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The Brass Lamp
It Wasn’t Easy Being ‘Corvette’
By Gerald Perschbacher (LL.D.) all rights reserved

In the motion picture musical POPEYE, the comic characters sang, "It's not easy being me."
Kermit the Frog is known for the phrase "It's not easy being green." And if there were a corporate song for the dominant domestic conglomerate in much of American auto history, it
could be," It's not easy being G.M."
Not only did General Motors influence the production and sales market in ways most other
car makers only imagined, but it also had its ear pressed to the testing ground of the American
public. What Americans seemed to want, GM wanted to give, rolling well on four wheels
with all the bells and whistles a buyer could want. Chevrolet was the low-price leader in the
GM camp and thus was meant to be the annual meat-on-the-plate success story.
GM entered the post-World War Two sales market fully intent to dominate it against the likes
of Chrysler and Ford, which vied for second place in overall corporate sales. Ford, of course,
had its Ford brand as the cornerstone of its empire while Mercury and Lincoln labored alongside. Chrysler relied on Plymouth to determine its future, albeit Dodge was a great partner
along with DeSoto and the Imperial brand/sub-brand (which had a knack of swinging to either
designation in the minds of the public).
Continued on page 6 >>>

Right:
1953 Corvette
number 244. Only
299 were built for
1953. This car
was sold in 2010
for $150,000
on E-Bay.
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The President’s Column
Winter is the Season for Reflection…
The passing of Alex Deeken

A strong mournful January wind sings sadly as the trees outside my window
bend and creak in moaning unison. It is 3:30 am as I write this. The moon is
shining through dark flying clouds as I stare out into bare and empty woods, save
for an occasional deer foraging for a morsel of food to sustain himself through
this long desolate winter. Next to me is a large dark hound, curled up on his
blanket in restful sleep…an enormous coal-black (and brown) hound, but not
such a hound as most mortal eyes have ever seen. The past and the present are
within my field of inquiry, but what a man may do in the future is a hard question
to answer. Will I have the time to clean up the garage to move the Volkswagen
back into it to begin the slow process of restoration? However, it appears that the
first year “Hiroshima built” Miata might be the car that gets taken to the Easter
Concours d’Elegance this year since it is now eligible. I have plagiarized and
amended a few quotes from Sir Arthur Conan Doyle, The Hound of the Baskervilles, for my purposes to set the scene for this month’s President’s column. The
temperatures are hovering around 18 degrees outside and the wind is truly biting
cold. Right now, the thought of working on an antique car or driving an antique
car, the mere touching cold metal is nail biting and has me shivering. We take
this time of year to reflect on the past year and to contemplate the coming year.
It is something to look forward to. We take this time to contact old friends, to
reminisce and reflect on the past. Hopefully all of you had a great and restful
holiday season and were able to snuggle up in front of a warm fireplace. This
President’s Column is dedicated to the memory of Alex Deeken.
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You see, shortly after my return back to work at Boeing, after a two + week respite, I received a sad note from Clark Deeken. It was creatively written and here
is what he said…
“Dad was clocked at 90.5…Yes, that’s when his odometer stopped…Saturday,
January 3, 2015. Dad grew up around old cars; I think grandpa had something to
do with that. He sold Ford Model Ts and As when they were new from 1914
until 1930 when the dealership closed. Grandpa had several Ts over the years
and in 1932, he brought home a 1909. Dad said they drove it from Saint Louis to
the Chicago World’s Fair in 1934.” The story continues…

“In 1940, dad bought a real nice 1927 T
for $20.00 to drive to high school. In
March 1943, dad enlisted in the Army and
left the 27 T parked in the yard. Around a
year later, dad received a letter from his
father, saying ‘a man kept stopping in,
saying that he sees the car just sitting and
wanted to buy it because he needed transportation….so, I hope you won’t be mad,
but I sold your car. Oh, by the way, I got
$100.00 for it.’ Dad wrote back from the
Army and in his note he said… ‘for
$100.00, I’d have sold it too.’”
We fast forward to 1948… “In 1948, dad
met mom at the Casa Loma Ballroom in
South St. Louis. After they started dating
she says he would come by and they
Gloria and Al in 1952
would go out in the 09 Ford. Yes, mom
likes old cars too.
“She frequently relates the story about the 1937 Ford she had. Mom and dad were married in 1950. February 4,
2015 would be their 65th wedding anniversary.” Clark continued… “In the early 60s, the 09 was parked as mom
and dad worked on raising me and my three brothers (they were still working on that one as we never made it easy
on them). By 1970, I had the car bug, and was dragging old rides home and working on them in the backyard.
That’s when grandma started telling me about grandpa belonging to some old car club and how four of the folks
would be in parades and go to old car meets, and how much fun they had and that she wanted to ride in the Model
T again before she died.
“Well, by the mid-80s, it finally sunk in that I was to get that T running again. In 1986, we took grandma (then 94
years old) for her Model T ride and six months later she passed away. Well, dad and I went to several shows over
the next year and I found it amazing how many people would come up to me and demand to know where I got
that car…stating that the car belonged to Alex Deeken. I often felt like I did something wrong, and with goose
bumps on my arms and neck, I’d smile and say, it still does. You see, grandpa (Alex Sr.) passed away in 1957
(one of the founding members of the Horseless Carriage Club of Missouri, Inc.) and some 30 years later, seeing
that old T brought back memories to those people…memories about grandpa and grandma. I heard many a story
about my grandparents and parents from these people that knew them from so long ago. That’s what makes our
old cars so neat. The stories of who had what, and how they got it, and what they had to do to get the old cars
running again were the fabric of dreams…how cool is that?”
Clark continues… “At the end of the summer of ‘87 the 09 T went back into storage and I started buying books
about the Model T Ford to research it. Mom and Dad starting telling me that I should join the old car club they
were in. By 2004 I had a house and
built a big garage so now I could
bring the 09 home. The plan was for
my brothers to get the car out of storage without dad knowing. That summer dad was turning 80 and we were
planning a huge birthday garage party. We put the T in the center of the
yard so when mom and dad came
down the driveway once they passed
the house they would see the T. What
we didn’t anticipate was dad getting
so excited about seeing the T he
would get out of his car while it was
still rolling. Mom was screaming and
all I could think about was rebuilding
the garage once the initial impact was
over. Well, as luck would have it, he
jumped back in his car and hit the

Alex and sister Dee in 1933
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brakes; put the car in park and all was right with the world once
again. We had a great time and took lots of pictures that day.
Alex II around 1928

“I joined that car club in 1994, the one that mom and dad belonged to since 1984 and where Grandma and Grandpa where
members since 1944. It’s called the Horseless Carriage Club of
Missouri. I also joined a couple of others clubs: The Model T
Ford Club of America and Model T Ford Club International.
As fate would have it. Dad’s ‘engine’ started sputtering at the
June 2013 Father’s Day Car Show at the Museum of Transportation. We left the show and took him to the repair garage
(hospital). The docs said he had suffered a stroke. The next
day dad told us he wished we would have just got him cake and
ice cream instead of a hospital visit for a Father’s Day gift. The
next four months were very rough with rehab for three weeks
and then back to the hospital for some stents; then back to rehab
and back to the ‘garage’ for a new coil pack (pacemaker) and
more rehab. Ultimately, he landed in the nursing home. He
didn’t want to be there and finally in November he got to come
home. He made it through the holidays, but, after the first of
the New Year he was anything but happy. He was at the ‘top of
that big hill’ and headed down picking up speed and no lining
left on his brake bands.

“With June approaching, he started asking about the Fathers Day Car Show and if we were going. I said if you
want to we’ll go. So, he started looking a little better with something to look forward to. We rolled him around to
see the cars and say his goodbyes to his good friends. After that, it was back to the ‘garage,’ and then the nursing
home again. In October there was nothing left to do. He wanted to be at home. If it wasn’t for Kim, and my two
brothers, living with our parents, that wouldn’t have been possible. They really worked hard to take care of him
day in and day out. The nurses checked on him and guided my brothers. They were a Godsend. The week before
Christmas we started Hospice care. He finally ‘ran off the road and into the ditch’ at age 90.5. Even the low gear
of the model T couldn’t get him up the next hill.
‘”He has made it to the mountain top with all his passed family and friends. I’m sure they will be telling old war
stories (literally, He survived the battle of the bulge in WWll), polishing fenders for the parades as if every day is a
car show. He was happiest tinkering with his cars. I extend a thank you to all of dad’s family and friends for all of
your prayers and good wishes over the last two years.”
I have many fond stories of Alex. I knew him in other ways too. Many folks never realized what a great artist he
was and that was his career. He was quite active with the St. Louis Artists’ Guild. Often, especially in his

4

later years, he would bring a sketch pad
to meetings. He may not have always
heard what was said, but he drew quite a
few fine caricatures of those attending
meetings. When the meetings were over,
he would get this sheepish smile and pass
out the images he drew. They became
prized possessions. We were all grateful
to have known Alex…and yes, they truly
broke the mold. Like the Model T, there
will be no more “models” like Alex. He
never missed an HCCM picnic and he
certainly loved the Father’s Day Cars
with Class show.
—Larry Hassel

Alex and Gloria in 2012

The Cars of Cuba
Check them out at

http://georgemarks.com/Cars%20of%20Cuba/index.html
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>>> From Page 1

Each of these car makers,
plus several others, had a
luxury line, a medium line,
and a low priced line among
each brand name. What was
lacking in a major degree
was sportiness. GM officials
stared at that truth and realized that offering a four-door
convertible sedan or convertible coupe was great, but not
great enough in the postwar
market. It was a throwback to the post-World War One song, "How You Gonna Keep 'em Down on the Farm, After They've
Seen Par-ee." What GM and the others needed were VERY sporty models. That developed because
millions of soldiers who were mustered out of the Armed Forces of the Second World War headed
home with the hankering to buy something snazzy, fun, fast, even furious, and capable of outstanding
road command. Their introduction to European motorcars was an awakening for those who took the
brief spare time to forget the war, dodge the bullets, and dream of a peaceful future. They came home
with GI Bills supporting them and back pay ready to be spent.
Hence, the economic boom of the late 1940s and early 1950s.
There were some sporty cars, to be sure, but not like GM imagined.
What resulted was a test that proved wise. The Corvette was created.
Soon as Ford got wind of it, the action swung into high gear for its
small Thunderbird. Chrysler took a different path with its HEMI engine and its phenomenal Chrysler 300 letter series that rolled out in
1955. That was a rich man's big and sporty car, not altogether different than the concept Packard exhibited with its special Pan American,
show-circuit Panther, and its low-production Caribbean -- some outstanding offerings that proved to be among the last gasps of a faltering effort by a valiant car maker of yore.
Everyone in the car world knew that GM dominated in more than half of national new car sales. Once
the initial Corvette of 1953 hit its Chevrolet showrooms, it had an immediate outlet to nearly every part
of the U.S.A. and beyond. That in itself was a boost before the first model eased out to a dealer.

But GM had to be logical and manage its costs. Call it extravagance to a degree, controlled by high
authorities and bean counters who knew how to turn a good buck while covering the chances for a
shortfall. There was the fear that something designed too radically new might create a backlash among
potential buyers who could just as well have avoided the whole idea of a Corvette for any reason. The
notion existed that the Corvette might struggle until it succeeded. Question was, how long would that
run? No one knew for certain.

6

That was the risk behind the Corvette. It was a risk older than the Chrysler Airflow design of the 1930s
which was not the money-maker officials intended…and later, with the Edsel which…well, you probably know how to finish that sentence! A fine car, indeed, but amiss from the target audience by the
time of its introduction.

When the Corvette was made into its first
reality, mechanical parts were taken right
out of the Chevrolet stock bin. Its chassis
and suspension were adaptations of the
1952 Chevrolet version. The drivetrain
was relocated toward the rear as was the
passenger seating area to achieve the
weight distribution desired. The 1953
Corvette carried three carburetors atop its
inline six to boost output while neglecting
the thirst aspect relating to the cost of gasoline. Even so, the car was impressive
and unlike most others any American had
seen. That alone garnered massive attention when the ’53s finally reached showrooms.
Besides, Corvette owners were meant to
be SEEN in their cars—to be heard, too,
and the three carbs helped in that regard. The ideas were not dissimilar to the desire among the "newly
rich" movie stars of the 1930s to be seen and heard while motoring in a hugely impressive Duesenberg.
For owners in the mid-1950s, being seen in a Corvette was intended to mean they "had arrived" at the
level of success. They were to be envied. Maybe it wasn't in the same sense as at the wheel of a Packard Dietrich or Darrin, and not quite the same as a block-long Duesey, but in its own way, the Corvette
was a red-carpet ride with fame.
That ride improved with age. As subsequent models left the factory called home in St. Louis, Missouri,
the era of "building mystique" had arrived. And, boy, did GM folks know how to make that mystique
grow! The hormones were captured in greater speed, engine might, performance, roadability, and sheer
delight of ownership.
The corporate echelon stuck to the original charter of the Corvette being basically a car for two. That
idea flew by the wayside at Ford when (after a miserly three years of production from 1955 to 1957) the
Thunderbird went for four-up passengers then expanded in size as if a page were taken from the Chrysler Corporation's idea for the "300."
GM toughed out its losses on early Corvettes and realized that if the model was continued, it could bring notoriety to GM and have its aura of sportiness rub off on lesser exciting Chevrolets. Exciting as the Camaro
was for 1967, it was meant to carry more than two people and, in the minds of the public, was a "nearCorvette wanna-be." If a buyer could not justify the purchase of a Corvette, then the Camaro was the next
best choice. And, of course, it carried the Chevrolet label. It often sat in the aura of the Corvette as each was
positioned in corporate ads and dealership showrooms. Call Corvette a success story; maybe not so much in
its first few years, notwithstanding the magnificent nature of the cars at that time. But as time has told, the
Corvette was the right car at the best time for the greatest impact.
Someone may know how many books have been published on the subject of Corvette, although that voluminous number is being added to annually. We can
venture that no one really knows how many articles
have been written about Corvettes, nor can they predict how many more will come. That's good on both
counts for legends like Corvette should grow.
It wasn't easy "being a Corvette" in years past. It shall
remain a byword of the model to make its future just
as creatively challenging in years to come.
Chart at left by Corvette Action Center as of January 1, 2015
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HISTORY OF THE CAR RADIO
Seems like cars have always had radios, but they didn't, Here's the story:
One evening, in 1929, two young men named William Lear and Elmer Wavering drove their girlfriends
to a lookout point high above the Mississippi River town of Quincy, Illinois, to watch the sunset. It
was a romantic night to be sure, but one of the women observed that it would be even nicer if they
could listen to music in the car. Lear and Wavering liked the idea. Both men had tinkered with radios
(Lear served as a radio operator in the U.S. Navy during World War I) and it wasn't long before they
were taking apart a home radio and trying to get it to work in a car. But it wasn't easy: automobiles have
ignition switches, generators, spark plugs, and other electrical equipment that generate noisy static interference, making it nearly impossible to listen to the radio when the engine was running. One by one,
Lear and Wavering identified and eliminated each source of electrical interference. When they finally
got their radio to work,
it to a radio convention in Chicago.
There they met Paul Galvin,
owner of Galvin Manufacturing
Corporation. He made a product
called a "battery eliminator," a
device that allowed batterypowered radios to run on household AC current. But as more
homes were wired for electricity, more radio manufacturers
made AC-powered radios. Galvin needed a new product to
manufacture. When he met Lear
and Wavering at the radio convention, he found it.
He believed that mass-produced,
affordable car radios had the
potential to become a huge business.
Lear and Wavering set up shop in Galvin's factory, and when they perfected their first radio, they installed it in his Studebaker. Then Galvin went to a local banker to apply for a loan. Thinking it might
sweeten the deal, he had his men install a radio in the banker's Packard. Good idea, but it didn't work.
Half an hour after the installation, the banker's Packard caught on fire. (They didn't get the loan.)
Galvin didn't give up. He drove his Studebaker nearly 800 miles to Atlantic City to show off the radio
at the 1930 Radio Manufacturers Association convention. Too broke to afford a booth, he parked the
car outside the convention hall and cranked up the radio so that passing conventioneers could hear it.
That idea worked -- He got enough orders to put the radio into production.
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WHAT'S IN A NAME?: That first production model was called the ST71. Galvin decided he needed
to come up with something a little catchier. In those days many companies in the phonograph and
radio businesses used the suffix "ola" for their names - Radiola, Columbiola, and Victrola were three
of the biggest. Galvin decided to do the same thing, and since his radio was intended for use in a motor vehicle, he decided to call it the Motorola.

But even with the name change, the radio
still had problems: When Motorola went
on sale in 1930, it cost about $110 uninstalled, at a time when you could buy a
brand-new car for $650, and the country
was sliding into the Great Depression.
(By that measure, a radio for a new car
would cost about $3,000 today.) In 1930,
it took two men several days to put in a
car radio. The dashboard had to be taken
apart so that the receiver and a single
speaker could be installed, and the ceiling
had to be cut open to install the antenna.
These early radios ran on their own batteries, not on the car battery, so holes had
to be cut into the floorboard to accommodate them. The installation manual had
eight complete diagrams and 28 pages of
instructions.
Selling complicated car radios that cost 20 percent of the price of a brand-new car wouldn't have been
easy in the best of times, let alone during the Great Depression.
Galvin lost money in 1930 and struggled for a couple of years after that. But things picked up in 1933
when Ford began offering Motorolas pre-installed at the factory. In 1934 they got another boost when
Galvin struck a deal with B. F. Goodrich tire company to sell and install them in its chain of tire stores.
By then the price of the radio, with installation included, had dropped to $55. The Motorola car radio
was off and running. (The name of the company would be officially changed from Galvin Manufacturing to "Motorola" in 1947.) In the meantime, Galvin continued to develop new uses for car radios. In
1936, the same year that it introduced push-button tuning, it also introduced the Motorola Police Cruiser, a standard car radio that was factory preset to a single frequency to pick up police broadcasts. In
1940 he developed the first handheld two-way radio -- The Handy-Talkie - for the U. S. Army. A lot of
the communications technologies that we take for granted today were born in Motorola labs in the years
that followed World War II.
In 1947 they came out with the first television for under $200. In 1956 the company introduced the
world's first pager; in 1969 came the radio and television equipment that was used to televise Neil
Armstrong's first steps on the Moon. In 1973 it invented the world's first handheld cellular phone. Today Motorola is one of the largest cell phone manufacturers in the world. And it all started with the car
radio.

Whatever happened to the two men who installed the first radio in Paul Galvin's car? Elmer Wavering
and William Lear, ended up taking very different paths in life. Wavering stayed with Motorola. In the
1950's he helped change the automobile experience again when he developed the first automotive alternator, replacing inefficient and unreliable generators. The invention led to such luxuries as power windows, power seats, and, eventually, air-conditioning. Lear also continued inventing. He holds more
than 150 patents. Remember eight-track tape players? Lear invented that. But what he's really famous
for are his contributions to the field of aviation. He invented radio direction finders for planes, aided in
the invention of the autopilot, designed the first fully automatic aircraft landing system, and in 1963
introduced his most famous invention of all, the Lear Jet, the world's first mass-produced, affordable
business jet. Sometimes it is fun to find out how some of the many things that we take for granted actually came into being! AND It all started with a woman's suggestion!!
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Caretakers for Old Cars
By Gerald Perschbacher (LL.D.) all rights reserved

Thousands of name brands and models of cars made in America have faded from memory. For example, take the Middleby. It was a Pennsylvania-made car with brass trim and lots of Eastern class imbued with a practical bent and a nice price ($850+).
The energy behind the Middleby Auto Company was Joseph Middleby who got the idea rolling in 1908.
That was amid an era of industrialization, invention, creativity, and dreams. As with other auto leaders,
he put much of his wealth and reputation behind the car. Pennsylvania certainly was in a good potential
market for sales with large population centers around and in nearby states. Distribution in those days
usually was by an occasional dealer who signed on and hoped to also make some big bucks to fulfill his
(or her) dream, too.

When early car makers jumped into the market it usually was an effort built from scratch. In most cases
there was no dealer network the maker inherited. An image had to be established. Reliability had yet to
be proven over months and years of operation on the road. Parts and repair support were needed. Delivery options were a must.
All these factors and
more made it tough for a
new car maker. But on
the plus side, it didn’t
take much by way of
profits for a small car
maker to stay in business.
The Success highwheeler
made in St. Louis was a
make that evidently could
operate comfortably as a
profit maker for its company owners with the
paltry sale of a few hundred year per annum. At
that juncture, some car
companies simply plodded along in hopes of just
making enough to pay
bills, offer a living, and
place good food on the
family tables. Some
companies flashed bigger
ideals and increased their
production. Yet, they
were at risk if a serious
design or construction
problem sank the car’s
reputation.
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Some car makers around 1900
tried to survive on the production
of new cars by the dozen. Most of
those firms failed quickly once a
few orders were lost or loans were
called. Indeed, the economy was
volatile in the first four decades of
the 20th century.

Given the fact that 1907-1908
were bad economic years plus the
rise of many regional car makers
who had plans bigger than their
capability, it is almost a marvel
that as many car companies succeeded as they did, even in the
short term.

The Middleby car hit some significant
snags, however. This does not seem to
have been due to its construction, potential appeal, marketing, or any evidence of
weaknesses. It was due to the premature
death of Mr. Middleby.
As with families of that era, when the
breadwinner fell ill or died, the whole
family suffered. Mr. Middleby’s demise
left a fledgling brand at risk. And, in a
matter of a couple years at best, the brand
sank into history.
Imagine what could have happened if
Henry Ford had died prematurely in
1908. If he had, the Model T may not
have been made and auto history would
have taken a different course. Or if Henry had died in 1920, imagine what his
family might have done. Edsel Ford may
have taken on the operation for a while,
with an uncertain degree of success. The
Lincoln may not have been absorbed by
Ford and the Ford operations may have
faltered and failed due to the onslaught
of sales doldrums in the early 1920s. In
truth, this is close to what happened
when the two Dodge brothers died early
in their successful careers. The brand
soldiered onward until Walter P. Chrysler secured its future.
The Middleby factory was hardly as
large, not anywhere near the level of
sales success as Ford or Dodge, and did
not have enough cars on the road to assure its future even though successors
who handled the Middleby estate did
what they could to keep things running.
For whatever reasons including possible mismanagement, they did not succeed.
But some of the cars did. Some outlasted their era and have made it to the present. In the case of Middleby and a select circle of others, it may only be a few examples of cars. Those may be in various
states of condition, but they survived none the less. They are among the handful that escaped the scrap
drives of the Second World War and the junk heaps that so many cars eventually face.
If you have a prewar car that was old before 1940, you have a survivor that probably is worth fixing up,
keeping nice, and cherishing as a part of national folklore. It was cars like the Middleby and many other brands that kept the idea of personalized motoring alive as families searched ads for their first car or
the next auto in their future.
Continued >>>
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If you hanker for the unusual, the rare, the special, even the notable, then a car like Middleby or dozens
of other forgotten brands might be your ticket to fun.
How can you find them? Search your neighborhood. Tell friends. Ask business associates. Let them
know what you like and want. Read ads. Go to car shows. Read old car magazines. Join a car club.
Send a rash of emails. The search for YOUR future old car may be the result of creative hunting.
In the case of Middleby, I know someone who owns one of the rare survivors. It’s in fine condition,
too. And one day…perhaps soon…that person will want to find a new home for his car. That’s the
way it is with old cars. We really don’t own them as much as they adopt us as caretakers.

Automobile Movies

If you are an old car lover, you’ll go ape over this. Hours
and hours of pure enjoyment. A lot of neat old vehicles.
http://www.tvraaca.org/oldmovies.htm#movie

When opened, click on the little camera icon on the right
after each movie title to watch
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Like to see what is
being unearthed
across the world? The
Barn Finds Daily Review will deliver information on cars up
for sale on Craig’s
List, E-Bay, and at
various auctions, etc.
Sign up at
www.barnfinds.com/
subscribe. You can
choose daily delivery
of items or summary
notices.
Above: 1947 Pontiac woodie wagon posted on E-Bay. This one is in Natick, Mass. Middle: 1938 Armstrong Siddeley limo with no reserve and bids well under $10,000—one of only two known.
Lower right, a 1972 Lincoln Tomaso Versailles located in South Carolina and for sale for $500.

1970 BMW “roundie” in
Iowa for $2,550

1969 Buick Skylark convertible in
North Carolina for $4,500
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On the Bright Side

Holding Decade-Specific Club Events
by Gerald Perschbacher (LL.D.)

Car clubs that delight in the era
preceding the Second World War
had every right to enjoy "The
1930s -- Bread Lines to Production
Lines," an event held some months
ago at the National Automobile
Museum, home of the Harrah Collection in Reno, Nevada
(www.automuseum.org). A report of the event appeared in Precious Metal, Jackie Frady, editor
(and also executive director of the
organization).
The event was titled as the Annual History Symposium held in the spring.
Evaluations were positive: "Highly effective… a wide range of well-crafted presentations, lectures, and discussions delve beneath the surface so we can learn multiple perspectives and discover additional resources."

The event ran several days and included performers, authors, historians, professors, publishers, and more. Some presentations involved folks dressed in period costumes.
As years lengthen, more time separates old cars from the people who remember
them. Thus, the events, challenges, and glories of the bygone age are not understood or
fully appreciated. That's why an event like this was virtuous for car collectors.
Take that a step farther. Car clubs from coast to coast could use this pattern for
an annual event in their region or even nationally. Pick your decade, then select presenters from within the club and perhaps from experts outside that realm. A concentration of theme based around a Decade can foster discovery and enhance enjoyment of
the old car hobby along with what it means to be a person who owns a piece of history.

This traveling exhibit will close may 15, 2015 at the museum
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Activities Calendar
Information in this calendar is summarized. See flyers for
events —go to www.midwestswapmeets.com

SWAP MEETS
2015 CAR SHOWS, ETC.
January 22-24
February 13-14
March 1
March 22
March 29
April 5
June 21
September 13
September 20
September 26

St. Louis Auto Show, Conv. Ctr,
Springfield Auto Swap, Ozark Fairgrounds
Madison Co (IL) at Highland Speedway
DuQuoin (IL) Fairgrounds
Pinckneyville IL , Perry Co. Fairgrounds
Concours d’Elegance, Muny Lot
Father’s Day Show, Mus. of Transport
Wheels In Motion
Car Show & Swap Meet, Casino Lot
Brass & Nickel Show, Mus. Transport

Club Events Calendar
January 16
January 22-24
February 20
March 14
March 20
April 5
April 17
May 15
June 19
June 21
July 17
August 16
September 18
October 16
November 20

7:30 General Meeting, Logan
St. Louis Auto Show
7:30 General Meeting, Logan
Noon—St. Patrick’s Day Parade
6:30 St. Patrick’s Feast, Logan
Easter Concours d’Elegance
7:30 General Meeting, Logan
7:30 General Meeting, Logan
6:30 Strawberry festival—
Intro new members, Logan
Father’s Day Car Show
7:30 General meeting, Logan
Picnic—11 AM Schroeder Park
7:30 General Meeting, Logan
6:30 White Elephants, Logan
6:30 Chili Cook-off, Logan
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The Brass Lamp

Four generations of Deekens. See the President’s Message tribute article

www.hccmo.com

(314) 991-HONK

