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ABSTRACT
BUILDERS OF THE MODEL T:

SOME ASPECTS OF THE QUALITY OF LIFE AND
SOCIAL HISTORY OF HIGHLAND PARK 1910-1927

By

Clarence 0. Hooker

This dissertation 1s an initial step into the
exploration of the history of Highland FPark, Michigan; 1t
is a study which 1c eacsily classified as labor history,
community studies and social history. The primary aim is
to understand how the Ford Motor Company's production,
employment and managerial pclicies at the Crystal Palace
influenced the quality of life of the City of Highland
Park and the average Model T worker.

In an effort to build a profile of the population of
Highland Park, the study relies heavily on numerical
data, especially census reports, and a variety of
statistics found in the Ford Motor Company Archives, the
Bentley Historical Library and the Burton Historical
Collection.

The study concludes: (1) Demographic
transformation was one of the most immediate results of

employment practices at the Crystal Palace, and the rate



of population change was greater in Highland Park than
in any other city 1in the US. (2> VWhile Ford's
Sociological Department worked to create a new type of
worker, a new class of managers was 1incubating in the
Crystal Palace; this study argues that this 'new class of
managers' played a greater role 1in displacing skilled
workmen than the immigrants that Ford sought to
Americanize. (3> Highland park may have been the earliest
case of a city to ‘'deteriorate' as a result of a major
automotive company's declsion to relocate a primary
facility. (4> While 1t is correct to argue that Ford
led the automotive industry 1in the employment of black
workers, the argument needs to be modified to reflect the
reality that Ford hired a significantly smaller
percentage of blacks in the Crystal Palace. S More
generally, it was found that many workers profited from
Ford policies. Whatever advantages accrued to Model T
workers, they were often achieved at the expense of

privacy, autonomy, and perhaps dignity and self-esteemn.
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INTRODUCTION

Scholars devoted to the study of the history of
Detroit and the automotive 1industry have recently
called for a change in focus. Meyers, for example has
noted that while biographies and autobiographies of the
emperors and barons 0f the automotive industry abound,
the histories of the workere have not been written. In
stark contrast to the history of the barons which bhas
been given so much attention, the history of automotive
workers such as those who toiled in Ford's Highland Park
plant (i.e., the Crystal Palace) remains hidden in the
corners of the shops and departments throughout the
automotive belt (Meyer, 1981:4). Nora Faires is among
those who have made a call for a change in the focus of
studies aimed at elucidating the history of Detroit and
the automotive industry.

In her recent review essay, Nora Faires concluded
that the books of Babson, Meyer and Zunz all added to
the limited understanding of Detroit's ethnic groups of
the late nineteenth centuries; “the influx of foreign-
born workers of the Highland Park plant undergirds
Meyer's discussion of the changing policies implemented

in the factory; the shifting fortunes of the city's



immigrant groups 1is the centerpiece of Zunz's analysis,
and accounts of immigrant workers weave through Babson's
eaga (Faires, 1985:16). But, and this is the important
point, “despite each author's concern with ethnic
issues, the thinness of the secondary literature shows
through the books, diluting their descriptions of the
city's changing ethnic mosaic" (Faires, 1985:5). Given
her special interest in women's history, Faires 1is most
emphatic 1in noting that “the paucity of research on the
lives of the city's women and the isolation of women's
history from the mainstream of social history
impoverishes all three books" (Faires, 1985:5). It 1is
in the final paragraph of her astute critique that
Faires makes the most useful appeal for a change in
focus. Here, she argues that the full historical
reconstruction of Detroit's past will require that we
know more about domestic servants, beauticians, waiters,
and Jjanitors; more about those outside the paid labor
force, such as those tending children, the unemployed,
and the aged; and more about various neighborbhoods in
the vast urban expanse, from the central city to the
suburb. (Faires, 1985: 17).

If the perspectives of Meyers and Faires are
correct, as this writer believes they are, then it 1is

time for two shifts in focus. First, 1t 1is time to



shift from Henry Ford, Ransom E. Olds, Valter Chrysler,
the Dodge Brothers, et al., that is from the so-called
emperors and barons of Detroit, to the heretofore
anonymous men, women and children whose energy fueled
the industrial expansion, and whose collective biography
is hidden in a variety of statistical reports, personnel
department narratives, and (perhaps)> in Upton
Sinclair's, THE FLIVVER KING. Secondly, 1t is time to
analyze Detroit in terms of the larger regional
context; that is to say in terms of Vayne County and the
surrounding counties out of which Detroit was carved.
And, at the same time, 1t is necessary to understand how
various neighborhoods and suburbs within Detroit were
shaped by Detroit's growing pains. As Varner has put
it, it 1is time to ask, “WVhat 1is the changing
distribution of ©population and economic activities
within a changing area?" And, "where did Newark fit
into the settlement patterns of New York:" (Varner,
1977:68); or as it is more appropriate in this instance,
where did the c¢ity of Highland Park fit 1into the
settlement scheme of Detroit?

Olivier Zunz's Dbook, THE CHANGING FACE OF
INEQUALITY: URBANIZATION, INDUSTRIAL DEVELOPMENT AND
IMMIGRATION IN DETROIT 1880-1920 (1982), has dominated

thie writer's thinking about how to analyze the



interaction between the Ford Notor Company and the
community of Highland Park. Recognized as a modern
classic, Zunz's etudy bhas shown the relationship of
industrial growth and changing patterns of 1inequality,
but has not specified the impact of particular
industries or firms. Utilizing a variety of
sophisticated statistical and sampling techniques, and
focusing on industrial expansion, land use patterns, and
inter-ethnic social mobility, Zunz's work builds upon
earlier studies <(among which David Katzman, Stephen

Thernstrom, and Forester B. Vashington's studies are

prominent), and an impressive array of primary
materials. Among the major findings of this important
study 1s that, by 1920, race and class had replaced

ethnicity as the best explanation of 1inequality 1in
Detroit. That is to say, “"translated into city's space,
inequality took many faces, from largley self-imposed
segregation of the nineteenth century ethnic
communities, to the enforced segregation of Blacks 1in
the twentieth century“ (Zunz, 1982: 403).

Generally speaking, Zunz's work is important
because 1t has added to our wunderstanding of the
relationship of race, ethnicity and class to industrial
growth in early twentieth century Detroit;and because,

as a 'methodological guidebook' 1t 1is incomparable.



More significantly however, 2Zunz's book is important
because in its brilliance, it demonstrates the need for
studies which focus more directly on the quality of life
of a particular locality (e.g., a six sided-block), and
on a particular people, and which considers the
consequences o0f 1industrial expansion and contraction.
In the final analysis, as Faires has concluded, Zunz's
work demonstrates the need for a shift in focus.

This study of the umbilical connection between
the City of Highland Park and the Ford Motor Company is
conceived as an initial response to those who recognize
the need for a new focus which (1) gives primary
consideration to the wage-laborer and the underclass of
the automotive empire; (2) glves systematic
consideration to the quality of 1life, and understands
the quality of 1life to be a function of industrial
expansion and contraction; and (3) looks at these
concerns from a historical perspective. In short, by
focusing on a select group at a very particular point in
the history of the automotive industry, this research
hopes to contribute to the understanding of how the
expansion and contraction of the Crystal Palace
affected the quality of life in Highland Park.

Even though Highland Park, or what this researcher

has come to think of as the town that the Model T built,



was the birth place of the modern assembly line, and the
first city which clearly owed 1its existence to the
automotive industry, relatively little scholarly
attention has been devoted to understanding the social
history of this emall, yet extraordinarily important
community. Vith the exception of Ellen Hathaway's two
books, the HISTORY OF HIGHLAND PARK <(which was written
for children), and FROM VWVILDERNESS TO CITY, along with
the ubiquitous paragraph or two in prominent works such
as Nevins and Zunz's, there are apparently no published
studies focusing on the |history of Highland Park. To
reiterate then, in an effort to add to our knowledge of
the region, the principal aim of this research 1s to
understand the historic relationship between the Ford
Motor Company and Highland Park, and to understand how
that relationship affected the quality of life 1in that
municipality c.1910-1927.

More specifically, and in the order in which they
appear in this dissertation, the present analysis of the
relationship of the expansion and contraction of the
Ford Motor Company in Highland Park and the quality of
life in that community includes the following. Chapter
One, "“Highland Park Before The Crystal Palace: The
Genesis of a Midwestern Island Community," provides

some insight into what the community was like before the



coming of the Crystal Palace; and a special effort is
made to identify the movers and shakers, and to show how
they helped to shape the economic life of the community,
and to 1lay the foundation for 1its transformation.
Chapter Two, "Birth of The Model T Assembly Line: The
Big Event In The Social History of Highland Park," 1is a
discussion of the main features in the evolution of the
production processes in the Crystal Palace c¢.1910-1914;
the goal 1in this chapter 1is to show how advances in
machine-tool technology 1laid the foundation for the
"logical next step," the moving assembly 1line whose
appetite for labor resulted in an unprecedented,
explosive change in the size and composition of the
community. Chapter Three, "The Model T Cohort and The
Demographic Transition of Highland Park," outlines the
major demographic changes resulting from the demands of
the new system of production, and attempts to understand
these changes as part of a larger trend. Chapter Four,
"Taylor-Made: Occupational Stratification In The Crystal
Palace," looks at the new pattern of stratification in
the plant, and a special attempt is made to explain how
the principles of scientific management qontributed. to
the development of a new manager-class. Chapter Five,
"Ford's Velfare Vork: The Americanization And Molding of

The Ford Man," 1is an assessment of the impact of Ford's



profit-sharing plan and 1ts affect on Ford workers;
epecial attention 1s directed towards understanding the
work of Ford's Sociological Department and its
effectiveness 1in improving the quality of 1life of the
"ethnics" who labored in the Crystal Palace. “"Ford Men
Living In: Boarding and Boarders c¢.1910-1927,% the sixth
chapter, 1s a discussion of home and housing conditions
in Highland Park and Ford's efforts to improve them.
The next chapter , "Black and Vhite Vorkers 1in the
Shadows of the Crystal Palace: Some concluding
Observations on the Quality of Life in Highland Park and
Vicinity 1910-1927,% 1is based on findings presented in
preceding chapters and additional material relating to
the Black community. The main goal of this chapter is
to shed some light on the quality of 1life in Highland
Park by contrasting Highland Park with a distinctly
different community. Finally, the "Conclusions,"
makes note of some of the most important findings,
discusses some of the key data problems, and considers
the direction that future research might take.

Throughout thie study, the major aim has been to
identify a strategy, and sources of data which will
permit the longtitudinal analysis of quality of 1life
iesues, and with a 1little 1luck, to engender further

etudy of the Crystal Palace and Highland Park.



CHAPTER ONE

HIGHLAND PARK BEFORE THE CRYSTAL PALACE:
THE GENESIS OF A MIDWESTERN ISLAND COMMUNITY

Highland Park, first known as Voodwardville,
and later Vhitewood before becoming Highland Park in

1889, was carved out of a virtual wilderness where the

life cycle was determined by the seasons. vild
animals, including deer, bear, and turkeys were
plentiful, and honey bees and mosquitoes were
numerous.l A variety of trees thrived in the area,

pine, elm, and oak trees dotted the landscape, but the
whitewood tree was especially prcunin‘en‘t:.2 In the
spring, the fragrance of flowering fruit trees and
berry bushes mingled with the scents of wild animals
in various stages of thelr reproductive cycles, the
barnyard manures, and the heavy springtime odor of
hogs. Summer harvests gave way to the cool breezes of
fall which carried ducks, geese and other fowl 1in
their southward migration while the reds, yellows and
oranges 0f the trees painted, first the horizon and
then the landscape. Cold, deep white winters slowed
the pace of human and animal 1life, as the cycle

started anew.
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This erstwhile wilderness is located about
six miles northeast of downtown Detroit in what was
once Greenfield Township, and lies entirely within
the city limits of Detroit. Trapezoidal in shape and
about 647 feet above sea level, Highland Park's 2.98
square miles are Dbisected by Voodward Avenue;
McNichols Road (formerly 8ix MNile Road) marks the
northern boundary, while Tuxedo and Tennyson Avenues
are the southern boundary of Highland Park. The Grand
Trunk Railroad right-of-way and Thompson Avenue serve
as the eastern and western boundaries respectively.
It was as a result of an accident that this wilderness
was opened to settlement.

The entire city of Detroit was destroyed by
fire in 1805; in order that a new court house and jail
could be built, the federal government gave the city
of Detroit permission to sell land north of Grand
Boulevard, 1including the swamp land where Highland
Park would be built. Thus, 1t was as an indirect
result of the 1805 fire that federal 1lands were
publicly sold.

In 1818 the 'highland', which was separated
from Detroit by a swamp, was purchased by Judge
Agustus B. Voodward, but owing to the obstacles

presented by the swamp, his attempts to found a
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village were unsuccessful. The swamp was also the
major aobetacle for B.F.H. Vithersell, another Detroit
Jjudge who attempted to found a village 1in 1836}+
Although there were settlers, the area would not
achieve the status of a village until Captain Villiam
H. Stevens' efforts had attracted enough financial
backing to eliminate the swamp.

Most of the early settlers were New England
Prostestants. The first known settler, Richard Ford,
(not related to the Henry Ford Family) a farmer of
English descent arrived in c¢.1818. Ford built bhis
cabin on a ridge which was separated from Detroit by a
swamp; the ridge (i.e., the highland) has since been
leveled, but it was the geographic feature for which
the village would ultimately be named. Richard Ford's
son, George Thomas Ford was born c¢.1843 in Greenfield
wanship. The Fords were farmers who tilled the soil
with a wooden plow; 1in addition to losing crops to
flooding low lands, bear, dear and wild turkeys also
contributed to losses. George T. Ford later developed
a prosperous wholesale business.

The Richard Riley, Tyler, and Pallister
families were also among the early settlers. Richard
Riley was a native of Yorkshire England, arriving in

the United States in 1830, he brought a wife and three
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children to settle in Greenfield Township. Mary Riley
Maskill, one of the three children stated that, "I
came to Detroit with my parents 1in 1831. Ve settled
on land near Greenfield. It was a dismal wilderness
then, with great forests filled with Indians." 5 The
Riley family apparently owned land on both sides of
English Settlement Road, later renamed Glendale
Avenue. Howell S. Tyler came 1in an ox-cart from
Vermont, arriving on March 17, 1849§ The Howell farm
extended from the alley north of Vaverly to Monterey,
and from Vaverly to Hamilton. Having taken eight
weeks to sail from England to America, Villiam, Robert
and George Pallister arrived in 1846; Robert took up
farming on land 1located at VWoodward and Pallister
Avenues. Ten years later, three more brothers, Paul,
Thomas and Joseph arrived in Detroit and walked to
Robert's farm; Paul and Thomas took up farming 1in
Hamtramck?

Several families in the second cohort of
Highland Park's settlers, most notably the Langdon,
Mott and Fitzgerald families, were distinguished
through providing soldiers for the Union Army during
the Civil Var. John Langdon came to America in 1830
when he was two years old; upon the death of his

father, John became the ward of his uncle, Jared
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Davison who was living in Highland Park. As a young
man, John Langdon bought a twenty acre farm on
Voodward Avenue. In 1862, John Langdon enlisted in
the 24th Michigan Infantry.

John T. Mott was born on April 4, 1846 1in
Franklin Connecticut, and later moved to Port Huron
with his parents. John was among the first volunteers
to come forward for the Union cause during the Civil
War; he joined Company E of the 16th Michigan Infantry
on August 13, 1861. During the war John Mott was
cited for bravery and promoted to second lieutenant;
after approximately three years of service, he was
discharged from Company C of the 16th Michigan
Infantry on May 12, 1863. After the war, Jobhn
(affectionately known as Uncle John) opened a general
store at the southeast corner of Woodward and Davison.
John Mott married into one of the original families of
Highland Park; on March 19, 1874 he wedded Emily A.
Davison. Both the marriage and the general store
prospered. Even though Adolphus Thombley was already
operating a post office out of his home in 1873, Mott
opened the Vhitewood Post Office <(the name of the
community had not yet been changed to Highland Park)

8
in his store in 1876. Unlike Langdon and Mott who
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served as Michigan volunteers, Fitzgerald joined the
Union forces before moving to Michigan.

James D. Fitzgerald was born in Castle Gregory
Ireland on March 30, 1825. 1In 1841, Fitzgerald
arrived in the United States, settling in Vermont in
the fall of the year; the following year he moved to
Cleveland Ohio, and then to Beria, Ohio where he
worked in stone quarries. Fitzgerald's wife to be,
Mary C. Runion had been born in Prescott, Canada on
January 20, 1835; the wedding took place in 1850, and
in due time produced four children (Mary A., who would
ultimately become Mrs. William Davison, Ella, Jennie
N. who would become Mrs. George Pell, and the only son
James Fitzgerald Jr.). Having enlisted in Company E of
the 65th Regiment of the Ohio Volunteers, Fitzgerald
was wounded and subsequently given a disability
discharge. It was not until 1864 that the Fitzgerald
family moved to Michigan, 1initially settling 1in
Detroit on Voodward Avenue, but within a year
purchasing a thirty acre farm in Highland Park. In
addition to his farm work, Fitzgerald worked as a
landscape gardener for Senator Thomas Palmer.
Fitzgerald, known throughout the community for his
kindness, died July 1883; Mrs. Fitzgerald died on June

2, 1917.9
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To the extent that the Langdon, Nott and
Fitzgerald families inter-married with first cohort
settlers, and were principally farmers, they were
typical Highland Parkers----Protestant farmers,
seemingly in agreement about issues of mutual concern.
It appears that most of the farms were approximately
twenty acres (there were several thirty acre farms,
and it 1s conceivabdble that some were larger). Thomas
V. Brown, was able to purchase a Gaar Scott threshing
engine in 1890 and threshed grain throughout the
region for twenty six years; he recalled threshing for
the Davisons, Tylers, Pallisters and Fords in Highland
Park. Brown also recalled that during one bharvesting
season, he threshed oats for a whole week on Senator
Palmer's farm at Six Mile and Voodward Avenue. In
addition to the major efforts devoted to grainms,
Isobel Stonehouse recalled that other farm work was
also important.

George Stonehouse and his family, including a
young daughter named Isobel, left England for America
in 1851; after traveling for eseven weeks, the
Stonehouses landed in Detroit at the southern end of
Pontiac Plank Road, where they were met by George's
brothers, Jabez, et al. Isobel recalled that the

spring of the year saw the considerably hard work of
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clearing land before planting crops; the land between
the tree stumps was sown with grain, small patches of
potatoes and fields of corn. Mrs. Stonehouse did her
marketing 1in Detroit, ©bartering berries and farm
produce for staples such as sugar, flour and salt;
while George did the work of a veterinary and, like
other farmers (all of whom apparently had one or more
hunting dogs), hunted for deer, bear and other wild
game. Considered together, life as experienced by the
Stonehouses, Langdon, Mott and Fitzgerald families was
typical for the second cohort of Highland Parkers.
Except for adding their numbers to the
population, the second cohort of settlers did not
experience life much differently than.‘pad the first
cohort. It was the third wave of settlers, the real
movers and shakers coming in the latter decades of the
nineteenth century, who would Dbegin significant
diversification in the economy of Highland Park. For
example, established in 1891, the first factory 1in
Highland Park was the McAlpine Shoe factoryﬂi) it was
located on the north corner of Voodward and Colorado
Avenues 1in the 0l4d waterworks building owned by
Captain Stevens. In addition to the NcAlpine Shoe
factory, the Seiss Vagon factory and Percheon's

Blacksmith Shop were prominent among the non-farm
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economic activities 1in late nineteenth century
Highland Park. In other words, it was the third
generation, including Stevens who would be the most
influential among them, Voorhis, Siess, Smith et al.
whose non-farm economic interests would contribute to
significant changes in Highland Park.

Robert Smith came to Highland Park c.1900, and
he is representative of residents who would live with
one foot in the past, and the other in the twentieth
century. Vhile working at the Union Market on
Cadillac Square, he met George Ford who often sold
calves and hogs at the market. Ford invited Smith to
visit his farm located at Ford and Woodward Avenues in
Highland Park; apparently, Smith was favorably
impressed and purchased a lot on the corner of John R
and Stevens Avenue where bhe built an 18'x 24'
framehouse at the cost of about $350.00. Reminiscing
about life on the farm, Smith related that he bought a
prize jersey cow (formerly owned by Senator. Palmer)
from Joe Marshall, and had to get up at four in the
morning to milk the cow, and feed the chickens (which
roosted under the house until he was able to build a
chicken coop) before leaving for the market located
in downtown Detroit. To get to the market, he rode his

bicycle as far as Holznagle's (the local florist's),
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and rode the street car from there. Smith also
recalled that in order to cook or wash, he had to
carry water from the neighbors; on Saturdays he took
his weekly bath in a wash tub behind the stove. 8Smith
was apparently well liked by many people, and in 1912
he was elected village treasurer, in which capacity he
served for twenty seven years while being opposed by
no more than three candidates for that office%l

Siess and Voorhis were among the third
generation of settlers whose primary work included
non-farm activities. Charles August Siess was the
village wagon-maker and blacksmith. In 1882 Siess
leased four acres from Stevens and moved his family
from his mother-in-law's farm on Holbrook Avenue and
Russel Street, to a 1little house near his shop.
During the economic difficulties of 1893, Siess went
out of business, but the family continued to live in
the area and some of them would work in the Crystal
Palace.

George Voorhis, who would become the village
assessor 1n 1913, came to Highland Park with his
father and mother, and three younger children (Fred,
Alice and Dora) around 1895. Mr. Voorhis came from
Detroit to Highland Park as the proprietor of the

Highland Park Resort Hotel and the race track which
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had been leased from Captain Villiam Stevens; the
resort was esituated on 58 acres with Oakland and
WVoodward avenues as the east and west boundaries, with
Manchester on the south. The main attractions of the
resort were a well producing mineral water (which was
used for medicinal purposes), and harness racing.
Voorhis leased the track to the Highland Park Jockey
Club which brought professional horses and drivers
during the trotting season (the racing took place
during June and September). The hotel had 15 rooms
and was usually filled to capacity; the rooms were
reserved for owners of horses, their families and
Jockeys. George Voorhis reported that, according to
City Hall records, in 1895 a tax totaling $164.00 was
levied against the 58 acres where the hotel and race
track were located and the personal property of the
Highland Park Jockey Club which were assessed at
333,000.00.12 This hotel and race track, for the
moment owned and operated by the Voorhis family, would
later be s0ld to the Ford Motor Company and become the
site of the Crystal Palace.

The one eyed, Captain Villiam H. Stevens stands
out as the most prominent personage in Highland Park's
early growth and development. Stevens was born in New

York state in 1819, and moved to Visonsin and then to
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Michigan while he was still a youngster. In Michigan,
he became acquainted with some men employed by the
Summit Mining Company (this company was apparently
based in Boston); Stevens managed to get himself hired
by the company as an “official 1land 1looker," or
prospector, in the copper regions of Michigan. Taking
valugble lessons he had learned while working for the
Summit Mining Company, Stevens went to Colorado to
seek his own fortune in mining. Stevens did succeed
in making a considerable fortune 1in silver mining in
Colorado, and returned to the Detroit area in 1887 and
began a vigorous effort to ‘develop' the swamplands
north of Detroit. Stevens was able to attract the
support of Senator Thomas V. Palmer in a scheme to
develop portions of the ‘highland' area north of
Detroit. In addition to lending his name to Steven's
efforts, Senator Palmer donated one-hundred acres of
his Log Cabin Farm to be used as a Detroit Park;
located north of the 'highland,' the one-hundred acres
donated by Senator Palmer were low and wet, therefore
sewers were dug to drain the park site. Since the
park had been donated to the public, public funds were
used to pay for the drainage sewers. Apparently to no
one's surprise, the drainage sewers also brought

drainage to the swamps between the ‘'highland' and the
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Detroit River. Vith the obstacle of the swamp
removed, the village of Highland Park (previously
known as Voodwardville and Vhitewood), with about 400
inhabitants was officially etched 1into Greenfield
Township in 1889:.]'3

More than any other individual in the third
generation of Highland Parkers, Captain Stevens bhad
bhis hand 1in shaping daily 1life in Highland Park.
Stevens helped to lay out the streets, and loaned
money to people to build their homes. Stevens also
played an important role in bringing the streetcar to
the wvillage 1in 1886; improved versions o0f the
streetcar ran on Voodward Avenue for seventy years
(1886-1956>), and it was the 1last 1l1line to run 1in
Michigan. In 1892 Highland Avenue was the first
street to be graded, and in 1909 the world's first
mile of concrete road was 1laid on Voodward Avenue
between Six Mile and Seven Mile Roads. Vhile Stevens,
a real mover and shaker, was instrumental in the
development of Highland Park's infrastructure, he
showed a special interest in schools.

The first village schools were the direct
result of Stevens® efforts. In 1892 the second floor
of the waterworks building, located on the corner of

Colorado and VWoodward, and owned by Stevens, became a
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school house. Stevens bought furnishings and supplies
for the school, and hired Edna Phelps to teach the
class of 16 children that fall. The next year Clifton
Gordon was hired to teach the older children in the
same room where Edna Phelps continued to instruct the
younger children. Sometime during the year, the
school was moved to a store on the corner of McClean
and Voodward Avenues. The first building to be
especially constructed as a school was a four-room
building located on the south side of East Buena Vista
near Voodward; known as the Stevens' School, 1t opened
with an enrollment of 75 puplls. Soon after the
completion of the Stevens' School, Robert Barber
arrived in Highland Park to become the village's first
superintendent of echcn:.»ls.ll‘L

Having devoted much of his energy, influence,
and financial resources to building the village of
Highland Park, at a ripe 82 years of age, Stevens
died in 1901 in his farm home at the present site of
McGregor Library. Stevens' civic influence continued
to be felt when, after his death the daughter of his
close friend, David Whitney, bought the Stevens' house
and used it as a home for 'backward', crippled and

homeless children. Later the children's home was

given to the City of Highland Park for use as a
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library, and in 1926 the stonehouse was replaced by
the impressive structure which now houses the MNcGregor
Library. At this writing, the McGregor Library is the
only known repository of Highland Park's first
newspaper, the HIGHLAND PARK TIMES which  ©began
publication in 1905. In 1917 another weekly, the
HIGHLAND PARK NEVS was published by Arthur Kingsley.
After a period of military service, Kingsley returned
to Highland Park and purchased the HIGHLAND PARK
TIMES, which he combined with the HIGHLAND PARK NEVS
to found the HIGHLAND PARKER, which was published
until 1926. It is appropriate that these records
have been deposited on the site which was "home" to
Captain Villiam H. Stevens.

Coincidentally, Steven's death was a harbinger
to a new era in Highland Park. Throughout the lives
of the first two generations of settlers, and for much
of the 1life-time of the third generation, Highland
Park was typical of mid-western island communities
such as those studied by Robert V:I.ebe.l5 Viebe has
suggested that in the late nineteenth century, America
was essentially a “nation of 1loosely connected
islands"----1ike Highland Park. Viebe began his
analysis by noting that the purpose of his study was

to describe the break down of island communities and
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the emergence of a new system; he then characterized
island communities as satellites of larger communities
(i.e., Highland Park 1is seen as a satellite of
Detroit), to which they 1looked for “markets and
supplies, credit and news." Veibe observes that 1life
in the island communities was regulated by the rhythms
of agriculture: “the pace of the sun's day, the
working and watching of the crop months, the cycle of
the seasons."'® In the same sense as the agricultural
harvests, society and social life were also
predictable.

Island communities such as Highland Park were
remarkably stable with 1little evidence of internal
conflict. As Viebe has expressed it, these communites
were, “usually homogeneous, usually Protestant"
communities enjoying an inner stability which the
coming and going of @members did not disturb.
Moreover, even when new towns and villages were
established 1in other 1locations, continuity and
stability were undisturbed because the gathering
families ©brought the same familiar habits and
customs.l7 The: homogeneity of these communities,
apparently, contributed to the 1lack of significant

open conflict.
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From a distance the towns and villages
characterized as 1sland communities appeared to be
levelled democracies, “sustaining neither an
aristocracy of name nor an aristocracy of occupation,"

. But, despite appearances and the lack of
conflict, "“each community was divided by innumerable,
fine gradations;" at the top sat a few men who not
only had greater wealth than their neighbors, but who,
owing primarily, to their contacts outside of the
community, controlled access to wealth. These men---
-merchants, bankers, successful farmers, etc.----were
referred to as “mister" or “major" <(or ‘'captain' 1in
the case of Stevens in Highland Park), not "Bill" or
"Sam“.l8 Although differences in religion, language,
and skin color distinguished individuals, groups, and
even entire communities from each other,
characteristically, the 1sland community was an
ethnically, «culturally and religiously homogeneous
society without overt, socially important conflict.
Before January 1, 1910 when the first Model T Ford was
built 1in the Crystal Palace, Highland Park was a
typical island community, but all of that was about to
change.

Of the many changes wrought in Highland Park by

technological innovations, production, employment, and
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social policies emanating out of the Crystal Palace, a
few had an observable impact on the social order and
quality of life experienced in the community. If the
quality of life (QOL) is defined "as a function of the
objective conditions and subjective attitudes
involving a defined area of concern," and measured by
social, economic, political, health and environmental
indicators, then it is clear that the QOL experienced
by the third and fourth cohort of Highland Park's
residents was radically different from that of earlier
settlers; and it is clear that most of the difference
in the QOL can be attributed to the influence of the

1
Ford Motor Company. ?
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FOOTNOTES
Chapter One
1. This sketch of early life in Highland Park is based
primarily on 1information given to Ellen Hathaway by
members o0f the Highland Park Historical Society. Many
of the charter members of the soicety were direct
descendents of early settlers. VWhat appears to be the
original typescript of this information may be found
in Highland Park's McGregor Library/Museum; pages 1in
this document are not consecutively numbered. This
document 1is hereinafter identified as HPHS.

2. VPA Vriter's Project in Michigan, MICHIGAN: A GUIDE
TO THE VWOLVERINE STATE (1937), 290.

3. VPA, 1937: 289-293.
4. HPHS, 1946: passim.
5. HPHS, 1946: passim.
6. HPHS, 1946: passim.
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8. HPHS, 1946: passim.
9. HPHS, 1946: passim.
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16. Robert H. VWViebe, THE SEARCH FOR ORDER 1877-1920
(New York: Hill and Vang, 1967), xiii and 1-10.
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18. Viebe, SEARCH FOR ORDER, 1-10.

19. For a more complete discussion of this definition
of the quality of life (QOL>, and the rationale behind
it, see Appendix B.



Copyright by
Clarence 0O. Hooker

1688



CHAPTER TVO

BIRTH OF THE MODEL T ASSEMBLY LINE:
THE BIG EVENT IN THE SOCIAL HISTORY OF HIGHLAND PARK

There 1is no doubt that the major event 1in the
social history of Highland Park was the ‘'birth' of the
moving assembly line where the Model T was built; this
event was the basis for the economic, political and
social transformation of Highland Park. The new social
order brought to the Crystal Palace with the birth of
the assembly 1line was replicated throughout the
community, and in the final analysis it meant a
redistribution of the tangible and the aesthetic values
associated with the quality of life in Highland Park.
The overall objective of this chapter is to provide a
brief description of events and innovations leading up
to the production of the Model T on the world's first
mass production-automated assembly 1line. The chapter
begins with a discussion of some of Henry Ford's early
‘tinkering' and ‘entreprenurial' adventures, followed
by a sketch of the sequence of events leading up to
the transfer of production of the Model T from the Ford

Plant at Piquette and Beaubien streets, to the Crystal

31



32

Palace in Highland Park. The chapter then turns to a
consideration of some of the primary innovations 1in
machine-tool technology and their relationship to the
invention (birth) of the moving assembly line.

Born on a farm in Dearborn, Michigan in 1863,
Henry Ford was destined to play the leading role 1in
revolutionizing automotive production. Vhile he was a
youngster living in Dearborn, Ford often worked as a
water boy for farmers 1in VWhitewood <(the village of
Whitewood would later become Highland Park); the task
of a water boy was to keep the tanks of steam driven
threshers filled. At the age of sixteen, urged on by
his mechanical interests, Ford left Dearborn and moved
to Detroit where he worked as a machinist's apprentice
in a shop that was building marine engines for the lake
trade, and within a few years he had achieved the
status of journeyman, and was hired to travel along the
waterfront and to the larger farms where he installed
and repaired steam and gasoline engines; In
subsequent years, Ford became the chief engineer (i.e.,
machine operator) at the Edison Illuminating Company,
which later became Detroit Edison; in 1896, during his
employment at Edison, Ford built his 'quadricycle'.
Within a few years of the early experiments with the

‘quadricycle', Ford attracted the financial support of
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local businessmen, and in 1899 the Detroit Automobile
Company was formed with Henry Ford as the mechanical
superintendent. Owing primarily to Ford's doubts about
the adequacy of the horseless carriage produced by the
Detroit Automobile Company, and perhaps to Ford's
interest in racing, the company was dissolved.

The first fruit of Ford's interest in racing the
horseless-carriage was harvested at Grosse Pointe where
he drove his racing carriage to victory over Alexander
Winton of Cleveland, Ohio. As a result of his
victory 1in the internationally proclaimed race of
horse-less carriages, Ford again attracted financial
backing from some of the local businessmen who bhad
been 1involved 1in organizing the short-lived Detroit
Motor Company; now 1late 1in 1901 they provided the
financial backing for the organization of the Henry
Ford Company. Apparently, again unfulfilled, Ford left
the Henry Ford Company to pursue his interest 1in
racing. Vhile the company was renamed and reorganized
to produce Henry Leland's Cadillacs, Ford built two
more racing cars during 1902, and one of them
established an American speed record in a race at
Grosse Pointe.

Encouraged by an increasingly efficacious supply

of knowledge about the mechanics of automotive
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vehicles, and bouyed by bhis racing successes, Ford
resumed work on a two-cylinder passenger car, "“and he
persuaded a new, less prestigious group of investors to
Join him in forming the Ford Motor Company in 1903."“’
The newly organized Ford Motor Company produced over a
thousand cars in 1903. In 1904 and for several years
thereafter, the Ford Motor Company introduced a
succession of new models, including the four-cylinder
Model N during 1906-7. The Model N was the first
sustained attempt to build and market an inexpensive
vehicle that was not a horseless-buggy, and it “gave as
good or better service than the much more expensive
cars of the period.“5 Between 1903 and 1905, the Ford
Motor Company was among the top four American producers
of automotive vehicles; in 1906 Ford became number one.
The Ford Motor Company's mercurial rise to the
number-one position among automotive manufacturers was
assured when the plant on the corner of Piquette and
Beaubien streets was streamlined in 1904-1905. The
changes included dividing up certain tasks into simple
operations that 1less-skilled workers could performn.
Under the new arrangement, these workers pushed huge
bins of parts up and down the rows of stationary cars,

with each work gang stopping to install a particular

part-—---a fender, wheels, the dashboard, etc.----before
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moving to the next car.6 As a result of the changes
introduced 1in the plant at Piquette and Beaubien
streets, production rose considerably; but not rapidly
enough, especially after the introduction of the Model
T in 1908, to keep up with demand.

WVhen the Model T was brought out in 1908,
“"assembly techniques were much the same as they had
been in Strelow's carpenter shop five years earlier.“7
Vith the soaring demand for the Model T, 1t became
apparent that, even though the Ford plant at Piquette
and Beaubien was only three years o0ld, it was already
out of date. The site chosen for the new facility, the
Crystal Palace, was the fifty-eight acres occupied by
the Highland Park Resort Hotel and the race track,
located well within the orbit of the city of Detroit.
Since this area had been relatively slow in developing,
it was possible to find a sufficiently large tract of
land at a 'good' price, and where three railroads
(Michigan Central, the Grand Trunk, and the Detroit
Terminal Railroad) converged. Moreover, since Henry
Ford had been born here in Greenfield Township, and had
worked in this area when he was a young boy, he was
already quite familiar with the site. Thus, it was in
Highland Park on a plot of land covering about sixty

acres that the Ford Motor Company institutionalized the
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production and assembly methods that would
revolutionize automotive production.

While Ford and his associates were rightfully
proud of their accomplishments at the Piquette Street
plant, and considered that facility to be as good as,
perhaps a little better than, any automobile factory in
the worldf? they were even more proud of the ‘'Crystal
Palace,' as some called the Highland Park building
which was being erected by the leading architect of
the times, Albert Kahn, assisted by Gray, Ford's chief
construction engineer from 1909-1915.101he Crystal
Palace was uniquely situated in both the spatial and
temporal evolution of industrial technology, and
“represented [(thel full realization of the American
system of production and the maturation of the modern
industrial age .... 1t transcended craft techniques in
the metal and the carriage and wagon trades and moved
toward the sophisticated,capital-intensive technologies
of the auto-industrial age.“ll

The design of the Crystal Palace was advanced
beyond anything previously known in the industry. In
1913 the chairman of the board of Dodge Brothers,
Frederick J. Haynes expressed the generally held view

that the Ford Motor Company possessed the best factory

arrangement for car production known in the United
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States. Similarly, F.L. Faurote, a noted author of
books and articles on automobile manufacturing declared
that this facility was one of the most efficient plants
he had seen anywhere; and bhaving visited all of the
principal manufacturers, Ford's construction engineer,
“was satisfied that the works were unequalled."’ Vith
the exception of a few ornamental bricks, the Crystal
Palace was built of steel, concrete and glass; on
bright days the more than fifty thousand square feet of
glass allowed the structure to be flooded with
sunlight. Vith its four stories, 1its length of 865
feet, and breadth of 75 feet, the Crystal Palace was
the largest building under one roof in Michigan}
According to descriptions recorded c¢.1910, the
buildings comprising the Crystal Palace were unique,
and quite different from previous factory construction.
There was a craneway between each pair of buildings,
and the roof of the craneway was glass so that the
entire 1length of the building was 1it with natural
light. The heating and air-conditioning plant was on
the roof; and the roof was also designed to ventilate
the buildings. The waste air, on 1its way out, heated
the craneway without added expense. The layout of the
building facilitated the unloading and 1loading of

freight cars. An especially unique feature enabled raw
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materials to be bhoisted as near the roof as possible,
letting the work down in the process of manufacture.
Thousands of holes were cut through the floors so that
the parts that started in the rough on the top floor
gravitated down through chutes, conveyors, or tubes,
and finally became a finished article on the ground
floor}g' Clearly, the innovations that would catapult
the Ford Motor Company into 1its number one position
among automotive manufacturers were to be found in both
the design of the Crystal Palace, and 1in new uses of
machine-tool technology.

In a characteristically poignant manner, the FORD
TIMES noted that the move from the Piquette and
Beaubien facility to the Crystal Palace was
accomplished, *without a brass band, a ball, a
clambake, or even a speech from the mayor.'15 The move
was quick and remarkably efficient; On December 31,
1909 the Ford Motor Company was shipping all of its
cars from the Piquette and Beaubien plant, but on
January 1, 1910 most of the cars were being shipped
from the Crystal Palace. Extensive planning had
assured that -the department-by-department transfer
would go smoothly. Although only about one-quarter of
the Crystal Palace had been completed at the time of

the transfer, production continued without
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interruption. The first part of the Crystal Palace to
be finished housed the most important elements of
production: "the machine shop for making engines,
transmissions, and axles, the main room for assembling
cars, the radiator shop, the painting room, and the
shipping room."16

Eckstein has noted that, the ten years 1899-1909
witnessed a ramarkable economic development which
assured Michigan's leadership in the American
automotive industry.l7 Thus, 1in 1910 when the Ford
Motor Company transferred production of the Model T to
Highland Park, the revolution of organizational and
production technology 1in the automotive industry was
already well wunder way; but there remained many
obstacles to be cleared before the revolution would be
completed. An immediate concern was the practice of
subcontracting.

During the decade of the 1890s Henry Ford bhad
been one among many 'tinkerers' who built homemade
cars, and as late as 1903 the production precesses at
the Ford Motor Company were much like those of other
automotive manufacturers. During the formative years
of the industry, it was common to subcontract (i.e.,

farm—out) the production of parts and components to

outside machine shops and foundaries. Beginning 1in
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1906, and more rapidly with the introduction of the
Model T in 1908, the Ford Motor Company manufactured
more and more of its own parts and components; and by
1920 Ford, like other automotive companies produced all
of the major parts and components, while some of the
small and minor parts continued to be subcontracted.l8
The subsumption of the production of the major parts
and components was an important, indeed critical step
toward the system of continuous production which was
achieved late in 1914.

Despite the fact that automotive manufacturers
had begun to subsume the production of the major parts
and components, automotive production in 1910 remained
a relatively complicated, inefficient processs which
consisted of (1) the foundary production of castings
which were machined into 1individual parts, (2) the
assembly of individual parts and components, (3) and
finally, the assembly of parts and components onto the
vehicle. The Ford Motor Company, within the space of a
few years, would lead the way in revolutionizing every
aspect of automotive production.

Technological changes implemented 1in Ford's
Highland Park plant, herein also referred to as the

Crystal Palace, were directly related to efforts to

increase the supply of the ever popular Model T. As
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the quantity of Model Ts produced increased, so did the
Ford Motor Company's demand for labor. Given the short
supply of skilled mechanics who could machine and
assemble parts for the Model T, Ford resorted to the
hiring of less-skilled and non-skilled workers. It
was under the conditions of a shortage of skilled
mechanics that the Ford Motor Company increased its
workforce from an estimated 450 in 1908, to about
14,000 in 1913. By 1914, three—-quarters of Ford's wage
laborers were foreign-born, and about half of these
workers were immigrants from southern and eastern
Europe who 1lacked "traditional industrial skills.“19
Under existing conditions it would have been difficult
to significantly increase the volume of production, but
the fact that such a large proportion of Ford's newly
recruited laborers were non-skilled and foreign-born
presented an 1immediate obstacle to the 1increased
production of the Model T. Fortunately for the Ford
Motor Company, recent improvements in machine-tool
technology meant that these were obstacles which Ford
managers and engineers were able to resolve by re-
designing machines, by further rationalizing work tasks
and routines, and by the rearrangement and integration
of production processes. Thus, although on a scale

and with a degree of sophistication theretofore unseen,



42

Ford, %... relied on the traditional American solution
to labor =shortages. Technical and organizatonal
20

innovation displaced skill." °~
The changes 1in Ford's manufacturing processes

were aimed at developing and perfecting mass

production. According to Henry Ford himself, "“Mass
production is focusing upon a manufacturing
operation... seven different principles: power,
accuracy, econony, continuity, system, speed and

repetition.“Zl The foundation upon which the seven
principles were to be 1laid, was standardization 1in
product design, 1.e., standardization in the design of
the Model T. Between 1908 and 1914 the Ford Motor
Company 1implemented and perfected three types of
innovations which 1led the way 1in revolutionizing
industrial production 1in general, and automotive
production in particular. The first of the three
innovations was consistent with the manufacturing
trends of the period; it involved an 1increasingly
specialized use of machinery in the production
processes. The second innovation was based on the
standardization of parts and components of the Model T;
this second tier of 1innovations consisted of the
increasingly more [cost]l] efficient synchronization,

organization and mechanization of the production and



43

assembly processes. The third type of innovation,
which will be given more detailed consideration in the
following chapter, was aimed at creating (inventing) a
new type of machine operator. The “five-dollar day" or
the "“guaranteed minimum wage" was one of the primary
incentives offered to workers, and the Sociology
Department, the Americanization program and the Ford
Security Department were among the principal
instruments employed in creating and perfecting the new
type of worker.

The primary aim of the Ford Motor Company's
early innovative uses of machinery was to “... select,
design and construct machine tools and attachments to
match the skill 1level of the labor force. The
innovative uses of Jigs and fixtures were among the
initial efforts to optimize the production of unskilled
labor." [Note: Jigs and fixtures were work-holding
devices which adapted multi-purpose and special-purpose
machines for the high volume production of identical
parts. Technically speaking, a jig held work but was
not fastened to the machine. A fixture, often referred
to as ‘'furniture' or ‘'appliance' by engineers, also
held work but was fastened to the table or bed of the

22

machine. )’ Thus, 1t was 1initially through the use of

Jige and fixtures that the Ford Motor Company was able
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to accomplish the high volume production of identical
parts. Vhile thousands of innovative jigs and fixtures
remained prominent in the high volume production of
identical parts, special use machines, such as those
used in the production of the Model T cylinder block
and pistons, became increasingly important.

In the early days at Ford, ". . . the engine
block was apparently passed by hand from one work
station to another to have various operations
performed.“23 The Foote-Burt Company made a number of
special use machines for the Ford Motor Company; among
these were machines built especially for drilling the
Model T cylinder block, and for machining pistons. The
Foote-Burt multiple drilling machine was arranged to
simultaneously drill all forty-five holes 1in the
cylinder block. As described by Abel and Colvin, the
process was quite simple: "“The cylinder is Jjigged into
position, the operator throws the starting lever, the
machine 1is equipped with automatic stop and reverse,
the operator takes the cylinder out and the work is
done." In this instance, forty-five separate
operations were accomplished with one special-purpose
machine?u Similar improvements were made in machining

Model T pistons.
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Improvements 1in the production of Model T
pistons may also serve to demonstrate how special-use
machines were used during the early phase of skill
displacement. Except for placing the casting on the
inverted spindle and starting the machine, the
machining of pistons had become entirely automated.
According to Colvin's 1913 description, the top of the
pistons were faced off at the same time that the
outside diameter was being turned and three piston-ring
grooving tools were automatically fed to the required
depth. The feed was automatically tripped, and the
cutters were automatically returned to their starting
position. Therefore, all the machine operator had to
do was to release the clamp which held the pistons 1in
position, slip out the retaining pins and put another
piston on the spindle.25

In the same sense that innovative uses of Jjigs
and fixtures, and the uses of ever more powerful
speclal-purpose machines was important in transferring
skill from worker to machines in the production of
parts like the Model T cylinder block and pistons, the
synchronization of production processes was an
important element in the development of "continuous" or
“progressive" production. “Progressive production and

progressive assembly 1involved the arrangement of men
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and machines and the coordination and synchronization
of productive operations;" and this was, as Meyer has
observed, the next logical step from the division of
labor and the use of advanced specialized machine
tools.26 Progressive production began ¢.1912-1913 1in
the machine shops which produced finished metal parts,
and then was gradually adapted to the assembly
operations during 1913-1914.27

As described by Arnold, "“Progressive production
was the . . . scheme of placing both machine and hand
work in a straight line sequence of operations, so that
the component in progress will travel the shortest road
from start to finish, with no avoidable handling
whatever.“28 In order to achieve the constant and
continuous movement of raw materials, parts and
components, 1t was necessary for Ford engineers to
develop many new devices which included gravity work-
slides and rollways that moved work by hand, and
endless chains and endless conveyor belts, and overhead
cranes which moved work from location to location. The
revolutionary changes in the production and assembly of
the magneto and the chassis are excellent examples of
both the pace and the significance of innovation within

the Ford Motor Company.
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The flywheel magneto provided the electrical
charge to ignite the fuel in the Model T and was the
first component to be assembled on the moving assembly
line. The assembly of the magneto changed radically
between May 1913 and March 1914. By May 1913, 1t was
normal for one skilled-worker to assemble from 35 to 40
magnetos in a nine-hour day. As Arnold has noted, the
assembly was done by experienced men, “but was not
uniformly satisfactory as desired, and was costly
as all one-man assembly must of necessity be
fc:r‘ever.'“2 In May of 1913, Ford managers and
engineers subdivided the task into twenty-nine separate
operations and added a chain-driven conveyor to move
the magneto from one worker to another. Vith continued
experimentation and modification, productivity
increased dramatically; by the end of March 1914,
fourteen workers assembled 1,335 magnetos in an eight-
hour day. Thus, "even though the working day was
reduced by one hour, the assemblers more than doubled
their average productivity and produced an average of
95 magnetos per person each dayﬂ"Bo Similar strides
toward increased efficiency were made in the assembly
of the chassis.

During the period ¢:.:1913-1914, Clarence Avery

was the principal agent 1in the coordination and
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synchronization of production in the various
departments of the Crystal Palace. By the end of 1914
Avery had succeeded throughout the Highland Park plant
in replicating the pattern of 1increased efficiency
which had been seen in the magneto department. After
about an eight month period during which the production
routines in each of the departments in the Highland
Park plant were analyzed, the necessary timing
schedules were worked out, and one by one (those)
operations were revamped so that finally, continuously
moving conveyors delivered assembled parts to the final
assembly floor. The resulting efficiency in production
was phenomenal, 1in some 1instances parts were put
together six times faster.

The wultimate challenge during the period of
1913-1914 was the chassis assembly; it was the chassis
line to which the thousands of parts and components
flowed, and it was here that they would be assembled to
the chassis, and here that the Model T would take 1its
shape. According to the recollection of one worker, in
1903 the assembly of automobiles at the Ford Motor
Company was entirely manual: The cars were assembled on
the spot, to which the chassis, the motor and the body
were brought. “As near as I can remember," said the

worker, the body was brought on a hand truck, and was
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lifted up and placed onto the chassis, and after the
car was assembled, “Yone fellow would take hold of the
rear end and one of the front end, and they'd 1lift the
whole thing up! . . . . 'I would say there would be
Just one or two men for each assembly, as near as I can
remember. " 31 The chassis assembly procedures
apparently did not change significantly 1in the decade
between 1903 and 1913.

H.L. Arnold's description of the Model T chassis
assembly process in 1913 1lends further support to the
contention that 1little 1in this process had changed
since 1903. According to Arnold, "First, the front and
rear axles were 1laid on the floor, then the chassis
frame with springs 1n place were assembled with the
axles, next the wheels were placed on the axles, and
the remaining components were successively added to
complete the chassis."32 Vith this method of assembly,
250 skilled assemblers with the assistance of 80 non-
skilled "“component carriers" were able to assemble
6,182 chassis per month; at this rate, the assembly of
one chassis required an average of twelve and one-half
workman hours.

In August of 1913, Ford managers and engineers
had begun the experimentation which would synchronize

chassis assembly with the already improved production
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of the thousands of parts and components which were
combined to make the Model T. In September of that
year, engineers had experimented with a "rope and
windlass" which was used to pull the Model T chassis
along a row of parts and components. As the chassis
moved along the rows of parts, six skilled assemblers,
accompanied by their helpers, walked along side the

moving chassis and attached the various parts and

components. This "“rope and windlass" technique
lessened chassis assembly time considerably; more
specifically, assembly time for each chassis was

reduced by about fifty percent to five hours and fifty
minutes. Additional improvements followed in October.
In October, Ford engineers mechanically pulled
the chassis along a line of 140 stationary assemblers
who stood near supplies of parts and components which
they attached to the passing chassis; this innovation
further reduced chassis assembly time to slightly less
than three hours per worker. Before the end of 1913,
changes 1in the 1length of the assembly line and the
number of assembler-stations resulted 1in greater
efficiency. The “endless chain-driven" conveyor which
was developed in January 1914, and the April 1914
modifications which 1introduced the ‘'man-high 1line'

(i.e., work stations were raised or 1lowered so that
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they were about waist high> to eliminate more of the
unnecessary and non-productive movements of workers,
marked the 1last 1in the series of experiments and
innovations which combined to reduce chassis assembly
time from twelve and one-half hours to one hour and
thirty-three minutes.

The formation of the Ford Motor Company in 1903,
the introduction of the Model T in 1908, and the move
from the Piquette and Beaubien streets to the Crystal
Palace during the last days of 1909 had marked the
initial phase of a “major technological phenomenon of
this century."-33 From the outset, that is beginning on
January 1, 1910, production in the Crystal Palace was a
constant stream of experimentation, innovation and
modification. Beginning with the standardization of
design of the Model T, the innovative uses of jigs and
fixtures, the designing and adaptation of special-use
machines, the synchronization of production and chassis
assembly operations, and the 1incorporation of the
mechanical conveyor system were major accomplishments.
Finally, September and October of 1913, and January and
April of 1914 witnessed 1improvements 1in chassis
assembly, and by June 1914 Ford managers and engineers

were sufficiently satisfied so that the new chassis
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assembly line was incorporated as the final phase 1in
the world's first continuous-production assembly line.
Unmistakable evidence of the technological
revolution could be seen in 1915, by which time, "the
fifty-six acre Highland Park facility had dozens of
buildings, 55,000 humming machines, fifty miles of
belting, and one and one-half miles of conveyor track
and 18, 000 workers.“34 Vhile the technological
revolution was being consolidated 1in the Crystal
Palace, the community of Highland Park was experiencing
some primary affects. One of the most thoroughly
sensationalized results could be seen on January 5,
1914 when Ford announced a profit sharing plan and
people flocked to Detroit and Highland Park to reap the
promised bonanza which was scheduled to begin on
January 12.35 Ford hired only a fraction of 10,000
angry Job seekers who, threatening to break into the
plant, pressed against the gates of the Crystal
Palace. Plant guards inside the gates and city fire
trucks parked outside drenched the crowd (it was 9-10
degrees below zero), driving the people back and caking
their clothes with 1ice. Infuriated, the crowd cut the
city's fire |hoses, attacked policemen, and Dbroke
hundreds of plant (Palace) windows along Manchester

before dispersing.3 But, even before the announcement
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of the 85 day the Ford Motor Company had attracted
thousands to Highland Park. The following chapter
seeks to understand, (1) the relationship between the
labor needs of the Ford Motor Company and the
demographic transformation of Highland Park, (2) and to
understand how the Ford Motor Company succeeded in the

invention of a new breed of worker.
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CHAPTER THREE

THE MODEL T COHORT AND THE DEMOGRAPHIC TRANSITION
OF HIGHLAND PARK

The objective of this chapter is to understand
the connection between the growth and expansion of the
Ford Motor Company, the introduction of the moving
assembly line, and the demographic transition of the
community of Highland Park and its implications for the
composition of the workforce in the Crystal Palace.
The analysis 1s based primarily on the 1910, 1920 and
1930 United States Census reports, and on a special
census o0f the population of Highland Park which was
conducted by the United States Census Bureau during
November of 1915.

Before turning to a discussion of some of the
details of the demographic transition of Highland Park,
it should be noted that the demographic changes in the
Detroit region are part of a larger trend. More
precisely, the shift in location and composition of the

US population may be described as part of a world-wide
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phenomenon----i.e., "“the demographic transition.* The
years between 1890 and 1920 serve as the approximate
dates at which the United States and Europe reached the
“modern state," which 1s characterized by a slow-
growing population.l For the US, the transition has
meant that during each decade since 1860, the
population has grown more native born (except 1860-
1870>, 1less black, and more female. And, 1in every
decade since 1860, <(except 1940-1970) the population
has also contained a growing proportion of adults and a
smaller proportion of persons under the age of twenty.
Value added in manufacture per capita has also mounted
with each decade since 1860? It is within this larger
context that the present study hopes to understand the
demographic transition of Highland Park.

Varner's analysis of the demographic transition
of the USA includes the generalization that, *“During
the nineteenth century maleness was not strongly
associated with manufacturing areas one way or the
other, but since 1920 the +two have 1increasingly
cliver‘ged;“3 the statistics in Table 3.1 suggest that
this generalization either does not apply to the
Detroit region, or (perhaps) that the statistics need
to be refined. More specifically, the period of

increase 1in “manufacturing" (SMFG/PER CAP 1in Table
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3.1], was also a period during which the male to female
ratio was the greatest; this 1s clearly contrary to
Varner's expectations. For the puposes of this study,
what 1s important is that the apparent inconsistencies
between Varner's generalizations with the historic
pattern of manufacturing and population composition in
the Detroit region, support this researcher's
contention that an understanding of the economic and
social history of the region, can only come from the

study of cities like Highland Park and Hamtramck.

TABLE 3,1
DETROIT REGION (BEA#71):POPULATION CHARACTERISTICS INCLUDING PERCENT FOREIGN BORN,
PERCENT BLACK, RATIO OF MALES TO FEMALES, PERCENT ADULT POPULATION, VALUE ADDED
PER CAPITA IN MANUFACTURE, AND NUMBER IN TOTAL POPULATION 1860-1960

SFOREIGN  $BLACK  MALES/100  SADULTS  $MFG/  POPULATION

BORN FEMALES PER CAP

1860 26,7 11 106,8 49,4 18, 272,992
1870 28,7 1.3 105,3 50,4 45, 375,617
1880 28,3 1,2 104,3 52,8 39, 472,662
1890 29,5 1,0 101,6 85,8 67, 577,529
1900 25,6 1,0 100,4 58,0 96, 687,848
1910

1920 25,1 3,0 116,6 62,7 660, 1,649,460
1930 21,0 5.6 109,6 61,6 537, 2,636,967
1940 16,7 6.3 104,7 65,1 392 2,886,605
1980

1960 8.8 13,3 97.9 §9,.2 1137, 4,682,233

Source; Sam Bass Varner Jr, and Sylvia Fleisch, MEASUREMENTS FOR SOCIAL HISTORY,
Sage Publications (1977) “"Appendix B® excerpts, Varner noted that, the exact data
vhich have been employed for the above mentioned book are on computer tape as
“Socioeconomic Indicators for Functional Urban Regions in the United States, 1820-
1970 (ICPSR#7506), which are available for members of the Inter-University
Consortium,
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Varner further generalized that, "During the
twentieth century concentrations of women and factories
are found more and more together. [ Moreoverl], one might
note that femaleness and factories and big cities are
three characteristics postulated as the companions of
the modern stage of the demographic transition.d* Here
again, Varner's observation seems contrary to the
experience of the Detroit region. For example,
femaleness in the Motor City is not dominant until the
era of deindustrialization is well under wayws In each
instance, Varner's generalizations confirm the need to
further disaggregate the social statistics of the
Detroit region, and to focus on communities 1like
Highland Park, and to analyze the various groups within
such communities. Therefore, as this study now turns
to a discussion of the expansion of the automotive
industry and the demographic transition of Highland
Park, it must be recalled that it is a transition that
occurred within a larger regional context.

Vith the establishment of the O0Olds Motor
Company in 1899, followed by Cadillac (1902), Ford,
Packard and Hupp (1903, and Hudson (1904), the
foundation for Detroit's future was 1in place; and
beginning 1in 1909 with Ford's high-volume, 1low cost

production of the Model T, the sustained growth of
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Detroit and the automotive 1ndustry was assured.
Hence, "“Detroit's growth trajectory was set by the
rhythm of auto producti.u:m;"‘6 and Detroit became, "“a
place where--—--more than anyplace in the United States-
---the 1industrial soclety was changing the way people
lived."7

Of the many primary changes which came in the
wake of the innovations leading to automated production
and assembly technology, the demographic transformation
of Detroit and its environs is among the most easily
identifiable. In 1900 Detroit was a city of 285,784
people, most of whom lived in ethnic neighborhoods near
the Detroit River. Census reports show that by 1910
the population had grown to 465,766. By 1920 the
population had grown to 993,000, and by the 1930 census
to 1,720, 000. While the population of Detroit
practically doubled during each of the three decades
after 1900, the city also increased 1its territorial
base. The annexation of outlying lands increased the
size of the city from 28.35 square miles in 1900 to
more than 40.00 on 1910, and to more than 80 square
miles in 1920. Both the increase in population and the
expansion of the city boundaries were fueled by the

8

automotive industry.
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In order to insure a sufficiently large supply
of labor to feed the growing appetite of the automotive
industry, corporate and pubdblic officials were
aggressive 1in their efforts to attract workers to the
Detroit area. As early as August 1907, the Detroit
Board of Commerce asked immigration officials at New
York's Ellis Island to steer foreign workers to the
city, and "the Employer's Association of Detroit placed
advertisements in nearly 200 newspapers across the
country, encouraging both skilled workers and immigrant
laborers to come to the Motor City.“9 [It appears that
the EAD served as something of a 'labor trust' for area
manufacturers!!) It may be argued then, that the
comparatively rapid increase in the size of Detroit's
population was a 'mere' reflection of the labor needs
of the automotive industry. "In 1908 the automotive
industry in the city gave employment to only 7,200
workers. In 1909 some 17,000 were employed,... By 1915
the figure increased to 81, 000. In 1916, even prior to
America's entrance 1into Vorld Var I, the industry
employed 120,000 persons,“lo and by 1620, that figure
had risen to - 135, 000. If nothing else, these
statistics (See Tables 3.2 and 3.3) should leave the
impression of the rapidity with which the population of

the Detroit region and the automotive workforce grew.
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TABLE 3.2

MAJOR GROUPS IN DETROIT, 1910 AND 1930

1910 1930
% of total % of total

Total Population 466,000 100% 1,720,000 100%

Black 5,700 1% 125,300 7%
Foreign Born or

Children of

Foreign Born 345,000 74% 1,018,000 59%

Polish ? Polish 13%

German 29% Canadian 11%

Canadian 16% German 8%

Russian 6% Italian 4%

Austrian 5% English 4%

Irish 4% Russian 3%

English 4% Scottish 2%

Italian 2% Irish 2%

Hungarian 2% Hungarian 1%

Scottish 1% Yugoslavian 1%

Belgian 1% Czechoslovakian 1%

(1%=about 4,700) Austrian 1%

Belgian 1%

Greek %%

Finnish %%

Mexican %%

Syrian/Lebanese %%
(1%=about 17,000)

Source: Steve Babson, WORKING DETROIT, 1984:27.
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TABLE 3.3

FOREIGN BORN VHITE BY COUNTRY OF BIRTH: HIGHLAND PARK
1920 AND 1930

COUNTRY OF BIRTH #1920 #1930
Armenia 606 442
Austria 537 121
Belgium 8 25
Bulgaria 37 24
Canada (French) 119 333
Canada (Other) 3609 4043
Czechoslovakia 113 114
Denmark 97 61
England 1445 2660
Finland 102 174
France 87 90
Germany 558 521
Greece 253 181
Hungary 559 136
Ireland 417 436
Italy 970 979
Yugoslavia 282 339
Lithuania 40 35
Jetherlands 45 40
Norway 79 82
Poland 230 219
Rumania 473 356
Russia 580 312
Scotland 411 1250
Sweeden 180 199
Switzerland 33 47
Syria/Palestine 500 360
Vales 50 64
Nexico 7 0
Spain 0 22
Turkey 0 514
All Others 234 183

Totals 12,661 14,362

Source: United States Department of Commerce. Bureau of Census.
ABSTRACT OF THE FOURTEENTH AND FIFTEENTH CENSUS OF THE UNITED
STATES, 1920 AND 1930.



65

Vhile all of the major immigrant groups were
represented among the industry's new workers, not all
groups were equally represented, not all of the
automotive manufacturers got their ‘fair share' of
immigrant workers, and not all neighborhoods received
the new arrivals 1in equal proportions. Therefore, 1in
order to understand how the automotive industry 1is
related to demographic change in the Detroit region, it
will be necessary to further disaggregate the
statistics shown in Table 3.1. As suggested by Warner,
the basic question is, where did Highland Park fit into
the settlement patterns of Detroit, and more pointedly,
“WVhat is the changing distribution of population and
economic activities within a changing area?"ll That
is to say again, that while the emphasis here 1is on
Highland Park, it should be understood that the changes
noted herein are part of a larger, more complex
regional transformation. On this basis then, giving
special attention to changes 1in (a) total population,
(b) color and ethnic origin, {(c) and male/female ratio
and age composition, this study now turns to an
analysis of the 1900-1930 census reports for Highland
Park.

Table 3.2 shows that the percent of foreign-

born white 1in the population of the Detroit region
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ranged from a high of 29.5% in 1890, and down to 25.6%
in 1900 and 25.1% in 1920. The US Census shows that
the foreign-born white population in Highland Park was
27.2 1in 1920 and 27.1 in 1930. Generally speaking, 1t
can be said that for the period under consideration,
the proportion of foreign-born white 1in the Detroit
region approximated that in Highland Park.
Furthermore, a cursory inspection of Tables 3.1 and
3.3 reveals that Canada provided Highland Park with
its 1largest contingent of immigrants 1in both 1920
(28.5%> and 1930 (28.1%>, and England provided the
second largest number of foreign-born whites in both
1920 (9.0%> and 1930 (18.4%). Italians ranked third
(7.6%) at the 1920 census, and the fourth (6.8) most
numerous at the 1930 census. Table 3.3 clearly shows
that all of the major immigrant groups were represented
in the Highland Park population, and that English
espeaking countries [Canada and England 1in the period
between 1910 and 1930, and Scotland 1in the decade
between 1920-1930]) were most prominent as points of
origin, and 1Italy provided a significant immigrant
population for the entire period. It 1is worth noting
that the English-speaking countries and Italy provided
a greater proportion of immigrants to Highland Park,

than to the region as a whole (compare data in Tables
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3.2 and 3.3). Although 1immigrants often 1lived 1in
ethnic neighborhoods which had been well established by
1900, there was a considerable variety in settlement
patterns.

Highland Park 1s an excellent, perhaps the
best example, of how during the early decades of the
twentieth century, demographic change in the region is
directly related to the rise of the automotive empire.
“"At the time of Ford's arrival in Highland Park 1its
population was approximately 425 persons, but within a
year 1t soared to 4,120. [ And] following Ford's
announcement of the five-dollar minimum daily wage in

January 1914, the number of residents 1ncreased to

12
46,499 1in 1920.% This *“wonderful" increase 1in
population made Highland Park one of the biggest
13
population gainers in the whole country. The decline

in Highland Park's population was equally precipitous;
the rate of increase slowed in the decade of the 1920s,
reached a peak of 52,959 by the 1930 census, and began
a decline which reduced the population to 50,810 in
1940. By 1980 the population of Highland Park had
dropped to 27,909, a level which approximated the 1915

level of 27, 170 1%
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TABLE 3.4

TOTAL POPULATION OF HIGHLAND PARK FOR 1910, 1915, 1920 AND 1930 BY SEX, RACE AND RATIO OF
NALES TO FEMALES OVER 21 YEARS OF AGE

TOTAL ¢ L MALES FEMALES NALES 214/
CENSUS  POPULATION MALE FEMALE 21+ 21+ 100 FEMALES

1930 52,595 27,367 25,592

1920 16,499 25,565 20,843 17,9M 13,494 133.,7
1915 27,170 1,721 12,499 10,060 8,052 124,9
1910 4,120 2,162 1,958 1,233 1,287 95,8

NATIVE WHITE

1930 51,680
190 33,39 17,700 15,687 11,19 9,387 19,2
195 27,100 14,687 12,3 10,031 8,024 125,0
1910 4,105 2,051 1,94 1,26 1,284 9,0
BLACK

1930 1 585 586

1920 358 193 165 133 1

1915 57 2 3 19 %

1910 15 1 f 7 3

Source; United States Department of Comaerce, Bureau of Census, Thirteenth, Fourteenth and
Fifteenth Census Reports: °Michigan Census,® and the °*Special Census of the Population of
Highland Park, Michigan, Noveaber 15, 1915,* The male/100 female ratios are based on these
reports and computed by this researcher,
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NAP 3.1

PLAT OF KIGXLAND PARK, MICK. SHOWING BOUNDARIES OF ENUNERATION
DISTRICTS AT THE SPECIAL CENSUS OF NOVEMBER 15, 1015.
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The rate of change in Highland Park's population
is indeed remarkable. According to a tally taken by
village officials in 1914, there were 22,000 residents
in Highland Park. At the request of the village
council, the request having been made through the
village attorney to the president of the United States,
the United States Bureau of the Census conducted a
special census of the village of Highland Park. - The
special census began on November 15, 1915 and was
completed in six days; this count revealed that the
population of the village was 27,170. During the period
between the 1914-tally and the special census of 1915,
Highland Park gained 5,170 residents, an increase of
23.5 percent. But, during the five years and seven
months between the decennial census of 1910 and the
special census of November 1915, Highland Park gained
23,050 residents; this was an 1increase of 559.5
percent!

Given that both Highland Park and gamtramck
owed their growth almost exclusively to the automotive
industry, and given their adjacent 1location, the
contrasts 1n their settlement patterns are especially
interesting. Both Highland Park and Hamtramck are
independent cities within the city of Detroit. Vith

the Dodge Brothers' plant as 1its driving force,
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Hamtramck grew from a village of a few hundred people
in 1900, to a city of 48,615 in 1920, and to 56,268 in
1930.15 The population 1increases in Hamtramck and
Highland Park were very similar in number, but the
settlement patterns were completely different. Babson
notes, for exanmple, that although English-speaking
immigrants were dispersed throughout the area, there
was a greater than usual concentration in Highland
Park. Adding to the existing English-speaking
community, “The new Ford plant 1in Highland Park
attracted nearby colonies of Finns, Yugoslavs,
Rumanians, and Lithuanians, while the Dodge Brothers'
sprawling plant 1in Hamtramck drew Polish immigrants
north from Poletown."

In an analysis of occupational stratification
and residential segregation 1in Detroit and 1its
surrounding communities, Zunz noted the contrasts
between Highland Park and Hamtramck. Zunz wrote:

Hamtramck was a working-class community
dominated by one ethnic group: 65.8% of
the city's heads of households were Poles
and another 4% native-born Americans of
Polish parents; 85% of them were factory
workers, 43% skilled or semiskilled and
42% unskilled, leaving, then only hand-
full of white-collar positions, mostly
shopkeepers. In short, Hamtramck was a

extension of the city's Polish community.

Highland Park was completely different.
Even though the Ford Motor Company employ-
ed many immigrants and more Blacks than
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any of the other auto companies, Highland
Park was inhabited primarily by native
white American and other Anglo-Saxon
workers. Of a sample of 202 heads of
households, only two were Poles, one Hun-
garian, and one Black. In addition to the
60% skilled and unskilled workers, 42% of
Highland Park families were headed by
native white American or generally Anglo-
Saxon white-collar workers. Parts of
Highland Park, then, were made up of resi-
dences of an ethnically homogeneous group
of workers, different from that of neigh-
boring Hamtramck, and another part of it
was a middle-class neighborhood.l7
Zunz's description of Hamtramck and Highland
Park shows that while these two cities were similar in
some important ways, there were significant
differences. Especially interesting 1is the apparent
fact that Hamtramck was an ethnically homogenous
community in which residential segregation was based on
class (i1.e., occupational status). Highland Park, on
the other hand, was ethnically more heterogenous and
consisted of two communities, one of which may be
described is primarily VASP and white-collar, while the
other may be described as ethnically mixed, working
class with a few blacks. The occupational
stratification and ethnic segregation in Highland Park

was underscored by the influx of an exceptionally large

number of young immigrant males.
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TABLE 3.5

TOTAL POPULATION OF HIGHLAND PARK, MICHIGAN: NUMBER AND RATIO QOF
MALES TO FEMALES OVER 21 BY ENUMERATION DISTRICT, 1915

DISTRICT #MALES #FEMALES MALES/100 FEMALES
1 772 905 85.3
2 732 756 96.8
3 985 982 100.3
4 575 667 86.2
5 902 835 108.2
6 945 674 140.2
7 1685 989 170.3
8 1799 687 262.8
9 235 210 111.9
10 280 259 108.1
11 526 524 100.3
1z 624 564 110.6
Source: United States Department of Commerce. Bureau of The

Census. SPECIAL CENSUS OF THE POPULATION OF HIGHLAED PARK,
MICHIGAN: FOVEMBER 15, 1915. Male/Female ratios computed by this
researcher.
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TABLE 3.6

BLACK POPULATION OF HIGHLAND PARK MICHIGAN IN TWELVE
ENUMERATION DISTRICTS BY NUMBER OF MALES AND FEMALES,
21 AND OVER, 1915

DISTRICT
# MALES # FEMALES MALES 21+ FEMALES 21+

1 3 7 3 6

2 6 12 4 9

3 - 1 - -

4 - 3 - -

5 - 2 - 3

6 - 2 - 2

7 11 5 9 3

8 1 - 1 -

o - - - -

10 - - - -

11 - - - -

12 3 1 1 1
TOTAL 57:

24 33 2l 26

Source: Department of Commerce. Bureau of Census,

Special Census of The Population of Highland Park,
Michigan, November 15, 1915.
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Vhen the 1910 and 1915 ratios of males to
females 1in Highland Park (110.3/100 4in 1910, and
118.3/7/100 in 1915) are compared to the ratios of males
to females during 1910 in the United States (106/100),
the state of Michigan (107.3/100), and the city of
Detroit <(106.6/100>, the magnitude of Highland Park's
truly phenomenal character is evident.

A comparison of the male to female ratio
among those who are "21 and over" at the 1910, 1915 and
1920 census reports <(See Table 3.4), reveals an
especially significant increase in the ratio for the
decade between 1910 and 1920. With the exception of
1920, when the ratio for the Detroit region 1is 116
males to 100 females (See Table 3.1), the Highland Park
ratio 1s significantly higher than that of the region.
More specificially, the male to female ratio changed
from 95.8 in 1910, to 124.9 in 1915, and 133.1 in 1920.
By 1930 the ratio was down to 106.9; a ratio which is
much closer to that of the Detroit region. Further
analysis, that is to say the comparison of the male to
female ratio of the 1920-Native White population with
the 1920-Total Population, reveals a difference which
may be attributed to the large number of immigrant-
males 1n the population. The foreign-born white

population was 27.2 percent in 1920, and the male to
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female ratio among those in the twenty-one and over
grouping was 162.3/100. Although this ratio for
Highland Park is unusually high, it is consistent with
the general pattern wherein, "“Maleness in a population
[i.e., a high male to female ratiol] has always been
associated 1in America with areas of many foreign
immigrants since migrants were disproportionately
male."18

Among those who were twenty-one years of age
and over, the male to female ratio in Highland Park
(1915> 1s most startling when the population 1is
disaggregated to enumeration districts. Generally
speaking, the districts which had the largest
populations and the highest male to female ratios were
closest, while the districts with the lower ratios
were farthest away from the Crystal Palace.
Specifically, and in the order of their nearness to the
Crystal Palace, the ratios were an alarming 261.8,
170.3, 140.2 and 110.6 for districts 8, 7, § and 12
respectively. In other words, four districts near the
Crystal Palace contained respectively 50.2% and 36.2%
of Highland Parks males and females over twenty-one
years of age; and the average male to female ratio for

these districts was 173.4/100, while the overall ratio
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for the twenty-one and over age group was 124.9 (See
Table 3.5).

The male to female ratio in the twenty-one and
over black population of Highland Park (1915) was quite
different from that of the white population. To begin
with, black females were more numerous than Dblack
males, and with the exception of district 7, there were
more females 1in each district where blacks were
counted. In fact (See Table 3.6), there were three
districts (4, 5 and 6) where black females lived and no
black males were counted, and four districts (3, 9, 10
and 11) where no blacks 1lived. In sum, more than 50%
of the black females in this age group 1lived in
districts where the male to female ratio favored
females (5.3 and 96.8 1n districts 1 and 2
respectively), and approximately 25% lived in districts
where no black males lived. The statistical
description of the male to female ratio of blacks in
Highland Park 1s no less astounding than those for
whites, and together, they add up to reveal an
aberrant demographic profile for Highland Park.

The demographic profile of Highland Park was
aberrant in at least two ways. First, although not
unlike that of many towns which were rapidly

industrializing and urbanizing, the high male to female
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ratio was contrary to the national trend. Secondly,
not only was the male to female ratio in the opposite
direction of the national trend, the ratio was large
when compared to most other cities 1in the region.
Vhile it 1s clear that the “surplus" i.e., “the number
or proportion above 50-50 ratio,“19 is directly related
to the region's automotive industry, the consequences
of the "“surplus" of males is open to a number of
interpretations. One consequence of the "surplus" of
males was that the long established tradition of taking
in boarders and lodgers came under attack as a threat
to the family.

Whatever the particular (local)>
consequences of the “surplus" of males (or females) for
the practice of taking 1in lodgers and boarders, it
remains that the demographic transition has had some
important affects. Characterized by a male to female
ratio which 1increasingly favors females, 1increased
longevity, widening sex differences in mortality, aging
populations, low fertility, etc., the demographic
transition has given "rise to new circumstances between
men and women that force alterations in sex roles;'zo
in Highland Park, these new roles were shaped 1in a

“"boom town" environment.
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It goes without saying that the particular
male to female ratio in Highland Park and the "“boom
town" environment were the direct result of Ford's
production  schedules and enmployment practices.
Perhaps even more profoundly than the Detroit described
by Babson, Highland Park was "like prospecting towns in
the old Vest,... full of single men... Living in houses
and small hotels near the factories or on the city's
lower East side, these bone-weary workingmen relied on
the city's numerous saloons for escape from the lonely
grind of factory labor."z1 Clearly, Highland Park was
a "boom town" nourished by Ford, but urbanologists have
noted that, "there 1is a very strong cultural influence
in the differential locations of men and women and that
variations are not a simple function of
industrialization and urbanization,"22 nor are they the
exclusive result of any one firm in Highland Park.

In any case, regardless of the variety of
cultural influences and despite the "evils" such as
those denounced by Veiller et al., there is no doubt
that "“any non parental adult" in the nineteenth or
twentieth century household, whether a boarder who was
employed in the Crystal Palace, grandparent, spinster
aunt, or servant, "was a candidate for personal,

significant relationships," and the presence of such an
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TABLE 3,7

TOP TEN EMPLOYERS IN HIGHLAND PARK RANKED BY NUMBER
OF EMPLOYEES, 1920

L T - - P e e )

NATURE OF "NUMEER EMPLOYED:
NAME OF FIRM BUSINESS MALES FEMALES UNDER 16 TOTAL
Ford Motor Co, Automobiles 40,511 978 6 41,489
Maxvell Motor  Automoblles 3,999 212 9 4,211
Co, Inc,
Detroit United Car Building 531 5 - 536
Railway
Michigan State Telephone 20 168 - 188
Telephone Co, Service
Detroit Milk & Cream 1 10 - 96
Creamery Co,
Ideal Box Lunch Lunch & Baked 60 23 - 83
6oods
H,S.H, Lunch Baked Goods 42 22 - 64
Co, :
Pittman's & Coal & Ice 54 - - 54
Dean Co,
Highland Park Milk & Cream 48 | - 49
Creamery
Harding H,V, Lumber 43 4 - 47

_eccecececseea - —=- L L T P P R L Y ittt

Source: Michigan Department of Labor, THIRTY-SEVENTH ANNUAL REPORT, “Factory
Insppection,*/ by county: 286-287,
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adult was a considerable contrast to the strict mother-
father pattern 1in the US since 1900."'23 In Highland
Park, single men (and/or perhaps married men living way
from their own household) who labored 1n automotive
plants were a significant number of those who were
candidates for the personal, significant relationships
described by Varner. In Highland Park, their wages,
more often than not, were paid at the Crystal Palace
(See Table 3.7).

In sum then, the foregoing chapters began with a
narrative of the major events unfolding in Highland
Park before the Building of the Crystal Palace, and it
was noted that before Henry Ford, Captain William H.
Stevens was the most influential individual in
determining the direction of Highland Park's
development. Following the brief outline of Highland
Park's history, an effort 1is made to outline the
changes 1in machine-tool technology and organization
that culminated in the creation of the world's first
automated production and assembly system. Then,
attention was focused on the demographic transition of
the Detroit region; bere, it was shown that in
response to the 1labor needs of a rapidly growing
automotive industry, the increase in the population and

the male to female ratio was greater in Detroit than in
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the nation as a whole, and proportionally, even greater
in Highland Park. Moreaover, it was noted that a few of
the enumeration districts accounted for the most
phenomenal aberration in the demographic transition of
Highland Park. Finally, it was suggested that the
enormous “surplus" of immigrant males and the practice
of lodging and boarding [each deserving of seperate
investigations which are well beyond the scope of this
study)] are important to the full understanding of the
social history of the labor cohort which built the
Model T. Generally speaking, the aim of this chapter
has been to describe the demographic context out of
which Ford invented the "“continuous production assembly

line worker."
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CHAPTER FOUR
TAYLOR-MADE:
OCCUPATIONAL STRATIFICATION IN THE CRYSTAL PALACE
Revolutions 1in machine-tool technology, the
synchronization of manufacturing and assembly, and the
automated conveyors had been combined to create the
continuous production process, and the flood of raw
labor <(consisting largely of single, immigrant males)
had been channeled to the gates of the Crystal Palace.
Hence, the first phase of a major revolution in American
manufacturing had been completed. Before the revolution
would be consolidated, it was necessary to replace the
0ld regime with a new set of social relations, i.e., a-
new occupational hierarchy.

Table 4.1 1is a record of the number of hourly
employees at the Highland Park plant, that is to say at
the Crystal Palace, between 1911 and 1933, and Table 4.2
records the number of Model Ts produced during each of
the nineteen years (1908-1927) that the car was in
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