,
power-driven machinery did not seem to promise any re-
lease from such unintelligent toil. . . . [But as the mechani-
cal revolution] went on, the plain logic of the new situation
asserted itself more clearly. Human beings were no longer
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wanted as a source of mere indiscriminated power. What
could be done mechanically by a human being could be
done faster and better by a machine.”

Whatever else slaves might be used for, it is dead certain that
they could never be trusted with the responsibility of operating
the power-driven ships, trains, automobiles, and factory ma-
chines that were becoming increasingly common in the western
world of the late Eighteenth and early Nineteenth Centuries.
Thus the ever-present moral arguments against slavery were
soon buttressed by the overriding economic arguments against it.

Beginning in 1833, Parliament rapidly outlawed the practice
of slavery throughout the vast British Empire. (In the home
islands themselves, a 1772 court decision had already decreed
that the 15,000 or so imported slaves in Britain at that time
were automatically free men because “as soon as a slave set his
foot on the soil of the British islands he became free.”) Slavery
in the French Empire was abolished in 1848. Russia liberated
her slaves in 1861. Slavery in the Dutch Empire was outlawed
in 1863. Brazil continued the practice until 1888. Even today,
slavery continues to exist in various nations and areas where
the primary source of transportation and power has long been
the muscles of men and animals. *

Of course, it could have been merely a remarkable coinci-
dence that slavery diminished as mechanical sources of power
and transportation increased, but that hardly seems likely. Sup-
pose, for example, that the automobile industry could produce
170 million cars in a slave society; what in the world would it
do with them! But what about slavery in the United States?
Since this nation had as many or more machines than the
others, why wasn’t slavery voluntarily abolished here? The his-
tory of human bondage in the United States also lends support
(with a reverse twist) to the theory that machines, rather than
morality or education, may have been of primary importance
in determining the issue of slavery. Roger Burlingame, in his
“Backgrounds of Power,” explains that reverse twist while dis-

*Information on present-day slavery may be secured from the “United Nations Com-
mittee on Slavery.”
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cussing Eli Whitney’s 1793 invention of the gin for cleaning
cotton:

“The gin led directly to a social, economic, and political
crisis. By increasing a hundredfold the productivity per
worker in separating short-staple cotton from its tenacious
seeds, it produced an unbalance between cleaning and
picking, planting and cultivation. The faster the cotton
was cleaned, the more labor was required in the field. Thus
slavery, moribund in 1790, became a dominant insti-
tution. . . .” ‘

The idea of human slavery was completely foreign to the
precepts on which this nation was founded. And when the Con-
stitution of the United States was drafted, the founders wrote
into it the first necessary steps toward its abolition. Thus it is
probable that this country would have led all others in abolish-
ing human slavery, if Whitney had invented a cotton picker
along with his cotton cleaner.

Before the cotton gin, not much cotton was grown in the
South because it was too expensive to clean by hand — even
when the hands belonged to a slave. But Whitney’s first crude
machine enabled a man to clean 50 pounds of cotton a day,
and rapid improvements to the machine soon doubled that
amount. The resulting demand for cotton caused its cultivation
to become highly profitable. But picking cotton was such a
backbreaking and monotonous task that it was the last job a
free man would take. Since there was no machine to relieve the
drudgery of the job — and since no education or skill was re-
quired — it automatically fell to slaves.

Before Whitney’s invention, slavery was rapidly becoming
both unprofitable and immoral — in Alabama as well as in
Massachusetts. But with the gin, slave labor became highly
profitable in the hot areas of the country where cotton could
be grown. In due course, most educators, legislators, and
churchmen in the South were soon defending or tolerating the
“peculiar institution” — or were remaining discreetly silent
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about it. :

A modern cotton picking machine would have been of vast
help in abolishing slavery by again making it uneconomic, and
thus permitting the long-suppressed moral ideas against it to
take effect. But, most unfortunately, such a machine was not
invented for more than a hundred years after the gin. Thus the
issue of slavery in the United States was settled by a fratricidal
war. The side with the best factories and transportation won,
and the slaves were set free. That was as it should have been.
But it is to be hoped that a few of the victors stopped to ponder
the probability that it was more a matter of climate and eco-
nomics, rather than morality and government, that determined
which side was which. ’

As we have noted, the labor-saving machines that helped to
disemploy the slaves of the Nineteenth Century were generally
based on the steam engine of Newcomen and Watt. In that
early period of steam-powered vehicles, England was unques-
tionably the leader. It held that leadership for many years in
the development of locomotives, ships, and stationary steam
engines for factory uses. But England lost out in the develop-
ment of road vehicles because of restrictive legislation. Begin-
ning in 1835, legal restrictions against automobiles on English
roads became increasingly severe. It was claimed that those
heavy steam cars were scaring horses and ruining the road sur-
faces. Finally, in 1865, Parliament decreed that no self-propelled
vehicle could operate on English roads unless it was preceded
by a man on foot carrying a red flag. The law wasn’t repealed
until 1896.

But in spite of those restrictions, various inventors continued
their efforts to find a better source of power than steam for
their automobiles. For example, Robert Anderson, a Scotsman,
used a primitive electric motor as the source of power for a
road carriage in Aberdeen in 1839. Toward the end of the cen-
tury, vehicles that drew their power from electric batteries were
to become exceedingly popular in both Europe and the United
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States. They served as the first taxicabs before 1890.

If just one person had to be selected as the “father” of the
gasoline automobile, that person would unquestionably be
Jean Joseph Etienne Lenoir of Luxembourg. In 1860, while
living in Paris, he secured a patent on the world’s first useable
internal combustion engine. Like its impractical predecessors,
it was a two-stroke mechanism that employed an electric spark
to ignite a mixture of illuminating gas and air. The main dif-
ference was that Lenoir’s engine worked. In fact, it was so suc-
cessful that he attempted to install it in a road carriage. But he
soon decided that liquid petroleum would be a better fuel for
an automobile than was illuminating gas. So he built another
engine for that purpose. At an unspecified date in 1863, he in-
stalled his new engine in the carriage he had already built, and
drove it from his Paris carriage factory to Joinville-le-Point and
back. He covered the 15 miles in three hours, including stops.
For several years thereafter, he continued to drive his automo-
bile around Paris. But he seemed to regard it merely as a per-
sonal hobby while he devoted his full efforts to producing his
highly successful stationary engines.

Three young Germans — Nikolaus Otto, Gottlieb Daimler,
and Karl Benz — were greatly influenced by the work of Le-
noir, whom they knew personally. Beginning in 1860, they were
all soon working on new engines. In 1877, Otto secured a patent
~on his four-cycle engine, and is thus generally credited with an
invention that Siegfried Marcus of Vienna had made four or
five years earlier — and that a Frenchman, Beau de Rochas,
had worked out in theory in 1862. During the year 1885, both
Daimler and Benz installed engines of their own designs in
crude road vehicles and ran them successfully. Those two names
soon became famous in the expanding automobile industries of
Germany and France in the early 1890’s.

In the United States, George Brayton applied for a patent on
a gasoline engine in 1872, While his engine was used experi-
mentally to power a trolley car, it was never successful in a
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road vehicle. That was the engine, however, that inspired
George Selden to apply for the first American patent on a road
vehicle to be powered by an internal combustion engine using
gasoline. While the application was filed in 1879, it wasn’t
finally issued until 1895. Selden himself contributed absolutely
nothing to the development of the automobile.

The Duryea brothers (Frank and Charles), have generally re-
ceived credit for inventing and building the first gasoline auto-
mobile in America. It was publicly road-tested on September
20, 1893. But as frequently happens in this area of “firsts,” there
is considerable evidence to indicate that several others may
have been ahead of them with “experimental models.” It’s not
important — for the fact remains that the Duryea car was the
first practical or successful American gasoline automobile. The
magazine, Horseless Age, later estimated that during the early
1890’s, perhaps as many as three hundred other American tink-
erers and mechanics had been experimenting with their own
particular ideas as to how to build a “horseless carriage”!

In 1900, the first automobile show was held in Madison
Square Garden, New York City. Thirty-one different cars were
exhibited, of which not one is being manufactured today. That
same year, the first automobile advertisement appeared in The
Saturday Evening Post. The automobile age had arrived.

The above chronology of the early development of the auto-
mobile is, of course, absurdly sketchy. It completely ignores the
story of how both air and water were used to cool the engine.
It doesn’t even mention the fact that a hard-rubber tire was
first used in- 1845 — nor the fact that without the modern air-
filled tire invented in 1889 by the Scotsman, John B. Dunlop,
there couldn’t possibly have been an automobile industry as we
now know it. No credit is here given to the many thousands of
inventors who made improvements upon the work of their prede-
cessors. The story of improved steering mechanisms and differ-
ential devices to permit vehicles to turn corners is skipped en-
tirely. And so on and so on.
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FIRST GASOLINE AUTOMOBILE
Reconstruction of Lenoir's 1863 car

THE ELECTRIC “HANSOM"” WAS POPULAR IN THE 1890’s
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FIRST AMERICAN GASOLINE CAR
Duryea Brothers’ 1893 “Horseless Carriage”
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The Stanley Twins in Their First “Steamer,” 1896



There are two reasons for here offering such a brief history
of the ancestry of your modern automobile. First, we would
have to know who invented the wheel before we could allocate
credit to the inventors of the automobile. Actually, the auto-
mobile was invented by many thousands of persons. It is still
being invented today by any person who thinks of a way to
improve it. (One out of every six current patent applications is
still “automotive.”) In the year 2000, our grandchildren will
doubtless wonder how we ever managed to get around in those
old contraptions of the 1950’s. So the above chronology at-
tempts merely to hit the high spots. And even then, there is ho
sure way of knowing that the right persons were picked for
that. For example, the first vehicle that looked even remotely
like an automobile as we know it today was constructed in
1892 by the Frenchman, Emile Levassor, who merely combined
the various inventions of others into an integrated whole.

The second reason for such short treatment of the ancestors
of the automobile is that this study is not offered as a history.
The primary objective of this book is to ask why certain things
happened in this area, and to speculate as to what those events
have meant to mankind in general. For example, we have al-
ready briefly examined the part played by mechanical power
and transportation in the abolition of human slavery. Another
(and far less important) event in the story of the automobile
was the battle for supremacy among steam, electricity, and
gasoline as the source of power. Why was gasoline the winner?
What effect, if any, did that decision have on our economy and
life in general?

Each of those three sources of power had its advantages and
disadvantages. Steam gave smooth acceleration, and the driver
didn’t have to worry about shifting gears or stalling on a hill.
Perhaps its greatest advantage lay in the fact that it was the
logical and best known source of power during the early stages
of the development of the automobile. But even the best of the
steam vehicles still had to be “fired up” before they would run,
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and the drivers of the early models needed considerable engi-
neering skill. For a long trip, there was no convenient way to
carry the heavy load of necessary fuel. Even so, for many years
after 1896 and the appearance of the Stanley Steamer (and the
White Steamer and others), thousands of inventors, investors,
and customers continued to bet their time and money on the
future of the steam-powered automobile. Those “steamers”
were still manufactured and entered in the annual Automobile
Show as late as 1923. Even today, when they appear in the
various shows and parades of old automobiles, they attract far
more attention than do the old electrics.

But electric power was quiet, clean, and safe. And the me-
chanical requirements for that source of power were the
simplest of the three. Unfortunately, the fuel load (battery) was
extremely heavy, the radius of operation was short, and the
necessity of recharging the battery was even more annoying
than getting up steam in a boiler-powered car. Even so, the fact
that women could easily start and safely drive the electric cars
delayed for several years the final decision for gasoline as the
best source of power.

Unfortunately for the backers of gasoline power, their early
engines were noisy and complicated to operate. Also, they
seemed always to be breaking down. In both fact and song, the
driver frequently had to “get out and get under.” But gasoline
meant a quick-starting vehicle with great power in comparison
to its weight. The early gasoline cars were far more adaptable
to the horrible road conditions of that time. It was compara-
tively easy to carry sufficient fuel for a reasonably long trip.
Better still, gasoline was widely available even at that early
stage. And the discovery of vast reserves of oil in Texas in 1901
insured a plentiful and cheap supply of that handy fuel. But
probably most important of all, the purchase price of the
gasoline-powered cars was generally lower than that for steam
or electricity.

Whatever their reasons, at the turn of the century the people
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began buying more gasoline cars than steam or electric ones. In
a free economy, that fact always determines the winner. Thus
the automobile is almost solely responsible for bringing into
existence the oil industry as we know it today — and for send-
ing our geologists, engineers, and businessmen scurrying all
over the world in a continuing campaign to find and develop
even more sources of that vital fuel.

This brings us to the beginning of the Twentieth Century and
what has been aptly called ““the age of the automobile.” By
then, human slavery had long since disappeared from the
United States. But human drudgery was still with us. As we
shall see, the automotive industry was destined to play a large
part in reducing that drudgery while increasing the earning
capacity of the people in general — and thus contributing ma-
terially to a higher level of living for all.
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Chapter 2

THEY RACED THEM
AROUND THE WORLD

In 1908, a “race around the world” for stock cars was sponsored
by The New York Times. The race was from New York City to
Paris — by way of Alaska and Siberia — and was open to all
comers. There were scores of applicants from several countries,
including four Americans. But when the race finally started
from Times Square on February 12, there were five foreign
entries and only one American — a Thomas “Flyer” driven by
Montague Roberts, and with George Schuster riding as me-
chanic. Some 200,000 New Yorkers cheered the contestants on
their way. Newspaper coverage and popular interest remained
high throughout the race.

Only two of the six cars made it across the United States —
the American entry and a German “Protos” — with the Flyer
ahead by about a month. In San Francisco, the mechanic
Schuster became the driver, and the car was shipped to Alaska
for the second leg of the around-the-world race. At that point,
however, the judges decided not to go through Alaska as
planned but to ship the two cars direct to the Siberian seaport
of Vladivostok and to continue from there. Because the Ameri-
can entry was so far ahead when the change was made, Schus-
ter was awarded a 30-day “credit” over his rival when they re-
sumed the race toward Paris from Vladivostok — by way of
Manchuria, Russia, and Germany.

Schuster rolled into Paris four days behind his German rival.
But because of the 30-day credit the Flyer had piled up in the
United States and Alaska, the American entry was declared the
winner by 26 days. Schuster arrived in Paris 170 days after
leaving New York. One admirer of the fantasies of Jules Verne
added 10 days for shipping the Flyer across the Atlantic and
reported the story under the title, “Around the World in 180
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Days.” Schuster was actually on the road (or, at any rate, driv-
ing on land) for 88 days and a total distance of 13,431 miles.
That victory (and the resulting publicity) rescued the Thomas
Motor Car Company from a shaky financial position and turned
it into a highly profitable enterprise.

Before 1908 and that “around the world” feat, American cars
were generally considered inferior to the European makes — by
American purchasers as well as others. But after winning that
test for ruggedness (plus another award the same year for ex-
cellence of manufacture), American cars soon became popular
all over the world. That second award, for “standardization and
interchangeability of parts,” was made to Cadillac by the Royal
Automobile Club of London. Three Cadillacs had been selected
at random from stock in the United States and shipped to the
officials of the Club in England. Under their supervision, the
cars were completely disassembled and the parts were piled in-
discriminately together. Cadillac mechanics then assembled
three cars from the thoroughly mixed parts. The cars were put
through various road tests, with all three Cadillacs making per-
fect scores. That “Sir Thomas Dewar trophy” was won again
by Cadillac in 1913 for its electrical starting, lighting, and igni-
tion — the only automobile ever to win the trophy twice.

The Cadillac is still with us. But the Flyer is now merely an-
other of the more than 2700 brand names that have long since
ceased to exist. For advertising purposes, however, today’s
automobiles are still climbing mountains and crossing deserts
all over the world. Apparently, speed and performance records
still have a powerful appeal for potential purchasers. That tried
and true type of advertising probably started way back in 1865
with Sylvester Hayward Roper and his “improved steam car-
riage.” To show the excellence of his road carriages, he pitted
one of them against a racing horse and a running man in a
mile race at Poughkeepsie, New York. The man covered the
mile in 5 minutes and 20 seconds. The horse did it in 2 minutes
and 37 seconds. But the steam carriage won the contest with a
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time of 2 minutes and 20 seconds.

The first real automobile race in the United States was spon-
sored by the Chicago Tvmes-Herald on Thanksgiving Day,
1895 — from Chicago to Evanston and return. The total prize
money at stake was $5,000. Six cars started the 52 mile race. A
“Duryea” gasoline car, driven by Frank Duryea himself, was
the winner. He averaged a little less than seven miles per hour
over fearfully bad roads in snow and mud. But even then, he
still defeated an imported Benz that had been a prize winner
in the Paris-Bordeaux race earlier in the year. The $2,000 first
prize money was of great help to the newly established Duryea
Motor Wagon Company in Springfield, Massachusetts. In 1896,
that company produced 13 gasoline motorcars.

In 1897, Alexander Winton raced one mile in one minute
and 48 seconds in a car of his own design. Later in the year, he
drove the car 800 miles from Cleveland to New York in 10
days. Those two feats made the Winton a strong rival of the
Duryea. When a 10 mile race sponsored by the Chicago Inter-
" Ocean in September of 1900 was won by Winton in 16 minutes
and two seconds, his cars became the most popular in the nation.

By the end of 1900, there were something like 100 manufac-
turers of automobiles in the United States. Among those manu-
facturers were Ford, Olds, Winton, the Duryea brothers, F. E.
and F. O. Stanley, James Packard, the General Electric Com-
pany, and those six Mack brothers who built their first experi-
mental “bus-truck” in Brooklyn, New York in 1900. Total
production for the year was 4,192 vehicles — steam, electric,
and gasoline. ‘

In 1901, young Roy Chapin drove a one-cylinder Oldsmobile
from Detroit, across Canada, down the towpaths of the Erie
Canal, and on to the Automobile Show in New York City. That
seven-and-one-half-day trip caught the public fancy — and
Oldsmobile sales shot up from 425 in 1901 to 2,500 in 1902.
The following year, an Olds racing car at Daytona Beach cov-
ered five miles in six and one-half minutes — and sales
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continued upward. That was also the year that three cars were
driven across the continent from San Francisco to New York
— a Winton, a Packard, and an Oldsmobile. (The Winton,
driven by Dr. H. N. Jackson, did it first, May 23 to July 26.)
In 1904, the Olds Motor Works sold 5,000 of its “curved-dash
runabouts” at $650 each “with mudguards.” That was more
than 20 per cent of all the automobiles produced in the United
States during the year. The next year, Gus Edwards wrote “In
My Merry Oldsmobile,” and total production of both the
curved-dash and straight-dash models was 11,500 cars. Unques-
tionably, the Oldsmobile was the first mass-produced and low-
priced automobile in the world. Even so, the manufacturers of
the more than one million horse drawn vehicles in 1905 con-
tinued to expand their facilities.

The girl and the automobile were early the subject of popular
songs and plays. The song “Love In An Automobile” appeared
in 1899. It was soon followed by “The Automobile Honey-
moon.” Other song writers tried their luck with titles like “Take
Me Out In A Velie Car” and “Give Me A Spin In Your Mit-
chell, Bill.” The stage first saw the automobile in 1904 in “The
Great Automobile Mystery.” In his report on the play, one
critic punned, “The tragedy scenes are breathed hard a la
Panhard.”

In 1903, the Neustadt-Perry Company of Saint Louis decided
to capitalize on the fact that many Americans still wanted to
build their own automobiles “Just like the Duryea Brothers.”
At a greatly reduced price, that company would ship all the
necessary parts for its complete car — plus easy-to-follow in-
structions for putting it together. (Since today’s automobile has
some 15,000 parts, a diagram for assembling one might now be
a bit more difficult to follow.)

Meanwhile, the future “master of mass production,” Henry
Ford, had devised a scheme to bring himself and his automobile
to the attention of the American people. The scheme was sim-
plicity itself: He built a racer and challenged the informal
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champion, Alexander Winton, to a 10 mile race. Winton ac-
cepted and, on October 10, 1901, the race was held on a track
near Detroit. Henry Ford was the winner. His time of 13 min-
utes and 24 seconds brought him national acclaim. For several
years thereafter, Ford kept himself and his cars in the limelight
by building two more racers — the “999” and the “Arrow” —
and hiring Barney Oldfield to drive them. That winning com-
bination soon became world famous, and Henry Ford was on
his way. *

From Ben Hur to the current winner of the Indianapolis In-
ternational Sweepstakes, mankind has always enjoyed a race.
In the days of Imperial Rome, the winners of the big chariot
races became rich and famous. (While there is no specific in-
formation on the subject, it is logical to assume that the manu-
facturers of the winning chariots did all right too.) And so it
was in the early days of the automobile industry. For example,
Barney Oldfield’s favorite story was about how he and Henry
Ford had made each other — with Barney claiming that he did
much the better job! And still today, our response to the idea
of a race is so natural that even when an expectant mother fails
to get to the hospital on time, the newspapers almost always
use the phrase “loses race with stork.”

One of the most famous sporting events of all time was the
annual race for the Vanderbilt Cup. The first race covered a 30
mile course on the roads of Long Island in 1904. It was won by
a French Panhard that had a top speed of 90 miles an hour.
The last Vanderbilt Race, in 1916 at Santa Monica, California,
was also won by a French import. In between, the sponsor twice
attempted to cancel the race because of the appallingly high
rates of death and injury to both drivers and spectators. But
popular demand wouldn’t permit it. The 1906 race attracted
300,000 spectators — the largest crowd ever to attend a sport-
ing event in America.

*For the most part, Ford Motor Company, Fisher Body, General Motors, and Chrysler

are not mentioned in this summary chapter of the automobile industry from 1900 to
1929 because each is discussed in a separate chapter.
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When William K. Vanderbilt, Jr., first announced his spon-
sorship of the race, his hope was that the gruelling race track
tests would lead to safety and mechanical improvements to the
automobile in general. In addition, as a car fancier and racing
driver himself, he wished to bring recognition to American cars
and drivers. Both aims were accomplished, but the huge crowds
seemed far more interested in the sheer excitement of the race
than in “improving the breed.” In some respects, the event was
not entirely dissimilar from those chariot races in the Circus
Maximus of old Rome.

It is obvious, of course, that speed was the objective of those
races. But increased speed throughout the early history of the
automobile industry brought improved engines, tires, and fuel
— and more safety devices to protect the driver. Those me-
chanical and safety features soon appeared, in turn, on the
stock commercial models. Several automobile manufacturers
considered racing so important to the success of their companies
that they kept a team of racing drivers permanently on their
payrolls. *

But perhaps the Glidden Tours of 1905-1913 were far more
successful in “improving the breed” of cars for everyday use
than were all those races combined. Those tours were especially
successful in calling attention to the frightful road conditions of
the United States in the early 1900’s. Charles J. Glidden was a
wealthy “telephone” man who, after retiring from active busi-
ness in 1900, became an ardent motor tourist and voluntary
press-agent for the automobile. In 1904, he participated in a
publicity feat that was designed to feature the thrills and pleas-
ures of both the automobile and the Louisiana Purchase

*The Elgin Road Race (1900-1933) provides a side light on the influence of famous
racers. In the early 1900’s, no red-blooded American male would evenconsider wear-
ing an “effeminate” wrist watch. But then the Elgin Watch Company began its
sponsorship of that famous road race — and showed pictures of Barney Oldfield, Louis
Chevrolet, Bob Burman, Eddie Rickenbacker, Ralph De Palma, Wilbur Shaw, and
other racing champions wearing wrist watches! That same tried and true advertising
idea is still being widely used today in various fields of merchandising. It still works
wonderfully well.
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