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Q And that irritant disappeared? 

A That disappeared. 

Q But then Hoffman was replaced? 

A Yes, by Harold Vance. 

Q That had been a marvelous relationship with Hoffman? 

A Yes. And that was cooled off a bit, but we still had the good 

chief engineer. He was an Easterner from MIT -- Stanwood Sparrow was our 

chief engineer. He had been with [the unit] that developed from the 1 25 

model on with Studebaker. Fantastic guy. One thing during that period 

of the 1 53 development that I was assigned to [was the] safety steering 

wheel setup. That's one thing Mr. Loewy was very much involved with, 

going way ahead on things that were definitely needed, whether the com­

pany asked for them or not. Stan Sparrow was the chief engineer. From 

your regular duties, you would be assigned a specialty, and that was 

developing this safety steering wheel. If you'll recall, in the 1948/ 

149/ 1 50 Studebakers, they had that bullet-nosed centerpiece, which was 

terrible. This was insanity. 

Here we've gotten up to the prototype of the shape and everything, 

which is unlike the Mercedes-Benz wheel now where we have the pad -- we 

spread the contact point over it. But here we were working on that very 

problem, and Stan was killed running under a truck on the way back from 

Boston -- getting that [steering column] through him. Two weeks later, I 

was almost killed in the same type injury -- pressed chest from the 

steering column. 

Q You established a deep dish? 

A Yes, a dish, and also the padded area with the Studebaker 
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medallion. But, isn't that ironic that the two men that were working on 

that problem -- one of us on the safety. Safety -- I could never 

understand why it was such a sore point. Corporations -- nobody wanted 

it. "Our cars don't get in wrecks." I've actually heard that at Hudson. 

We wanted a safety -- I'll tell you how far ahead we were on that Hudson. 

Even though the instrument panel was structural on part of the car, we 

wanted to use it as an integral part, but six or seven inches, and then 

the outer shell would be soft aluminum like an aircraft. Frank Spring 

was all for this. In other words, have any design you want on the 

instrument panel, but use expendable, soft aluminum that had the crusha­

bility, so in the case of an accident, you were not -- and the company 

said, "Well, our cars don't get in accidents." And the same with 

Studebaker. For instance, in that period probably the most dangerous 

Studebaker of all -- we went into the V-8 in 1 51. We had a very hot 289 

engine, and we had the same brakes that were on the Champion four years 

before. So our cars were under-braked, ineffective area-wise. In 1 54 

they finally beefed up the brakes a little bit so that they were adequate 

but not good enough. 

The whole industry was under-braked. The early G.M. automatic 

system -- where you had the power brakes. The G.M. stuff was too sen­

sitive, and a lot of people were killed when they first started using the 

power brakes. They were built up too tight with too loose steering and 

the type braking. 

Q Power-assisted? 

A Power-assisted, yes. I know the corporation knew, because we had 

suits from the mountainous states where people had gotten in trouble, and 
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it was practically ignored. I remember when I got a 1 53, and I asked for 

the sample brakes that Bendix had built up for us -- real good brakes. 

They had ten/eleven sets left, and I asked him for a set to put on my new 

'53. He said, 11 You have enough brakes on that car. 11 He was very angry 

that I even suggested it. I went over him. Unfortunately, they had been 

all thrown out. 

11 Raymond Loewy and his stylist/designers." We were given credit 

for the aesthetic, and that was our responsibility, but we were very hard 

at work bringing to their attention mechanical situations. 

Q Their line engineers didn't want to be reminded? 

A They thought it was none of our business. Again, it was a provin-

cial attitude. Hudson had a certain provincial allergy to it. Our whole 

[industry] corporate structure, including G.M., had a provincialism, as 

far as the mechanical advantage, and with the exception of one man during 

that period -- Preston Tucker was not a provincial. 

[The Tucker] was a good car. It would have been very fine. The 

other program that was like the Avanti, in my research. I talked with 

Gordon Buehrig years later about the Cord that he did. That was a very 

fast program, too, as was the Avanti. It took a little longer. Mr. 

E.L. Cord -- himself, there's a man who was never shown in history as 

great as he really was. He had an aesthetic eye. He started American 

Airlines, he owned Lycoming Aircraft Engine, he owned Stinson Aircraft. 

He did all of these things at Auburn-Cord-Duesenberg. A fantastic guy. 

Now, there's a deal where, basically, a financial man was both. He had a 

very good eye. So, in that case and that area, the Cord didn't go any 

longer than the Avanti did. 
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Mr. Loewy and myself, basically, didn't realize how far ahead the 

Avanti really was. We expected that to be passed up very shortly by G.M. 

or someone else. And they're still using that for reference. A lot of 

the new cars -- the car doesn't look odd on the road now. 

The most exciting development was going to France right after the 

fullsize was put together here in South Bend using the modelers there 

for Studebaker Corporation. The full-size was put up there. I would go 

back and forth between New York. In the Spring of 1 60, I went to France 

to the chateau of Loewy•s [La Cense] and worked on the four-door that was 

to follow the Avanti. Now, this was a real ambitious project. That was 

a 150 mile-an-hour family car. This was to be the first of the American 

sports sedans. Mr. Ferrari had contacted me in New York. Ford Motor 

Company was trying to get Ferrari interested in doing some work for them 

at that time, and Mr. Ferrari found out. John Cushall mentioned that we 

didn't have any engines. Cushall was with us at that time. Mr. Ferrari 

offered us one of three engines to develop under license: a V-8, a V-6, 

and a V-12. 

Q Were you able to take advantage of it? 

A So I reported to the president Mr. Loewy was out of the country 

and gave him Mr. Farrari 1 s card. We never had a meeting after that. 

I never knew what transpired. Of course, Mr. Egbert was ill toward the 

end and was out of commission, and that's when the old guard at 

Studebaker came back into the picture and stifled our four-door that we 

had developed. 

The four-door, after the Avanti, was in direct competition with 

Brooks Stevens' car. Brooks Stevens had nothing to do with the Avanti 
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project at all. He was working up the Hawk GT conversion, at that time. 

But with the four-door, to follow the Avanti, Brooks Stevens was in com­

petition. I'd competed with him years before in 1 46 on the 

Willys-Overland, and then we finally met each other. Brooks Stevens, 

when I finally met him, said, "Oh, you are the guy!" We were at Carlisle, 

Pennsylvania, for a milestone meet with Bob Bourke, and he said, "Why did 

Loewy always hide you? We never saw you. 11 I said, "I don't know about 

that. 11 But, anyway, we had quite a competition all those years. 

Our company was strange. Loewy was very paranoid about one thing, 

and that was in relation to that experience with Exner. I was becoming 

quite effective in my work with Loewy, especially on the Avanti, and he 

put some real distance between the two of us that made me feel rather bad 

toward the end of the my time with Loewy there. He did not have to do 

that, because I was no threat to him at all. Suddenly, you have less 

work to do, or you're not called into the office, or he stops coming by 

things like that. 

Q Did he view you as possibly another Exner? 

A Yes. I believe that would be the only thing. I never talked when 

I was with Loewy. Everything was very, very confidential. That's part 

of the business. 
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