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EARLY HISTORY OF WAGON MAKING IN AMERICA 

During the 17th and 18th centuries the production of 

wagons and other horse drawn vehicles in America was ex

tremely small. Roads were so rew and poor that the demand 

tor vehicles or all kinds was very limited. The few 

wealthy people who could afford private coaches imported 

them rrom England. Thus dependant on an occasional orde1· 

tor an ox cart, horse drawn litter or barrow, sleigh or 

crude wagon, American wheelwrights degenerated into repair 

me., 1 
u. 

In the latter part of the 17th century the few wagons 

or carts which were 1n existence were very crude and awk

ward, and had immensely wide wheels. All had been made by 

local blacksmiths and wheelwrights, some of whom built up 

reputations by the excellence or their work and thus be

came the first carriage make1's or this country. 2 

Even in General Braddock's time wagons were extreme-
, 

ly ecarce. When he called on Virginia and Maryland they 

could collect but twenty-five at first, and finally with 

1. Labert St. Clair, Transportation Since~ Began, 53. 

2. Seymour Dunbar, A History of Travel in America, I, 
46-53. 
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the help ot Benjamin Franklin he got together about one 

hundred and fifty. 1 Similarly Mthere was no thought in 

Boone's mind of creating a route which would be practica

ble for wagons, for no such things were then used in that 

part of the country.• 2 However by 1800 wagons were becom

ing increasingly plentiful, of which the most colorful and 

probably best known was the big, boat-shaped canvas

covered Conestoga wagon. 3 Dunbar notes that in 1807 uthe 

roads of Ohio were full of pilgrims from everywhere, some 

trudging alone, others mounted, still others in ••• Cones

toga wagons which became very numerous during the next 

half century.u 4 

The origin of Wilson, Childs and Company is reasonab 

typical of the beginning of wagon manufacturing in that 

period. In 1829 D. G. Wilson and J. Childs, the former a 

wheelwright and the latter a blacksmith, formed a partner

ship for making farm wagons, carts, etc. 

From this humble beginning grew a real factory 
and every part of these (army) wagons is now 
(1860) made with the same exactitude of dimen
sions as the gun carriage of a pack of artillery. 
The buildings are provided with all the requisite 
machinery for expeditious work, as will be in
ferred from the fact ~hat they have the capacity 

1. Dunbar, Travel, I, 196. 

2. Ibid., VI, 13?. 

3. John Omwake, The Conestoga Six-Horse Bell Teams of 
Eastern ?ennsy'!vanla. -

4. Dun bar, Tra_vel, I , 331. 



of making 150 army wagons per week. 
In the lumber yard is kept at all times an 

immense stock or lumber, amounting at times to 
20000 feet of hard wood planks and boards, 
30,000 hubs, and 50,000 spokes. These, before 
being used, are thoroughly seasoned from one 
to five years, the usual allowance being one 
year for every inch of th1okness.l 

Whi le the larger establishments in the industry were 

adopting machinery and engaging in mass production by 

1850, most of the wagons manufactured in the middle west 

were still made in small scattered shops where general 

bls.ck.smi thing and wagon making were combined. Three that 

might be mentioned because or their later success are: 

Henry Mitchel Co., established in Kenosha, Wisconsin, in 

1837, 2 Peter Schuttler's Wagon Manuractory, Chicago, 

Nknown from Texas to Oregon,• 3 and the firm of H. & C. 

Studebaker, blacksmith and wagon builders, established in 

South Bend, Indiana, in 1852, 1 with a capital of $68 and 

two forges." 4 

The manufacture of farm ~::.gene, freight wagons, and 

pleasure vehicles was centered more largely 1n the West 

1. 

2. 

3. 

4. 

J. Franklin Bishop, A H1stort of American Manufacture 
from 1608-1860, I, ,m4. Ano h~r company that had 
atta1nect"9tnerank of a , large factory in 1864 was the 
National Wagon Works, Philadelphia, Pennsylvania. 

Elmer A. Riley, The Develoraent of Chiciio and Vicinill .!!. .! Manufacturing Oen er Prior_ to ao-;--'?o. 

Arthur Charles Cole, The Centennial Historl of Illi
~--~ !!:! ~ the M'v11 War 184~1870, rr, 367-368. 

Albert Russel Erskine, History£!~ Studebaker Cor
poration, 7. 
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than heretofore. The demand tor freight wagons to be em

ployed in hauling mining equipment and merchandise in the 

West increaaed rather than declined with the oonstruotion 

ot the railroads through this section, and large works for 

making them were erected in Indiana, Illinois, and other 

western atates. 1 By 1870 Illinois ranked fourth among the 

states in the number of establishments manufacturing car

riages and wagons. 2 

Quincy, the county seat of Adams County, of that 

state, lies on the Mississippi River in the center ot the 

great corn belt of the United States. Staple field crops 

are corn, wheat, oats, hay, clover seed, and potatoes. 3 

By the middle of the nineteenth century Quincy had become 

an important shipping point tor nearby Illinois, IU.ssouri, 

and Iowa trade. In the winter 1851-52 between 19,000 and 

20,000 hogs were paoked and shipped out of Quincy, mostly 

to the South. Huge quantities or beet, crackers, flour, 

whisky, carriages and wagons, and other lihings were 

shipped by steamboat. 4 In addition Quincy was fast 

1. Victor S. Clark, History of llanufaoturing in the 
United States, II, 128. - - -

' 
2. Cole, History!!!_ Illinois, III, 367-368. 

-
3. W. H. Collins and C. Perry, History 2!, gu1ncy 1 261. 

4. 1853 - shipped by steamboat: 3,153 barrals ot beef, 
6,850 of crackers, 28,923 of flour, 20,296 or whisky, 
101 carriages, 594 wagons, 6,092 · stoves, 4,165 plows, 
4,119 hides, 8,039 bales of hay, 116 hogsheads of 
tallow1 3,600 boxed candles, i30,000 feet of lumber 
3581oou lathes and sh1!1Sles

1
191,000 ot castings ' 

en nee etc, 0,866 bu.shes or wheat ?l 386 of 
• 9 f oat ' ' 
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developing into an industrial center. There were flour 

and steam saw mills, machine shops, foundries, furniture 

factories, and others too numerous to mention. 1 

The location of Quin~y in the heart of the agricul

tural belt, together with its industrial production, its 

available lumber supply, and its river traffic, very early 

made it a center for manufacturing wagons. 

The Root and Carter, and the Walker wagon factories 

were in rull operation by 1834 and in 1837 John Apple and 

Timothy Rogers opened wagon factories to accommodate the 

ever increasing demand. By 1853 three carriage factories, 

two extensive •wagon and plow factories,• and seven small

er ones were in operation. 2 By 1857 there were nine large 

wagvn shops and eight small ones. The nine large ones em

ployed 83 hands, paid an estimated $41,750 in wages annu

ally, and produced 1,435 wagons worth $107,625 in that 

year. In addition the eight small factories employed 21 

hands, paid $9,560 wages, and produced wagons valued at 

3 $19,500. 

These wagon and carriage factories enjoyed a prosper

ous period until the com1ll€j or the automobile. Since then 

. 
1. Collins and Perry, History 9.! Quincy, 146. 

2. ~., 147. 

3. Ibid., 239. That this was probably an estimate is 
Irurrcated by the fact that if the total value is di
vided by the number or wagons the price is exactly $75 
per wagon for both the large and small factories. 
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they have all ceased to exist save one, and it has con

tinued its existence only by changing over to the manufac

turing ot truck bodies and trailers. That company, the 

Henry Inapheide Wagon Co., became one ot the most pros

perous and substantial businesses of the city of Quincy 

in its day. 1 

1. The nine large shops were: Timothy Rogers John 
Cleveland, B. F. Slach, J. G. Galbreath, F: Roth, 
H. Othen, G. Bennitig, Henry Knapheide, T. Neal. 
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CHAPTER I 

ORIGIN AND GROWTH or THE KNAPHEIDE WAGON co. 

Henry Knapheide was born in Zingr1oh, Muenster, Ger

many, August 16, 1824, and grew to manhood in that coun

try, where he was taught the trade ot wagon maker. After 

completing his masterpiece, he traveled as Journeyman 

through various cities of Europe and 1n 1845 came to Amer

ica. Upon arriving at New Orleans he found employment 

and worked at his trade some two years. From New Orleans 

he oame ~o St. Louis, where he again worked at his trade. 

Here he met and married Catherine Achepohl in 184?. 1 

In 1848 he again moved, this time to Quincy, Illinois 

which he made his permanent home. He took a German

English course 1n Gem City Business College 1n 18?2, be

came a member of the German Methodist Church, and was a 

naturalized citizen of the United States. He died in 1890 

at the age of sixty-six years. 

Henry and Catherine Knapheide had six children, all 

of whom are now deceaaed except Dr. Melinda C.H. German 

and Mrs. Anna H. Hoffmeister. Two of the children, Dr. 

German, a daughter, and Dr. -William s. Knaphe1de, became 

1. David E. Wilcox, Quincy~ Adams County, II, 941. 
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prominent physicians in the city ot Quincy. The second 

oldest child, Henry E. Knapheide, wae born in 1856, at

tended the Quincy Public Schools, and was graduated from 

the Gem City Business College. He became associated with 

his father in business and on the death ot the latter in 

1890 managed the business tor his mother until 1ts incor

poration in 1893 when he was eiected President and Treas

urer, which position he held until his death in 1939 at 

the age of 83. Another son, Edward J. Knapheide, assisted 

around the factory for many years but never assumed a po

sition of importance. Henry E. Xnapheide was married in 

1883 to Agusta Beck. From this union there were eight 

ohildre~. Two of the boys later became associated with 

their father in the wagon business. Harold W., the older 

of the two, became secretary of the firm in 1913 and act

ing manager 1n 1932, both of which positions he continues 

to hold. Lowell J. Knapheide; thA younger of the two 

sons, joined the firm in 1920 and has been employed in 

the office and shop ever since. Harold's son, Harold w. 
lnapheide, Jr., a graduate ot Grinell College, jo1.ned the 

firm in 1937 as salesman. , 

Thus we see that aner almost one hundred years, the 

Knapheide Wagon Company is being operated and controlled 

by direct descendants of the founder, down to the fourth 

generation. During all this time the stock has been owned 
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entirely by the family with the tew exceptions noted in a 

later chapter. 

Upon his arrival in Quincy in 1848 Henry Knapheide 

set up a wagon making shop on lot number 636 on the south 

side of State Street. Two years later he bought the lot 

from John Wood, first settler in Adams County and lat er 

Governor of the state of Illinois, for $150. 1 On this 

forty by one hundred ninety foot lot a small two-story 

brick building was built, which served as the shop until 

1860. 

By 1869 it was apparent that more room would be ne-

cessary and on March 1 of that year Knapheide bought two 

lots at 705-707 State Street for $2,600. 2 These two lots 

measured 80 by 150 feet together. On one of these lots 

was a two-story brick building somewhat larger than the 

first one mentioned. On the second floor the wood ·work 

and painting were done, while on the ground floor the 

blacksmithing and assembling were carried on. The t1rea 

were set out in the yard, while hubs, spokes, and other 

woods were seasoned in the sheds in the yard. It is in

teresting to note that th~se two buildings are still 

standing and still in uu after almost 100 years. Knap

heide was unable to pay for these lots and gave a 

1. Real Estate Records in the Adams County Court House, 
Quincy, Illinois. 

2. ~-
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mortgage for '2,400 due March l, 1864. Business was good 

enough that he was able to oanoel the mortgage January 22, 

1863. 

In 1881 another still larger plot of ground was pur-

chased, this time between 5th and 6th, and State and 

Maiden Lane. 1 This plot was 188 feet by 200 feet and cost 

$3,000. A mortgage was given for $2,000 which was can

celled in 1883. On one corner of this plot of ground a 

large three-story brick home was built in 1867. Henry 

Knapheide planned on building larger quarters for his 

wagon factory but was unable to do so before his death. 

In 1850 most of the wagons were still made in small 

scattered shops where general blacksmithing and wagon 

making were combined. 2 Knapheide was no exception to this 

general rule and thus in the first records available (1862) 

we find h1m associated with a blacksmith by the name of 

Stoetzel. 3 Until 1868 an association of this kind was 

carried on though not alway~ with the same blacksmith. As 

a matter of fact three different blacksmiths worked with 

Knaphe1de between 1862 and 1868, when he took over the 

complete Job of producing wagons. Stoetzel 1 ironed off1 
, 

-
1. Real Estate Records 1n the Adams County Court House, 

Quincy, Illinois. 

2. Riley, Development of Chicago, 70; Dunbar, Travel, I, 
46. ' 

3. Day Book 1862-68. In possession of the Knapheide 
Manufacturing Co., Quincy, Illinois, 1. 
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wagons tor Knapheide until December 31, 1862. George 

Good.apple did part ot the blacksmith work from April 25, 

1862 to February, 1865. From this time until January 31, 

1867, he did all or the blacksmith work tor Knaphe1de. 

Another man by the name of Kaiser did the balance of the 

blaoksmithing between November, 1862 and February, 1865.1 

Knaphe1de furnished the lumber, did the woodwork, and sold 

the wagons, while the blacksmith furnished the iron and 

did the blacksmithing. 

At this time all wagons were manufactured only after 

the orders had been received, and were custom made accord

ing to the wishes ot the purohaser. The sale price was 

divided between the blacksmith and the wagon maker. A 

ve'i··1 few times the division was equal, a few times the 

wood worker received more, but the great majority of times 

the blacksmith received the lion's share. 2 This division 

was continued until 186?, when Knaphe1de began to do his 

own iron work. 

1. Day Book 1862-68~ 4-6; 90-115. 

2. Date Total Price Blaoksr11th Knapheide -
1862 8 48.50 $25.?5 $22.?5 
1862 70.00 37.S?f 32.12½ 
1862 24.14 15.00 9.14 
1862 25.00 11.40 13.60 
1862 30.00 15.00 15.00 
1864 126.00 66.50 58.50 
1864 142.SO ?6.?5 65.25 
1864 137.00 73.25 63.76 

Day Book 1862-68, 1-7. 
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Since each wagon was custom built there was likely 

to be a variation in each wagon. Some wagons would have 

more iran than others. Some would have the top board 

ironed off, others would have a band of iron around the 

outside or the hawns (sometimes spelled hounds), still 

others would have iron bolster plates or iron sliders. In 

other words the more iron that was placed on the wagon, 

the higher the price and the larger the proportionate 

share of the blacksmith. 

The fact that during the years 1862 to 1867 at least 

three blacksmiths 1 ironed off1 wagons for Knaphe1de would 

seem to indicate that this was not a business partnership 

as we understand the word today, but rather a business 

association in which Knapheide sold the wagons and did the 

woodwork while these three blacksmiths did the iron work. 

Whether Knapheide employed any labor himself before 1862 

is not known as no records are available. However, in 

August , 1862, he hired two men to work as he needed them. 

These men were to receive 75¢ per day. Their monthly pay 

ranged from a low of $5.00 to a high of $25.00. 

Slowly, as business ~ncreased, Knapheide added addi

tiorutl help. During the_. years 1863, 1864, and 1865, he 

regularly employed three men, whose pay ranged from $4.00 

to $10.00 per week. When the men did not work they did 

not get paid. During the years 1866-68 four men were 
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-regularly employed. 1 Their pay ran from t10.oo per month 

to t40.00 per month. While there are no records showing 

the total number of' men employed during the seventies and 

eighties, it is safe to assume that as the sale of wagons 

increased the number ot men increased. During the years 

1862-65 an average of' 80 wagons a year were produced with 

three employees. It would seem then that during the sev

enties when an average ot 130 wagons a year were produced, 

probably six or seven men were employed. 

The shortage or skilled labor which was felt all over 

the country during the Civil War did not seem to work any 

hardship on Knapheide. Neither was the increase in living 

oosts of' 50-300% reflected in the wages paid. 2 Whereas a 

worker by the name ot Dralle was hired in 1862 tor ?5¢ a 

day, Oblander was hired in 1863 for $5.00 per week, and 

the pay of' the men employed during 1863-65 varied from 

$4.00 to $10.00 per week. Thie wage of t10.oo per week is 

the top wage recorded during the seventieo as compared to 

an estimate that the average annual wages of mechanics 

had advanced from $468 in 1860 to $?20 in 1886. 3 Rather, 

Knapheide 1 s wages came mo~e nearly approximating those 

sugg~sted by Bogart and ~hompson, of $279 in 1850, $375 in 

1. Day Book 1862-69, 83-94. 

2. Cole, History 2!: Illinois, 368. 

3. Clark, History of Manufaoturi~, II, 179. 
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1 1870, and t509 in 1890. Several of these men boarded at 

the Knapheide home trom time to time and were charged 

$3.50 per week tor the privilege. 

This willingness to work for low wages is probably 

due in great part to the supply and demand but 1t also 

may have been due in part to the nationality of the men. 

It will be remembered that Henry Knapheide was born in 

Germany, and such good German names as Oblander, Gruene

wald, Achepohl, Shupman, Wellenreyter, and others, pre

dominate on the payrolls. 

Another cheap source or labor supply was the appren

tice. Numerous letters were received by lnapheide asking 

him to t9.ke a young man as apprentice. During the sixties 

the apprentice boarded and roomed at the Knapheide home. 

From 1866-68 three apprentices were employed. The agree

ment with each was identical. For the first two months he 

was to reoeive nothing but his board, room, and laundry; 

during the next ten months he received $4.00 per month, 

the next six months $5.00, and the last six months $6.00 

per month. If he completed his two years he received 1n 

addition $44.00 making a tptal for the two years of $150. 

Days that he did not work he had to make up. Consequent

ly the days he missed due to illness, accidents, holidays, 

or religious days prolonged his time just that much. A 

1. E. L. Bogart and C. M. Thompson, The Centennial 
~1stor_y !rt. Illinois--~ IndustritlState 1870-1893 v. 388. -----~ - _, 
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<,) 

oareful record was kept and w~en an apprentice, George 

Schroeder, cut his finger and lost three days, it was re

corded in the day book. 1 

In 1874 we find a ohange in the agreement. The ap-

prentice 1s no longer given room, board, and laundry. In

stead his pay is raised to $3.00 per week for the first 

six months, the next twelve months $4.00 per week, and the 

last six months $5.00 per week. Nothing is said about any 

money at the oomp.18tion of the term as in the earlier 

agreement. The above 1s for an apprentice woodworker, the 

pay for an apprentice blacksmith being $1.00 per week 

more. 2 

Du.ring the twelve years from 1868-1880 nine different 

apprentices were employed. The fact that their names do 

not continue to appear on the payroll would indicate that 

most if not all went out to find Jobs elsewhere. One man 

even requested Knapheide to take his son, as he would have 

a better chance to get a Job after completing his training 

at a wagon shop such as Knaphe1de 1 s. 

In addition to the labor hired above, some of the 

work was contracted on a p~ece basis. For example one 

Henry Schupman made five ~agon beds at $3.00, one at $3.25, 

and one at $2.i5, total $20.50, in 1866. The wagons were 

1. Day Book 1862-68, 72. 

2. ~-, 169-172. 
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also painted on a piece basis, the standard price in 1868 
l being from three to tour dollars a we.gon. In 1870 

wheels, seats, and frames were produced on the same basis, 

wheels t,4.oo a set, beds $1.50, seats $1.00, and frames 

$5.00,2 and 1n 1882 one William Schaffer irone:iotf 28 

wagons for $28o.3 The fact that these items appear scat

tered through the book with no apparent consistency or 

continuity makes one wonder if this wasn't the unusual 

practice rather than the usual one. Perhaps Knapheide 

resorted to it when he was sorely pressed for time during 

a rush season. 

Qual1tI ~ ~ .2! Wagons 

The day books 1862-79 contain a 11st of all wagons 

sold, to whom, and their prices during this period. Or

dinarily the largest number were sold during the late 

summer and fall months and the smallest number during the 

winter and spring months. 

The issuance of legal tender notes and the inflation 

of prices during and after the Civil War4 is much more 

1. Day Book 1862-68, 71. 

2. Day Book 1869-80, 64 •. 

3. Day Book 1880-90, 64. When this is compared to the 
amount paid the blacksmith in 1862-67, page 11, it 
should be remembered that then the blacksmith furn
ished hie own iron, whereas at the later period 
Knapheide furnished the iron. 

4. Dewey, Davis Rich, Financial History£!_~ United 
States, 288-91. 
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accurately retlected in the price ot wagons than in the 

wages paid _employees. Thus in February, 1862. the average 

price of wagons was t65.~0, and by December 1t had risen 

to t?o.oo. During the year 1863 sixty-five wagons were 

sold. During the first three months the average price of 

wagons was $75.00. By the f1rst or May the price had gone 

up to $80.00, and by December, 1863, to '90.00. In line 

with advancing prices on February 27, 1864, the first $100 

wagon was sold. By June the price was $110, August $125, 

September $140, and November $150. During the first five 

months or 1865 the average price was $150. However, in 

June, 1865, the price dropped to around t110, gradually 

r1s1ng tn tll5 in August, $120 in September, and $130 to 

$140 from October, 1865, to March, 1866. The price then 

began a decline, $130 from March to April, •110 to June, 

back up to $120 through August, and #125 through October 

where it remained through December. Large as this price 

rise 1s, it is slightly less than the rise in prices 

throughout the country, which rose between 1860 and 1865 

216.9%. 1 Beginning January, 1867, the price dropped 

again, the average tor 186?-68 being $100, 1869-70 $90.00, 

1871-73 $85.00, anli 187~-77 $75.00 In 1878 they dropped 

to $65.00, which price they held rather consistently tor 

the next thirty years. 2 

1. Dewey, Financial History£!~ United States, 288-291 
2. Day Books 1862-79. 
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From 1862 till his death Henry Knapheide enjoyed a 

rather steady increase in the production and sale ot 

wagons. In 1862 t1fty wagons were sold, in 1865 seventy, 

in 1870 one hundred and one, in 1875 one hundred and 

thirty, and 1n 1879 (the last record) one hundred and 

sixty-eight. The panic ot 187~ was reflected in the wagon 

business by a drop in sales of over thirty units for the 

1ear. 

It would be difficult to weigh accurately all the 

causes leading to this success. Certain it is that the 

quality of the wagons would rank high; another contri

buting oause would be the establishment of agencies, still 

another the opening of the first military wagon road 

through the mountains'-in 1862, the increasing population 

of the surrounding territory, and the relative prosperity 

of the farmers. 

The quality of the wagons made by Henry Xnapheide is 

well attested to by the increase in volume indicated 

above. However a letter written 1n 1865 throws a little 

more light on the subject. 

NMr. H. Knapheide 

Dear Sir: 

I desire a good wagon to cross the plains and knowing 

the popularity ot your work, which 1t so Justly merits, I 

l. Addison Howard, First Wagon Road _ Through the Moun-
tains, 189-195. - ·- -
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want you to have one made for me, by the 10th of March. 

I will be tor it between the 10th and 25th. I shall want 

it tixed tor working tour mules. Please answer this and 

let me know whether you can comply with my request and 

what the said wagon will cost me. .. 
Yours trul:,, 

William Haley•l 

There are several references to wagons sold to go 

to California during 1864 and 1865. 2 There are also two 

references to wagons to go to Pike's Peak, spelled by 

Knapheide •Peik Spiek!3 

Another letter written in 1875 suggests that the 

customer prefers the Knapheide wagon to the Studebaker 

wagon. Other letters too numerous to mention testify to 

the satisfaction of the customer with his Knapheide wagon. 

By 1874 Knapheide wa_s offering this warranty w1 th a 

wagon: 

1 Th1B is to certify that I have this day sold to Mr. 

J. Patton one wagon for which I promised to do all re

pairing, for one year free or charge, that is by using it 

fairly for the size of the ,wagon. 
Henry Knaphe1de14 

1. 

2. 

Letter from William Haley, 
he1de, February 20, 1865. 

Day Book 1862-6?, 105. 

3. Day Book 1862-67, 105. 

Durham, Illinois, to Knap
Letter File 1862-?0. 

4. Letter File 1870-80. May 20, 18?4. 
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However, even the best of wagons sometimes go wrong 

and there are some, though not many, letters complaining 

of faults. One complained al)out the paint not holding up, 

another that the king bolt broke, and another that the 

tires loosened, and so on. 

During this period most ot the wagons were sold with-

in an area close to Quincy. In Illinois wagons were sold 

as tar away as Camp Point, Beverly, Kingston, Newton, 

Fowler, 40 miles east, Versailles, Augusta, Bushnell, and 

Kinderhook during 1862. Later, the following towns ap

pear: Pittsfield, Fowler, Sommerville, Colchester, 

Kinderhook, \foodv1lle, Hancock, New Hartford, ·Macon, Perry, 

Mt. Sterling, Payson, Denver, Liberty, Stone Prairie, Mt. 

Station, Karcel1ne, Warsaw, and Columbus. In Missouri, 

wagons were sold in the following places: Monroe county, 

Marlon county, Clarkeville, Lewis County, Chillicothe, 

LaGrange, Brookfield, Newark, Ray county, Edina, Trenton, 

Richmond, Alpha, W.llv1lle, Locust Hill. Once 1n a while 

an old wagon was taken in on a new one. Thus on April 19, 

1862, 1 une wagon made for Honantz for $42.00 and an old 

wagon. 111 At odd times letters are round desiring to buy tm 

old wagon, the price of which usually ran from $10 to $20~ 

1. Day Book 1862-6?, 3. 

2. Letter from H. Newman, Lisbon, Iowa, to Knapheide 
dated October 10, 18?0, ' desiring to buy the best ' 
second hand wagon he had for $20. Other letters are 
found throughout the years. Letter File 18?0-80. 
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It is also interesting to note that wheel barrows 

must have been repaired and occasionally sold. On August 

22, 1867, one wheel barrow was sold for $5.50. 1 

Besides making new wagons, a large amount of repair 

work was done. Picking a tew at random we find 1 shatt 

fixed twice until it was all new, $3.00, one bolster 

$1.50, one timbal fixed $0.50, tour new wheels $28.10, 

bellows on the wagon, seven spokes, painted it twice, 

$19.,65, 1 etc. 2 

Agencies .!!!,g Credit 

During the first twenty years or the Xnapheide Com

pany all wagons were made only after ·an order had been 

placed either verbally or by letter directly by the ous

tomer. The establishment or agents was a later develop

ment and the first indication of such seems to have come 

from individuals who desired to sell Inaphe1de wagons. 

The first inquiry or which there is any record came 

from Goodman and Nicklin, Clarksville, Missouri, dated 

September 7, 1870, asking about the sale ot wagons and 

oomm1asion, and offering references. Apparently Knaphe1de 

did not choose to reply to .this letter because a week · 

later another letter f'rom "the same man was received by 

1. Day Book 1862-67, a. Other reterences to wheel bar
rows repaired are found .scattered through the day book. 

2. Ibid. , 10. 
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Pope and Baldwin, asking them to forward it to Knapheide. 1 

The answer which Knapheide finally did make to this 

letter is particularly interesting. 

Dear Sir: 
Your letter at hand saying you would like 

to have the price of wagons. My regular price 
for an extra good wagon 1n Quincy 1s $85.00 and 
a spring seat t9o.oo. I baven•t made as many 
wagons this year as formerly because the price 
at present is too low to make any profit. Juat 
at present I am out of finished wagons but I 
have a few half finished. By the end or the 
week I would have two or three finished. But 
I cannot make at present as many as I would have 
an opportunity to sell because a great many in
quire after wagons. 

•Last week I sold six wagons and today very 
likely I could have sold a few if I had had them 
ready. Therefore I am not in position to send 
you wagons on oommlss1on. I would like to make 
your acquaintance and perhaps you could sell 
wagons for me. I expect later to make more than 
I have made or late. Perhaps you may have the 
opportunity to g~t a wagon that had been ordered 
by someone else. 

This would tend to indicate that Knapheide was not 

particularly interested in establishing agencies at this 

time as he had no trouble selling directly all the wagons 

he was able to make. It ls worth noting that in 1870 he 

made one hundred and one wagons or seventeen more than 

his largest production before that date. However, this 

1. Letter from Goodman a£id Nicklin, Clarksville, 14issour1, 
to Knaphe1de, September 7, 1870. Letter File 
1870-80. 

2. Letter File 1870-SO. · Apparently wagons were ordered 
and either not called tor or the customer was not in 
a hurry and then they would be available to some one 
who was 1n 1m.~ediate need ot one. 
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was the year that Studebaker established a branch at 
1 Kansas City, lilssour1, and other companies were estab-

lishing agencies, 2 and quite probably the idea grew with 

Knaphe1de bec~use other letters show the gradual estab

lishment of agencies over all the surrounding countryside. 

As pointed out earlier, his production increased consider

ably and that is probably the reason he decided to £ell 

through agents. 

Thus a letter of 1874 informs Knapheide that the 

writer will be in to talk with him about Msome wagons for 

others.• 3 By 1876 E. M. Ewing, Shelbyville, Missouri, was 

ordering wagons rather regularly and by the 1880 1 s agen

cies had been established in many towns in Illinois, in

cluding Golden, Camp Point, Augusta, Loraine, Baylis, and 

Warsaw, and in Shelbyville, Lawrenceton, Dawn, LaBelle, 

Clarksville, and other towns in IU.soouri. 4 

Apparently the agents were made up of all kinds of 

people. The letters received from the various agents in

dicated they ranged from farmers who had bought Knapheide 

wagons themselves and had found them admired and desired 

1. Erskine, Studebaker, 1-3. 

2. Letter File, 1870-80. 

3. Letter File, 1870-80. Letter .from A. E. Bacon Augus
ta, Illinois, to ~enry Knapheide, November 7, ia74. 

4. Letter Files 1870-90. 
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by their neighbors, to men who handled "Hardware, Grocer

ies, and Harness, all kinds of Farm 14a.ch!nery, etc." 

MAgricultural Implements, Lumber, Doors, Sash and Blinds, 

Cement, Lime, etc.,• •Plows and Blacksmithing," and even 

a county sheriff for good measure. 1 

By the 18801 s the agents were ordering the wagons as 

they needed them, but they usually had one or two of the 

wagons on hand on consignment. The agents either had the 

wagons shipped to them, trailed them through, or had their 

customers go to Quincy for them. One wonders how our 

automobile dealers of today would like to work on the com

mission paid the agents. They usually had to assemble 

the wagon~, store them until sold, go on the note or 

security if sold on time, collect the note when due, and 

return the money to the factory, for usually a ten per 

cent commission ranging from around $6.00 to $12.00 per 

wagon. 

Credit 

The problem of farmers financing their purchases is 

not a modern problem solely by any means. As early as the 

first records available wagons were sold on a deferred 
. 

payment basis. On February 6, 1862, •The widow of W. D. 

Black paid on her note $11.60 and interest $8.4o.• 2 Again 

l. Letter Files 1870-90. The sheriff wa~ J.M. Ennis, 
Shelby County, Missouri. 

Day Book 1862-68, 2. 
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on January 23, 1862, a wagon was sold to F. Williams for 

$73.00, paid $37.00, still due $36.oo. 1 However there 

are very few instances of wagons sold without cash until o 

the 18701 s. A letter written to one G. W. Keyes, 186?, 

indicates that Knapheide tried to get cash for wagons. 

"We are selling now wagons as you wish at $115. If you 

take 2 or 3 wagons send the money at once." 2 

During the years following 1870 the company tended 

to beoome more liberal with credit. Probably part of this 

was a neoessary ino1dent to the establishment of agencies, 

as appeals for credit for customers began to come in. In 

18?2 the agent at Warsaw, Illinois, wrote: 

"Dear Sir: 

I write you a few lines to know if you would take a 

good note on a very good man that has a large lot of fat 

cattle to sell about first February next. He will give 

you his note for $97.00 for wagon nue February first next 

drawing 10% interest from date. If you will take the 

note as so much paid on wagon I will guarantee note good 

and w111 be paid when due. I will let him have the wagon 

and you the note. Pretty ha,rd to find all money customers 

Just now. Let me hear from you.•3 

1. Day Book 1862-68. 

2. Letter from Henry Knapheide to G. w. Keyes, Kaboka, 
Missouri, July 10, 1867. · Letter File 1860-70. 

3. Letter from William W. Reed to Knaphe1de, September 25, 
1872. Letter File 1870-80. 

0 
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By 1876 some of the agents were showing a little more 

independence in the matter of credit. Instead of asking 

for credit, an agent in Keokuk Junction, Illinois, wrote 

that he had sold the wagon but had not received the money 

nor had he taken a note. He said that he would give Knap

he1de his own note when he came down the next time. 1 

Letters regarding notes were numerous and showed that 

that method of financing the purchasing of wagons was well 

established by the late 1870's. Knapheide tried to be 

careful in extending credit and numerous letters are found 

asking someone, usually a business man, the credit rating 

of some person desiring to buy a wagon and give a note as 

payment. Frequently the reply would indicate that addi

tional security would be advisable, but generally the 

reply indicated the writer thought the note good. 

While most of the notes apparently were paid when due, 

there are many letters indicating Rome were not. The year 

1878 seems to have been a year when many were unable to 

pay. The following letter is written by a man apparently 

in business. It is quoted at length because of its in

terest and the light 1 t throw,s on general condl tions in 

this area that year. 

Mr • . Knapheide, 
Sir, 

I received your letter of the 4 instant. 

1. Letter from Albers and Ihnen to Knapheide, March 4, 
1876. Lett~r File 1870-80. 
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Am sorry to say that I am not prepared to pay the 
note off as I would like to as I told you when I 

· was in Quincy that I had money out that I was 
looking tor the first or January which if not 
collected would throw me in rather an embar
rassed condition, and have not got anny of it 
yet b~t will try and borrow if I can and will 
bring the amount as soon as I get it you may 
depend on that and the present time is the hardest 
ever I tryed to doe my business I halve nearly 
one thousand dollars that is due me now soon and 
I dont know as I can collect the interest for the 
men who owe the money are poor but hones and I 
dont like to sue a man of that kind when he has 
tried to make the money and the crops failed him. 

wheat was a failure and hogs are nearly for 
they are only M" per hundred and that won 1 t pay 
half the expenses when the colery kills half that 
a man has. 

Yours resp!ctfully , 
H. H. Oney . 

Two other letters of the same year indicate that times 

were hard a.ue to the low price of hogs and the epidemic of 

"coleryu that year. Another defaulter felt that while 

conditions were bad he had prospects of a good wheat crop~ 

The financial status of still another is made clear by 

his statement that if suit were brought it would do no 

good as he had a mortgage on the place and only utoo old 
plugs.u 3 

While apparently Knapheide was quite patient about 

1. Letter from H. H. Oney, Stone Prairie, Illinois, to 
Knapheide, January 23, ·1878. Letter File 1870-80. 

2 . Letter from W.R. Grady, Killersville, Illinois, to 
Knaphe1de, April 21, 1878. ~. 

3. Letter from R. D. Reamy to H. Knapheide \Vritten on a 
scrap of paper, July 5, 1878 (the name of the town 
not legible). ~-
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notes past due he did employ the services ot a collection 

agency in 1876 to bring suit on two notes given him. 

During ~~e 18801 s Knaphelde took many notes tor 

wagons. He obJeoted strenuously to taking a note tor more 

than one year. Again the interest ranged trom 7 to 10%. 

While most of the notes were paid when due there were sev

eral that proved difficult to collect. Many methods were 

used to realize as much as possible. One note was turned 

over to the American Express Company for oolleot1on. In

cidentally this made the agent at Dawn, Missouri, very 

angry. He assumed that Knapheide did not trust him to 

collect the note and return the money, and wrote a very 

warm letter about it, giving up the agency and reaffirm

ing both his own honesty and the fact that the note was 

absolutely good. 1 

In another case Knapheide was advised by the agent in 

Shelbyville, Missouri, to turn the note over to an attor

ney at law who would collect the note for $20 if he did 

not have tc bring suit or tor $25 it he did have to bring 

suit. 2 A third method of oolleot1on was by means of a 

collection agency located in ,Qu1ncy, Illinois, which 

1. Letter . from Albert J. Carr, Dawn, Missouri, to 
Knapheide, April 12, 1886. Letter ·F1le 1880-90 • . 

2. Letter from J.M. Ennis, Shelbyvilie, Missouri, to 
Knapheide, August 28, 1885. ~-
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apparently handled several ot the t1rm 1 s notes. 1 A 

fourth method used was to sell the note to a tirm 1n the 

town where the note was made. This was done at a dis

count. The tirm then undertook to collect the note by 

taking 1n produce from the debtor and applying 1t on the 

note. 2 

Apparently the amount lost through notes and bad 

debts was relatively small because there are tew instances 

of bad debts, and we find the firm issued credit during 

the next fifty years, or up until the present time. 

Uses~ Which Wagons Were Put 

The principal wagon which Henry Knapheide built was 

the farm wagon. This wagon was built on both the narrow 

and wide track. The narrow track corresponded to the 

track of an automobile today, whereas the wide traok was 

about 6 to 8 inches wider. • These wagons also varied as 

to size of the skein, length and type o! the box, hounds, 

brake, and eeat. 

Many wagons were built tor the purpose of hauling 

fre1gh 'c across the prairies and were used in the gold rush 

to California as well as later trips to the West. These 

1.- Letter from George M. Janes, Quincy Collection Agency, 
to H. Knapheide, January~, 1885. Letter File 1880-9Q 

2. Letter from T. J. Wright & Co., LaBelle, Missouri, to 
H. Knapheide, February 25, 1888. ~-
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wagons were heavier and stronger made than the ordinary 
0 

farm wagon. 

Another type ot wagon built was the coal wagon used 

mostly by local ooal dealers, though some were sold to 

mining companies in this part ot the country. These 

wagons were usually made or oak, 1nclud.1ng the gears, box, 

and wheels. They were so constructed that the front wheel 

could turn clear under the wagon so as to make a very 

short turn. 

Logging trucks were also manufactured at an early 

day. These were eo constructed that they could be driven 

over a large log. Then one end or the log was picked up 

by grappling hooks and 1n this way a team of horaea could 

drag a large sized log rather easily. The wheels were 

s1x to eight feet high which presented a flatter surface, 

causing them to sink into the ground less than lower 

wheels. 

Wagon Manufacture 

It is virtually impossible to obtain a complete pic

ture of the methods used in manufacturing wagons in the 

earlier days of the industry' in Quincy. Putting such 

evidenoe as one can find together--much or it is reminis

cences of older employees in the business--we f!nd the 

following picture. 

Before the introduction ot the cast iron skein 



31 

(apparently introduced in this section of the country by 
~ 

Henry Knapheide during the 18601 s)1 an iron band was run 

,ver the top of the wood axle, around the end and back 

underneath, in such s fashion that the weight of the 

wagon rested on the iron band. A hole was then drilled in 

the end and a lynch pin was dropped through. A washer 

was placed between the lynch pin and the wheel and in this 

manner the wheel was held on. 

The iron skein was made of molded oast iron which wae 

fitted on the end ot the axle. With the skein an iron box 

was pressed into the hub of the wheel so that the wearing 

surface was iron upon iron. Later the lynch pin was dis

carded and the skein was threaded and a nut was uoed to 

hold the wheel in place. 

The size of the wagon was determined by the diameter 

of the skein Just inside the collar. The collar or 

shoulder was a band around the skein which held the wheel 

1n place on the inside, the nut and washer be!ng on the 

outside. The length of the skein varied with the dia

meter. Thus a 3¼u skein was ten inches long. A 3-1u skein 

would be lot inches long, et9. Thus the greater the dia

meter of the skein the heavier the axle and wheel and the 

1. D. F. Wilcox and Judge Lyman Mccarl, Quincy and Adams 
County--History and Re re~entative Men, II, 941; 
Collins and PerrY, s or{ of u1nc726l; statement 
by Harold Knaphe1de to au hor, une 5, 1941. 



heavier the load which could be carried. 
" 

The assembling ot the wagons was particularly inter

esting. In many oases wagons were made only on order. In 

some 1nbtances orders were placed a year in advance for 

especially good wagons, and the customer was given the 

privilege or selecting his own wood from the stocks kept 

on hand. As he was not always an expert on wood, he some

times selected poorer wood than the manufacturer; conse

quently this Job was usually left to the wagon maker. 

The woodwork was turned out first. In the early days 

the axles and spokes were hewn by hand. However by 1866 

Knapheide was having it done by planing mills. 1 After 

the woodwork was finished the blacksmith ironed it off. 

First of all the front gear was assembled. This con

si sted of the axle, front hounds, either bent (round) or 

square, and sand board. The hounds were a U shaped piece 

of iron attached at the front to the tongue and used in 

turning the wagon. The sand board was a large block of 

wood set parallel to the axle on top of the hounds. In 

orde1· for the wagon to track true the distance between the 

center of the ends of the axle and the center of the 

tongue must be exactly equal. After this was done a hole 

was bored through the center of the axle, and sandboard 

through which a king pin was later dro~ped. 

1. Letter from Quincy Planing Mills to Knaphe1de, July 8, 
1866. Letter File 1860-?0. 
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Next the rear gear was assembled. This consisted of 
. 

an axle, two hounds, a~d a rear bolster. The rear gear 
. 

was aligned by having the distance between the center of 

the ends or the axle and the center of the ends or the 

coupling--or reach--pole being exactly equal. 

Next the wheels were placed. The making of the 

wheels was one of the most difficult parts of making a 

wagon and required the greatest of skill. In the early 

days the hubs were worked out by hand. After the hubs 

had been shaped they were morticed with a chisel, the 

spokes were then driven 1n place, and the rim of the wheel 

added. The front rim was made out of six Joints (felloes) 

and two spokes to the Joint; the rear wheel was made up 

of seven Joints, two spokes to the Joint or fourteen 

spokes in all. The standard height of the front wheel was 

44 inches and of the rear wheel 56 inches. This was later 

changed to 44 and 52 and in later years to 40 and 44 or 48 

inches. The joints of the rim were held together by 

dowels. A oh1p of wood was driven into the end of the 

spoke to hold 1t tight until the tire was set on. 

The setting of the tire was a picturesque scene re

qulrlng a great deal or br~•n, sweat, and extraordinary 

skill to insure a good Job. The first step was straight

en1pg the t1re (cold) with a sledge hammer and an iron 

block. Next the tire was bent into a circle. Then the 

wheel was measured after all joints of the wheel were 
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tightened by driving a chisel into one Joint, thus ·foroing 

them snug. The tire was scarfed (ends drawn out), then 

welded to a size that when cold would draw all the Joints 

up snug. This required very skillful Judgment. 

After welding, the tires were placed horizontally on 

bars of iron which raised them off the ground so that the 

heat of the fire could get underneath and up through the 

center. Wood was piled around them and set on fire. When 

the tires were nearly red hot they were taken off and 

placed on the wheel which was then rotated in water until 

the tire was cold. During this time the tires were 

pounded when necessary, to keep them in 11ne and assure a 

perfect tit. 

While this was going on, the tongue, single trees, 

double trees, and neck yoke were being assembled. The 

bed, consisting or bottom, sides, end boards, and irons, 

was placed on the running gear and the wagon was finished. 

The wagon parts had all been painted before being assem

bled. 

Thft wagons were delivered in various ways. Farmers 

and agents for 20-30 miles ~round came in tor their wagons 

and drove them home. At times the roads would be so bad 

that they would have to wait weeks and perhaps decide to 

have them shipped. Dealers frequently drove in and took 

four or five wagons home at one time. Two of the wagons 
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were usually assembled and pulled by the horses one behind 

the other. The other two were knocked down and piled into 

the two assembled wagons. One dealer from Bethel , W.s

~ouri, oreat~d quite a unique sight by loading h1s buggy 

on top ot that and then driving home. Frequently, however, 

wagons were shipped either by boat or by ra~l. When de

livered th11 way they were usually knocked down and 

shipped. One wagon usually made 15 pieces: 2 gears, l 

reach, 1 tongue, 1 front bolster, l bundle double trees, 

single trees and neck yoke, 4 wheels, 1 bundle sides, 1 

bundle ends, l bundle irons, 1 bottom, and 1 seat. 

!!! Materials~ Supplies 

The purchasing ot auppl1es must have been a very im

portant part ot lnaphe1de'a work, particularly after he 

took over the iron work and blacksmithing in 1867. There 

are numerous letters ot inquiry to and replies trom t1rms 

all over the country. Even as early as th~ 18701 £ firms 

had advertising pamphlets, and salesmen traveling through 

Quincy with wagon supplies. Samples ot products were fre

quently eent to the lnaphe1de t1rm tor a tree trial. 

It will be remembered that until 1867 lnapheide dld 

only the woodwork or the wagons. Until that time the only 

thing he had to buy was the lumber. It will also be re

membered that much of the wood was hewn by hand . Most of 

the lumber was bought within the radius of a few miles 
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of Quincy. 

The only kind of lumber bought was white oak and 

hickory. The procedure varied little. Usually a lette~ 

was received offering to sell lumber in car load lots. 

The producer either quoted a price (usually $25.00 to 

$30.00 per M) or asked lnapheide what he would pay. The 

lumber was then sawed out and shipped. Knapheide in

spected the lumber and rejected any that he did not think 

satisfactory. Later an inspector was sent to look at the 

lumber before it was shipped. The lumberer was expected 

to pay his transportation and expenses at $2.25 a day. 1 

After the firm was incorporated in 1893 this was paid by 

the firm. Practically all . of the lWDber was bought im

mediately after being out and hence was green. It was 

stored in sheds and allowed to age. In general the stand

ard seasoning was one year to the inch. Knapheide gener

allowed for a 2~ shrinkage. Defects in the lumber not 

visible at the time it was cut would show up later. 

One of the first letters found asking the firm to buy 
2 lumber offered to take a wagon in as part payment. Ap-

parently the idea was quite pleasing to Knapheide because 

in later letters we find the process reversed. Now the 

1. Letter from H. Knapheide to G·. w. Osterhaut Centre, 
Rolla County, Missouri, July 14, 1884. Letter File 
1880-90. 

2. Letter from J. R. Sencenich, Versailles, Illinois, to , 
Knaphe1de, July 21, 18?0. Letter File 1870-80. 
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lumberer was asked to take one or more wagons as part pay

ment. Suffice it to say that many or them agreed to do 

so. 

Power driven machinery was a modern luxury in which 

Henry Knapheide did not indulge. However, by 1866 he saw 

the advantage ot power machinery and while he himself did 

not buy any he sent his lumber to be cut by local planing 

mills. After thls date there are innumerable bills from 

Quincy planing mills for surfacing, ripping, sawing, and 

planing lumber. 

An illustration of the charge made for this kind of 

work is a bill from the Quincy Planing Mill, Sash, Door, 

and Box Factory, dated December 20, 1866: 1300 ft. sur

faced 8 $4.50, $5.86; 1450 rt. planed, $6.50; 1200 rt 
1 ripping, $6.00, etc. By 1876 the mass production of var-

ious parts of the wheels and gears made them cheaper than 

they could be turned out by hand. Thus we find Knaphe1de 

buying hubs, spokes, neck yokes, and single trees from 

Hanna & Bruner's factory in Wabash, Indiana, devoted ex

clusively to that kind of work. 2 

1. Invoice from Quincy Planing )4111 to Knapheide, Decem
ber 20, 1866. Letter file 1860-?0. · 

2. Invoice from Hanna & Bruner, Wabash, Indiana, to Knap
heide, February 18, 1876. Letter File 1870-80. 

Hanna & Bruner, April 17, 
100 sets 8 x 10 in. Hubs 
100 • xxx Ex. Select Spokes 
3 2/12 Doz. Neck Yokes 
5 Doz. Oval Singletrees 

1876 
• $1.00 
e 2.50 
e 1.15 
e 1.00 

$100.00 
250.00 

3.60 
s.oo 
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While he did not buy any power machinery prior to his 

death he was interested 1n it and 1n 1884 addressed a let

ter to the Studebaker -Brothers Manufacturing Company at 

South Bend, Indiana, 1n regard to a Boxing Machine. A 

member or the tlrm wrote a very courteous letter back 

pointing out the superiority or the 1 Little Giant" machine 

over the •syracuse.• 1 

It will be remembered that lnapheide introduced the 

cast iron skein to the wagon industry in this part of the 

country during the early 18601 s. It is interesting to 

note that by 1869 a local firm of Smith, Haynes and Com

pany advertised in their bill head wiron and Brass Cast

ings, Thimble Skeins.w Several sets of skeins were bought 

from this firm 1n 1869 at $3.85 per set. Knapheide bought 

a wide variety of things from local merchants. Invoices 

as early as the 18601 s and ?0 1 s show that nail rods, 

skeins, chains, nuts, bolts, castings, tongues, paints, 

rivets, screws, and other pieces of iron as well as the 

planing and other wood work were bought from Quincy firms. 

However, large quantities or iron were bought from 

other firms, chiefly in St, Louis. One 1nvo1oe for June 

4, 18?0, from William Col;cord and _ Company, St. Louis, is 

for $240.06. 2 Another firm wh1oh has furnished huge quan-

1. Letter from Studebaker ·Factory, South Bend, to Knap
he1de, July 2?, 1884. Letter F1le 1880-90. 

2. Letter File 18?0-80. 
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tities of iron even down to the present day ls the Sligo 

Iron Store Company. st. Louis. Hubs, Spokes, hounds, 

neck yokes, single trees. and other lumber were bought in 

large quant1t1es from Hanna and Bruner. · One invoice tor 
0 

February 18, 1876, was tor $450.40. 1 Wagon brakes were 

bought trom Ge1aler and Company, Muscatine, Iowa, 1Jlanu

facturera or Ge1aler Brothers Belt-Drop Patent Wagon 

Brake.• These brakes were bought tor as low•• 35¢ 1n 

lots or 100 and 2~ less in lots or 500. Paint and varnish 

was bought from the Murphy, Sherwin & Co., Tarnish makers, 

of Cleveland. Seat springs were bought from Boal, And

rews and Cooke, 1 Manufacturers and Jobbers of Farming 

Tools, Stoves, and Hollow-wear,• ot Chicago. 

Freight 

During this period river traffic was a very impor

tant means of transportation. From nine to ten months 

out of the year the boats plied the!r t~~de up and down 

the M1asies1ppi. During the spring months boats could 

come all the way from New Orleans. After the water had 

fallen boats or a shallower draft traveled trom St. Louis 

to Davenport. 

Consequently large quantities or goods were shipped 

by river to Knapheide. Shipments ranged from a low of 

275 lbs for 10 1 bdle.• of spokes to 9,000 lbs. for 300 

1. Letter File 1870-80. 
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"bdle.M spokes. Thousands ot pounds ot iron were sent by 

river boat. The names~ Roy, Great Eagle, Arkansas, 

J0sephine, !!,!: Eagle,~ City, and others appear very 

otten on bills or lading directed to Henry Knapheide. 

The railroad did not reach Quincy until 1856. H~w

ever by the time lnapheide began to use large quantltles 

of material the railroads had become an established means 

of transportation. Wagons were shipped out and lumber and 

iron was shipped in. The Chicago, Bu1•llngton and Quincy 

and the Wabash, St. Louis and Pacific railways were the 

two lines into Quincy. Both of these lines carried large 

quantities ot material to the wagon industry. 

By 1890 the Knaphelde Wagon Company was firmly es

tablished. Agencies had been set up and credit extended. 

Additional land had been purchased on which to build a 

modern plant. A reputation tor building good wagons was 

established in many places in the Quincy area. Not the 

least importa~t, continuation of the business beyond the 

death of its founder was in prospect as the founder's son, 

Henry E. Knapheide, had already spent from eighteen to 

twenty years 1n the shop le~rn1ng the business. 
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CHAPTER II 

THE HEIGHT OF THE WAGON BUSINESS, 1890-1915 

At the death ot Henry Xnapheide, 1890, the net value 

of the firm was approximately $5.ooo. 1 In the same year 

there were 4,572 wagon establishments 1n the United States 

having an average capitalization or $18,000, employing an 

average or 16 men per shop, and turning out approximately 
2 

$25,000 worth or wagons a year. In the same year car-

riage and wagon making ranked twenty-third among the lead

ing 1ndustr1ea in Illinois turning out carriages and 

wagons to the value of $91,041,725. 3 Thus it is seen that 

Henry lnapheide had a smaller than average factory. While 

the records giving the number of men employed and the 

volume ot wagons turn out a year are not ava1lable,it is 

safe to assume that they also were smaller than the aver

age for the United States as a whole. 

After his death 1t was decided to keep pace with the 

1. Will of Henry Xnaphe1~e, 1n the office of the Adams 
County Clerk, Quincy, Ill1no1s, 1891. 

2~ Bureau or Census, Kanutacturee, 301. 

3, E. L. Bogart and G. W. Mathews, The Modern Common
wealth 1893-1918, 91. 
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times and incorporate the firm. Accordingly on February 

4, 1893, a meeting was held at which the proprietors were 

present: A. M. Knapheide, widow of Henry Knaphe1de, Henry 

E. 1Cnaphe1de, a son, and Dr. M. C. X. German, a daughter. 

These three agreed to subscribe $20,000 etook1 and t he 

firm was incorporated the same year. The by-laws provided 

among other things the following: 

1 The name of this company shall be the Henry Knap

hetde Wagon Co. 

The object shall be to manufacture and deal in Wagons 

and Vehicles. 

The capital stock shall be $20,000, consisting of 

two hundred shares of $100.00 each. 

The location o·r the principal office shall be at 

Quincy, Ill1noiR. 

The duration ninety-nine years." 2 

The hopes for the future are clearly visible in the third 

and fourth by-laws. 

At a meeting held February 14, 1893, H~ E. Knapheide, 

M. C. K. German, and A. M. Knapheide were elected direc

t ors of the new corporation. Henry E. Knapheide was 

1. 

2. 

' 

H. E. Knapheide, $9,000; M. C. K. German, $10,000; 
A. M. Knapheide, $1,000. 

Minutes of the Board of 'D1rectors Meeting, in the 
possession of the Knapheide Mfg. Co., Qu1ncy,Ill1no1s. 
February 1, 1894. 



43 

elected Temporary President and Treasurer at a salary of 

twenty dollars per week, and M. C. X. German as Temporary 

Secretary without compensation. 

At the first annual meeting held February 1, 1894, 

Henry E. Knapheide ••• elected Permanent Presl~ent and 

Treasurer and M. ·-o. I. German Permanent Secretary. No 

change was made 1n ealar1e1. The treasurer reported a 

net profit ot ten per cent on capital stock and on motion 

the report was approved and ordered to be placed to the 
l 

credit of the stockholders• notes. This and later simi-

lar disposition or profits would seem to indicate that 

at least not all the capital stock had been paid in. A 

dividend of from five to ten per cent was declared every 

year until 1899 with the exception of 1897 when none was 

d6clared due to the small earnings for the year, namely 

$24.73. (To this date the dividends were regularly cred

ited to the notes of the stockholders.) 

On January 9, 1900, Dr. M. c. l. German and her hus

band Henry German assigned their entire interests and 

certificates or stock in the Henry lnapheide Wagon Co., 

consisting of one hundred s?ares, to H. £. Knapheide. 

One of the first things which Henry E. Knapheide 

undertook was the erection of a modern plant such as his 

father had hoped to build. This building was forty feet 

1. Minutes of the Board of Directors Meeting, February 
1, 1894. 
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wide and eighty feet long and was oompleted in 1892. On 

the third floor were the paint shop and storage room for 

finished woodwork; on the second tloor were the var1ous 

wood working departments; while on the ground tloor the 

blacksmith work and assembling were done. 

In 1895 the President was authorize~ to build such 

additions to the tactorr as seemed necessary not to ex

ceed $300. The erection ot sheds twenty teet by one hund

red and forty feet provided for storage ot lumber and 

other supplies including both finished and unt1n1shed 

wagons. 

By 1900 more room was tound to be necessary and in 

that year a three story add1 t1on ot ti tty teet by torty 

feet was added to the west end of the or1g1nal factory 

bu1ld1ng. This addition was also of brick, and an eleva

tor was installed to facilitate the movement of materials 

up and down from floor to floor. 

It will be remembered that Henry Xnapheide did not 

use any power machinery. In 1895 the President of the 

firm was authorized to purchase machinery to the amount or 
about $1,500.00. Saws, oro~s cut and rip, a planing 

machine, drill presses, and other equipment were installed. 

This made it unnecessary to send lumber out to be finished 

by local planing mills as ~d been done by the founder 

since 1866, except 1n case of emergencies or during a rush 
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season. Additional machinery was purchased as the need 

for it arose and by 1906 the inventory shows machinery, 
0 

benches, tools, and fixtures listed at $5,205.12. 1 How-

ever the small amount mentioned directly above would seem 

to indicate that even at its height of prosperity the 

amount ot machinery in producing wagons was relatively 

small. 

That the wagon making industry remained a small shop 

industry is indicated by the fact that in 1900 the average 

capitalization tor establishments was only $18,000 and in 

1905 only $25,000. 2 It 1s further illustrated by the tact 

that in 1914 over 7af,, or the wagon factories reported pro

ducts valued at less than $20,000 tor the year. 

Henry E. Knapheide initiated several other changes 

beoides the introduction of power machinery. It will be 

remembered that his rather made wagons only after he had 

received an order for them· and in 1870 admitted the loss 

of several sales because he did not have wagons finished. 

The eon began producing wagons so they would be ready in 

advance . At one time in 1915 he was authorized by the 

Board of Directors to produce 1n advance dS many as two 

Machinery subsequently" added 
things the following: 

Wheel press 
Hub borer 
2 tire benders 
Skein setter 

included among other 

Belt sander 
Axle lathe 
Spoke driver 
Boxing machine 

2. Bureau of Census, Manufactu1'es, 1905, 301. 
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hundred it he felt events Justified the same. 1 

The next step was the standardization ot wagons. The 

old method had been to build them as the customer directe 

Under the new method wagons w&re standardized and the 

agents were required to send in a minimum amount of in

formation including: type of box, size or skein, width 

of track, type or brake, height of wheels, square or round 

hounds, length and width of lower and top box boards. 

Anything which the agent did not mention was built accord

ing to a pre-arranged standard. 

Standardization led to another change, mass produc

tion. Formerly the men worked on one wagon at a time. 

Under the new prooedure they would turn out a large num

ber ot a particular· piece such as boxes, sandboarde, 

bolsters, etc. This resulted in considerable economy in 

the production or a given number ot wagons. 

However there was a change which many other wagon 

makers made during the period 1880-1900 that neither Knap

hside made. That was producing light spring wagons and 

putting springs on their heavy wagons. Both men refused 

to put springs on their wag?ns, believing they would be 

less durable with them tha,n without. 

Beginning with the year 1900 and continuing through 

1. Minutes of the Board of Directors Meeting, January 3, 
1915. 
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1915 were the bonanza years for th& firm. Starting off 

with a net profit of $12,007 in 1900, net profits ranged 

from a high of $12,397 in 1908 to a low of $1,62? in 1915. 

Dividends varied from a low of ten per cent to a high of 

sixty per cent. Between 1905 and 1913 no dividends fell 

below twenty per cent. The assets of the firm rose from 

a questionable $20,000 in 1893 to $55,607 in 1906 and 

$66,714.74 in 1915. 

In 1909 it was decided to recapitalize the firm at 

$25,000 Mto take up the increase of the capital stock of 

said company.wl Accordi.ngly all the old stock was called 

in. New stock with an increase or twenty-five per cent 

was issued pro rata to the old stock holders. 

The coming or the automobile cut seriously into the 

earnings or the firm. Beginning •1th 1909 the profits 

began to go down hill and by 1915 had almost disappeared. 

This wave or prosperity closely parallels the prosperity 

of the wagon industry or the country as a whole, which in 

1890 produced $102,680,341 worth or wagons, in 1900 
2 $113,234,590, and in 1905 $125,332,976. Between the 

years 1909 and 1914 we find a 7.9% decrease in the number 

of establishments manutac~uring wagons, with a decline of 

1. Minutes of the Board of Directors Meeting , July 2, 
1909. 

2. Bureau of the Census, .Manufactures, 1905, 301. 
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l?.~ in the value of their products.l 

Labor 

Under the corporation the labor policies continued 

very much the same as before. While apprenticeff were 

still hired on much the same terms as betore, they did not 

board at the Knapheide home. A strict record wae kept of 

days lost and every day lost the apprentice had to make 

up. Consequently hie second a1x montha period would not 

start un~11 he had made up the daye lost in the t1rst six 

months. Days were lost because ot illness, holidays such 

as Christmas and New Years, and religious dlays. By 1900 

the apprenticing of boys was a thing ot the past, due in 

part, at least, to the boys being more interested 1n wages 

than in a trade. 2 

Instead or being paid by the day the men were paid by 

the hour. The average •ag~ paid during this period, 1890 

to 1900, was from ten to twenty osnti tu, ho~r. Thus 1n 

1900 there were twenty-five men and boys on the p&yroll 

whose wages ranged from $3.00 to •13.00 tor the week, •1th 

the foreman receiving $15.00. These twenty-five men and 

boys received a total of $202.90 or an average or $8.00 

per week. Three men received $12 or more per week, seven 

1. Bureau of the Census, Manufactures, 1914, 755. 

2. Statement made to the author by Harold Xnapheide , 
June 5, 1941. 
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received between $10 and tJ,2, and the other fifteen less 

than $10 per week. Some or the men only worked part time 

due to the tact that there was not enough work to keep 

them employea full time. The wheelwrights still worked 

on a piece basis, all others on an hour basis. 

The payroll varied from week to week and month to 

month depending upon the amount of work to be done. Du1-

ing the winter months when fewer wagons were produced the 

payroll varied from $135 to $175 per week. During the 

summer months when the production ot wagons waa at its 

peak, the payroll varied from $225 to 8275 a week. By 

1910 the hourly pay had risen to between 15¢ and 221¢, 
with the toreman receiving 25¢. In August aixteen men 

earned-"·20¢ an hour or more. Twelve received between 15 

and 20¢, and only two received less than 15¢. The wheel

wright waa still p..1d on a piece basis. Looking at the 

average weekly pay we also find improvement. Three men, 

including the foreman, wheelwright, and salesman, received 

ever $15 per week. Eleven men received between $12 and 

$15 per week. Six men received tlo to 112 per week, and 

ten men less than tio. Thirty-one men and boys received 

a total or $331 for the week 1s work, or slightly over an 

average of $11 per week. This compares very favorably 

with the yearly average of slightly over $500 per year for 

carriage and wagon workers 1~ the city of Quincy1 , and 

1. Bureau of Census, Manufactures, 1905, 83. 
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slightly under tsoo per year tor thew on or r 

over the United Stat a. 1 

By 1915 the burly pay h d again ri en. Th to 

now received 30¢ an hour, tive men 2 t¢ or mor, t nm n 

20,:, three men l?l;, and only one 1o; an hour. out ot 

t enty men reoeirtng a weekly wage, th tor man ot 18. 

th.irteen men t12 to $15, tour 10 to t12 , and only t o r -

ceived leas than tlo per r.eelt. Twenty men nd boy r -

ceived a total ot t252 tor one week's work or n v r 

of slightly over $12.50. 2 

During all this period labor unions wer oomi into 

existence. The American Federation ot L bor w b 1ng 

forme and grow1n.g to a position ot national import no 

Howe er, the ~a beide Oo pany at adta tly r tu d al or 

uni n 1 "t e1r plant. Two reason, wer iv n tor th11 

a.n t1 a hy to a.rd. uni ns. he t1ret waa t t union, w r 

no bi but rou le makers. l'hile many person would b 

inc ined t spu e t 1a eon ent1on today, the ■emb r 

or e f1 :ree t.bat tbtre 1s eno · 1denc ot u.nn c -
sa.ry ag1 a g1T' eons1derable credenc t o t h 1r 

i e'I". e er reaso expreseed waa that t h ul 
I 

e pa.1 't e1r _. b1 1 '/ to · r ce. As 

_., 9 5, 3 l. 

e 
5. 
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been amply shown the wages or the men did vary consider

ably. This contention also has enough evidence to give 

it a certain amount or weight. However, ano ·cher reason 
0 

which was not expressed may have played a part. That was 

the rear that a union would force wages up as tLey have 

succeeded in doing in too many industries to need mention. 

Another interesting angle of the labor policy of the 

firm is shown by an act or the Board of Directors 1n 1912. 

When the State ot Illinois passed a Compensation Law in 

that year~ the Board or Directors passed a resolution to 

the effect: 

That this corporation elects not to provide 
and to pay the compensation according to the 
provisions or an act or the General Assembly of 
the State of Illinois, entitled •an Act to pro
mete the general welfare or the people or this 
state by providing compensation ror accidental 
injuries or death suffered in the course or em
ployment, which act was approved on June 10, A.D. 
1911, and is in toroe on and atter the first day 
ot May, A.D. 1912, and not to accept the pro
vision of said act and· not to provide and pay 
the compensation to any or its employees who 
have elected, or may elect, to accept the pro
visions of eaid act, according to the provisions 
of said act, and, so far as it can lawfully do 
so, not to be bound in any way by said act, or 
by any of the provisions thereof, and hereby 
directs its president and secretary to file with 
the State of Illinois a notice 1n writing to 
this effect.l , 

This resolution was dttl.y sent to the State Department 

of Labor but it availed them nothing and they were forced 

1. Minutes of the Board of Directors Meeting, April 29, 
1912. 
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to IBY compensation tor their employees. This hazard was 

met by taking out compensation insurance. 

However the relations between labor and the manage

ment have always been reasonably congenial. There has 

never been a strike, walk-out, or lock-out. Wagea have 

been voluntarily raised trom time to time, and, as pointed 

out above, compared very favorably with average wages in 

the wagon industry both 1n the City of Quincy, Illinois, 

and 1n the country at large. When the men were sick or 

' in trouble their pay was advanced to them on several occa-

s1ons.1 The relations between management and men. were quit 

democratic, with many of the men calling the managers by 

their first names. 

Wnlle there was no prot1 t sharing with the men .as a 

whole, the salesman was assigned f1ve shares of stock dur

ing his period of employment, and the secretary ten shares. 

Both of these men held stock during the period ot greatest 

prosperity and consequently their dividends were no in

considerate sums, a.mounting some years to as much as two 

or three hundred dollars. 2 

However, the labor turnover indicates that conditions 

did not keep more desirable .. opportun1 tles from appearing 

Statement by the management to the author, Juno 5, 
1941. 

Minutes of the Board of Directors Meeting , 1909-13. 
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elsewhere. Ot twenty-six men working 1n August, 1900, 

only ten were working two years later, and only five in 

August, 1910. Similarly of thirty-three men working in 

August, 1910, only twelve were still with the firm 1n 1915 

and only r1ve 1n 1922. 

Variety 2!. Wagons 

Henry E. Xnapheide greatly enlarged the variety of 

farm wagons. Shortly after 1900 over 30 different vari

eties of wagons and trucks were manufactured. Besides 

those made by his father he introduced among others a low 

metal wheeled wagon. This was considerably cheaper than 

the wood wheeled wagon and was considered by some to be 

more 1Dlllune to the effects of the weather. 

Boiler trucks were another innovation. These trucks 

were built in suoh a way ae to torm a cradle on which a 

boiler could be placed so that 1t would not roll off. The 

wagon was adjustable as to length and the braces were ad

justable so as to accommodate boilers of different sizes. 

Platform wagons were built with a platform extending 

out over the wheels on which could be carried theatrical 

scenery and other bulky materials. 

Between 1900-1934 ox carts were manufactured for the 

Ampere Mfg. Co. and the J. R. Little Wheel Works anc were 

sent to South America and also · to Africa. 

Beginning about 1900 a tank wagon was produced for 
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spraying orchards. This was usu~lly a two reach wagon so 

that it could be turned very short. A great many running 

gears were produced to be used in the work connected with 

the erection of the transmission lines leading to the 

Keokuk power station. 

Wagons were also produced to be used around the oil 

fields of the Southwest. 1 

Heavy freight wagons continued to be produced and in 

1906 the company manufactured its largest. It had a ca

pacity of 20 tons and was sent to Texas. The tires were 

an inch and a quarter thick and had an eight inch race. 

The wheels were low and the rims were 8 inches 1n th1ok

ness.2 

Ifi. addition to the above Yar1et1es, trucks and wagon 

boxes of lower ~ali ties were added atter 1910 in an 

effort to meet competition with low priced wagons or in

ferior quality to the Knaphe1de box and truck. 

~ 2!, Wagons 

By 1900 there were dozens of agents 1n nee.rby towns 

1n Missouri , Iowa and Ill!no1s. In December of 1901 and 

1. Statements on this page made by the manager to author 
June 5, 1941. 

2. When asked how much he could put in the wagon, the 
purchaser replied: uThe whole state of Texas if I 
could get it in." Statement by Harold Knapheide to 
author, June 5, 1941. 
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January of 1902 wagons were shipped by rail to eighteen 

different towns in Missouri, nineteen in Illinois, one 

in Iowa, and one in Oklahoma. 1 
By 1910 agents were found 

1n these and other towns. Sales varied from one or two 

wagons per year to $3,228.60 worth of products by Brack

man and Sons, Mt. Sterling, Illinois, and $3,087.00 by 

Coil & Fairbair 1n Perry, Missouri. 

By this time a salesman was being sent out to call 

on the trade. Around 1900 he only worked during the 

spring months. He called on the agents and attempted to 

have them order in advance about what they sold during 

the past year or an average of the past few years. Twenty 

wagons could be shipped in one railway car and the sales

man attempted to get an agent to take either a car or half 

a uar in order to cut down freight charges. 

About this ·time agents began buying wagons at a net 

price rather than on the retail price less 10% commission 

as formerly. He was allowed a 5% discount which paid the 

1. ' Missouri 
Lewistown Eldorado Springs 
Durham Clarence 
Hunmell Edina 
Shelbina Bowling Green 
LaBelle Louisiana ·· 
Frankford Buillion 
Canton Perry 
Kahoka Rothville 
Custer Hannibal 

Illinois 
Loraine West Point 
Warsaw Paloma 
Myer New Couton 
Pittsfield Bayliss 
Kinderhook Bowen 
Golde a Carthage 
Plymouth Ursa 
Camp Point Augusta 
Barco Coatsburg 

Monroe City Harton Station Loraine 

Book on sale of wagons, 1907-15. 
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freight charges. He then sold the wagon at the bes ·t price 

he could get in view or the competition facing him in hie 

locality. In ~907 Henry E. Knaphe1de entered into a con

tract with the J. R. Little Wheel Co. of Quincy to manu

facture wagons using their wheels and to be sold by them. 

The first year the Little Co. bought $4,681.00 worth or 

wagons, the second year $4,33?.00, and the third and last 

year $79.00 In this year it ceased doing business. An

other contract .made the same year, with the Empire Mfg. 

Co. of Quincy, engaged 1n the export business to South 

America and Africa, proved to be much more profitable and 

enduring. This contract provided tor the purchase of a 

wide variety ot trucks and wagons trom lnapheide, at one 

time over thirty typesG These were then sold by the Em

pire Mfg. Co., many, if not most of them, going abroad to 

South America and elsewhere. Thia contract continued 

until 1934. 1 The volume ot business ~~~~ied on is clearly 

shown by a look at a few yearo business. In the last six 

months of 190? $6,618.65 worth or wagons were purchased; 

in 1909 $21,525, and in 1914 $12,525. A book or 100 pages 

is devoted entirely to the orders received by Knaphe1de 

from the Empire Mfg. Co. for the years 1914-16. 2 

1. Statements on this page made by Harold Knaphe1de to 
author, June 5, 1941. 

2. Order Book of Empire Mfg. Co., 1914-16. 
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Shortly after 1900 the Henry Knaphe1de Wagon Co. 

began getting out advertising. They did not use newspaper 

advertising but relied on pamphlets, . folders, and cata

logs. The one gotten out 1n 1903 is particularly inter

estlng. On the front 1s a picture ot the factory in which 

the imagination had been allowed a free range. The plant 

was pictured as a huge affair giving the impression of 

being much larger than it actually was. The picture shows 

railroad tracks running along the side or the building 
, 

and a street car line in front, neither or which was ever 

there. On the 1ns1de 1• an excellent description or the 

Knapheide wagon 1nclud1ng the leading features 1 L1ght 

Draught, Durability, Strength, Neat Finish, and Perteet 

Proportions.• Another line provided 1 Every part of every 

wagon sold under a binding guarantee.• On the back are 

three pictures or wagons. The first one shows a wagon 

w1th the tire ott and the words "When this happens it 

isn't a Knaphelde." The •econd shows a vagon breaking 

down under the load •1th th1s sentence MThe fellow bought 

this wagon because it was cheaper.• The third picture 

shows a wagon with a heavy load being pulled briskly by 

a team of horses and has th1.s caption: "Thoroughly satis

fied. You always will be with a Knapheide.nl 

Another folder gotten out 1n 1914 has excellent 

l. Advertising Folder issued by Knapheide, 1903. 
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photographs of wagons and gears manufactured by Knapheide. 

The various features are described simply and clearly and 

no referenoe whatever is made to other wagons. 

Just what relative share the establishment of agen

cies, sending out salesmen, issuing advertising matter, 

and the prosperity of the times, played 1n the wagon in

dustry, 1t would be difficult to determine. Suffice it to 

say that this peri?d, 1900 to 1913, was the height of 

prosperity tor the Inaphe1de Wagon Co. As pointed out in 

a previous section th1s was the period when the greatest 

profits were made. It was also the pertod when the larg

est numbers of wagons were produced. For example almost 

550 wagons were manufactured 1n 190~, 525 1n 1910; 418 in 

191~, ana· 248 1n 1915. By 1915, howe•~r, the peak of wag

on manufacturing waa over and trucks had begun to displace 

wagons. From this period on the wagon industry as a 

whole, including the lnapheide Co., declined rapidly. 

As during the previous period a large amount of re

pair work was done. Bolsters were replaced, new boxes 

furnished, tires reset, wagons painted, and other types 

of repair work carried on to the extent of $3,000 to 

$6,000 per year. 

Raw Kater1ale and Supplies 

During this period of time lumber was still bought 

locally with the exception of finished spokes, hubs, 
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etngle and double trees, and neck yokes, which were bought 

from Paddock & Howley Iron Co., St. Louis, Missouri.l The 

price ot hickory and oak showed little change before 1902. 

In that y~ar these two woods were $30 per Mand $20 per M 

for No. 2. 2 In 1904 white oak tongues were ·$35.00 per M, 

hickory axles $30.00, and red oak $25.00. In 1908 the 

prices were still the same but by 1912 ~ckory axles were 

$40.00 per M, bolsters $37.50, and planks $30.C0. 3 Wagons 

were still being taken as part payment on a bill of lumber 

in many instances. The wide distribution of lumber mills 

is indicated by the fact that during the years 1899-1909 

the Knapheide firm bought lumber from or had letters 

offering to sell lumber from seventy-six different towns 

in Missouri and forty different places in Illinois. 4 Much 

material was still being bought locally such as rod iron, 

iron tires, tongue caps, skeins, shackles, fellow plates, 

drills, etc. Pole caps and stay chains were bought from 

Kelley, Maus & Co., Chicago, heavy bar iron from th~ Sligo 

Iron Store Co., St. Louis, and the Wabash Iron Co., Terre 

Haute, Indiana. Paint and varnish were bought from 

1. Invoice frow Paddock & Howley Iron Co., St. Louis, 
Missouri, to H. Knapheide, .. August 21, 1896. Letter 
File 1890-1900. 

2. Lumber Purchasing Book 1899-1912, June 10, 1902. 

3. Ibid., August 21 and January ' l6. 

4. Book listing firms from which lumber could be bought, 
1899-1912. 
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Billings, Taylor & Co., Cleveland. Wagon brakes were 

still being bought :from Geisler & Co., Muscatine, Iowa, 

and shovel boards from N. A. Cruzan, "sole Manufacturers 

or 1The Best• Shoveling Board," Decatur, Illinois. How-
o 

ever, 0 by 1906 Xnaphe1de was manufacturing his own shovel

ing bo.ard. Skeins were bought from the Illinois Iron and 

Bolt co·., Carpentersville, Illinois. There was 11 ttle 
C 

change in price 1n these commodities and wagons stayed 

approximately the same in pr1ce--$60 to 165 until the 

World War. 
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CHAPTER III 

DECLINE or THE WAGON BUSINESS AND RISE OF 
THE AUTOMOBILE, TRUCK BODY, AND TRAILER BUSINESS 

While the establishment of railroads stimulated the 

wagon industry because of its tending to bring about an 

increase in population, and its making markets more read

ily accessible, the automobile, truck, and highway had 

exactly the opposite effect. In short, the coming of the 

automobile meant the demise or the wagon industry. The 

more the former grew the greater the decline or the latter. 

A._ .glance at a few census figures will make this clear. 

In 1909 there were 5,492 establishments making carriages 

and wagons in the United States. These firms employed 

69,928 wage earners and turned out products to the value 

of $159,941,547.1 This was the peak year in the manufac

ture of carriages and wagons. More shops were in exist

ence, more men were employed, and more wagons and car

riages were produced than in any other year in the history 

of the United States. Ten years later 2,544 such fac

tories employed 24,682 wage earners, and produced 

$118,228,000 worth of carriage and wagon supplies. 2 The 

1. Census of Manufactures, 1914, II, 755. 

2. Ibid., 1919, I, 1010. 
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mortality among carriage and wagon businesses was particu

larly heavy during the next four years. By 1923 there 

were only 396 plants in operation, employing 8,109 workers 

and the total value of their products was $37,372,825. 1 

Eight years later, in 1931, only 75 companies were doing 

business; they employed 1,431 men and women and produced 

only $6, 178,985 worth of carriages and wagons or slightly 
2 

over one-thirtieth the amount produced in 1909. 

The decline in Illinois was almost as precipitous as 

in the rest of the United States. In 1909 there were 325 

establishments producing wagons in Illinois, hiring 5,852 

workers, and making $16,831,283 worth or wagons. By 1914 

the number of factories had declined to 296, the number of 

employees to 4,861~ and the value of wagons to $15,192,46 

Seventeen years later, in 1931, only six companies had 

survived the storm. These six firms employed 447 wage 

earners and produced one-sixth of all the wagons manufac

tured 1n the United Sta tee, or Sl, 813,116 worth ,4 and of 

1. Census of Manufacturers, 1931, I, 1027. 

2. Ibid., 1931, I, 102?. 

3. ~-, 1914, I, 321. 

4. Ibid., 1931, I, 1027. 

Date No. of Co. 1 s Wa~e Earners Value of Products 

1909 5,492 69,928 $159,941,547 
1919 2,544 24,682 118,228,000 
1923 396 8,109 37,372,925 
1931 75 1,431 6,178,985 
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these six the Henry Knapheide Wagon Co. was one. 

If again we turn our eyes closer home we find that 

Quincy did not escape either: In 1905 there were eleven 

factories producing carriages and wagons1 in that city. 

In 1917, six, 2 in 1923 two, 3 and by 1927 only the Henry 

Knapheide Wagon Co. was left. 4 

And so we find the firm under discussion facing an 

extremely difficult period of readjustment in 1916. the 

manner in which it attempted to solve that problem, and 

the varying degrees of success and failure, tell an in

teresting and poignant story. Unfortunately for the 

clarity of that story the method of keeping accounts was 

ohanged that year d.lld hence no longer 1s the number of 

wagons-·produoed in a special year given. Consequently it 

will be necessary to draw conclusions from the data that 

are available. 

A look at the financial status first will g1ve Ufl the 

picture 1n general. The gross assets of the f1r10 were 

$60,067.03 1n 1916, 5 $85,519.60 ir. 1921, 6 169,618.95 in 

1. Census of Manufacturers, 190?, II, 83. 

2. Illinois Bell Telephone Directory, 191?, 38. 

3. Ibid., 1923, 46. 

4. ~-, 192?, 52. 

5. Minutes of the Board Meeting, February 3, 1916. 

6. ~., February 4, 1921. 
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1927, 1 and $27,190.17 in 1939. 2 Gross sales are not avail 

able for every year, but enough are available to tell the 

story: 1918, $104,266.85; 1920, $125,381.04; 1922, 

$46,101.97; and 1932, $14,083.65. \Yhile the company re

covered rather quickly from the depression or 1922--gross 

sales by 1925 were $62,543.32--the depression during the 

thirties continued until 1940-41. No profits are men

tioned in the year 1916, and since most years a profit is 

mentioned, it oan be assumed rather safely that none was 

made. Profits in 1920 were $3,762.67 and in 1922 a def-

1c1t of $4,601.22 was recorded; a small profit was made 

during the next few years and in 192?, 1928, and 1929 

profits were between $2,000 and $3,000, and no profits are 

mentioned after 1929.3 While no losses are mentioned 

either, the decline in the gross sales as well as the 

gross assets clearly tells of the struggles of the "de

pression" thirties. 

Change .E!2!!! ~.!!.!!. _!2 Automobile Trucks and Trailers 

In attempting to understand the financial downfall 

expressed above, the first thing to consider is wagons. 

The average price gradually rose from $65.00 in 19154 to 

l. Minutes of the Board Meeting, February 3, 1927. 

2. Ibid., February 2, 1939. 

3. ~-, 1918-1939. 

4. Sale Book of Wagons, July, 1915. 
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$100 in 192o.1 The ~ale of wagons rose from 248 in 19151 

t~ 350 in 1920, prob~bly due to the prospe~ity of the 

farmers during the war, dropped to less than 300 1n 192~, 

and 200 in 1930. 2 Thi_s decline between 1920 and 1930 was 

probably due to two _major factors, the depression of the 

farmers after the war, and the introduction of a new type 

of farm wagon. This new type of farm wagon was introduced 

as a result of two factors. In the first place the de

pression gave the farmers less money to spend. Also, many 

of them ·were buying automobiles; consequently they bought 

!ewer and wanted oheaper wagons. In the second place the 

use of automobile trucks to haul their produce to market 

made the old high wooden wheeled wagon less necessary. 

The high wooden wheels caused it to pull easier due to a 

flatter surface against the ground than would be true of 

a low wheeled vehicle, and its height made it easier to 

roll over obstacles or holes that might be in the ground. 

This ease of travel was particularly important on the long 

haul from the farm to market. 

Since a cheaper wagon was desired by many farmers and 

ease of pulling was less important, a new low metal 

1. Sale Book of Wagons, 1915. 

2. The number of wagons given in 1920, 1925, and 1920 
are rough estimates. There is no record available 
and the writer was forced to rely on the memory of 
the present manager and secretary who was secretary 
at that time also. 



66 

wheeled wagon called a truck was introduced to th~ trade. 

This truck had been manufaotured and sold to the Empire 

Mtg~ Co. to be shipped South and abroad as early as 1906. 

However, it was not sold 1n any large quantities in the 

vicinity of Quincy until 1914 and later. 

The wheels of this vehicle were or metal and were 

produced in mass by such companies as the Eleotric Wheel 

Co. or Quincy, Illinois, which manufactured most of those 

used by the Xnapheide Oo. A comparison of costs shows 

the metal wheels costing an average of $4.00 per wheel 

and the wooden wheels $10.00 per wheel in 1920. 1 This 

resulted in a saving ot •24 on the wheels alone. In addi

tion, a cheaper wagon box was placed on the truck, which 

resul~ed in the saving of another $4 or $5. Consequently 

a truck would sell complete for around $68.50, whereas a 

wooden-wheeled wagon sold for $100.00. The popularity of 

these trucks is shown by ·the faot that they outsold wagons 

between 1920 and 1930 by over a hundred a year, in 1920, 

2 
450, in 1925, 400, and in 1930, 375. 

In addition the Knapheide Co. attempted to meet the 

changing times by producing ~utomobile truck bodies and 

trailers. This business was embarked upon slowly as the 

1. Invoice Book, 1920, July 24, August 10. 

2. Again these are estimates. The sale of wagona contin
ued to decline and in 1938 the firm ceased making 
wagons of any kind. 
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demand arose. Grain bodies and stock racks were early in

troduced and were fairly standardized. The price of the 

former ranged from $45 for a small cheap body to flt a 
u 

Model T Ford to •200 for a 12 1 by ? 1 combination body to 

tit a 157M wheelbase Chevrolet. 1 The combination body had 

top boards which gave it greater capacity and a stock rack 

so that it could be changed to hauling stock when desired. 

The smallest and cheapest stock rack sold for $45. 2 From 

there they ran up to the $200 Job noted above. The average 

price tor a combination grain body was $87.50. 3 The aver

age price for a stock rack was il50.oo.• At least one 

hundred and forty ot the former and thirty-five ot the 

latter were sold 1n 1938. 5 Besides the above two bodies 

tor the farm trade, express bodies, ~akery bodies, van 

bodies, and coal and ice bodies were manufactured for the 

commercial trade. Whereas the former were rather well 

standardized, the latter were almost entirely custom built 

jobs and the prices vary accordingly. 

While again figures are not available to show the 

proportion of each type of body produced, the farm trade 

1. Invoice Book, 1931, January 10. 

2. Ibid., January 31. 

3. ~., January 28, 1930 - January 31, 1931. 

4. Ibid. 

5. Ibid. 



68 

tended to decline and the oommercial trade to increase. 

During the 20 1 s these bodies were built almost entirely 

or wood; beginning with the 30 1 s, the firm made a compo

site body or wood and steel. However just as the auto

mobile manufacturers decided on all steel bodies, so did 

the Knapheide Co. decide that if they were going to stay 

in this kind of business they would have to go to the all

steel body. This was a difficult step to take, involving 

several thousands of dollars worth of new machinery, in

cluding three electric welding outfits, a large inventory 

of steel and iron, and equally as important and perhaps 

even more difficult to attain, a new technique. However 

the change was made definitely in 1938, the business grew 

slowly, -and for 1941 it le expected to produce a volume 

of over $100,000, or one of the largest in the history of 

the company. 

As the wagon business dwindled the 30 1 s almost 

to the vanishing point, and as the company found its auto

mobile truck and trailer body business growing, it was 

increasingly felt that the name "Henry Knaphejde Wagon Co.' 

was a distinct drawback, and so in 1937 the name was 

changed to the II Knapheide Mfg-. Co. 111 

Besides the change to automobile truck and trailer 

bodies, the Knaphe1de Co. attempted to adjust itself to 

l. Minutes of the Board Meeting, February 5, 1937. 



69 

the ditterent times by going into the Jobbing business 1n. 

1918. Among the things they Jobbed were straw spreaders, 

limestone spreaders, overload springs, dump bodies, and 

even washing machines, and their various parts. Some ot 
) 

these were dropped trom time to time and others added. 

'rhis business amounted to some $20,000 in 1920, 1 tl0,469.7'2 

1n 1925, 2 1527.21 in 1931,
3 

and $10,703.93 in 1938.4 

In addition the repa!.r business has been continued 

even down to the present time. This business amounted to 

_.,2?9.05 in 1919, 5 $5,798.31 1n 1923,6 $2,966.02 1n 1931, 

and ~.2~.52 in 1938.8 

Agencies~ Credit 

Agencies have been continued through this last period 

also. A.a change is found in the other fields during th1s 

period , so is it found in agencies. By 192-0 agencies are 

found i n at least twenty-eight towns and villages 1n Illi

noi s, t wenty- n1.ne l n lilssour1, and one in Iowa. 9 

l . 

2 . 

• 

s. 

"· 
8 . 

s. 

lilnut es ot the Boa..1'"d Keet1 ng , February 5, 1937. 

Invoic e Book, Octob~r 9, 1919 - October 13, 1920--an 
es. ti.Blai e. 

JIU.nut.ea of the Boa..r-d Jue t 1r.g , f ebruar,. 4, 1926 • 

ri!U.d .• , - ? e o !"Ulll'"J' i , 1S32_. 

~ , Fe M"UaJ7 2 , 1939 . 

D d . ,, Fe' M.18.!"1 4, l.SU . -
~ - , Fe~ 2 

' 
l.93:Z . 

!t1~ .. , Fecrwt..~ 2 t 193!9 . 
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It will be remembered that about 1910 agents began buying 

wagons at a net price and selling them at the best price 

they could get 1n the community. This policy was con

tinued. However, the agents who sold the item jobbed by 

the Knapheide Co. were paid on a commission basis oij parts 

which amounted to forty per cent. 1 New equipment 0 1nclud

ing that manufactured by the firm was billed net. 

With the beginning or the automobile truck and trailer 

business, there was a gradual shift in agencies. Whereas 

the wagon agents had been made up of all kinds of people, 

the new agents were entirely automobile agencies. The 

old agents tended to have an exclusive territory but there 

was no closed territory for automobile agents. Not only 

were more-·than one automobile dealer in a town or city 

allowed to sell Knapheide bodies and equipment; they were 

very definitely encouraged to do so. And ao we find sev

eral cities and towns where there is more than one dealer 

putting Knapheide equipment on his truck chassis. 2 Again 

practically all new equipment was billed net. Occasion

ally a body would be sold direct and would not be handled 

by the dealer at all. On such s,ales the dealer was al

lowed a twenty per cent commis~ion. 3 On parts he was 

1~ Invoice Book, October 9, 1919 - October 13, 1920. 

2. Invoice Book 1930-31. Dealers were found in at least 
twenty-nine towns and cities .in Illinois, ten in Mis
souri, and one 1n Iowa. 

3. Invoice Book, January 38, 1930 - January 31, 1931 -
January 24, 1930. 
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allowed the same commission ae above. There was one 

change which benefited the Knapheide Co. very much. In 

the days of wagons, notes were given for the wagon and the 

company had to wait for 1ts money, but the financing of 

automobile trucks by finance companies meant that the 

bodies and equipment were included 1n the financing and 

consequently the Knapheide Co. got its money at once. 

The value of this change 1s seen in the comparison of two 

years, both disappointing from the standpoint of business. 

In 1922 accounts receivable were $4,260.48 and notes re-
l ceivable $1,453.40, total $5,713.88; ten years later, 

1932 accounts receivable were $2,802.oo, 2 and no notes re

ceivable are listed. While the business of the latter 

year was ·oons1derably less than the former, stlll it does 

~how improvement in money outstanding. 3 

Labor 

During this period the labor policies of the company 

remained the same a~ those during the preceding period. 

No labor union haR as yet made its appearance and the 

present management is as much opposed to one as the 

l. Minutes of the Board Meettng, Febr1Jary 2, 1922. 

2. Ibid., February 2, 1932. 

3. Here again the absence of adequate records makes it 
difficult to draw an accurate picture. In addition 
to the above comparison we have the word of the 
present manager that there has been very marked im
provement. 



preceding one. However, since the passage of the Wagner 

Act they cannot legally prevent the men from organizing 

one. Henry Ford was greatly admired by the officers of 

the firm for his long opposition to labor unions. How

ever even that stronghold has now been unionized. Sixty 

hours continued to be the standard week's work until the 

passage of the Federal Fair Labor Standards Act in 1938 

which required the reduction of hours to forty-four the 

first year, forty-two the second year, and forty the th1rd 

year. Under th1s act the men receive time and a half for 

over time. This has worked a serious hardship on this 

small firm whose business is necessarily seasonal and it 

is extremely difficult to put on extra men with sufficient 

skill- and technique during rush see.sons. 

The increased taxes of the New Deal, both regular and 

those for social insurance, came at a time when the com

pany could least afford to· pay them. Consequently we 

find the officers bitter opponents of the New Deal. 

However~ as a review or wages will show, the firm 

did not cut wagl3s materially at all during the disastrous 

thirties. While men were of neoessity la1d off, the older 

men and the married ones were the last to go. In refuta

tion of the ott repeated contention that there is no place 

1n industry for men over forty, almost half of the men em

ployed in the Knaphe1de Co. are over forty and before t he 
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large increase in business 1n the winter of 1940-41, all 
1 but two or three men were over forty. 

The increase in the cost of living during World War 

I was followed by an increase in pay, both hourly and 

weekly, in the ltnapheide Co. By 1918 th~ foreman was 

making slightly more than 40¢ an hour, or $25 for a 

sixty-hour week. Two men received 36¢ an hour, ten men 

30 to 36¢, nineteen 25 to 30¢, and only one, a helper, 

was receiving less than 25¢, his pay being 15¢ an hour. 

Four men received between $20 and $25 per week, eighteen 

between $15 and $20 per week, three between $10 and $15, 

and five less than $10 per week. Thirty-three men re

ceived a total of $505.95 or an average of $15.33 for the 

week.2. 

Keeping pace with the inflation of the next four 

years, hourly and weekly wages continued to rise, while 

the depression cut business by two-thirds and profits dis

appeared entirely. In August, 1922, the foreman received 

55¢ an hour, three men 40¢ or over, twelve men 30¢ or 

more, and only one man 25¢. T\vo men, including the fore

man, averaged between $30 a~d $40 per week, two between 

$20 and $30, ten between $15 and $20, and only three under 

1. Statement to the author ~y the present manager of 
the firm, June 2, 1941. 

2. Pay Roll Book, 1911-22, August 10, 1918. 
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t].;5. Seventeen men reoeiT d a tot tor 

week•s •'Ork, or an. average ot slightly un r 

week. 1 These wages compare very favorably with 

tional average 1n the 1u1.gon 1nclu.1tr1 ot el1 

$1,100 per year. 2 
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and t22. 1 The foreman had been raised back to 55¢ an hour 

by 1940. 

A rather general raise of 5¢ per hour was voluntarily 

extended to the employees July 1, 1941. Under the new 

wage scale the foreman will receive 62½¢ per hour, welders 

60¢, layout man 60¢, woodworkers 50¢, and helpers 35¢ and 

40¢. The pay roll will run about $500-$550 for twenty men 

for a full forty-hour week, plus time and a half for over

time. 2 

Raw Materials~ Supplies 

During this last period lumber continued to be bought 

from small firms located within a radius of forty to fifty 

miles. A few examples will suffice. In Illinois a few 

representative tow~s were Golden, Mt. Sterling, W1ncheste~ 

Libe~ty, and Camden; in Missouri, Ashburn, Maywood, St. 

Patrick, LaBelle, Taylor, .Whiteside, and Williamstown are 

among those mentioned. 3 Oak and hickory tongues and axles 

were t65 per Min 1920 and advanced to t?2.50 per M by 

1928. 4 Plank lumber of ash and maple was $30 per Min 

l. Pay Roll Book, 193?-40, .' October 4, 1940. 

2. Statement made to the ··author by the present manager 
of the firm, July 5, 1941. 

3. Lumber Purchasing Book, 1920-1930. 

4. Ibid., March 31, 1920, December 16, 1924, February 9, 
ffls, April 30, 1930. 
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19241 and t45 per Min 1926. This lumber was all eeleot 

lumber and demanded a higher price than ordinary run lum

ber. It was usually inspected on the spot by either the 

foreman or one or the otrioers of the knapheide Co. By 

193? the demand for local lumber caused the price to go 

higher than for the same quality of lumber shipped from 

the South. The southern lumber also seemed to be more 

immune to worms and other inseots. 2 Consequently since 

that year little lumber has been bought locally. 

One other change is worth noting. Not one single in

voice after 1920 mentions a wagon being taken as part pay

ment. 

Conclusion 

The parallel between the Knapheide Wagon Co. and the 

wagon industry as a whole is worth noting. The Knapheide 

Co. started as an as sociation between two skilled work

men, a wagon maker and a blacksmith; ~ith little or no 

capital, as did practically all of the other firms in the 

wagon industry. It kept pace with the curve upward of the 

wagon industry as a whole until 1909 and then :followed 

that curve downward to the depths of despair in 1931. It 
.. 

- was one of seventy-five still doing business that year. 

1. Lumber Purchasing Book, l920-30, March 3, 1924. 

2. Statement made to the author by the manager of 
Knapheide Mfg. Co., June 5, 1941. 



77 

In other words it rode the crest of a wave and when the 

bubble burst round itself facing a very dismal future. 

The wagon industry as a whole both influenced and was 

influenced by the expansion of population into the Middle 

West and Far West. Without wagons this expansion would 

have been virtually impossible because until the middle of 

the nineteenth century brought the railroad, no other 

means of transportation existed except the waterways. 

Even after the coming of the railroads, wagons were abso

lutely necessary to haul the products of farm and factory 

either to market direct or to a railroad station. On the 

other hand the wagon industry was made possible by the 

expansion of the population. As the latter grew in the 

Midd.le--·and Far West the demand tor wagons grew and the in

dustry as a whole expanded, including the company under 

discussion. 

The Knapheide Co. was clearly affected by both wars 

and depressions. The total volume of business was very 

seriously out down by the depressions of 1873, 1922, and 

1929. On the other hand the price of wagons was very 

definitely raised by the two major wars in which the 

United States was engaged ~uring the period under d1s

cuss1on: namely the Civil War and World War I. 

The history of the Knapheide Co. clearly demonstrates 

the ability of a small corporation to adjust itself t o 
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changing cond1t1ons. In malting the changes which later 

proved sucoesstul, the managers of the firm showed resil

ience, initiative, and foresight. At each stage when new 

methods were needed the younger men in managerial posi

tions were able and willing to adopt them. How~ver, 1t 

should be clearly pointed out that it was only the strong 

t1nanc1al backing of many thousands of dollars which car

ried the company through the last depres s ion and placed it 

on the first rung of the ladder of success with a new 

produot--truck bodies and trailers. 

The labor policy was consistent throughout the almost 

one hundred years of the history of this venerable firm. 

Unions were consistently resisted, but the men were 

treat~d fairly and even kindly at times, paid wages as 

good or better than average, and considered by successive 

managers of the firm as their friends as well as employees. 

The parallel between the firm today and ninety-three 

years ago is interesting. Then it was a new venture with 

little or no capital, wagons were made only on order and 

were custom built. Today 1n 1941 the assets of the firm 

have been reduced to a m1nim~m, it is practically a new 

venture, the truck bodies and trailer bodies are virtu

ally a.11 made on order and are practically all custom 

manufactured. The only exceptions are grain bodies and 

stock rack bodies. 



Is the JCnaphe1de Mfg. Co. going to repeat t h e l1 s to r y 

of the Xnapheide Wagon Co. and r1de t he crest of a new 

ere 1n the field of tre.nsportat1on? Only tim€ can t ell 

the answer ~o that, but the author most sincerely wishes 

it good fortune. 
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