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				Where you come from is gone, where you thought you were going to never was there, and where you are is no good unless you can get away from it.

				—FLANNERY O'CONNOR
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			The notion to uproot my family, move to the South, and investigate moonshine, NASCAR, and the cultural and historical tethers that bind the two simmered inside me for nearly twenty years. It all began with a college course on the irreverent southern writer Flannery O'Connor, taught by a wonderfully foulmouthed, half-drunk Jesuit priest, which introduced my New Jersey eyes and ears to the mysteries of the South.

			After college, I hitchhiked around Ireland for a month. The nation's typically rainy spring weather gave me a brutal cold. So when I arrived, coughing and sneezing, at the remote dairy farm of a classmate's relatives, Farmer Quinlan pulled from the cabinet a jar of clear liquid he called “the mountain dew.” He poured some into a cracked mug, added a lemon slice, a cinnamon stick, and topped it with boiling water. The concoction, at once warm and icy, bludgeoned my cold—and I asked for more, please.

			A year later, while I was working at a newspaper in southwest Virginia, a laid-back photographer named Gene Dalton gave me my next taste of moonshine. Gene's moonshine looked like red wine and tasted of plum. He explained how some Virginia moonshiners soaked fruit in their liquor to mellow the taste. He also explained how his moonshine had descended from the “poteen” I'd tasted in Ireland. A law-enforcement source of mine, an Alcohol, Tobacco and Firearms agent (and occasional drinking partner) named Jim Silvey, provided the next puzzle piece. Silvey explained how moonshiners—whom he and his ATF colleagues still chased through southern Appalachia—had actually created NASCAR, which in rural Virginia was as popular as the Mets I'd rooted for in exurban New York City.

			The South's visceral love of NASCAR was unlike anything I'd seen. The sport transcended class the way baseball did; it attracted working class, middle class, and upper class alike. My friends and neighbors attended a few races a year, alongside businessmen and bikers, truck drivers and farmers, preachers and Boy Scouts and felons; they wore NASCAR T-shirts and slapped bumper stickers on their cars declaring their favorite cars (Ford or Chevy) or favorite racers (usually Dale Earnhardt).

			As a New Jersey kid, except for a brief affair with Speed Racer cartoon episodes, I'd been more interested in skiing, music, and the Mets than cars and racing. But my father—an engineer and amateur mechanic—loved cars and sometimes took my brother and me to Watkins Glen or Pocono Raceway. His hobby permeated my youth. (Thirty years later, I still have the black Penske cap he brought home from a race.) Sunday afternoons blared with TV races, and his fingernails seemed always stained with engine grease. Car and Driver or Road & Track magazines littered the coffee table. My mother would shriek when he drove home in another sports car—a Lotus, a Porsche, or an Alfa Romeo— and she'd fret when he went off to weekend driving classes.

			Over the years, I found myself occasionally wondering how such devotion to the automobile came about and how, exactly, moonshine begat the sport called NASCAR. Memories of my trip to Ireland and my days in rural Virginia, sipping moonshine with Gene Dalton or listening to Jim Silvey talk about a bootlegging arrest fermented inside me for years; something about the links between Ireland (of which I am a naturalized citizen), my car-obsessed father, and the Virginia hill country that I'd learned to love. My curiosity finally reached full boil in the summer of 2001.

			My wife and sons and I were vacationing at a South Carolina beach town. One Saturday afternoon, my father-in-law and I went driving in search of a drink and a baseball game on TV and found ourselves inside a nearly windowless roadside pub, where eighteen televisions hung above the lengthy wood bar, with two big screens at each end. All twenty TVs were tuned to various auto races. With only a half dozen other patrons at the bar, we asked the barmaid if we could switch one TV to a baseball game. When I changed the channel—on just one of twenty televisions, mind you—a long-haired guy in a tank top slumping against the bar a few stools away, who had seemed dead asleep, suddenly roared to life. “Hey, I was watching that! Where's my race?”

			Two weeks after that, on September 11, 2001,1 was about to drive to a luncheon near the Pentagon to speak to a group of navy veterans when the phone rang. My wife and I then watched CNN in horror as the towers fell in the city that was once our home. Until that terrible day, I'd been a creature of the blue-state Northeast, a lover of New York, New Jersey, and eastern Pennsylvania. Six weeks later, my wife and I decided not to cancel a long-planned trip to Ireland, where Dubliners bought us drinks and empathized with surprising emotion over our nation's loss on 9/11. When we returned home to Baltimore, it felt somehow in between—not north, not south, but middling.

			I felt disconnected and decided to make a change. In mid-2002,1 left my job at the Baltimore Sun, and our family moved south to the mountainous heart of NASCAR country, to surround ourselves with the history, the culture, the people of NASCAR. We now live a mile from the twisted lane used in Thunder Road, the film in which Robert Mitchum plays a too-cool southern whiskey tripper. One of my sons' teachers supplies me moonshine that he buys from a dude named One-Eyed Ronnie. My search for corn whiskey's history, its Irish roots, and its role in creating NASCAR has taken me to the homes of aging racers and bootleggers as I traversed the jagged hollows of northeast Alabama, western North Carolina, and North Georgia, particularly the town of Dawsonville, the former moonshining capital of Appalachia, which produced the nation's first and best stock car racers and still hosts an annual Moonshine Festival.

			A few months after we moved to North Carolina, a friend bought for my birthday (which happens to fall on the anniversary of Prohibition's birth and death) a book called Our Southern Highlanders, by Horace Kephart, a St. Louis librarian with a serious taste for moonshine. In 1904, Kephart abandoned his family and moved to Appalachia because he “yearned for a strange land and a people that had the charm of originality.”

			Likewise, I have settled in a strange yet charming land, where my neighbors' attitudes, their taste for adventure, their pickup trucks and lawbreaking and speed, and their unslaked thirst for homemade whiskey seventy-three years past Prohibition are all part of a story that's never been told in full. A story about fearless southern bootleggers and the sport they created, but also a story about the South and its cultural impact on America.

			Neal Thompson

			January 2006

			Asheville, North Carolina

		

	
		
			
				The American really loves nothing but his automobile.

				— WILLIAM FAULKNER

			

			
				We have found God in cars, or if not the true God, one so satisfying, so powerful and awe-inspiring that the distinction is too fine to matter.

				— HARRY CR EW S

			

			
				Me and daddy and my uncle,
we took her home and tore her down,
Checked her out real good and cleaned her up
and bored her out.
Took out all the seats, pulled the carpet off the floor,
knocked out all the glass and we welded up the door.…

				See, it ain't about the money, or even being number one.
You gotta know when it's all over,
you did the best you coulda done.
And knowin' that it's in you, and you never let it out,
Is worse than blowin' any engine
or any wreck you'll ever have.

				It's anybody's race out there
and I learned to run my own.

				— THE DRIVE-BY TRUCKERS, “DADDY's CUP”
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			Tell about the South. What's it like there? Why do they live there? Why do they live at all?
— WILLIAM FAULKNER

		

		1
“NASCAR is no longer
a southern sport”

		The old man has seen a lot. Sometimes too much. Police in his rearview mirror. The inside of jail cells. Friends and family lowered into the ground. Race cars carving deadly paths into crowds. He's seen stacks of money, too—some coming, some going.

		Those visions, those memories, all link into a story. The real story.

		The old man sits behind his orderly desk sipping a Coke, almost as if he's waiting for someone to come through the door and ask, “Tell me what it was like.” It is the start of the twenty-first century, but he is dressed in the style of an earlier era: white shirt and narrow black tie, a gray jacket and felt fedora on a nearby hook—the same uniform he's worn since FDR's first term, except for summers, when the fedora is swapped for a straw boater. Raymond Parks is a creature of habit. He doesn't need to be here each day. With moonshining profits earned as a teen, he bought liquor stores, then vending machines, which funded real estate deals and other sources of income (some legal, some not quite). Far from his squalid youth, Parks is worth plenty, more than he could have imagined. He's sold off most of his empire—the houses, the land, the nightclubs, the vending machines, and all of his liquor stores except one. Still, he arrives each morning to putter around the office, make phone calls, check his accounts.

		Next door, customers trickle into the one package store Parks has kept, the one he's owned for two-thirds of a century. They buy flasks of Jack Daniels and fifths of Wild Turkey from a brother-in-law who has worked for Parks since World War II. Even now, it's an ironic business for a teetotaler who—as a so-called moonshine “baron” and “kingpin”—used to make, deliver, and profit nicely from illegal corn whiskey. Outside, crews of Georgia road workers jackhammer into his parking lot, part of a road-widening project that brings Atlanta's Northside Drive closer to the bespectacled old man's front door each day.

		Parks is ninety-one, though he looks two decades younger. In his twilight years, this office has become a sanctuary and the place he goes to rummage through the past. The room contains the secrets of NASCAR's origins. On cluttered walls and shelves are the dinged-up and tarnished trophies and loving cups, the yellowed newspaper articles, the vivid black-and-white photographs of men and machines, of crowds and crack-ups, which tell part of the story of how NASCAR came to be.

		Take a look: one of Parks's drivers is balanced impossibly on two right wheels in the north turn of the old Beach-and-Road course at Daytona; the wizard mechanic who honed his skills juicing up whiskey cars poses on the fender of a 1939 Ford V-8 coupe outside his “24-Hour” garage, wearing his trademark white T-shirt, white pants, and white socks; a driver stands next to his race car in front of Parks's office / liquor store in 1948, a dozen trophies lined up before him and Miss Atlanta smiling at his side.

		Parks is proud of the recent photos, too. It took many years for him to return to the sport he abandoned in 1952. When he did, NASCAR stars such as Dale Earnhardt—his arm affectionately around Parks's shoulder—embraced him as their sport's unsung pioneer.

		There were good reasons he'd left the sport a half century earlier. That world contained dark secrets like prison and murder, greed and betrayal, the frequent maiming of friends and colleagues, their innocent fans, and the violent death of a young child. Parks keeps a few mementos from that chapter of the NASCAR story tucked neatly inside thick black photo albums, home also to faded pictures of whiskey stills, war-ravaged German cities, and a sheet-draped corpse being loaded into a hearse.

		The corpse had been Parks's cousin and stock car racing's first true star. He had been like a son to Parks. The day after his greatest racing victory, just as his sport was about to take off, he died. As usual, moonshine was to blame.
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		Except for Violet—the most beautiful of his five wives, whom he married a decade ago at the age of eighty—Parks is often alone now. He survived his previous wives and his lone son. He outlived all the racers whose careers he launched, including his friend and fellow war veteran Red Byron, who, despite a leg full of Japanese shrapnel, became NASCAR's first champion. He outlived Bill France, too, his wily friend who presided dictator-like over NASCAR's first quarter century. A handful of racers from the 1940s and ′50s are still kicking around, but none of the major players from those seminal, post-Depression days before there was a NASCAR. Even Dale Earnhardt, the man who brought NASCAR to the masses, is gone, killed at Daytona in 2001.

		After abruptly leaving the sport in 1952, Parks watched in awe as NASCAR evolved into something that was unthinkable back in those uneasy years before and after World War II. In the late 1930s, at dusty red-dirt tracks, a victor would be lucky to take home $300 for a win—if the promoter didn't run off with the purse. Now, a single NASCAR racing tire costs more than $300, and a win on any given Sunday is worth half a million.

		Over the years, a few hard-core fans, amateur historians, or magazine writers have tracked Parks down. They stop by to scan his photographs, to tap into his memories of the rowdy races on red-clay tracks, the guns and women and fistfights and white liquor, the days before NASCAR existed. Most days, he works in his office alone, or with Violet by his side. He is the sole living keeper of NASCAR's true history, but his memory is fading, and Violet frets about that. In his tenth decade, Parks—the ex-felon, the war veteran, the self-made millionaire and philanthropist—has finally begun to slow down.

		The “sport” that Parks helped create became a multibillion-dollar industry. It evolved from rural, workingman's domain into an attraction— often an obsession—for eighty million loyal fans. Today's NASCAR, still owned by a single family, is a phenomenon, a churning moneymaker— equal parts Disney, Vegas, and Ringling Brothers—and the second most popular sport in America, with races that regularly attract two hundred thousand spectators. No longer a second-tier event on ESPN2, races are now televised nationally on NBC, TNT, and FOX and in 2007 will begin airing on ABC, ESPN, and other networks, part of a TV contract worth nearly $5 billion.

		With the help of sophisticated merchandising, marketing, and soaring corporate sponsorship, NASCAR continues growing beyond the South, faster than ever, becoming more mainstream by the day. NASCAR's red-white-and-blue logo is splashed on cereal boxes in supermarket aisles, on magazine covers, beer cans, clothing, even leather recliners. Try driving any major highway, even in the Northeast, without seeing NASCAR devotions glued to bumpers. Recent additions to the list of $20-million-a-year race car sponsors include Viagra and, reflective of NASCAR's growing female fan base, Brawny paper towels, Tide, and Betty Crocker. In a sign of NASCAR's relentless hunger for profit, it even rescinded a long-standing ban against liquor sponsors to allow Jack Daniels and Jim Beam to endorse cars in 2005.

		In 2004, NASCAR's longtime top sponsor—cigarette maker R. J. Reynolds, which had been introduced to NASCAR in 1972 by a convicted moonshiner—was replaced by communications giant Nextel. That $750-million deal symbolized not only the sport's modern era but the continued decline of the South's ideological dominance of the sport. As Richard Petty has said, “NASCAR is no longer a southern sport.”

		Today, NASCAR's fan base has found a happy home in Los Angeles, Las Vegas, Dallas, Kansas City, and Chicago. Plans are even afoot for a racetrack near New York City. Most fans are college-educated, middle-aged, middle-class homeowners; nearly half are women. At a time when some pro baseball teams play before paltry crowds of a few thousand, attendance at NASCAR events grows by 10 percent a year. Average attendance at a NASCAR Nextel Cup race is nearly 200,000, three times bigger than the average NFL football game. The sport's stars are millionaire celebrities who appear in rock videos, date supermodels, and live in mansions. When Dale Earnhardt died, millions of Americans wept, as did Parks, who was there that day in 2001 when Earnhardt slammed into the wall at Daytona. The prolonged mourning for Earnhardt—the sport's Elvis—opened the eyes of more than a few non-NASCAR fans. As NASCAR's popularity continues to spread, the sport is becoming a symbol of America itself. But how did NASCAR happen at all? And why? The answers lie in the complicated, whiskey-soaked history of the South.
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		It's safe to say few of today's NASCAR fans know the name Raymond Parks, nor the monkey named Jocko, the busty pit-road groupies and brash female racers, the moonshining drivers named Fonty, Soapy, Speedy, Smokey, Cannonball, Jap, Cotton, Gober, and Crash. Nor the two intense, freckled friends named Red, one of whom came up with the name NASCAR—the “National Association for Stock Car Auto Racing”—and the other of whom became the sport's first champion. And its second.

		Unlike baseball and football, which celebrate their pioneers and early heroes, most of the dirt-poor southerners who founded stock car racing have died or retired into obscurity. There is no Babe Ruth or Ty Cobb, not even an Abner Doubleday. A few NASCAR names from the 1950s and ′60s might still resonate among hard-cores: Junior Johnson, Curtis Turner, Fireball Roberts. It's occasionally noted that Richard Petty's father, Lee, and Dale Earnhardt's pop, Ralph, were aggressive, dirt-smeared racing pioneers. But, despite the many books that have proliferated during NASCAR's recent rise to nationwide popularity, the names of Raymond Parks, Red Byron, Red Vogt, Lloyd Seay, and Roy Hall rarely appear in print.

		Maybe that's because of NASCAR's dirty little secret: moonshine.

		The sport's distant, whiskey-fueled origins are usually wrapped into a neat, vague little clause—”… whose early racers were bootleggers…” —about as noncommittal to the deeper truth as crediting pigs for their contribution to football. Today, if the fans know anything about NASCAR's origins, they might know the name Bill France. The tall, megaphone-voiced racer/promoter from D.C. deftly managed to get himself named NASCAR's first president in 1947, then eventually bought out the organization's other top officers and stockholders to make himself sole proprietor of a sport that became his personal dynasty. France is often referred to as NASCAR's “founder,” which is oversimplification bordering on fiction. Largely forgotten from the NASCAR story is this: Bill France used to race for, borrow money, and seek advice from a moonshine baron and convicted felon from Atlanta named Raymond Parks.

		According to the minutes of the historic 1947 organizational meeting in Daytona Beach at which NASCAR was born, France envisioned an everyman's sport with “distinct possibilities for Sunday shows.… We don't know how big it can be if it's handled properly.” Many people over the years—including, right from the start, Raymond Parks and the two Reds—have argued that France did not handle things properly. NASCAR certainly succeeded far beyond anyone's wildest postwar expectations, thanks in large part to the moonshiners who were its first and best racers. But France held a deep disdain for the whiskey drivers who nurtured NASCAR's gestation and its early years. He worked hard to distance his sport from those roots and was not above blackballing any dissenters, as Parks and both of the Reds discovered.

		In striving to create squeaky-clean family entertainment, to the point of downplaying NASCAR's crime-tainted origins, France buried the more dramatic parts of NASCAR's story beneath the ail-American mythology he preferred. Efforts to portray stock car racing as a family sport continue to this day. In 2004, Dale Earnhardt Jr. was fined $10,000 for saying “shit” on national television; he declined to apologize, saying that anyone tuned in to a stock car race shouldn't be surprised by a four-letter word. And in 2006, just before the Daytona 500, NASCAR President Mike Helton told reporters in Washington (Bill France's hometown) that “the old Southeastern redneck heritage that we had is no longer in existence.” After a backlash from fans, Helton backpedaled, saying NASCAR was “proud of where we came from.” Despite the lip service, in its reach to a wider audience, NASCAR seems to be losing its vernacular and, in the words of The Washington Post, “shedding its past as if it were an embarrassing family secret.”

		Bill France, for better or worse, commandeered stock car racing, declared himself its king, appropriated its coffers and history, leaving the real but untidy story behind. He transformed an unruly hobby into a monopoly, then rewrote the past.

		This book, therefore, is the previously untold story of how Raymond Parks, his moonshining cousins, and their four-letter-word-using friends from the red-dirt hills of North Georgia helped create the sport that Bill France ultimately made his own.

		In the South, where the Great Depression infected deeper and festered longer than elsewhere, there were few escape routes. Folks couldn't venture into the city for a baseball game or a movie because there weren't enough cities, transportation was limited, and the smaller towns rarely had a theater. There were no big-time sports, either (the Braves wouldn't settle in Atlanta until 1965, and the Falcons a year later). It was all cotton fields, unemployed farmers, and Depression-silenced mills, mines, and factories. But if you were lucky enough to have a nearby fairgrounds or an enterprising farmer who'd turned his barren field into a racetrack, maybe you'd have had a chance to stand beside a chicken-wire fence and watch Lloyd Seay in his jacked-up Ford V-8 tearing around the oval, a symbol of power for the powerless. But Seay's racing career would get violently cut short by his moonshining career, and World War II would interrupt the entire sport's progression for nearly five years. It wasn't until after the war that southern racing, helped by an unlikely hero with a war-crippled leg, regained its footing and momentum. The rough, violent years of 1945 through 1950 would then unfold as the most outrageous years of NASCAR's colorful history.

		For those who were a part of it, who saw it and felt it, it was incredible.
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		This is not a book about NASCAR. It's the story of what happened in Atlanta, in Daytona Beach, and a handful of smaller southern towns before and after World War II. It's the story of what happened when moonshine and the automobile collided, and how puritanical Henry Ford and the forces of Prohibition and war all inadvertently helped the southern moonshiners and their gnarly sport. NASCAR historians can tell you who led every lap of every race since the organization's first official contest was won in 1948 by a man named Red Byron. But they can't—or won't—say much about what happened in the decade before that. If Abner Doubleday allegedly invented baseball and James Naismith created basketball with peach baskets and soccer balls at a YMCA, then who created NASCAR?

		The answer: a bunch of motherless, dirt-poor southern teens driving with the devil in jacked-up Fords full of corn whiskey. Because long before there were stock cars, there were Ford V-8 whiskey cars—the best means of escape a southern boy could wish for.

	
		
			Well, between Scotch and nothin', I suppose I'd take Scotch. It's the nearest thing to good moonshine I can find.
— WILLIAM FAULKNER

		

		2
White lightning

		M ore than any of life's pleasures, Benjamin Parks Jr. loved hunting deer. Known to most as Uncle Benny, he stalked northern jGeorgia's mountains with the century-old muzzle loader he called “Long Susie” and a mule named Becky, in search of his prey. When he died in 1895, at an age estimated to be ninety-five, he'd bagged more than five hundred deer—including, once, two felled by the same bullet.

		“A striking figure… trim and well-knit” is how an Atlanta newspaper reporter once described Parks. “Evidently a good man yet.” Well into his eighties, Parks was able to entertain his many grandkids by walking on his hands. In his nineties, he still hunted deer, walking many miles alongside Becky.

		Uncle Benny Parks was born in Virginia, son of a Revolutionary War soldier. The family had come from Scotland and northern Ireland, and like many antiauthority Scots, Irish, and hybrid Scots-Irish of the 1700s and 1800s, Parks required some distance from the federal government in Washington and the puritans of the Northeast. When he was old enough, he left home, traveling farther south along the Philadelphia Wagon Road into western North Carolina, accompanied by a slave named Julius Caesar, a gift from his father. Later, in search of even more remove, Parks and Caesar relocated to the red-dirt hills of North Georgia, to live among the Cherokee Indians.

		Outsiders considered the isolated Appalachian mountain people to be “a fierce and uncouth race of men.” Men like Benny Parks, living incomprehensibly at the very edge of American civilization, with wild Indians as neighbors, were viewed as “ignorant, mean, worthless, beggarly Irish Presbyterians, the scum of the Earth.” But Parks found his neighbors in and around the towns of Dawsonville and Dahlonega (Cherokee for “golden color”) to be just like him: proudly self-sufficient, uneducated yet bold, living off the land, distrustful of outsiders and authority, and crazy for deer hunting.

		After considering wedlock to the daughter of a Cherokee chief— “dear me, how beautiful she was,” Parks once said—he married the sensible Sally Henderson and embarked on a family of eleven children, ten of them boys. On his twenty-eighth birthday, October 27, 1828, Parks set off deer hunting with Becky and Long Susie. Wearing a birthday gift from his wife—a pair of new boots that were “not yet broke in”—he tripped on a rock. As he picked himself up, something about the color of the offending rock caught his eye. It looked, he later said, like “the yellow of an egg.”

		Word spread quickly of Uncle Benny's discovery, and the nation's first gold rush crashed upon the previously unspoiled land. Strangers came prospecting into North Georgia, “acting like crazy men,” Parks observed. “It seemed within a few days as if the whole world must have heard of it, for men came from every state I ever heard of.” The frenzy, combined with that fall's election of popular, anti-Indian Andrew Jackson, accelerated the displacement of the region's Cherokee tribe and put culpability for the region's rampant evolution squarely on Benny Parks's shoulders.

		President Jackson, whose parents had emigrated from northern Ireland, supported treaties to remove the Cherokee—whom he considered “savage hunters”—from their land. That land would then be divvied up among a more “civilized population” of white settlers, who would plunder northern Georgia in search of more gold. Jackson's aggressive efforts to rid Georgia of its Native Americans were an insult to the Cherokee warriors who'd fought alongside U.S. soldiers and who had actually saved Jackson's life during an 1814 battle against Creek Indians. But in 1838, at gunpoint, the Cherokee of Georgia, Tennessee, North Carolina, and Alabama were shunted off to a settlement in Oklahoma. On the thousand-mile trek westward, one-third of the seventeen thousand natives died of disease, starvation, and exposure—including, quite possibly, Parks's former fiancee. That journey became known as the Trail of Tears. In later years, Parks would regret the role his golden discovery played in so many deaths.

		Parks also hated that the gold frenzy displaced the quiet life he'd sought. And he was especially miffed that the profits eluded its own instigator. That's because Parks had impetuously sold his lease to the parcel where he'd discovered the gold, thinking it was a fair enough price at the time. The buyer—a South Carolina senator and future vice president, John Calhoun—went on to unearth many pounds of gold there (fortunes that later allowed his son-in-law, Thomas Clemson, to create Clemson University).

		Parks lived to see his gold rush peak, then die, which plunged his homeland into economic depression. With its mountains, waterfalls, and forests, northern Georgia briefly reinvented itself as a tourist destination for wealthy travelers. But then came the Civil War, and the destructive wrath of Union general William Tecumseh Sherman, who marched down from Chattanooga on his way to Atlanta, trouncing and torching everything in his path. North Georgia devolved into an embittered land of impoverished people. It would take many years for the economy and its people to recover.

		Thirty years after General Robert E. Lee surrendered at Appomattox Courthouse (not far from Parks's Virginia birthplace), Parks died facedown in a creek, not far from where he'd found gold. One of his sons found him there, Becky the mule by his side.

		Uncle Benny was memorialized as a pioneering North Georgia settler and the man who established Parks as one of the region's founding family names. But his historical influence went beyond that. His discovery of gold created the false but lasting impression that salvation was just a happy accident away, that riches could come as easily as tripping over a yolk-colored rock. That attitude resonated among many Georgians: God, they believed, will provide. Many, including those of the extended Parks family, would spend a lifetime waiting for such a miracle, for a touch from the hand of God.
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		Twenty years after Benny Parks's death, his brother's great-grandson welcomed the first of his own sixteen children, a son. Raymond Parks grew into a tall, lean, handsome, and eager young man but had little in common with his great-great-uncle, Benny Parks.

		Raymond may have inherited some of the attributes of the typical rural Georgian: conflicted by Civil War-inspired inferiority, distrusting of authority, confined by poverty to a narrow worldview, and shackled to the dusty acreage that provided his sustenance and income. But Raymond aspired to much more than befriending mules and shooting deer, and he had little patience for the quiet life of a struggling North Georgia farmer.

		When Uncle Benny Parks and others had settled in the Cherokee's homeland, they assumed the tall pines and dense forests were signs of a fertile soil. They soon discovered the red, iron-rich clay earth was difficult to farm. In fact, it wasn't good for growing much, except cotton— and (thankfully, it would turn out) corn. In Gone with the Wind, Margaret Mitchell wrote of northern Georgia's “savagely red land” full of “savage red gulches.” Savage also accurately described Raymond Parks's extended family and their desperately wanting lives.

		Raymond was born just outside the gold-mining town of Dawsonville, into a clan whose drunk-and-dangerous factions contributed numerous misdeeds to the Dawson County Superior Court docket books, whose pages read like a William Faulkner novel.

		The list of Parks family lawbreaking is long and, frequently, comical. They were fornicators, arsonists, assaulters, moonshine makers, moonshine drinkers, disturbers of the peace, and masters of using “opprobrious words” (that is, profanity and threats). Here's Leman Parks, drunkenly waving his pistol at Ola Martin, yelling, “By God, what will you take for a piece? I'll give you a dollar—a dollar and a half!” (The indictment helpfully explains: “meaning, would she allow him to have sexual intercourse with her.”) Leman Parks was also known to set fire to the occasional storefront or church. Here's Rufus Parks threatening Clifton Burt's life: “I'll go get my gun and shoot your damn heart out, you goddam son of a bitch, you damn liar.” That's the same Rufus Parks who “willfully and ridiculously” set fire to the Dawson County jailhouse; who once tried to “cut, stab and wound” a neighbor; who tried to “run over and squish” another; and who was regularly caught delivering whiskey in his old Dodge or driving said Dodge wildly through downtown Dawsonville “under the influence of intoxicating liquor.”

		And then there was the infamous 1924 murder of Dawson County's sheriff, Will Orr—”a man of violent character”—who was shot three times in the chest. Orr was Raymond Parks's maternal grandfather. The man who fired the fatal pistol shots (allegedly in self-defense, though a jury found otherwise) was a well-known Dawsonville moonshiner named Etna Parks, Raymond's paternal uncle.

		Raymond's father, Alfred, was an educated man and, after a few years of farming, saved enough money to buy a small store, called the Five-Mile Store because it was five miles from town. When Raymond was ten, his mother, Leila, died of leukemia, and his father became a sloppy drunk and lost the store. Raymond and his siblings moved in with their grandparents, who raised sheep and mules and grew corn on a steep, rocky hillside.

		As the oldest of six kids, most of the chores fell to Raymond, who hated shearing the sheep, tending the corn. Life only got worse when Raymond's father married his dead wife's sister, Ila, who soon gave birth to twin girls, followed a year later by another set of twin girls. She would eventually bear ten children, to join her dead sister's six children. All of them moved into a small farmhouse, but poverty forced the family to move every year to a smaller house, none of them with running water or electricity. Raymond didn't get along with his stepmother/aunt, and his father remained a beaten, drunken shell of a man. Parks had no interest in being part of such a household, tending to a flock of hungry siblings and a besotted father. Even as a young teen, Parks knew this much: “The mountains didn't have much to offer.” Staying in North Georgia was as good as choosing death, for he almost surely would have ended up—like more than a few kin—drunk, imprisoned, or dead.

		Like most southern farm boys, Parks rarely traveled more than a few miles from his farm. What he dreamed of most was making his way to the sparkling, automobile-filled city of Atlanta. So, in 1928, exactly one hundred years after Uncle Benny had tripped over gold, Parks did his usual predawn chores. He built the fire in the kitchen stove, milked the cows, and fed the other animals. Then he set off with a scythe over his shoulder, telling the family that he was going to cut briars down by the creek. When he was certain no one was watching or following, he ran across the cornfield to a waiting car and climbed inside. The man at the wheel would introduce him to a whole new world.

		Parks had met Walter Day a few months earlier, after getting his first, bitter taste of the criminal's life. His father had sent him down the road to buy a bottle of whiskey from a family friend, as he'd done many times before. Parks fired up the family's beat-up 1926 Model T Ford, which he'd taught himself to drive. The repeal of Prohibition was still five years off, but the locals looked out for one another, and it was always possible to buy a jar of corn liquor. This time, though, a sheriff's deputy was watching and stopped Parks as he drove home. The judge, wanting to inflict a strong message that teens and whiskey don't mix, sent Parks to the county jail, which had exactly the opposite effect than the judge had hoped. During his three months of incarceration, Parks met Walter Day, who'd been sentenced for making “illicit… untaxed whiskey.” Day told Parks to come work for him after his release. The job—working at Day's backwoods moonshine stills, east of Atlanta—would pay far better than farmwork, Day told him.

		The morning Parks jumped into the front seat of Day's Ford was his last on the farm. He was fourteen.
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		Raymond Parks's escape from his myopic, impoverished, farm-shackled life was not an uncommon route. Many southern boys were lured from their homes into the lucrative moonshining business. In time, that same desire to break free and see more of the world would inspire young southern men to enlist to fight overseas, in World War II, in far greater numbers than their northern counterparts. Such sentiments could be traced to a previous war. Southern culture had been deeply influenced by the lingering effects of the South's humiliating defeat and physical destruction in the Civil War.

		General Sherman—”Uncle Billy” to his troops, a modern Atilla to the Confederates—ravaged and humiliated southern cities, burning homes and churches, freeing slaves, his troops gorging themselves on southern crops and livestock. As Rhett Butler says in Gone with the Wind, Sherman's March brought the South “to its knees—It'll never rise again.” One in four Confederate men of military age died in that war. Among Federals, it was just one in ten. In other parts of the divided nation, people moved around more, migrating from town to town, and there was less of a connection to the land beneath their feet. In the South, families typically stayed in one place, sometimes for generations, so there was a deep, emotional connection to the land. “It's the only thing that lasts,” Gerald O'Hara tells his daughter, Scarlett. “This is where you get your strength—the red earth.…”

		But it was on that land, their home turf, that they'd lost the big fight. Afterward, the land continued to remind them, day after day, of defeat. Just like fistfights, a Civil War historian once observed, you remember most the ones you lost.

		At the start, it wasn't even their war. Far north of Atlanta, few Georgians were slave owners or plantation barons. Like other Appalachian mountain people—in western North Carolina and eastern Tennessee—they had little in common with those in other parts of the Confederacy, especially the chief instigator, South Carolina. In towns such as Dawsonville, Georgia, loyalties were split between North and South. Some men, inspired by regional pride and an inborn distaste for government, volunteered for the Confederate States Army, believing (as one general told his men on the eve of battle) that northerners were “invaders of your country… agrarian mercenaries sent to subjugate you and to despoil you of your liberties, your property and your honor.” But many other Dawsonville men and North Georgians enlisted with the Union Army, often firing against their southern brethren and aligning themselves with the reviled General Sherman.

		“You are bound to fail,” Sherman had taunted the South, and losing to Uncle Billy's mercenary invaders bred in southerners a bitter sense of tragedy. Subsequently living under the enemy's laws made them feel oppressed by the unwelcome government of another nation. Then came the equally tragic and humiliating era of Reconstruction, when carpetbaggers from the North took their land and their jobs. For the next decades, widespread illiteracy, terrible schools, limited railroad service and electricity afflicted the South, which came to hold a quarter of the nation's population but only a tenth of its wealth. President Roosevelt ultimately declared the South to be “the nation's number one economic problem.” Even into the 1920s, the sting of loss remained so sharp that many towns refused to celebrate Memorial Day or Independence Day—those were northern holidays. Plus, July 4 was the day Vicksburg fell, and there was little to celebrate in that.

		To distinguish themselves from the mannered, elitist North, rural southerners took pride in an earthy, homespun worldview. Men became masters of cars, machinery, and firearms—”all of which,” one southern writer said, “can be operated stone drunk.” Gun toting and whiskey drinking became the proud traits of southern men such as Raymond Parks's uncles. Southern-born writers such as Erskine Caldwell wrote of “lewd, crude, half-starved sharecroppers… hare-lipped Jezebels slithering in the dust.” And, as one Scots-Irish historian observed, “The barefoot, turnip devouring creatures of Erskine Caldwell's novels were only one click away from true reality.” It troubled Caldwell that his homeland “purposely isolated itself from the world in retaliation for defeat, and [has] taken refuge in its feeling of inferiority.” His wildly popular tales of unsophisticated Georgians earned him accusations as a traitor to the South. But Caldwell empathized with his homeland, which “has always been shoved around like a country cousin.”

		Outsiders, lacking such empathy, could be merciless. When the famous curmudgeon and Baltimore Sun columnist H. L. Mencken came to Tennessee in 1925 to cover the Scopes Monkey Trial (which pitted evolutionists against creationists), within twelve minutes of his arrival, he was offered a corn liquor cocktail. He later called the South “the bunghole of the United States, a cesspool of Baptists, a Miasma of Methodism, snake-charmers… and syphilitic evangelists.”

		Raymond Parks never considered his birthplace a cesspool. But neither was it a place to linger. When he left home at fourteen, he did so to take a step closer to the New South, the place that would soon bring riches and slowly lead him (and the nation) toward a southern salvation called NASCAR. He was just a stringy teen in overalls with a sixth-grade education. Then again, textbooks wouldn't help much for the next stage of his life. “Older men,” as he called them, would teach him all he needed to know about snubbing Prohibition, the South's inferiority complex, and the so-called Great Depression.
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		As Walter Day's protege, Parks became an apprentice in a craft that allowed him to quickly rise far above the rank of farmhand while still staying true to his southern, antiauthoritarian roots. Parks learned quickly that he was very, very good at moonshining.

		His first job was working the well-hidden stills in the hills east of Atlanta, about forty miles from home back in Dawsonville. A still hand's job was like a sous-chef's—he'd procure and mix ingredients, tend to the cooking, making sure the recipe came out just right. He was also a grunt, chopping wood, carrying bags of sugar deep into the woods. Not accounting for the many regional variations, the recipe for southern moonshine basically involved two steps: cook the juice of rotting corn, then capture its potent steam. It speaks to the imagination of the South (and its Irish and/or Scotch forebears) that anyone figured out how to make one from the other.

		Parks and his fellow still hands soaked corn kernels in water for a few days until the kernels germinated and sprouted. They dried the kernels and took them to a nearby mill to have them ground into “malt,” which was again soaked in water for a few days, a process that changed the corn's starch into sugar. The resulting mush, called “sweet mash,” was then mixed with water, sugar, and other grains and soaked inside large wooden vats until the corn's sugars mutated into an alcoholic sludge with the consistency of watery oatmeal. Parks and his coworkers set up planks across the tops of those square, wood-walled vats so they could stir the fermenting, bubbling, and stinky brew, now called “sour mash”—named for the dead-skunk odor it emitted. Parks then skimmed the solids off the top—the spent corn kernels and other grains—and transferred the liquid to large kettles called stills, or pot stills, set atop wood fires, where it was brought to a slow boil.

		Because alcohol becomes vapor at a lower temperature than water, the mash had to be boiled at just the right temperature—about 176 degrees— so that the alcohol separated as steam from the rest of the liquid. This ancient process, called “distillation,” had been created by the Babylonians and handed down over the centuries. Distilling took a practiced hand to keep the fire burning at just the right pace.

		Alcoholic vapors would then snake up and out of the still and through a condenser—a curlicue copper tube attached to the top of the still, called the “worm,” which passed through a vat of cool water that returned the spirituous steam back into a liquid. The result, clear and harsh, dribbled from a spout into a pail. That first batch, called “singlings,” had to be distilled a second time, to remove excess water and toxins. The good stuff was the second distillation, or the “doublings.”

		However, even with the second batch, Parks had to make sure to toss away the first few quarts (the “heads”) and the last few (the “tails”), which were both toxic, and to bottle only the pure and perfect “middlings.” Moonshining was an exacting, meticulous process. With terms like thumpers and slop, worm and bead, malt, mash, and middlings, it had a lyrical language all its own. In able hands, the result was “corn squeezin's” or “white dog” or “tiger spit.” In amateur or devious hands, such recipes could produce poison. Some unscrupulous moonshiners could get sloppy about disposing of their heads and tails, and their tainted whiskey sometimes caused illness, blindness, and even death.

		At its best, the stuff had no smell at all. At its most potent, the stuff was 150 proof—75 percent alcohol. Parks's consumers could tell a potent brew by shaking the jar and assessing the stiff layer of bubbles atop, called the “bead.” The stiffer the layer of bubbles, the stronger the alcohol content, or “proof.” Some private liquor makers added peaches, pears, honey, or plums to mellow the taste. But the customers of Raymond Parks and his employer mostly preferred the bracing, knife-edged, explosive, and fiery jolt of straight-up, no-frills “white lightning.”

		Just a sip, and the Great Depression didn't seem so Great.

		Parks—nearing sixteen in 1930—took seriously the backwoods schooling he received from Walter Day. He worked hard, saved his money, and never took a sip of the whiskey he helped make, determined not to live his father's life. He sometimes missed his siblings, but he never looked back, never regretted abandoning them.

		Parks lived and ate meals with Day and his wife, who both considered Parks a reliable and responsible worker. As Day's trust grew, he allowed Parks to operate his own wooden mash-mixing box to brew his own whiskey. In time, profits from that side venture helped Parks buy his first car, a secondhand 1925 Model T Ford, the car that was nearing the end of its cultlike, twenty-year run as the most popular car in American history.

		At six feet, with a handsome though slightly doleful face, Parks passed for much older than a teen and never aroused suspicions behind the wheel of his Ford. (In fact, many of NASCAR's early racers began driving well before their fifteenth birthday.) But Parks's Model T wasn't a luxury; it was a business decision. He was biding his time until his new car could carry him, geographically and financially, farther from his roots.

		After two years of working for Day, Parks received a visit one day from his father's brother, who'd heard about his nephew's risky new job and managed to track him down. Uncle Miller asked Parks if he'd consider coming to live with him and his wife in Atlanta, to work a legitimate job at Miller's busy service station (called Hemphill Service Station) and adjacent garage (called Northside Auto Services). At the time, less than a quarter of a century into the age of mass-produced automobiles, service stations and mechanic businesses were mushrooming across the South to serve the needs of an increasingly mobile, car-obsessed nation. Atlantans had been buying fuel in buckets from street-side vendors or hardware stores and sloppily pouring it into their Model Ts.

		But the convenience of a drive-through service station, with tidy pumps and nozzles, proved a financial boon to those who first pounced on the idea. Besides gas stations, the continued explosion of Fords during Parks's coming-of-age decade led to the creation of the first drive-in restaurants, motels, parking garages, and traffic lights. It was the golden age of the automobile, and each day brought new advances.

		It wasn't just the idea of working at a service station that enticed Parks, nor was it solely the chance to finally live in Atlanta. Uncle Miller was a part-time bootlegger and needed Raymond's help to expand his whiskey business. So, one morning, Parks said good-bye to Walter Day, climbed into his Model T, and drove west into the big city, once again taking a chance on a better life, once again entrusting his future to moonshine.
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		Some southerners may have felt God would save them; others believed more fervently in themselves, and a church called Atlanta.

		It had begun life as a railroad dead end named Terminus, which was later renamed Marthasville, a settlement with more saloons than churches. In 1845, it was renamed “Atlanta”—after a fleet-footed Greek goddess, which also happened to be the middle name of the governor's daughter. Twenty years later, Uncle Billy Sherman and his Union troops spent a full month burning the city to black ash. Afterward, Atlanta took the phoenix as its symbol and “Resurgens” as its motto. Unlike other large southern cities and colonial ports, Atlanta had relatively little history to preserve. So Atlanta started from scratch, re-creating itself as a southern city for the coming twentieth century. The boosterish newspaper editor Henry Grady helped by coining the phrase “The New South” in an effort to reconcile with the North and to lure northern investors.

		Some hated what the Atlanta of Raymond Parks's day came to represent. “Every time I look at Atlanta, I see what a quarter million Confederate soldiers died to prevent,” one southern writer famously bitched. Another remarked: “What is this place? Is this a place?” To others, Atlanta's gaudy rebirth was a justifiable response to the damage wrought by Sherman's torches and shells. For hungry young men such as Parks, who were tired of feeling second-rate, Atlanta was the place to make something of himself, a place where lying, cheating, and stealing—the Parks family way—could be very lucrative.

		But first, he had to get there. Parks had never driven into Atlanta and didn't know how to find his uncle's garage, so Uncle Miller gave him careful directions to Ponce de Leon Avenue. They would meet there, near the Sears, Roebuck, at a designated time.

		Parks's first drive into the teeming city was like seeing the ocean for the first time. He'd always heard about it and longed to see it for himself but could never have imagined how much bigger and louder and more thrilling it was in person. That first drive felt sumptuous and a bit dangerous, with streetcars clanging and kicking up sparks, and clacking noises coughing out from the textile mills, and all the well-dressed and important-looking strangers staring right through him. After all, back home was a sleepy and somber land of clapboard shacks propped atop stone pillars, scrappy dogs sleeping beneath wood porches, laundry flapping on a line. Atlanta was electricity and noisy newness. People hurried in and out of redbrick shops and waded through traffic, busy and determined. Except for the idled mill workers sulking on street corners, smoking and drinking, the men wore suits and ties, and the women wore pretty dresses cinched tight at the waist.

		Occasionally, a shiny new Ford or Cadillac rolled past, the glints of chrome catching Parks's eye. As he rolled down Ponce de Leon, twisting his head from side to side at all the sights and signs, he saw up ahead the stolid brick exterior of the Ford Motor Company Assembly Plant, where his own car had likely been built. Ford automobiles and the city of Atlanta would soon have wondrous effects on his life. Like other adventurous men before him—like Henry Ford himself, who considered the farm-bound life of his youth to be “drudgery”—Parks knew instantly that city life was the life for him.

		As he pulled over at the Sears department store and waited anxiously for his uncle to arrive, his Model T gurgling as it idled, Parks wondered what would become of him, now that he'd reached the shiny city of his dreams.

	
		
			Prohibition has made nothing but trouble.
— AL CAPONE

		

		3
Henry Ford “created a monster”

		Moving to Atlanta gave Parks more than just immunity from the oncoming Depression. It was the next phase of a remarkable transformation from farm boy to businessman. And it was in Raymond Parks's circa-1930s Atlanta that NASCAR's seeds began to germinate. Fertilized, of course, by moonshine.

		Soon after arriving, taking a cue from the fashionably dressed city men, Parks started wearing a suit, tie, and hat—even while working at his uncle's garage. He'd simply hang up his hat and jacket and zip protective coveralls over the shirt and tie. Sartorial flair symbolized putting the country boy behind, and Parks would continue to wear tailored suits and jaunty hats the rest of his days.

		In the 1920s, only a third of southerners lived in cities such as Atlanta; most worked in agriculture, their incomes ranked far below the national average. But by the early 1930s, Atlanta was growing fast, on its way past three hundred thousand occupants. Parks's contributions to that metropolis began slowly, simply. He worked on cars—mostly Fords—at the garage and lived with Uncle Miller and his wife, Aunt Maude, in their small house on nearby Francis Street. Within two years of his first drive into Atlanta, however, and while still a teenager, Parks would own his uncle's business, his house, and most of the other houses on Francis Street. And he'd owe thanks largely to a man very much like himself, a man of Irish blood, undereducated, self-taught, and savvy in ways that teachers couldn't teach.

		As a teenager, Henry Ford had also fled the farm for the city and, by the 1920s, was the richest man in the world, living proof that cars and cities were the means to success, not farms and tractors and mules.
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		Henry Ford, like corn whiskey, was one of Ireland's most influential byproducts.

		His father fled the Irish potato famine and came to America to start anew. He and his wife lost their first child as an infant, then welcomed a son they called Henry, born in 1863, the year of Emancipation and the Battle of Gettysburg. Like Raymond Parks, Henry's mother died when he was a child. As a curious, mechanically inclined boy raised on a rural Michigan farm, Henry was drawn to the nearby high-tech city of Detroit and the fascinating potential for the new machine there called the “horseless carriage.” Detroit had become a magnet for inventors and innovators, and by the late 1800s, the streets were filled with experimental motorized vehicles that some named “automobile” and others called “car,” a derivation of the Gaelic word carrus, meaning cart or wagon.

		At seventeen, nearly the same age at which Parks would journey to his own city of hope, Ford walked half a day into Detroit to begin working as a machinist. After a few years of apprenticeship, he began building his own horseless carriages. All his extra money went to buying parts and his free time into solving the problems of his prototypes. When Ford began driving his smoke-coughing “quadricycles” among the bicycles and horses of Detroit's dirt lanes, neighbors shook their heads and said, “there goes that crazy loon again. Some day he's going to blow himself up.” On foot or bicycle, young boys chased behind Ford and his noisy contraptions. Other townsfolk yelled “get a horse” and denounced his “devil wagon.”

		From the start, Ford insisted—despite early investors' demands— that his cars were not simply rich folks' playthings but for everyday use by “real people.” It was as if Ford created his vehicles with the isolated, overworked farmer in mind—although even his own father the farmer at first refused a ride in one of his son's prototypes. Often working without sleep, once for two days straight, Ford would wake his wife, Clara, in the middle of the night so she could watch him drive down their cobblestone street in a pouring rain only to return, soaked to the skin, pushing his silenced vehicle.

		By 1900, Ford's experiments had attracted the notice of the local press. A Detroit newsman wrote that the “chuck! chuck!” of Ford's gas-powered vehicle was the sound of a new era. “Not like any other sound ever heard in this world,” the writer gushed. “It must be heard to be appreciated… civilization's latest lisp, its newest voice.”

		To distinguish his creations from those of the dozens of other Detroit automakers, Ford decided—with remarkable foresight—to start racing. In 1901, he entered a race at the fairgrounds in Grosse Point. Detroiters on their bicycles came by the thousands to watch Ford and one of his strange experimental models face off against Alexander Winton, an acclaimed racer, record holder, and one of America's first carmakers.

		Winton, a “fiery Scotsman” and the odds-on favorite, roared ahead and into first place in his specially built “Bullet,” and for most of the ten-mile race, Ford lagged behind, with Winton spraying dust and dirt into his face. But Ford slowly gained, and on the eighth of ten laps around the mile-long dirt oval, he passed Winton and crossed the finish line first. The seven thousand fans, having never seen anything travel so fast— forty-five miles an hour!—went wild. “Boy I'll never do that again,” Ford said. “I was scared to death.”

		In 1902, Ford went looking for someone else to drive a ghastly looking prototype racer called the “999.” He enlisted the roguish bicycle racer Barney Oldfield, who in his first-ever car race handily beat three other competitors in Ford's 999. Jubilant fans broke down fences and carried Oldfield from the suburban Detroit track on their shoulders.

		Those victories helped attract financial backing for Ford to begin mass-producing his cars, and they taught him a lesson: fast cars are viewed—rightly or wrongly—as well-made, desirable machines. Racing therefore became the best way to advertise the Ford name. Ford hired Oldfield and others to race his cars on the hard-packed beaches of Daytona Beach, Florida, and atop frozen Michigan rivers, where in 1904 a Ford car set a world speed record of ninety-one miles an hour. A newspaper writer of the day chastised Ford for aligning himself and his company's future with “fast speed freaks.”

		In his heart, Ford concurred. He considered racing to be an improper use of the automobile. It offended his pragmatic nature. “I never really thought much of racing,” he once said. But Ford also knew that “winning a race on a track told the public something about the merits of an automobile.” This very same sentiment would one day lure Ford Motor Company and other carmakers to NASCAR. They'd coin a phrase for the quid pro quo of speed: Win on Sunday, sell on Monday.

		And so, said Henry Ford, “if an automobile were going to be known for speed, then I was going to make an automobile that would be known wherever speed was known.” These were prophetic words indeed, since the Fords of Raymond Parks's day would become very well known to those for whom speed was crucial.
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		Ford Motor Company was created in 1903 and quickly earned a reputation for quality that brought unprecedented profits, which Ford poured back into his factory. In time, Ford's passion became the art of mass production, a concept borrowed from the bicycle factories of his day. As his company passed its tenth anniversary and Ford handed the duties of car making over to a growing workforce, he would stalk the factory aisles, always carrying a notebook, scribbling notes and ideas on how to improve the production process. He memorized bons mots from Emerson's “Self-Reliance” and nudged workers to become “sober and honest and hardworking”—like him. He'd bark, “Get a move on” and “Get production!” But the workers didn't mind. To them, Ford's factory was “a wonderful place” where thousands of parts of all sizes and materials were assembled “to make a magical whole.”

		A job with Ford was like “being on hand at the creation of world,” Upton Sinclair wrote. Love-struck factory workers named their kids Henry or Ford. The creation that inspired both worker and customer was the Model T, which Ford unveiled in 1908 and would continue to produce for two decades, and at increasingly unprecedented rates.

		At first, cars were built like houses: in one place, with all materials delivered to that place. One of the many ways in which Ford revolutionized car making was to perfect the assembly-line concept, which had been introduced at General Motors but which Ford took to a new level. Instead of building the car in one spot, the assembly-line process was reversed, with the car chassis pulled by rope along a line of workers, who stayed put. Each worker had a sole responsibility—installing seats, tires, doors, and such—and the workers' materials were stacked beside them, within easy reach. With his stopwatch and notebook, Ford refined the process and slashed the time of assembling a car from twelve and a half hours to one and a half hours.

		The southern novelist Erskine Caldwell once visited Detroit and dubbed it “Eight-Finger City,” a place where workers were being maimed by Ford's machinery and where “fingers, hands, arms, legs and crushed bodies” were commonplace. Caldwell's obvious exaggeration was based on the realities of dangerous factory work. Still, Ford's unprecedented $5-per-day pay scale, unveiled to much mayhem in 1914— equivalent to a six-figure salary in 2005 dollars—seemed worth a few amputations, as did the revolutionary product that rolled by the tens of thousands from Ford's factory doors.

		The stately Model T, looking like a top hat on wheels, was sold for about $850 at bicycle shops and hardware stores and was an instant rage: a tough, affordable car that could manhandle the dirt roads of a prepaved nation. Ford found that each time he dropped the price, sales rose wildly. By 1914, the year of Raymond Parks's birth, Ford was churning out two hundred thousand Model Ts a year, selling each for $500 or less. Heavy sales in the South prompted Ford to open a massive plant on Ponce de Leon Avenue in downtown Atlanta. The car earned affectionate nicknames such as “flivver” and “tin lizzy,” and by the 1920s, two-thirds of America's cars were Model Ts. Ford and car had become synonyms.

		John Steinbeck wrote that the Model T “was not a car … it was a person—crotchety and mean, frolicsome and full of jokes.” But some people weren't laughing and instead warned about the dark side of this new age of mechanized mobility. An Atlanta newspaper editor complained that by putting the automobile “within easy reach of everybody,” Henry Ford had “inadvertently created a monster that has caused more trouble in the larger cities than bootleggers, speakeasies and alley bandits.” Indeed, Ford cars became wonderful tools for a new generation of criminals.
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		For southern moonshiners, the mass manufacturing of Fords came just in time, colliding as it did with an antialcohol campaign that, after simmering for a century, had finally erupted.

		Efforts to prohibit alcoholic consumption in America gained a strong following through the 1800s. Puritans such as Frances Willard, founder of the Women's Christian Temperance Union, pushed schools to teach that alcohol was “a colorless liquid poison.” Abraham Lincoln spoke out against such prohibition efforts, saying that such a law “strikes at the very principal upon which our Government was founded.” But as America matured into the twentieth century, the forces of abstinence had become an army. Its soldiers included the Anti-Saloon League, Bible-thumping Baptists, and firebrands such as Billy Sunday, Lemonade Lucy, and hatchet-wielding, tavern-smashing Carry Nation. The American Medical Association denounced alcohol, as did Georgia baseball great Ty Cobb, and even the Ku Klux Klan, which stoked southerners' fears by claiming that alcohol fueled the lasciviousness of southern blacks. Throughout 1918, state after state voted in favor of Prohibition, which became law once Nebraska finally voted on January 16, 1919, becoming the thirty-sixth state to say no to liquor and providing the required three-fourths consensus.

		Prohibition banned “the manufacture, sale or transportation of intoxicating liquors.” A year later, with passage of the Volstead Act, violations became punishable by imprisonment. Billy Sunday sang praise that “the reign of tears is over.” He predicted that without mind-addling alcohol, the jails and prisons would actually be closed and turned into factories, and “the slums will soon be a memory.”

		“Goodbye forever to my old friend booze,” satirist Ring Lardner lamented, and W. C. Fields fretted that he'd be “forced to live for days on nothing but food and water.” But they needn't have worried. The nation's police departments were hardly prepared to fight America's ingrained thirst for alcohol. And proponents of Prohibition did not anticipate Henry Ford's unintended complicity with southern moonshiners.

		Although Ford was known to despise alcohol and tobacco—even blaming booze as the real cause of World War I, with “the beer-drinking German taking after the wine-drinking Frenchman”—he would profit nicely, if ironically, from the popularity of his vehicles among bootleggers such as Raymond Parks.

		Southern bootleggers—initially named for the practice of hiding liquor in a boot, but also known as whiskey trippers, rumrunners, transporters, and blockaders—adored Henry Ford and his no-nonsense workhorse vehicles. Beginning around the 1920s, bootleggers became folk heroes as they stealthily drove jars of whiskey out from the mountain hollows and down into the thirsty cities of Atlanta, Asheville, Memphis, Greenville, Knoxville, and Charlotte. They punished Ford's cars as no one had, and the cars rarely failed them; like a loyal dog, a Ford Model T eagerly complied with its master's orders. In the black of night, across rutted and muddy lanes, through cornfields and down switchbacked mountain roads, bootleggers drove as fast as Ford's engines would take them. And, like Robert Mitchum in the film Thunder Road, they did it all with a heedless calm, driving one-handed with a cigarette dangling from their lips.

		Henry Ford's plan to use speed and racing victories to sell cars certainly made an impression on the speed demons of Dixie. But it must have galled him to learn that his cars had become the primary method of delivering whiskey to the Prohibition-era South.

		Ford's well-known revulsion for alcohol was possibly inspired by his Irish father's destructive love of whiskey, or maybe it was just prejudice against those who didn't share his views on abstinence. When his wife, Clara, and son, Edsel, visited relatives in the South, he wrote to them, “Do they carry whiskey jugs in their blouses in Kentucky?” Ford was known to smash the liquor bottles of his son and enforced sobriety among his workers. When he was ceremoniously handed a jar of moonshine while visiting Asheville, North Carolina, Ford huffily refused even a sip.

		If Ford was aware of the symbiotic relationship between his cars and whiskey tripping, it did not affect his efforts to rid America of what he called “addictive poisons.” In fact, in his own small way, Ford helped instigate the national ban on alcohol. Andrew Carnegie, Pierre du Pont, John Rockefeller, and other superpowers of the day also supported Prohibition, largely because they thought a ban on alcohol would lead to a safer, more productive workforce. But Ford's distaste for spirits went beyond that. He presciently claimed that the increasing speed of automobiles and growing intricacy of modern machinery could be dangerous when combined with the numbing effects of liquor. In time, he became a prominent supporter of the Anti-Saloon League.

		Started in 1893 by an Ohio minister, the ASL had gained power through the early 1900s with aggressive lobbying campaigns and moralistic slogans such as “You can't drink liquor and have strong babies” or “Can you imagine a cocktail party in heaven?” The league's spokesman was Wayne Wheeler, a savvy Washington lobbyist who amassed large financial donations from Ford and other industrialists.

		Ford could afford such investments. Prohibition and the 1920s coincided with enormous growth and financial success at Ford Motor Company. As Ford continued to perfect his assembly-line process, he became obsessed with time-and-motion studies, feeling that any slight tweak in the production process might lead to increased productivity and profit. As production increased, allowing him to keep dropping prices, Ford's sales and revenues boomed. A $2,500 investment placed in the company in 1903 was worth $29 million by 1920.

		Ford didn't want liquor to muck up that successful formula and had long banned drinking by his workers, both on and off the job. He demanded that employees be “living wholesomely,” and he fired unrepentant drinkers. To regulate workers' morals, he created a nest of
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