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PREFACE

From the time the bicycle first appeared in the United
States in 1865, until 1893 when the economy of the country
went into a depression and the safety bicycle gained a
footing in America, the bicycle underwent enormous changes
and had profound effects on society.

The period from 1865 to 1871, the velocipede era, 1is
important because it was the first time that the population
took the bicycle to its heart, creating a mini-craze in 1869
when veloclpede fever spread over the country. But the
fever was quickly dissipated, leaving an uncertain future
for the bicycle.

When the velocipede died, it did not take to its grave
the bicycle or the tinkerers and inventors who saw a chance
to enhance the two-wheeled, self-propelled machine and make
it more acceptable to the public. The major aspect of the
1871 to 1876 era, the period of the growth of the ordinary
bicycle, was the continued technological change that altered
the velocipede's design into the ordinary, the most popular
bicycle of the time period covered in this thesis.

The reign of the ordinary, from 1876 to 1887, saw the
bicycle become firmly implanted in the United States. The
first manufacturing plants were built, organizations and
clubs were 1lnstlituted to further the cause of the cyclist,
leglslation was enacted to'protect cyclist rights, and

technological changes made the ordinary a light, all-metal



machine,

Between 1887 and 1893 the ordinary bicycle began to
lose its appeal to the riding public as the safety blcycle
took shape and set the stage for the golden era of the
bicycle, the years 1894 to 1900. The safety bicycle appealed
to a larger population--men, women, and children--thereby
creating increased demand and support for it. The safety
encouraged social changes, acted as a catalyst in the
women's liberation movement, gave structure to the
automobile industry that was to follow, created a
psychological frame of mind that permitted individual
transport as a concept, and drastically altered family life,

During the 28-year period of this study, the bicycle
affected many aspects of American life., A perusal of the
bibliography after each chapter (except Chapter I, which has
no annotations) of the 254 articles gleaned from the
research of the 27 magazines in this study provides
discernable patterns of thought about the bicycle: women,
economics, transportation, organizations, clubs, legislation,
literature, poetry, health, medicine, religion, morality,
recreation, technology, safety, advertising, military, arts,
music, and roads. Almost no part of American life was
untouched by the bicycle.

In the period immediately after the Civil War, public
affluence and improvements in presses and printing encouraged
a boom in magazines. This boom aided the growth of the

bicycle, giving the machine a forum for its uses and abuses,



its values and detractions, its whims and purposcs. By
perusing the magazines of the period 1865 to 1893, one sees
them as mirrors of society, personal but representative
emotional responses and interpretations of contemporary
impulses of the times. As the bicycle grew in use and in
demand, the magazines recorded these nuances and added their
own interpretations of what the bicycle meant.

The bicycle spans the post-Civil War period and
America's interest in the application of technology. When
the bicycle was first introduced into the United States in
1865 by Pierre Lallement, there was no bicycle industry.
Within 15 years the country had several bicycle manufacturers
and hundreds of bicycle clubs, numerous books had been
published, and several bicycle magazines started, some to
survive, but most to live a short life. Within 28 years the
bicycle had undergone three significant changes--from
veloclipede to ordinary to safety--and each time it created
more popular appeal and incited new changes to make it more
conducive to use as a means of transport, be it utilitarian
or recreational.

During this period the bicycle laid the groundwork for
numerous other activities that would emerge much larger and
more significant for the American people. The bicycle
industry became the model for the manufacture of the
automobile, used the first assembly lines for production of
vehicles, created agents or dealers to sell machines, and

utilized advertising in innovative manners. The bicycle



also gave the public a means of individual transportation, a
quick, relatively easy-to-use, and cheap form of moving from
place to place, an idea heretnfore thought impossible.

The period from 189% to 1900 has been thoroughly
discussed in bicycle literature. Bicycle history immediately
following the Civil War and before the bicycle's golden age
in the mid- to late-1890s has been neglected in favor of
studying the more glamorous mid-1890s era., This thesis is
an attempt to bridge this 28-year gap. If one looks at the
number of articles written from 1865 to 1893, one sees that
the growth of the bicycle was slow at first, picked up
somewhat in the 1870s, and increased considerably in the
1880s and early 1890s., By 189% bicycle literature began to
flourish,

The quiet bicycle revolution bullt steadily from 1865
to 1893, culminating in the craze of the 1890s. 1In order to
have an appreciation of what happened to bicycling in the
1890s, it is imperative for one to have a sound understanding
of what took place in the 28 years prior to that golden era.
This work is a 1little light shed on those years,

In my travels to various libraries and museums, in
talks with numerous individuvals, and through research, I
discovered that there was no one place a person could go to
study the bicycle. This led me in 1978 to found the
bikelibrary, a research library on bicycles and bicycling,
to provide a place where individuals can find information

about any aspect of the bicycle.



In trying to make the bikelibrary the best possible
research center, I have talked with historians, librarians,
teachers, writers, governmental agency heads, bicyclists,
and others interested in bicycles and bicycling, and one
idea comes across repeatedly: there is no tool to help find
information on bicycles in its infancy in the United States,
1865 to 1893, This thesis is an aid to those seeking
information during this developmental stage of bicycling.

The scope of this initial effort is 1limited. I went
through 27 American magazines (see Appendix A) housed at the
Emporia State University library that were not on microfilm.
Those 27 magazines were held in 495 volumes and included
more than 300,000 papes. I scanned every page looking for
key words and artwork relating to bicycles and bicycling. I
noted the date of each find and logged the subject content
in a subject-magazine matrix (see Appendix B) and a subject-
year matrix (see Appendix C), which allows the researcher to
scan quickly a particular year or magazine to see what
subjects were covered.

I chose magazines to scan for two reasons: (1) my
undergraduate degree is in journalism with an emphasis in
magazines and T wanted to study this area in greater depth,
and (2) magazines hold up a mirror to society and present
representative responses and interpretations of contemporary
impulses of the times in which they were written. Magazines
furnish an invaluable historical source of the times and

record the nuances of popular taste. Historlans and other



researchers must look to the old weekly, monthly, and
quarterly magazines to discover what men and women were
doing, thinking, and feeling about the bicycle.

There are many people who have given me comfort, aid,
encouragement, and gulidance throughout the duration of this
study. They include, but are not limited to: my family,
for thelr caring; Dr. Joe Fisher, whose thoughtful advice
and approach to teaching has given me much inspiration;
Andy Kuhn, who friendship and support have meant much to me
in my personal and professional endeavors; Steve Hanschu,
whose diligent and tireless work at the E.S.U. library made
my task that much easierj; and Heather Korb, to whom this 1is
dedicated, my comrade in the worst as well as the best of

times.
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Introduction

1493-1865: In The Beginning

Crude as the Draisienne now appears it enjoyed
wildespread popularity among the wealthy in
Germany, Great Britain and the USA.

~-Frederick Alderson in
Bicycling, A History

Astride a Draisienne, 1819



Leonardo da Vinci was one of the first engineers who
tried to find gquantitative equivalents for availlable forms
of energy. He compared the human body with a mechanical
system, as a reflection and an extension of each other. His
interest in maximum efficiency of muscle power 1is
understandable: it was the only motor he could use in his
flying machine and his bicycle.

Pompei Leoni, in the 1500s, glued many loose pages of
da Vinci's works onto the large pages of an album that has

come to be known as the Codex Atlanticus. Leoni, a

sculptor, paid no attention to the drawing of the bicycle
that represented not a physically existing object but an idea
still gestating. The idea was so impressively ingenious that
Leoni could not grasp it. But to him goes the credit for
preserving this sheet from destruction.l

The restoration of da Vinci's Codex Atlanticus in the

early 1970s revealed for the first time the reverse side of
numerous pages that had been pasted to mountings for the

past 400 years. On page 133 in the upper right-hand corner
is a drawing of what can only be defined as a bicycle. The
drawing, dated 1493, shows a far more advanced bicycle than

the early draisiennes or hobby horses of the beginning of

1Augusto Marinoni, "The Bicycle," in The Unknown
Leonardo, edited by Ladislao Reti (New York: McGraw-Hill
Book Co.,, 1974), p. 288; Larry Bonura, "Leonardo's Bicycle,"
Bicycling News Canada #13 (Winter 1981), p. 1l4; Robert
Wilkinson-Tatham, Cycles in Colour (Dorset, England:
Blandford Press, 19¥85 p. 9; Paul Dempsey, The Bicycler's
Bible (Blue Ridge Summit, Pa,: Tab Books, 1977), pp. 9-10.




the nineteenth century.

The two wheels were drawn with a compass which opened
slightly while completing its rotation. The rims of the
wheels with eight spokes are colored red and brown to
imitate wood, The chassis is entirely horizontal with two
gears to hold a chain, but only one gear is well defined.
Against the back hub are propped the braces supporting a
large saddle that has a third point of support at the center
of the chasslis. The handlebar 1s in a "T" shape and 1is
connected to the front hub by two arched and probably
flexible rods. To prevent these parts from rubbing it, the
wheel is provided with a guard. To the center of the chassis
is fixed a gear wheel with large wooden teeth, of cubic
rather than pointed shape. It is not clear from the drawing
how the front wheel can be steered. And the draftsman drew
the machine with disproportionate pedal lengths and the
transparency of the wooden-toothed wheel makes the rim
appear to be without supporting Spokes.2

This drawing of a bicycle, not dissimilar in design . to
the safety bicycle of the 1890s, probably was executed by
Salai, da Vinci's pupil, model, and servant. There are
drawings elsewhere on the page that indicate that the artist
was Salai, who probably copied his master's drawing. It is
doubtful that a boy of 12 or 13 years of age had the
formidable foresight to anticipate today's bicycle by 400

2Marinoni, “The Bicycle," p. 288.



years. The extraordinary vision displayed by the creation
of a vehicle that must be balanced on two wheels while in
motion, and the advanced mechanical concepts primitively
rendered, force the viewer to conclude that the drawing in

Codex Atlanticus is actually a copy of someone else's work,

presumably da Vincit!s. The model used for da Vinci's
original drawlngs might have resembled the modern safety
bicycle still more than the drawing of the youthful Salai.3
Da Vinei's bicycle design was not just a general
approach. Besides his basic idea of two wheels in tandem
with a chain drive, da Vinci generated specific solutions in
later works, In his drawings he developed roller- and ball-
bearings for use in the power transmission unit, articulated
chain-1links for the drive machinery, and designed a variable
speed gearing device, an ingenious forerunner of the modern
automobile transmission and its relative, the derailleur.,+
It was almost 300 years before the first actual models
of the bicycle were produced. The early bicycle-like
machines lacked pedals, chains, and handlebars, all of
which da Vinci had incorporated in his model drawing. Some
bicycle historians give credit to Chevaller de Sivrac for

the first known bicycle.s He was said to have ridden his

3Bonura, "Leonardo's Bicycle," p. 14,

l+Ibid.; Marinoni, "The Bicycle," p. 288.

SThose giving credence to de Sivract's claim include:
James Wagenvoord, Paul Dempsey, Donald Berkebile and Smith
Hempstone Oliver, Frederick Alderson, C. F. Caunter, Bruce
L. Balshone, John Wilcockson, Seamus McGonagle, Baudry de



celerifere in the Palals Royal gardens in Paris in 1791.
His two-wheeled "wooden horse" consisted of a rough wooden
bar supported on two sizeable wheels and carrying a padded
saddle. The rider propelled it by thrusting his feet
alternately against the ground. The major drawback to the
celerifere was its rider's very limited control of direction,
the front wheel being rigidly attached to the frame and its
having no swivelling action.6
In 1978 Russell Mamone declared that de Sivrac's
celerifere was unrideable and outlined his investigation
that disproves that de Sivrac invented the first bicycle.
Mamone found that none of the leading bicycle museums have

celeriferes in their collections, In a review of the

literature, he finds that most people accept the view of

Saunier, Stephen and Sybil Leek, and Robert A, Smith. Arthur
J. Palmer accepts the de Sivrac clalm but subordinates it to
Karl von Drais's claim. Russell Mamone, Frank Schwinn, and
Jacques Seray support the ldea that von Drals, not de
Sivrac, invented the bilcycle,

6Wilkinson-Latham, Cycles in Colour, pp. 1l1-12; Dempsey,
The Bicycler's Bible, p. 10; Frederick Alderson, Blcycling:
A History (New York: Praeger Publishers, 1972), p. 12;
Donald H. Berkeblle and Smith Hempstone Oliver, Wheels and
Wheeling: The Smithsonian Cycle Collection (Washington, D,
C.: Smithsonian Institutlon Press, 197%), p. 1l; James
Wagenvoord, Bilkes and Riders (New York: Yan Nostrand
Reinhold Co., 1972), p. 39; John Wilcockson, Bicycle: The
Total Illustrated Guide to Bicycles and Bicycling (New York:
Butterick Publishing, 1980), p. 20; Bruce L. Balshone, Paul
L. Deering, and Brian D. Mcéarl, BicXcle Transit: Its
Planning and DesiEn (New York: Praeger Publishers, 1975), p.
3; Robert A. Smith, A Social History of the Bicycle (New
York: American Heritage Press, 1972), p. 3; Sybil and
Stephen Leek, The Bicyecle: " That Curious Invention (Nashville,
Tenn.: Thomas Nelson, Inc., 1973), p. 25; and Seamus
McGonagle, The Bicycle in Life, Love, War and Literature (New
York: A. S. Barnes and Co., 1969), pp. 2-k.




Baudry de Saunier's Histoire de la Locomotion de Terristre

that asserts de Sivrac's invention. But Mamone claims that
recent investigations prove that the celerifere did not
exist and would have been unrideable, and therefore
expresses doubts as to the validity of de Sivrac's claim.7
Baron Karl von Drais of Mannheim, Germany is generally
credited with the invention of the true predecessor of the
bicycle. In 1817 he invented a machine of practical use.
The Baron, besides being an engineer, was the chlef forester
for the Grand Duke of Baden. Von Drais found his machine to
be useful in traversing the forest land under his
supervision. The machine, called the draisienne, had a
triangulated wood frame, a front wheel that could be steered
by the rider, a padded saddle to make the experience more
comfortable, and an arm rest that allowed the rider to push
his feet against the ground with considerable power, The
draisienne had no pedals.8
Von Drais was granted a German patent for his

draisienne in 1818, 1In 1819 he took his machine to Paris,

where he obtained a French patent and the machine acquired

7Russell Mamone, "French Investigation Disproves de
Civrac Invented Bicycle; 'The Boneshaker'! and an Experiment
Establish Karl von Drais as Bicycle Inventor," The Wheelmen
#13 (December 1978), pp. 17-19; Russell Mamone, "Footnotes
to the Sto of the Celerifere," The Wheelmen #1 (May
1979), po °

8McGonag1e, The Bicycle in Life, p. 47; Smith, A Social

History, p. 4%; Wilcockson, Bicycle, p. 20; wagenvoord Bikes
and Riders, p. 35.




the name velocipede, a term that continued in use until
about 1870 when the word bicycle came into use. Although
the draisienne had been mentioned in German newspapers in
1817, it was first demonstrated in public in Paris where it
attracted some attention. A contemporary newspaper wrote
that the draisienne "can never be of any real utility
because it could only be used in a garden or on a well kept
road." The Baron was not to be deterred. He gave other
demonstrations of his machine, the most convincing being in
Germany, where newspapers reported that he cut two hour
journeys on foot to a single hour when riding.9

Von Drais's performance on the pathways showed that the
machine could, by standards of the day, be easily propelled
and controlled, and it indicated that an individual could
probably make long Journeys astride the draisienne at a
better speed than could be gained by walking, Improving on
walking was the measure of success and potential, for at the
time the only alternative to walking was riding on a horse
or behind a horse in a carriage or wagon. One source claims
that the "swiftness with which a person well practised can
travel is almost beyond belief, 8, 9, and even 10 miles may
10

be passed over" in an hour.

Crude as the draisienne now appears, it gained rapid

%Wilkinson-Latham, Cycles in Colour, pp. 12-13;
Berkebile, Wheels and Wheeling, p. 1.

10archibald Sharp, Bicycles and Tricycles: An Elementary
Treatise on Their Design and Construction (18963 reprinted
ed., Cambridge, Mass.: The MIT Press, 1977), p. 147.




popularity in France and England, where it was known
variously as a draisienne, swiftwalker, hobby horse, or
dandy horse. Denis Johnson, a London coach maker, copied
the machine and patented it in 1819 in England as the
pedestrian curricle.11
Johnson's machines featured adjustable seats, improved
steering, and dropped frames for lady riders. But the
draisienne was viewed solely as a pastime rather than as a
practical means of transport for ladies, and distance and
endurance efforts remained exclusively for men, Within
months there was a report of a draisienne rider-pusher
making the 23-mile trip from Beaune to Dijon in less than
two and one-half hours, an average speed of more than nine
miles an hour. The first accessory, an odometer, was fitted
to a draisienne's rear wheel in 1825.12
Johnson also opened riding schools for training
draisienne riders. Not content with manufacturing and
selling draisiennes and teaching the new owners, Johnson
also hired out machines to those who could not afford to buy
them. The riding academies, which were opened in France and
Germany as well, were established to teach the fine points

of balance and management, and soon many riders were seen in

the streets and parks about London; yet the pastime declined

perkebile, Wheels and Wheeling, p. 33 Wilkinson-
Latham, Cycles in Colour, p. 13.

12Dempsey, The Bicycler's Bible, p. 11; Wilkinson-
Latham, Cycles in Colour, p. 133; Wagenvoord, Bikes and
Riders, p. 36; Alderson, Bicyecling, p. 13.




almost as rapidly as it had arisen, and after the early
1820s draisiennes were rarely seen.13

The draisienne also spread to the United States. W. K.
Clarkson, Jr., of New York, was granted a patent for a
velocipede on June 26, 1819, but it is no longer known what
this patent covered for the records were destroyed in the
Patent Office fire of 1836. There is no evidence that the
sport gained much popularity in the United States, yet it is
known that 78-year-old Charles Willson Peale, the noted
American portrait painter, was an enthusiastic rider of one
in 1819.1%

Interest in the draisienne and foot-propelled machines
dwindled and by the late 1820s and early 1830s there were
exceptionally few in use and even less interest in developing
the idea of two-wheeled travel. Most of the inventors of
this period were channelling their ideas into three- and
four-wheeled horseless carriages. In 1839, however,
Kirkpatrick Macmillan, a Scottish blacksmith, produced the
first pedal-driven bicycle in a forge at Courthill in
Dumfriesshire.ls

13w11kinson-Latham, Cycles in Colour, pp. 13-1l;
Wagenvoord, Bikes and Riders, p. 38.

11"Oliver Jensen, "The Peales," American Heritage 6
(April 1955), p. 98; Alderson, Bicycling, p. 1%; Berkebile,
Wheels and Wheeling, p. 33 w1ik son-Latham, Cycles in

Colour s Do ll*‘c

lssharp Bicycles and Tricycles, p. 148; Dempsey, The
Bicycler's Blble, p. 113 Alderson, Blczcling, p. 20;
Berkebile, Wheels and Wheeling, p. %3 Wilkinson-Latham,
Cycles in Colour, p. 15,




10
Macmillan was a 29-year-old working for the Duke of

Buccleuch when he first had a close look at a draisienne.

It belonged to a local wood turner named Charteris,

Macmillan and fellow smith John Freeman decided to make

coples of the cycle for themselves so they could ride them

on the Duke's estate. He sketched Charteris's machine and,

rather than make an identical copy, Macmillan decided on

some refinements and on one great 1mprovement.l6
The refinements included a better designed frame of a

single plece of wood shaped high at the front, then

sweeping down and then slightly up again where the frame

forked to take the rear wheel. A saddle was fitted on the

downward curve and behind it, because of the larger size of

the rear wheel, a protector to stop the wheel from touching

the driver. The wheels were of wood and shod with iron

tires and had no brakes. The great step forward was the

fitting of pedals, or more correctly, treadles, Bars were

fitted to each side of the top of the frame beneath the

handlebars and descended to a sultable level and a footrest was

fitted to the bottom of the bars. These bars at the front

were connected with rods to cranks on the back axle. The

backward and forward movement of the treadles was transmitted

to the rear wheel and turned it.17

16Smith, A Social History, p. 5; McGonagle, The Bicycle
in Life, p. 11; Leek, The Bicycle, pp. 26-27; Wagenvoord,

[y

Bikes and Riders, p. 40,

17wi1kinson-Latham, Cycles in Colour, p. 16; Alderson,
Bicyeling, p. 20.
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The Macmillan pedal cycle, in spite of its cranks and

swinging levers, was probably set in motion by the draisienne
method. Once reasonable speed was obtained, the feet were
lifted from the ground, placed on the treadles, and worked
back and forth. Although the machine had steering it must
have been very slight. Any major movement would have
entangled the wheel with the treadle rods. But the pedal
cycle could be easily balanced and continuously pedalled by
treadle action, and had the refinement of both front and
rear axle running in brass bearings.18
Macmillan thought nothing of riding 14 miles from
Courthill to Dumfries and, on June 6, 1842 he set out on a
monumental Journey, for those days, from Courthill to
Glasgow, some %0 miles. Upon arriving in Glasgow he
immediately attracted large crowds. In the Gorbals, because
of the number of people who had turned out, he accidently
knocked down a small child. Fortunately, the child was not
injured but Macmillan was summoned to the local police court,
Hls defense was that the crowd mobbed him, but the judge was
unsympathetic and fined him for reckless driving. Wwhile
Macmillan was the first cyclist to officially run afoul of
the law, his niece, Mary Marchbank, 1s given credit for being
the first lady cyclist.l9

18w11kinson-Latham, Cycles in Colour, p. 173 Alderson,
Bicyeling, p. 21.

19Dempsey, The Bicycler's Bible, p. 17; Wagenvoord
Biki; and Riders, p. 3 Wilklnson-Latham, Cycles in Coiour,
Pe .
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Like so many men who were to become involved in the

development of the bicycle, Macmillan had ability as a
mechanic, engineer, and designer, and it took him only a
few weeks to make his improvements. He was the first to
discover that two wheels in tandem could be balanced and
P;opelled without touching the ground with the feet. His
'unpatented original 1839 model, more akin to the rotary-
shaft drive system of locomotive engines than to today's
chain-drive bicycle, was constructed with the materials he
had on hand. And being a blacksmith, he used heavy
materials; the end product was a machine weighing 67 pounds.
Yet, Macmillan anticipated the front wheel-drive velocipede
by about 20 years and the rear-drive safety bicycle by

almost 4O years.go

2Owagenvoord, Bikes and Riders, p. 40.




Chapter 1
1865-1871: The Velocipede Epoch

"Velocipedomania--Every student and every other
man seems to have velocipede on the brain."

--Yale Courant, Feb. 21, 1869

A velocipede
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1865-1871: History

The velocipede or "boneshaker" was the first machine to
be called a bicycle. As the first commercially produced
bicycle, the velocipede's lifespan was about six years.
During that period, the velocipede set the foundation for
the coming ordinary or "high-wheeler" bicycle, the first
machine popularly designated the bicycle.l

Robert Wilkinson-Latham describes a typical velocipede
made by bicycle manufacturers and local wheelwrights,
blacksmiths and coachbuilders: the front wheel was larger
than the rear and made from wood with an iron frame and
forks to both wheels and a saddle on a lighter back
connected to the rear hub that provided a small, if somewhat
inadequate, amount of suspension. A shoe-~type brake was
fitted to the rear wheel and, like coach brakes, was a block
of wood mounted on an iron bed and pivoted at the center.
This was connected to the handlebar by a plece of thin rope
or cord and the handlebars made to twist. When the
handlebars were gripped by the rider and twisted towards
him, this motion shortened the cord and pulled the wooden
brake block on the iron tire of the rear wheel. Propulsion
was direct by means of pedals fitted to the hub of the front
wheel. The large front wheel was designed so that a rider

could gain greater velocity without increasing his pedaling

lsmith, A Social History, p. 7.
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speed.2

Robert A. Smith describes the velocipede as consisting
of two iron-tired wooden wheels mounted one behind the
other, a front fork and handlebars to permit steering,
pedals on the axle of the front wheel, and a saddle fastened
to the wooden frame with a steel spring. The spring was not
very effective in absorbing the bumps, and the machine
deserved its popular name of boneshaker.3

Velocipedes differed slightly, according to Wilkinson-
Latham. Some had adjustable pedals that could be moved up
and down on the crank to suit the length of the rider's
legs. Others were equipped with foot rests to let the rider
raise his feet from the quickly revolving pedals as he sped
downhill, Many did not have front brakes.k

The velocipede was a series of inventions and ideas
that culminated in 1861. Wilkinson-Latham claims that the
first two-wheeled pedal-driven bicycle produced commercially
was made in Paris by Pierre and Ernest Michaux, father and
son, They conceived their prototype in 1861 from a
draisienne they were repairing for a Parisian hatter. After
several attempts, they arrived at the simple expedient of
fitting two cranks, one on each side of the hub of the front

wheel, and attaching wood pedal blocks to them to provide

°Wilkinson-Latham, Cycles in Colour, p. 170.

3smith, A Social History, pp. 5-6.

l"w:llkinson-Lat’.h,zann, Cycles in Colour, pp. 171-172.
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for propulsion,
There is dispute as to who deserves credit for the idea
of putting pedals on the front wheels. Some writers contend
that the Michaux family was the first to put the cranks on
the front wheels and pedals on the cranks. Other writers
maintain that the cranks were invented by Pierre Lallement,
who saw an early model near Nancy, France and perfected the
crank-pedal arrangement later when he went to Paris to work
for Michaux.6
Lallement, a mechanic in the Michaux firm, left the
firm in 1863 in great dissatisfaction at the general lack of
recognition for his part in the invention of the velocipede.
Pierre Michaux refused to recognize Lallement's part in the

design modifications, John Wilcockson claims. Following

SIbid., p. 19.

6Robert Wilkinson-lLatham gives credit to the Michaux
firm for commercially producing the front pedal-driven
velocipede but claims that Lallement probably beat them to
inventing the pedal-driven bicycle. John Woodforde gives
Michaux the edge to being the first to put pedals on a
bicycle's front wheel. John Wilcockson gives Pierre and
Ernest Michaux credit for the attachment of the pedals but
insists that Lallement played a considerable part in
improving the basic design. Robert A, Smith takes a middle
line. Archibald Sharp by-passes the issue by giving honors
to Kirkpatrick Macmillan, though prior to 1892 Gavin Dalzell
was the reputed inventor. Paul Dempsey claims that the
Michaux family thought of the idea and that Lallement
installed the pedals., Seamus McGonagle writes that
Lallement fitted pedals to the front wheel of a draisienne
and that the idea may have been his but gives Henry and
Pierre Michaux an edge by virtue of developing the idea into
a commercial product. S. S. McClure and Charles E. Pratt
give the edge to Lallement because Lallement took out a
patent on the idea whereas the Michaux firm did not. See
thesis bibliography for full references.
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further disagreements with the Michaux family, Lallement

traveled to America and moved to New Haven, Connecticut in
1865. As a New Haven resident, Lallement, with James
Carroll, obtained the first United States patent (#59915) on
improvements in velocipedes on November 20, 1866.7
vhen Lallement arrived in Connecticut he brought with
him the parts of two disassembled velocipedes. That fall he
cycled down shady streets and across the bridge leading to
the nearby town of Birmingham, Lallement was not deterred
by a fall he took or by being arrested twice for frightening
horses. Lallement and his partner, Carroll, could not sell
the design commercially in the United States. Lack of
capital drove Lallement back to Paris where he set up his
own veloclpede works in competition with Michaux. However,
he was too late to pose a real threat to his former
employer'!s enterprise. But Lallement left behind a mounting
fever that has come to be called the velocipede craze. When
Lallement departed, he took with him the only company
producing bicycles in the United States. Manufacturing
stopped and did not begin again until 1878 when the Chicago-
based St. Nicholas Toy Company and the Pope Manufacturing
Company, Hartford, Connecticut, started making bicycles.8

"Wilcockson, Bicycle, p. 21; Wilkinson-Latham, Cycles

_g Colour, p. 19; Charles E. Pratt '"Plerre Lallement and
g “Bicycle," Oouting and the Wheelman 3 (October 1883), p.
8

Smith, A Social Historx p. 63 Pratt, "Pierre
Lallement, n’ p. 8. ’
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It was at this time that people began to realize the

potential of the commercial exploitation of the new machine.
Seamus McGonagle writes that "if not bare-faced avarice,
then one of the milder forms of that side of human nature

began to assert itself." McGonagle continues:

But the Michaux's (sic] of Paris blazed
away! No time for argument and bad-
tempered mechanics. No time for petty
squabbles. No time for internicine (sic]
strife, There was money to be made.
This was the time of the steam engine,
the railways, and the great flush of
mechanical inventions in other fields.
Today's dream could become tomorrow's
fortune, This was the time of the
nouveau riche. And the nouveau riche
contributed to the popularity of the new
bicycle, the boneshaker.?

The Michaux family put the production of velocipedes
into a commercial adventure and by 1863 was producing 1h2
bicycles annually. By 1865 annual production was 400
velocipedes, In 1867 Michaux revealed the velocipede to the
public at the Paris International Exhibition, the showplace
for French industry. A year after the exhibition, in 1868,
and a year prior to the velocipede's re-introduction to the
United States, the Michaux factory near the Arc de Triomphe
saw 300 workers turn out 50 machines a day.lo

Even while Michaux seemed to have a monopoly, other

McGonagle, The Bicycle in Life, pp. 13, 1k,
loIbid., pp. 14-15; Wilcockson, Bicycle, p. 21.

P e v
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manufacturers sprang up all over France and elsewhere. 1In

France there were firms such as Oliver FrEres, Tribout and
Mayer, all of Paris, Truffault in Tours, and Rousseau in
Marseilles, Also in Paris was Michaux's arch-rival,
Lallement, who had formed, on his return from America, the
Ancienne Compagnie Vélocipédienne, implying in the name that
he was the first and oldest manufacturer,

Michaux's machine was not only popular in France, but
it was copied in Munich in 1862. Wilkinson-Latham suggests
that had Lallement stayed longer in the United States, he
may well have made his fortune, for what was termed by the
press as "velocipedmania'" seized New York and Boston in
1869. Manufacturers sprang up, riding schools were
established, and the patent office in Washington, D.C. was
beseiged with inventions. 1In 1869 there were 400 machines
awaiting examination for patents, and each week more than 80
applications were received for either new machines or for
improvements to existing patent.s.11

Rowley Turner, an agent for his father's firm, the
Coventry Sewing Machine Company, attended the Paris
exhibition and was so impressed with the velocipede that he
persuaded two Frenchmen to back him in starting his own
velocipede riding school, stores, and workshops. Turner
returned to Coventry in late 1868 and persuaded his father

and the two other directors of the sewing machine firm to go

11w11kinson-Latham, Cycles in Colour, p. 21.
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into velocipede production. James Starley, recognized as

the father of the English cycle industry, was the firm's
manager and saw the potential of the velocipede. In
February 1869 the firm changed its name to the Coventry
Machinists Company and started manufacturing velocipedes.
The firm had intended to export its products to France, but
the onset of the Franco-Prussian War in 1870 destroyed
interest in, and ruined, the French velocipede market, 12

Turner had been in Paris when it was beseiged by the
Prussians, but he succeeded in making his escape on his
veloclpede after the last train had departed. When he left,
he took several ideas back with him to Coventry--wire
spokes, tubular frames, and contracting hand brakes. The
English velocipede industry and cycle racing flourished in
1870 while all development in continental Europe had been
virtually eliminated by the Franco-Prussian War.l3

Prior to that war, public enthusiasm for the velocipede
had mounted throughout Europe. The first bilcycle race was
held May 31, 1868 in Parc St. Cloud, Paris. The event, a
1,200-meter sprint, was won by James Moore. The first road
race took place November 9, 1869 in France. The 76-mile
trip took more than 200 starters, including five women, from

Paris to Rouen. Moore, a 20-year-old English-born student

12Geoffrey Williamson, Wheels Within Wheels: The Sto

of the Starleys of Coventry (London: Geoffrey Bles, 19
pp-—%-’ - * ) ’ ’

L31bid., p. 48; Wilcockson, Bicycle, p. 26.
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in Paris, was the favorite to win this race, and he did, in

10 hours, 40 minutes for a 7.357 mph average. Moore's
velocipede was built by a Parisian cycle speclalist, Jean
Suriray, who put steel ball-bearings in both front and rear
wheel hubs, Additional aids to Moore, who finished 15
minutes ahead of two French cyclists, were rubber strips
mounted on the rims instead of the usual ironclad wheels.
wWhen the Paris-Rouen race was over there were 33 registered
finishers; finishing 30th was Rowley Turner.l'
The technical advances made by the French were
admirably illustrated at the first cycle show, held at the
Pre-Catalan, Paris, in November 1869, McGonagle writes that
the show probably had the same effect on onlookers as the
latest shiny models at the auto shows have on the young and
the not-so-young of today. Featured at the show were
machines with 1ight all-metal construction, wheels with wire
spokes, tubular frames, solid rubber tires, front wheel

brakes, spring-mounted front wheels, mudguards, and even

primitive forms of freewheel devices and change-cpeed gears,

These advances would not surprise a child
today, but it must be remembered that the

lL+Wilcockson, Bicyele, pp. 23-25; Wilkinson-Lathan,
Cycles in Colour, p. 233 "The Latest Parisian Whim:--
Velocipedes," London Society 14 (1868), pp. L4OW-Lllk;
"A Two-Wheeled Steed," Chambers's Journal 4 (1869), pp.
520-28?; g. S Cogan ; "Locomoﬁ%o?-épa?t and Presené,"
Harper's New Monthly Magazine 13873 p. 1723 "Our Steel
Horse," The Chautauguan ¥ (1884), pp. 553-52%; and Edward
Howland, "A Bicycle Era," Harper's New Monthly Magazine 63
(1881), pp. 281-286,
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motor-car had yet to come, and the
bicycle, therefore, was the catalyst of
technic%l innovation, both major and
minor.l

Details of the Buropean excitement were carried in
abundance in American periodicals. Coachbuilders and
wheelwrights in New York and Boston began making
velocipedes, and they had a thriving industry by early 1868.
One American firm, Pickering and Davis, New York, was even
exporting its machines to England. The velocipede craze had
started in the United States,

The February 1869 issue of The Gentleman's Magazine,

London, writes of the velocipede craze:

From our neighbours across the channel
[France] the furore [sic] migrated to our
brethren across the Atlantic, passing over
us. The go-a-head vehicle 1s exactly suited
to American ideas; walking, say the New York
wags, is on its last legs. Schools, with
the lmposing name of Velocinasiums, for
teaching the young how to gyrate, are being
established; races are being rolled; men

and boys are whizzing here, there, and
everywhere at the speed of twelve miles an
hour. Inventors are improving the machine