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INTRODUCTION

Automobilist Century is an art gallery, with conversations.
Over five years in the making, its pages are film image reflections of metalled emotion.
It transverses lawn and asphalt to examine the spectrum of
engineering solutions juxtaposed by timeline. The earliest examples from le Belle Epoque,
through to the end of the century's Avant Garde exotica, are presented to honor the craftsman's art.
While personal transportation has become a commodity, taken for granted and expected to
serve with selfless efficiency, produced by an industry that has long driven the world's economy,
here we step back to see the pinnacle achievements of the individual.
Each evocative form reflects the many hands by which they were shaped;
every engineering achievement illustrated, the machining executed by the journeyman's judgement;
comprising a thousand man-hours in realization; to achieve one goal, pinnacle performance.
The conversations are stories told by the low rumble at idle, or the reverberating thunder echoed across concrete and
hillside, approaching, passing, and vanishing into the distance of time,
from where these histories emanate.

AC is dedicated to the memory of Robert De Lano Sutherland,
who through his kindness, enthusiasm and friendship introduced me
into the historic automotive community, of which this book is a reflection.

photography by S. Scott Callan
Old Ford Warehouse (p209) by Miles S. Callan

In some cases a co-writing credit is given Kip Crosby.

Kip came on board as Velocity's staff editor during the creation of the cd-rom Alfa Romeo: View from the Mouth of the
Dragon Now, granted, the word creation seems a bit pompous, but during the early 1990s we were developing a new
type of publication to take the history of the automobile into the digital format. It required combining traditional print
with film and animation. On the literary side, it required segueing from the traditions of a liner plot and developing a
plot structure that allowed the reader to navigate through subfiles at will, while keeping the story sequential. Prior to
developing the programming methods necessary and programming the CD, the publisher had composed a three hun -

dred page manuscript on the early history of the automobile industry that placed the against all odds story of Alfa

Romeo at its center. When the publisher had essentially deconstructed this three hundred page manuscript into the

multi-threaded plot structure required, Kip came on board and transformed the technical into prose. We found it so

enjoyable writing to each other's strengths and styles that | asked Kip to conspire on a few stories here.
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THE*POPE

From behind a leather-and-wire racing mask, the starter
with his raised flag was a black-and-white half-illusion
through a miasma of oil-sodden exhaust. With flag's drop
the petroleum fog gave way to driven dust concealing
rocks that struck before they were even seen. Maxim-gun
staccato billowed from a frenzy of distorted wheels and
shadowy hunched figures in the afternoon's harsh sun-
light. Bone-jarring shudders and jerks were telegraphed
from rutted dirt surface to the desperate grip of gloved
hands on a thick-rimmed wheel. From controlled drift
into corrected slide to the sudden grip of the groove
through the corner, cars jockeying two, three abreast.
Mechanics grasping bodywork and seat, human ballast,
defying centrifugal pull, spastic chassis jolt, fighting to
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balance themselves and the car. Out onto the
back straight, accelerating against the clock, each
car charges to attain clear air, or stay in it.
Throwing the car in, muscling it through, the far
turn. Front straight passage at speed, running
deep in a canyon of exuberant cheers, yet taut
throats and gaping mouths cupped by hands are
eerily silent; no human sound can penetrate the
manic thunder of the cars. Back into the dust, the
turn, the adrenaline as sweat is jolted from every
pore. Five more, ten more, two hundred more
laps will bring the record, the win, a piece of the
gate, on this barely refurbished horsetrack. Yet
few dare think of the finish; if they think of any -
thing beyond the shuddering vista before them, it
is their delicate tires, surging fuel, climbing nau -
sea, or that rock just by, too close.

In the first years of the century now past, while
the French pelted down their Routes Nationales
amid dust, rock and oily fume, their American
counterparts were competing in multiple-event
heat races and finals at hastily transformed equestrian
venues. Rutted by wagons and roughened by floods,
primitive American public roads were well understood to
be far too brutal for road races; but success on the oval
dirt miles brought such names as Winton, Packard and
Peerless their renown in the sports pages. One such early
manufacturer, competing fiercely to promote itself,
attained the laurels of '03 & '04 consistently as if by divine
right; Pope Toledo.

"The Pope", as the enthusiast public came to call it, was
a superb example of brass era engineering and craftsman
ship. Its designers, in creating the four cylinder 24hp
Type VI, sought to enhance performance through light
weight and precision construction. The engine's cylinders
were individually cast, then brought to uniform 4.5" diam -



eter by meticulous use of a boring mill. The outside of the
cylinders were machined for lightness and to achieve
"uniform expansion under heat, thereby holding the com -
pression much better," as a factory engineer told a contrib-
utor to the February 10, 1904 edition of The Horseless Age
magazine. The cylinders were then grooved externally
just below the 5.5" stroke, and individual corrugated cop -
per water jackets were joined with a dovetail, then hard-
soldered to make them watertight. The tops of the cylin -
ders were flanged to form a gasket-less seal with the
removable cast iron head and integral valve chamber;
which also contained water passages. The automatic
intake valves were positioned directly above the vertical
exhaust side valves, all fabricated of pure nickel-steel.

The combustion chamber and piston showed careful
design in many ways. The head, with standard side-valve
geometry, contained a combustion chamber pocket; but in
the Pope, this pocket led to a unique hemispherically
domed combustion chamber with the spark plug at top
center. The matching domed piston was described by its
designers as "arched or bulged outwardly to give maxi -
mum strength for the thickness of wall employed",
although the writer for The Horseless Age opined that
"this ...arrangement may have been dictated by considera
tions of compression space...the engine works with high
compression." To further reduce the dreaded "dead
weight”, the piston had an extremely thin wall above and
below the four rings at the top and again around the fifth
ring binding the piston skirt. The con rods are referred to
as "the Marine Type" and are forged steel, as is the crank,
which is supported by four bronze bearings. The
crankcase is of the barrel type, cast in aluminum and split
horizontally at the centerline. The chassis brackets and
bearing supports are cast integrally with the case's upper
half.

In the period when armored wood was the normal

frame material, the 94" wheelbase chassis is constructed of
pressed steel rails and cross-members. Steel tube front
and back axles are suspended by the expected comple
ment of semi-elliptical springs, but at a time when sepa-
rate transmissions were customary, the Pope incorporated
the three-speed gearbox and differential in-unit, using
sliding gears arrayed transversely to the chassis. Final
drive is by dual chains. Without question this arrange -
ment delivered power in a manner very advanced for
1902 / '03. Many of the design tenets of this engine lived
on into the nineteen-fifties, and its transmission / differ -
ential layout presaged designs that found further develop -
ment well into the second half of the century, facts that
speak volumes.

During the American racing season of 1903 and '04 "The
Pope" spoke with stentorian voice. Ready for competition
in August of '03, it ran in twenty-three races nationally
before the end of October. Of these the Pope racers won
fifteen competitions including seven in a row; placed sec-
ond six times, third once, and fourth once. Perhaps most
impressive from today's perspective, they never failed to
finish, a record that few if any racers of the Brass Era can
claim to match.

A 24hp in touring trim took part in the New York-to-
Pittsburgh endurance race late in October. This competk
tion suffered inclement weather so intense that birds were
battered out of the air, rail traffic stalled and telegraph
lines were downed. The participating Pope lost only eight
points. The car that placed second had lost ninety-six.
The last race of the season was held in the more temperate
climate of Los Angeles on November 20th. The attending
Pope covered the five mile, oval closed course in five min-
utes fifty-two seconds, defeating a 45hp Mercedes, a 40hp
Tinchner, and a Franklin.

The results of '03 electrified the growing fraternity of
racing drivers, who queued up at the Toledo factory to

29



pay the $3500 catalogue price. Popularity thus added to
power and reliability resulted in a stunning '04 season
for Pope-Toledo. Between April and June the marque
entered seven hill climbs and won all of them. From
June through October, with forty races contested in

nine states, the cars from Toledo took the laurels thirty-
three times. Between July 2 and August 26th of '04 they
won 23 consecutive races, placing second twice.

Of the many talented drivers who competed with a
Pope, one of the most successful - and enthusiastic -
was Herbert Lyttle. After a rewarding season on the
short tracks, Lyttle looked forward eagerly to the first
Vanderbilt Cup competition, to be held on 8 October
1904.

William Kissam Vanderbilt was the very prototype of
the wealthy daredevil. He dreamed of a thoroughly
American road race which would honestly compare to
the European races he had participated in and con
tributed to - the 1895 Paris-Bordeaux, the '02 Paris-
Vienna and Circuit de Ardennes, and the Paris-Madrid
of '03. In practical matters, though, he was no dreamer,
and he understood that American roads would not yet
sustain a full-tilt city-to-city race after that pattern.

He therefore set about to organize America's first
road race in the European manner on a set course,
using the relatively well-groomed roads of Long Island,
and taking as his model the 1903 International
Challenge Cup race in Ireland, sponsored by his close
friend Gordon Bennett. As Bennett had, Vanderbilt
insisted that the parts of the competing cars should
have been manufactured in the car's country of origin;
but he stopped short of mandating, like Bennett, that
the drivers share the auto's nationality. Each lap was to
cover thirty miles through the countryside of Long
Island, the whole race comprising ten laps - so that,
while the competition would not have the exhausting
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character of a Paris-Madrid, it would certainly pose a
more formidable challenge than the oval-track races the
American cars had been bred for.

Nor were these roads, while adequate, destined to be a
cakewalk for the assembled cars and drivers. Though the
circuit was predominantly made up of state turnpikes,
and Vanderbilt had the influence and money to declare
these roads suitable for racing, they were still more than
rustic. The course contained six level crossings, the bane
of these early competitions.

The entrants' list for this deeply anticipated Saturday
inaugural held six French marques, five each of American
and German origin, and two from Italy. One expatriate
American would be driving a Panhard, and three
Americans were at the wheels of Mercedes. AAA sanc
tioning had been secured, a three-foot-tall solid silver cup
commissioned from Tiffany, bountiful prize money was
provided, international factory participation was assured,
the local constabulary would undertake crowd control -
on the face of it, all looked very organized indeed.

The reality was quite different. Though Vanderbilt got
right-of-way for the day of the competition, the locals
were dead set against the event - at least until they real
ized they could charge the expected 50,000 spectators a
substantial sum for parking close by the circuit. The
police allocated 100 officers, barely appreciating the logis-
tic ordeal before them. The most effective crowd control
turned out to be the roar of the oncoming cars, which in
passing kicked up oil-soaked clods from the track surface.

The cars were sent off at two-minute intervals, with Al
Campbell in a 60hp Mercedes leading the way. For the
drivers and their riding mechanics, the crowd was a mere
distraction as this brutal thirty-mile course stretched
unendingly before them. The level crossings, rightly
feared, by mid-race had taken out three Mercedes and
both FIATs as well. At the front, the race was between the

American from Paris, George Heath, on his 90hp Panhard,
and Albert Clément on his similarly muscular Clément-
Bayard. The Pope and Herbert Lyttle, and his riding
mechanic Charles Soules - a formidable driver in his own
right - started in sixth. They lost ground on the second
lap, drifting back to eighth. They then started to move
upfield; seventh on the third lap, fourth on the fourth,

fifth and sixth, then finally attaining third which they kept
until the finish. Lyttle's fastest lap was timed at 37 min -
utes and 26 seconds, for an average speed of 48.53 MPH.
The Pope, while far from the most powerful car compet -
ing, exhibited its legendary reliability and consistency; the
press in attendance observed that Lyttle ran "the most
uniform race of the day. The greatest variation in his lap
times was 1 minute, 3 seconds on any one of the 30 mile
laps". Of course, this was the Brass Era, and the press
duly noted that one of Lyttle and Soules' laps was
impaired by "30 minutes spent at the J & G Tire Depot" - a
pit stop not exactly of NASCAR caliber.

On the night of July 11th, 1905, the 35 contestants of the
first "official" Glidden Tour - or, formally, AAA Reliability
Tour - gathered for a banquet in the high summer heat of
a Hartford hotel ballroom. The Connecticut hotel was the
first overnight stop of many on the 870 mile Tour before
them. Sitting between the city's Mayor and the Tour's
organizer, Charles Jasper Glidden, was the evening's
toastmaster, Colonel Albert Pope. As Colonel Pope stood
addressing 150 guest automobilists and the Tour drivers,
many of whom were his pioneering peers in automotive
manufacturing, he was a man at the top of his game. This
retired Union Colonel had combined his munitions com -
pany with the Weed Sewing Machine company and creat-
ed a manufacturing operation capable of machining to
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1/2000th of an inch tolerance - in the 1870s. His devotion
to precision manufacturing was inspired when he
watched the public's reaction to the American introduc -
tion of the bicycle at the Philadelphia Centennial
Celebration. Convinced of destiny, he traveled to the
Continent, observed the latest trends in manufacturing,
and came home understanding that these new personal
vehicles would succeed only if they could be built from
interchangeable parts - the same conclusion that had
made possible the armaments empire of Samuel Colt.
Well-versed in contemporary distribution and customer
support problems, Colonel Pope took pains to establish
individual factories in different cities. His efforts resulted
in America's first large scale bicycle manufacturing opera-
tion.

Leap to the 1890s, when person-powered transport was
being supplanted by powered personal transport. Both an
electric car company, Waverley Electrics of Indianapolis,
and a factory in Hartford for gas-powered vehicle manu -
facture were established. By selling five hundred electrics
and fifty gas powered cars by the end of the 'nineties,
Pope became America's first large-scale automobile com
pany.

In 1899 the perceived suitability of Waverley electrics
for the taxi trade sparked the formation of a Wall Street
trust which, it was thought, could transform the streets of
America's cities. 1,600 lead-acid electrics were delivered,
but sadly, their inefficiency of operation prevented them
from having the envisioned impact on the manure
removal budget of the major Eastern cities; and the finan-
ciers' effort was derided as "The Lead Cab Trust".

Electric automobiles were trusted and popular, but
Colonel Pope saw more exciting possibilities in gasoline-
driven vehicles. Thinking strategically as he usually did,
and not wanting to fall afoul of litigation arising from the
Selden patent - a situation that would bedevil Henry Ford,
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as first among equals, for years - Pope began by buying
Selden out, then moved forward with his nascent gas-
powered-car operation. Overshadowed by the reception
of the Waverley electrics, gas-powered development had
proceeded quietly but steadily under the innovative direc -
tion of Hiram Percy Maxim, son of the gun's inventor. By
1904 the Pope company, organized into divisions, manu-
factured several gas-powered models and sold them into
numerous markets. As Colonel Pope stood at the rostrum
that warm night, speaking to R. E. Olds, Walter C. White,
J. D. Maxwell, Percy P. Pierce and the attendant autome
bilists over cigars and port, he could have been canonized
as the patron saint of automotive promotion. To quote one
of the company's executives in 1906; "Much of the success
of this enterprise is directly traceable to the policy of the
founder in the liberal and persistent use of newspaper and
regular periodical advertising. During the last decade this
house has probably used more newspaper space than any
other concern throughout the civilized world." Yet that
proud moment at the Glidden dinner, during which the
officer-turned-tycoon seemed forward-looking and unas -
sailable, was probably the apogee of his career.

Certainly no weakness was evident in the company's
operations, then or for some time after. The recognition
earned in the racing seasons of '03 and '04 facilitated the
company's expansion of its line of road cars for 1905. The
24hp Toledo became the more luxurious 30hp, then the
stunningly powerful 45hp. The factory in Hartford
expanded its line of "economy cars". The Maryland plant
increased production of its motorized surreys with the
fringe on top.

Herbert Lyttle, ever the Pope man, bankrolled the con-
struction of a 60hp prototype for the second running of
the Vanderbilt. The redoubtable Maxim joined two of the
four-cylinder 30hp motors at the crank, to create a V8.

But the competition on Long Island that autumn proved



more formidable than the year before, the spectators
equally unruly, and the race itself harder fought. After
the lead cars crossed the finish line the 50,000 spectators
surged onto the track, and Lyttle, sidelined by cylinder
problems on the fourth lap, never came close to officially
finishing. The day was saved for Pope-Toledo by Bert
Dingley, winner of the American elimination trials, whose
machine was running after completing five laps, and who
was awarded twelfth place. The strong showings of
European teams like Darracq, Panhard, Mercedes and
FIAT were a rude shock to American competitors.

For the '06 Vanderhbilt Lyttle, lesson bitterly learned,
again turned to Maxim for a high-powered American
competitor. His response was a more highly developed
eight with 120hp, to face off squarely against the 130hp
FIAT and the 120hp machines of Darracq, Mercedes and
Itala. But in the more strictly organized Eliminating Trials
of '06, Lyttle was disqualified for requiring motorized
assistance to tow the big V-8 to life. Still, Pope felt justified
in raising the price of the 1907 customer's model to $4,250,
which he duly announced in his advertising and cata -
logues.

The looming Banker's Panic of 1907 meant that his tim
ing could barely have been worse. On August 15th both
his Toledo operation and the parent company in Hartford
were pushed into receivership at the instigation of
MacManus-Kelley, the company that placed all of Pope's
advertising.

Newspapers of the era relished the Colonel's attempt to
fight the good fight. Perhaps the youthful Union Army
officer had led his men to victory at Petersburg; the
mature captain of industry, skirmishing against vaguely
defined monetary policy during the nascent days of
industrial credit, went slowly to defeat. In 1908 a painful
consolidation began when Waverley Electric was sold.
The following year the Toledo factory passed into the

hands of the Apperson-Toledo Motor Company. Only the
Hartford operation survived the country's currency short -
fall, and its progenitor did not; Colonel Albert Pope, one

of America's greatest apostles of the bicycle and the gase
line automobile, passed on in 1909 at the - then venerable
- age of 66. Finally, burdened by the overextension of 17
models offered, embattled by Ford's dominance of the
entry-level market, Pope's original manufacturing facility
disappeared in 1914. So passed the company and the man
who, as few others, defined the process of American auto-
mobile manufacture and the industry that resulted.

By S. Scott Callan & Kip Crosby
2003
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FIAT S74
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The last century's first decade foreshadowed the cultur-
al and economic, gorgeous and sometimes garish, high
noon of the Belle Epoque; which was also the heyday of
the craftsman automobile.

Experimentation was slowly giving way to engineering,
the word "production” was not yet intimate with the word
"series," model lineups were haphazard and
categories...fluid. The basic varieties of motorized per-
sonal transport were the economical but flimsy cycle car, a
"motorization" of an existing paradigm; the stately, deep-
voiced and hopefully docile touring car of 3 to 6 liters
capacity; and the huge, bellowing and frankly dangerous
racing car of 10 to 18 liters. To this orderly triumvirate, as
the Great War approached, was added a new classifica
tion; the voiturette or sports car.

To the Europeans of the day, a "sportsman's car" was a

thinly veiled version of the previous year's Prince
Henry competition car. In this mold one could

find Vauxhall's 3.9-liter, Benz' 6.6 & 7.4, and Dr.
Porsche's eminent 5.7-liter creation for Austro-
Daimler. Mark Birkigt of Hispano-Suiza offered
the seminal 3.9-liter Alfonso XlIl. The most expen-
sive of the range, and the closest to out-and-out
competition standard, were the 9.5-liter Mercedes
37/90 PS and the Isotta-Fraschini KM.
Development and refinement of these highly craft -
ed performance cars occupied an ebullient decade
of automotive history, brought to a close only by
the guns of August.

The voiturette class seemed unlikely to spawn
worthy challengers. If the voiturettewas no spindly
cycle car, neither was it a long-hooded gentleman's
racer with lavish amenities. Displacing only 1.4
liters and weighing 750 pounds dry, such a car

achieved performance through discreet balance of power
and weight; but its advanced engineering, artful construc -
tion, and meticulous fit and finish made it worthy of con -
sideration alongside larger, heavier, and much costlier
vehicles. The blossoming of the voiturette, truly the pre -
cursor of almost all modern competition cars, is insepara-
ble from the story of Ettore Bugatti and his vision.

Much has been written about Ettore Bugatti, but most of
that in breathless retrospect. In 1910, Bugatti was almost
completely unknown even to the automotive enthusiast;
but he was not a novice in any material way. By then he
had worked for, or with, Prinetti & Stucchi, Gulinelli, de
Dietrich, Mathis, and Deutz, amassing ten years of engi-
neering experience at the venerable age of twenty-nine! If
he was not le Patronyet, he certainly possessed the
unbending will and belief in excellence that would soon
make him a star among constructors.

Still nominally in the employ of Deutz, he began build -
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ing a voiturette in his basement machine shop, and called
it at first le pur-sang the pure-blood, or thoroughbred.

But with his typical thoroughness, he then assigned a type
number to every automotive project he had ever worked
on, so that his cycle-car for Prinetti & Stucchi becameex
post factdhe Bugatti Type 1, and so forth. By this reckon-
ing, his slipper-bodied, jewel-finished voiturettewas called
the Type 13, and he obviously believed that logic (at least
his logic) handily trumped superstition. This was the car
that embodied, so to speak, the ambition of a brilliant
engineer not yet thirty, determined to make name and
fame for himself in the volatile venue of autocraft. The
legal constraints of his contract with Deutz might pose
obstacles? But his shop and tools were his personal prop
erty. Some of the design detail was original to Bugatti? No
matter, his intuition would prevail. The valve gear was
nearly impossible to overhaul? The benefit in performance
was far more compelling than the overhead of servicing.
The axiomatic nature of all future Bugattis was thus firm -
ly established; an owner who found deficiencies simply
didn't understand the car.

Perhaps there was much to understand about the Type
13 - and even a few things to forgive - but there was more
to enjoy. The 1327 cc engine was tiny but formidable.
Bugatti placed himself squarely in the engineering avant
gardeof 1910 by tucking as many mechanical assemblies
inside the case as possible. Water-jacketed cylinders
crowned by exposed valve springs, and garnished with a
shake's nest of obvious piping, may have been the com
mon denominator of the day but had no place in Bugatti's
evolving universe. The smooth-sided case with its domed
cam cover, flanked by the exhaust and carburetor, evoked
an Art Deco simplicity at a time when that esthetic was
barely known to industry.

Within the case, sophistication prevailed unimpaired.
Eight overhead valves were operated by a single overhead
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cam through Bugatti's signature-to-be curved tappets.
The intake valves were on the opposite side of the
exhaust, providing effective breathing through the cross -
flow arrangement. The block was an admirably complex
casting, whose fixed head sidestepped the well-known
shortcomings of primitive gaskets. Everything about the
design encouraged easy revving, and the recommended
maximum of 3000 rpm was startlingly higher than indus -
try standards. Bugatti was to find great satisfaction with
this engine for many years, doubling the number of valves
and gradually introducing other refinements which the
basic configuration accepted gracefully.

The pressed steel frame-rail chassis was loyal to the
same irrepressible standard of construction, quite unheard
of in this displacement class at the time. The separate
four-speed transmission was connected by open propeller
shaft to the differential, which was linked to a chassis
cross-member by a pressed-steel torque arm which locat
ed the axle. The front and back axles were suspended by
half-ellipse leaf springs.

The whole result was an endearing but misleading
automobile that - at least at first - in profile somewhat
resembled a Dutch wooden shoe, and would contain two
adults only if they were devoted friends. If a Prince Henry
Benz was a lion, then a Type 13 was a kitten - or so
thought the young blood in the majestic Benz who
encountered one on a rustic road, then found the pesky
thing impossible to shake. If the two were in congested
city traffic, the suddenly corpulent Benz had no hope of
pacing the slippery creature from Molsheim.

Bugatti was eager to exploit its virtues in competition
and entered his factory manager, Friderich, in an event -
which today might be called Formula Libre - at the Sarthe
circuit in July 1911. The uneven competition ranged from
a five-year-old 18-liter Lorraine-Dietrich to a team of fresh
6-liter Rolland-Pilains. The summer heat hovered around
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the century mark, the course ran thirty-four miles to the
lap and was in abusive condition, and after eight hours'
racing, most of the competitors had simply expired.
Friderich, probably astonished, brought the tiny thor -
oughbred across in second, to the accolade of the French
public.

The newsreels of this race impart a dark humor to
Bugatti's accomplishment with the T-13. The organizers
having been deterred by the expense of forty-five miles of
palisading, and its accessories, that year's competition was
not accorded Grand Prix status, nor was it to that stan-
dard. Instead, the cars being raced that day were an early
clue to a new direction; the precursors of the sports-racers
that have ever after filled the grid at Le Mans. We see
drivers fighting for control of the primitive, large-dis -
placement bolides, which tended to capsize in corners at
any provocation, or to shoot into the underbrush as
engine-laden understeer became an absence of steering.
Off the course and out of camera frame, stage left, next
please! Contrast most of thevoiturettes Bugatti's direct
competition, like the independently sprung Sizaire-

Naudin teetering precariously around the course and
barely escaping its own billowing cloud of exhaust.

Ironically, the field had comprised both classes mixed
only because the organizers feared that either class alone
would barely draw a crowd. Yet this race posited, and
then proved, one of the cardinal truths of auto racing: a

French and British magazines began extolling the
virtues of the remarkable lightweights from quasi-German
Alsace. Sports pages ran David and Goliath editorials,
setting the Bugatti against tall-hooded Prince Henry hope -
fuls and scarcely comparing it to fellow voiturettes
Promotion boosted sales, which began to cover operating
costs, if barely. Working with the forty-five-inch track of
the Type 13 chassis, Bugatti extended the seventy-nine-
inch wheelbase to 95 inches, creating the Type 15, and
then to 101 inches, resulting in the Type 17.

Le patronneeded to feed and operate his growing
duchy. Falling back on his earlier strategy of licensing, he
produced a miniatura with an 883cc T-head engine,
designed for series production by a manufacturer with
ample resources. Friderich, prototype in tow, was sent
first to Wanderer who had little interest, then to a much
more receptive Peugeot. The French firm licensed the
design, dubbing it "Bébé", and manufactured more than
three thousand before 1916. Concurrently, Bugatti pro-
duced the 5-liter Type 18 or Garros an updated, half-sized
version of the 10-liter four-cylinder he had licensed to
Deutz in 1907. In 1913 he strung two T-13 blocks on a
common crank and made his first straight eight, in two
versions which were not successes but presaged copious
rewards in the postwar world. Automotive engineering,
Bugatti knew, was advancing around him; the pace of
development was rapid and the Type 13 was not the

brilliantly engineered, agile small car can at least run neck-andstandout among voiturettesthat it had been even two

neck with a crude, heavy-handling big cdio be sure, the
film does not show the Type 13 streaking up the straights
leaving the bellowing dinosaurs hazed by its scornful

dust. It merely ends with a few frames of Friderich, unex -
pectedly in second place, sitting in the little car grimy-
faced and looking dazedly at the camera while the French
crowd cheers behind him. How had his car achieved this
with only fifteen horsepower?
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years earlier. Of course, no other car was a Bugatti, but -
He updated the engine with four valves per cylinder, and
developed two new chassis.

But not only the state of automotive engineering was on
the move; so too were the newly mechanized armies of
Europe, a far greater threat to Bugatti's livelihood.
Appreciating that Molsheim's location would doubly
imperil it in the coming conflict, Bugatti prepared strategi -



cally. The two new engines, one with single and one with
twin ignition, were wrapped in oilcloth and buried on the
grounds of the estate. Two hundred workers were
released to join their armies of choice. Bugatti and his
family, with the help of his friend Count Zeppelin, fled for
Italy with the two new chassis; the chassis stayed in an
all-too-damp basement in Milan, and the family Bugatti
went on to Paris, to sit out the war while Ettore worked
on a sixteen-cylinder aero-engine.

With war's end the much contested Alsace-Lorraine was
reunited with France. This political remapping of the
area, while difficult, suited the Francophile Bugatti, who
returned with his family to find the estate intact. He
reunited as many of his employees as had survived the
cataclysm, and began the postwar career of his firm. The
sixteen-valve engines were unearthed; the two chassis in
Milan were dragged into daylight, repaired of their water
damage, and mated to the engines. To generate much-
needed capital Bugatti arranged licensing of the Type 13,
and its derivatives, to Diatto of Italy, Rabag of Germany,
and the British firm Crossley. Thus reinforced, he felt, he
would be able to base all new Type 13 derivatives on the
sixteen-valve engine, which was to enter production
immediately. A modified short-wheelbase chassis of the
13 was adopted for racing; customer cars would be based
on the longer chassis of the 15 and 17, and would be
called the Types 22 and 23. The twin-ignition engine was
to be used by Friderich for the schedule of races begin
ning in 1920. The chassis of these new models were note
worthy for their quarter-elliptic rear leaf springs, a Bugatti
design element that would become standard for a decade.

The first postwar competition for the now French com -
pany was the Coupe Internationale des Voiturettea 29
August 1920, held at Le Mans. Molsheim's adversaries
here were almost everything that could decently be called
a voiturette, from shopping-cart-like cycle cars to sporting

machines that competed fairly with the Type 13. The field
of Majors, Majolas, Bignan-Sports, Mathis, Sizaire-
Naudins, and British Silver Hawks and GNs confronted a
shortened 10.6-mile Sarthe circuit, with twenty-five laps
resulting in a 255 mile race. The ever-able Friderich was
entered with the twin ignition car. One of the two single-
plug cars was given to Pierre de Vizcaya, the son of
Bugatti's Strasbourg banker; proving that Alsace, having
passed from Germany to France, was no less affluent for
it. The third team car was handled by local mechanic
Baccoli. In the event, the faithful Friderich brought the
"new" six-year-old 16-valve across the line nineteen min-
utes ahead of a Bignan-Sports in second place. The very
pro-French motoring press erupted with adulation and
Molsheim's postwar sales were jump-started nicely.

In September 1921 Bugatti reached a milestone in the
respected firm's history. Four team cars were dispatched
to Northern ltaly for the Voiturette Grand Prix at Brescia.
Their engines had been bored out to 68mm from the pre-
vious 65.6mm, giving displacement of 1453 cc. The plain
crank bearings were augmented by ball-races, and the big
ends of the connecting rods were fitted with roller bear -
ings. Dash-mounted twin magnetos were cam-driven,
and the spark plugs for the twin ignition were arrayed
four at each side of the block. Inexplicably, lubrication
was still unpressurized "drip and dip," and there were no
front brakes. Though mechanically rich, the cars were
sparsely kitted out: separate copper fuel tank with fitted
spare, hood held down by leather straps, a two-place
cockpit simply wrapped with aluminum sheet.

Four of these single-minded vehicles lined up on that
Italian autumn morning for the 215 mile competition on a
10.7 mile course running through the rural environs of
Brescia. The three Le Mans drivers were joined by Pierre
Marco, who would later become Bugatti's technical direc -
tor. Competition would be from the local firm of OM and
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the Milanese aero firm of Chiribiri, fielding 1.5 liter side-
valves. A Brescian privateer, Sig. Silvani, had entered an
SB, which is thought to have been a modified Type 13.
The 40hp Bugattis found the competition less than for-
midable, as was often true of contemporary Italian races;
the French blue cars performed brilliantly on a course
noted for challenging and diverse terrain. Friderich aver -
aged an impressive 72 mph to take the laurels, with de
Vizcaya immediately behind, followed by Baccoli and

Marco - a sweep! and accolades were not slow in coming.

The post-war Type 13 was lauded across the Continent.
It is impossible to overstate the impact of this interna -
tional victory for the forty-year-old Ettore, which extend -
ed far beyond the financial security it was to provide. On
the ides of March twenty-two years earlier, he had piloted
a Prinetti & Stucchi tricycle of his own design to victory in

the Verona-Mantua-Brescia-Verona race. Lurching and
jouncing over the primitive roads of 19th-century Italy, at
the mercy of an awkward and unpredictable triangular
chassis, ears filled Ulysses-like with the maddening cho-
rus of two deDion-Bouton singles while he staved off the
unrelenting challenge of Count Roberto Biscaretti di
Ruffia; he had covered the one-hundred-mile course in
four hours and five minutes, averaging 24.65 mph. It was
his maiden triumph and without doubt a heady moment
for a boy - although an iron-willed boy - of eighteen.

Now, watching his four French-blue Type Thirteens
cover the same unforgiving ground and sweep the field,
he was completely vindicated and surely knew it. His
intuition for riddle and solution, his instinctive definition
of how a self-propelled vehicle should operate, had been
proved correct without a serious misstep.

Bowing to the tradition of victory, he bestowed the
name of the race on the model of car that had conquered
all. From that day, the Type Thirteen in its short-wheel -
base racing trim was known as the Brescia Bugatti; and
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the considerably improved Types 22 and 23, when they
appeared, became the popular Brescia Modifiés. It was a
most satisfying climax to the first chapter of this engaging
autocrat's accomplishments.

By S. Scott Callan & Kip Crosby
2003
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The team had occupied the small hotel just outside
Lyon for three months, testing without letup. The team
drivers - Pilette, Lautenschlager, Wagner, Sailer and
Salzer - and the Mercedes team riding mechanics had
spent eight hours a day covering every inch of the 23.5
mile course; the rest of the time it was discussed, endless
ly. Much later, automotive historians would estimate that
Mercedes employees had driven, ridden or walked 30,000
miles in preparation for this race; but the discussions at
table, filled with fine Lyonnais food and Rhéne wine, had
contributed most to the development of the car.

For all concerned, more was at stake than a beautiful
Lyonnais summer. After Mercedes' victory in '08 at
Dieppe the French had lost interest in Grands Prix, and
the expense of organizing them. The return of Stuttgart to
Grand Prix after an absence of six long years put the
French and Germans head-to-head at a time when those
two nations contended for world leadership in automotive
design. The rules set forth by the French Auto Club for
the first time addressed total displacement, rather than the
vagaries of cylinder bore and weight - a step that relegat-
ed the leviathan racers to history with one stroke. The
new specification of 4.5 liters played quite well into the
hands of the French, particularly Lyon-Peugeot, the
Parisian racing arm of the motor company. Only a few

years earlier that small group of engineers and drivers,
derisively known as les Charlatans, had developed the
first twin-cam engines, and with smaller displacement,
swept all before them aside - including the entire field at
Indianapolis, trounced by Jules Goux in 1913.

Paul Daimler and the management at Mercedes were
well aware of the challenge presented by their return to
Grand Prix competition at this significant race, and they
responded as Mercedes always would: to compete would
mean to succeed. Engineering advances had been rapid
since '08 inside Stuttgart; the company had entered the
aviation business, and the new car profited by its tech-
nologies. For lightness and strength the engines were con
structed around four steel cylinders with painstakingly
welded steel water jackets. For efficiency the cam - which
had always resided in the crankcase - was lifted above the
inclined valves, of which there were four per cylinder.

For performance, four spark plugs ignited the mixture in
each cylinder. (By insisting on sixteen valves and sixteen
plugs, Mercedes created one of the most maintenance-
intensive four-cylinder engines in history, and didn't care
a bit, as usual.)

The most visible influence of aero-engineering was the
aluminum-skinned body, with its low, tapering cowl and
its V-shaped radiator set behind the front axle. The car
manifested a nearly visible tension and must have been a
revelation to spectators who still measured a Formula car
by the imposing bulk of the top-heavy 10 and 12 liter rac-
ers...something like the effect, forty years later, of a 300SL
Gullwing on a car-watcher whose benchmark was a 1955
Detroit sedan. Yet, in a car of meticulous engineering and
superb finish, why were there no front brakes? True, they
had been included in the competition's cars; equally true,
other respected constructors including Bugatti still
spurned them. For us, with the luxury of hindsight, it is
hard to justify the omission on a car with large wire
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wheels mounted well clear of the body; large, well-
designed drums would have been aggressively cooled
and notably effective. But history is history, development
time was not at hand, and Mercedes was head-to-head
with cars that could corner more quickly by slowing clos -
er to the apex. This was only one of the advantages that
Mercedes had been seeking to minimize through their
extensive testing program. By the end of June the cars
were shorter and geared for greater acceleration at low
speeds; if the white cars had to enter corners more slowly,
they would make up ground by exiting them more quick -
ly.

By race day Mercedes' drivers were familiar with every
inch of the circuit under any possible conditions, but on
the morning of July 4th circumstances would crucially
change, as the valley with its sparsely trafficked country
roads filled with hundreds of thousands of French enthu -
siasts, and the pits with forty-seven entries representing
the pinnacle of the era's engineering. The five cars from
Stuttgart were joined by three cars each from the
Sunbeam, Vauxhall, Peugeot, Delage, Opel, Fiat, and
Nazzaro teams, and twenty-one privateers.

The flag dropped. All of motoring history agrees on
what happened next; but why it happened may spark
debates till the end of time.

Stuttgart's most formidable adversary on this grid was
Georges Boillot, at that time probably the most skilled rac -
ing driver in France. His Peugeot, highly engineered and
extensively race-proved, had two camshafts to the
Mercedes' one, and four-wheel brakes. If there was a man
on the course who could reasonably beat all five of the
sharp-prowed Mercedes, it was Boillot.

But Mercedes' ace in the hole was the exact converse:
that Boillot, knowing he was outnumbered five to one by
a team that had spared nothing on preparation, knew he
had to seize his chance without letup. Perhaps he thought
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that, if one car from Stuttgart got by him, he might never
regain the lead. Or perhaps the strategists of Mercedes,
steeped in their own ideology of victory at any cost, only
assumed that Boillot would reason in that way.

The race began and the impetuous Sailer roared off, in
the lead within two minutes. Boillot, willing to play hare-
and-hound, stuck to his tail, and the two set a punishing
pace. But Sailer's car, at its limits, lasted six laps and clat
tered to a stop. Now there was no one in front of Boillot,
and the concern in the Mercedes camp deepened with
every lap of the twenty remaining. Again and again the
Peugeot swept past the unbridled thunder of applause
from the grandstands.

On the final lap the French crowd leapt to their feet
once more - but in shock - at the announcement that
Lautenschlager in number 28 had taken the lead. Then a
funerary silence fell at the word that only ten miles - less
than a lap - from finishing, Boillot's Peugeot and the
honor of France sang no more.

Lautenschlager, Wagner and Salzer crossed the line
first, second and third in a typically overstated Mercedes
victory. As this most loyal Daimler teammate took the
laurels on a midsummer evening, there was none of the
cheering that he had received from the crowd in Dieppe
in '08. There was only a burdensome silence testifying
that, to a disappointed French crowd a week after the
events of Sarajevo, even motorsport was irreducibly polit -
ical. It would be twenty years before German cars again
competed in a Grand Prix within France's borders.

Time after time since, the question has been asked: was
Sailer instructed to "take Boillot out,” even at the cost of
his own finishing position? Or was Sailer, as a famously
combative driver, simply determined to take the lead at
his earliest chance and convinced that he could hold it till
the end? This debate still rages almost ninety years after
the fact.
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Partisans of Mercedes maintain that Sailer took his own
initiative and ran with it. The point has also been made
that the Mercedes GP cars, for all their advanced engit
neering, were vulnerable to carelessness; the team's two
DNF's - Pilette, who lost a gearbox, and Sailer, who lost
an engine - were its least experienced drivers.
Lautenschlager on the other hand, a 15-year Daimler vet
eran known as a steady driver rather than a fast one,
excelled at making GP cars last over long distances.
Wagner, incontrovertibly a world-class driver, contended
with Boillot as effectively as Sailer had, and still finished
second. Sailer himself insisted that any talk of strategic
sacrifice was "stupid gossip;" Vischer, Mercedes' racing
director, had never instructed the drivers individually,
but had simply told them as a group to avoid driving at
full throttle until the engines were well warmed up.
Finally, as a purely technical point, Mercedes had selected
far better tires than had Peugeot.

And yet... we think of Mercedes in the thirties, whose
crushing victories were achieved by leaving nothing to
chance, and it seems that some of that lust for organiza
tion has to have prevailed here. Does it seem reasonable
that Mercedes, after months of preparation, after bringing
six cars and racing five, after the most concerted effort
they had ever made in competition, would have left the
team drivers completely free to set strategy? Something
rings hollow. The French position is still compelling in its

simplicity: "L'Allemagne bat la France grace a une stratégie

d'équipe de I'écurie Mercedes"Germany beat France
thanks to the team strategy of the Mercedes stable."
Finally, except to the most argumentative, this is not the
point. The 1914 Grand Prix de I'Auto Club de France had
everything; great driving, great cars, a frenzied audience,
unalloyed suspense, Olympian reversal of fortune,
absolute victory and heartbreaking loss. In retrospect it
has been called the greatest Grand Prix race in history.
Certainly it deserves that honor as much as any other.
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And so it was written. Like many another race, but the
French Grand Prix of 1914 was more, much more. As
Lautenschlager was awarded the laurels that August day
outside Lyon the crowd was silent. One could say it was
merely partisan. Perhaps though, it was mortal. Two
months earlier Franz Ferdinand and his bride were fatally
wounded in their Graf & Stift tourer in Sarajevo. All pres -
ent that day at Lyon felt they knew what this meant, a
return to uniform and the depravations of 1870. In the
event it would mean more than that. The dream that was
le Belle Epoque would be swept away by the nightmare of
the first mechanized war. Within the preceding genera -
tion the automobile had gone from concept, to an experi-
ment in brass elegance for the few, to a social fixture,
dependable transport, and advanced competition machin -
ery. It was only fitting that the winning cars were of sig -
nificant aero-influence. For it would be the dramatic
advancement of combat aviation over the next five years
that would shape the future of automotive engineering.
Leaving behind as it did, the innocence of a graceful era
that had given birth to the automobile.

By S. Scott Callan & Kip Crosby
2003
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