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Prolgue
Boat building is the oldest profession in

Further, as any sea stories testify, a boat
seems to possess a personality. Many times a boat
“spirit” animates the vessel and the crew bonds
with it.
Sailors often plead with their boat to be
strong and seaworthy and carry them safely to
port in a bad storm. It seems natural that from
early times the feminine pronoun, “She,” is used
to personify a boat.
All of us with Owens throughout the plant,
felt fortunate to be fashioning such exciting
products.
The time I spent, from the planning of the
models through the manufacture and delivery to
satisfied owners, were my happiest business days.
It was truly a labor of love for us.
The main thrust and endeavor of all our
faithful boat builders was to build better boats for
more people to enjoy the water.
Our contribution, we believe, was to
introduce the ancient art of boat building to
modern business and manufacturing methods.
First class innovative engineering was introduced
to our boat building to bring yacht specifications
up to the standards of other mechanical products
of the day.
Along with this, Owens’ boats became the
model for others to follow with our sea kindly,
timely hulls.
This was indeed our heritage. This was the
legacy of our father’s dreams.

the world. Everywhere man has stood and looked
out over the ocean, or any body of water he has
wanted to cross it to the other side. So, from
primitive times a craft was conceived.
It has always been a lustful, enticing
‘Lorelei’ who has lured amateurs, entrepreneurs,
wealthy men and corporate businesses all seeking
the rewards it seems to offer.
Many boat building projects, and
companies, have been started and abandoned
after the problems they experienced, proved to be
unrewarding.
Unfortunately there is not a boat company,
I know of, that was prominent from the 1930’s
to the 1960’s that is now is business. Building
a wooden boat is fascinating and it requires
intensively skillful work. Sometimes for a builder
there are special rewards as when the classic
design, or a new trend, is created.
Owens’s early boats, in the thirties, were
all of wood and when we started in the 1950’s
to convert to fiberglass some of this romance was
lost.
The structure of a wood boat is a marvel
of art. Look at the hull from the inside before
the decks are built, and you see the strong oak
ribs, named from the human anatomy, fastened
to the rare mahogany longitudinal planking,
then you know that craftsman have been at work.
It is particularly pleasing to see a varnished
mahogany hull with teak decks and lovely
cabinetry equal to fine furniture floating on a 			
mooring asking to go to sea.
			

- John B. Owens

Owens Yacht Co., C.E.O.

The Powers of Mass Production of Cruisers

Charles Councilman Owens

Who designed, built and loved boats–and who inspired in us, long ago, honor, integrity, and a

progressive spirit in the old art of boat building. His spirit still pervades all of Owens’ operations.

Norman Glynn Owens

John Burneston Owens

and Production Manager,
who from his training, long
experience, and the many
thousands of pleasure craft
he has designed and built is
recognized as one of America’s
outstanding designers. He is
also one of the early pioneers of
mass-production of cruisers.

Business Manager, who
through his Purchasing Department makes sure that our materials are the finest and best obtainable for their purposes; who
is constantly testing, at our salt
water laboratory, all such materials; who is largely responsible
for the enviable financial stability of our Company.

Our Designer, Chief Engineer, Our

Charles Joseph Owens

Known

from Coast to
Coast as one of the pioneer
developers of Modern Boat
Merchandising. Devotes all his
time to Product and Market
Research and maintenance of
quality Standards of Owens
Products. Board member of
National Association of Boat
and Engine Manufacturers.

All are boat users, sailors, and
Yachtsmen of many years

Charlie Owens’
			 Early Boats

VAULKRIE

prototype of
navy knockabouts

racing
runabouts

1927

DEAD AHEAD

CLIPPER SHIP “N. B. PALMER”
From Painting by Frank Vining Smith

STORMY SEAS

The Owens Yacht Co.
Remarkable Entreprenuers
A List of Owens #1’s!
It makes us feel good to know that, after we had originally developed and pioneered
these basic improvements in boat design, that they were generally adopted by the industry
at large. We also like to feel that all of these things have added to the public’s enjoyment of
boating by making it more safe, pleasureable and practical.

1. Biggest builder of boats from 20’ to 40’.
– Sales were larger in cruiser volume of these size boats than Chris Craft although
		 Chris Crafts dollar sales were larger. (Reference page _____)

2. It took Chris Craft 3 generations to reach their peak. It took Owne’s 25 years.
(Reference page _____)
3. Designed a plant far ahead of anything in the fiberglass manufactureing industry.
Owens’ installed a great system of overhead conversions. (Reference page _____)
4. Designed sharper vee shaped bow and developed stronger bronze lifting pad on LCVP’s.
(Reference page _____)
5. Introduced diagonal double planked plywood and large steel “weldments” to the Owens
Cutter Sailboat and 42-footer construction. In the Owens Cutter Sailboat we designed a
midship section in which the maximum beam was 6 inches above the waterline. This
allowed the boat to carry more sail in stronger winds which made it a lighter and faster
boat. Many skippers won silver trophies with the Owens Cutter across the country.
(Reference page _____)
6. Created Owen’s Flagship V8 Marine Engines.
– A real revolution for boating. (Reference page _____)
7. Gained the financial strenght of commercial credit companies to floor plan the boats for
our dealers. (Reference page _____)
8. Owen’s initiated the concept of “Guaranteed Delivery Costs” to all parts of the country.
(Reference page _____)

9. Owens’ 30’ Footer
– Revolutionary design. (Reference page _____)
10. Owen’s built the newest and most modern plant in the boat industry which was in York,
Pennsylvania. (Reference page _____)
11. Owen’s Boat Company was the first in the boat industgry to introduce the “Dewey
Decimel Classification” system to identify parts ready for assembly. (Reference page
_____)
12. Owens was the first to initiate mass production of boats by assembly line similar to the
auto industry. (Reference page _____)
13. One of the first industries to start using IBM computers for inventory control and payroll
accuracy. Until 1946, it was all done by hand. We believe our inventory initiative was
helpful to IBM in managing inventory as a goal for computers. (Reference page _____)
14. First to discontinue use of the “Axe and Adz” method of shaping wood and start using the
“shaper” as the furniture industry did, thus enhancing efficiency. (Reference page _____)
15. First to use excess woodchips from lumber milling as fuel. The woodchips were burned in
a steam fire tube boiler and turned into “steam energy” to run a generator. Their electric
costs went down so much the Electric company bought back electricty from the Owens
Yacht Company. (Reference page _____)
16. First to use a Steam Air Compressor to power air tools. (Reference page _____)
17. Owens Yacht Company pioneered such improvements as;
a.) Rubbed - mounted stuffing boxes
b.) Angle - mounted motors
c.) Stress - carrying bulkheads
and many other improvements in yacht design and construction. (Reference page _____)
18. Owens mass production methods made it posssible for the first time, that the average
income family could own a recreation boat. (Reference page _____)
19. 1959 – The first pure boat builder whose stock was available to the public at that time.
(Reference page _____)
20. Instituted the “Robert Lowey” porthole. A design which distinguished Owens boats of
that era and had an aura of the Admiral’s Barge and old British ships.
(Reference page _____)

CHAPTER 1
1925 - INDEPENDENCE DAY, LITERALLY & FIGURATIVELY
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T
he O wens B rothers
Pioneer Builders
THIS IS THE REAL STORY OF AN ENTREPRENEURIAL FAMILY

Norman Owens, Jack Owens &
Chuck Owens Sailing on the “Valkurie”.

(Left to Right)

A Fa mily

•

A History

•

A S u cc e s s f u l B o a t B u i l d i n g C o m p a n y
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On July 4th 1925, our father Charlie Owens had declared his independence from big business
and resigned from Westinghouse as the manager of their mid-west offices. He, however, decided to
follow a passionate dream he had, to design and build boats. He had built a 38 foot cutter on a barge
in the Detroit River about a year before and sold his property preparing for a move to Annapolis
where he was born. On July 4th, he stocked the “Valkurie” with the needs to sail via the Erie Barge
Canal to Maryland. His crew was Chuck, age 14, Norman, age 12, and myself, Jack, age 9 years. His
wife Mary had died years before, and he was happy to go home to Maryland to be an entrepreneur. In
Annapolis from 1925 to 1930, he built boats on a custom basis.
In 1930 he decided to make only one model on a standardized basis. The timing was
awful. The depression had started and the competition was fierce and well financed. Some
of these builders are shown on page 11, but, like early cars, all are now gone. This book tries to
show the story of Owens from the first 1/8 page advertisement to the top of the pleasure boat field
from 1930 to 1965. Charlie died in 1933 and never saw his dream come true, but his spirit,
enthusiasm and influence are evident in the modern company and in all of the models we built.

Annapolis 1925
We sailed Valkurie into Annapolis with a nice breeze from the south. It was August 15,
1925. This was the most attractive harbor we had seen our whole cruise from Detroit. Out in the
bay we sailed near the trucks of the bay and saw a Bugeye loaded with watermelons. We waved and he
threw one overboard for us. We split it open and enjoyed.
The city dock was full of crabbing boats unloading their catch of the day. This is when I learned
that we were in crab town. I had never seen a blue crab before and they are a weird shellfish. All were
alive and fighting anything they could put there claws on, including the crab next to them. There was a
long old pier on a sandbar at the south with a shed at the end. This was The Severn boat club. Instead
of boats there was a card table. Later, this became the famous Annapolis Yacht Club.
On both shores their was not one pleasure boat, sail or power. There were several boat yards
and marine rails all for work boats. In those days the crabbers caught the crabs with a trout line. This
was a long line about a 100 yds or more with chicken and eels as bait. As the skiff moved along the
line they netted the crabs holding on to their dinner. There were lots of crabs all over the bay, and
the crabbers made good money. Some docks had a steamer house who would steam the crabs as they
were unloaded.
The boats were about 30 ft. long and made of native pine like a big row boat. The
power was often an old one lunger or single cylinder of large diameter. They would start the engine by
cranking the fly wheel against the rotation and as it came back they would turn on the ignition and off
14
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TRUCKS OF THE BAY 1830-1940

PUSH BOAT ON DAVIT

BUGEYE

The Owens Family:
Front Row is Jack, Norman, Chuck & Cousin Joe. Back Row is Molly.

Boating
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in

Annapolis – 1925

she would fire with “putt putt miss putt and bang”, very colorful. To cool the engine they often poured
a bucket of water around the wall of the engine. In the winter these same boats went out to the oyster
beds and with 20’ tongs clawed the oysters to the boat for selection of the best.
We blew for the east port bridge tender to turn the road and open the water. He came from a
little house and with a big lever swung the bridge open. Spa Creek, where we were to moor, was again
boatless. We saw pleasure boats in Detroit and New York. I said to Dad, “Are you sure you came to
the right place to build boats?” He said, “I grew up here and can say it is the best cruising grounds
in America, and in your life you will see thousands of pleasure boats.” Dad had planned to be the
pioneer.
Today the bay area is over crowed with pleasure boats and Crabbing and oystering are almost
gone. The biggest industry is recreation on the bay.
– John

Burneston Owens

Norman, Jack & Chuck Swimming in
Lake Erie, Ohio

17

CHAPTER 2
1918-1936 - A TURNING POINT, A DREAM MANIFEST
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ACharles
ManCouncilman
for A ll S easons
Owens the Dreamer

“In Flanders’s Field the poppies grow
among the crosses row on row. We the old
say take up the banners as we throw the
torch to be yours. Now, hold it high and
do not break the faith so the world shall be
proud of you.”
- John McCrae, Medical Officer

1915

Charles Councilman Owens
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Jack Owens & King Fish
aboard an Owens 35
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Our father, and company founder,
Charles Councilman Owens chose to leave a
very secure and successful career in big business
with Westinghouse and go, “where Angels fear to
tread” in the manufacturing of boats.
In his decision to produce boats, Charles
Owens was following in the unsuccessful
footprints of millionaires Ford, the Dodge
Brothers, Garwood, Steinway and Benz of piano
and motor fame. Literally hundreds of big boat
companies disappeared from the market place--passing away as unknown as the proverbial desert
flower.
After that decision, Owens Yacht
Company was founded and grew from a small
shop in Annapolis, MD in 1926 to the most
sophisticated, efficient and modern wood boat
builder of all times. Its seed took root on the
tributaries of the great Chesapeake Bay--- in the
mind of Charles Councilman Owens.
The odds of production boat-building
success were not tested and obviously minimal.
There was no proven market for pleasure
boats, yet many large companies were building
commuters and runabouts for the lakes and Long
Island Sound.
Only two companies were able to build
boat companies of world renown and sufficiently
support their families: The Owens Yacht
Company and Chris Craft Corporation. Owens
and Chris Craft were the only big production
companies with national dealer sales offices.
Both survived the depression, but succumbed
to the sirens of Wall Street by merging with the
conglomerates in 1960. The tales of the Owens
Brothers “trials and tribulation’s ensued from
1926 to 1965.
Our father never had a chance of total
success. He started in 1926 and died in 1933.
But he survived the depression, a disastrous
“Charlie” Owens

time for any business, and
kept his dream alive in the
hearts and minds of his
sons. We were mentally
and physically prepared.
By 1934 the USA
was entering a new era.
The people were tired of
the depression, and the
Old Steamship traversed

the bay from

Norfolk

to

Baltimore.

people were ready to develop fuller lives entering a new era. The
emergence of a middle-income family in America was starting to
become a reality and the Owens Yacht Company was preparing to
offer many of them a chance to get on the water at an affordable
cost.
“Charlie” Owens, as he was known in the business world,
must have been a dreamer to come up with this idea, but I believe
he wanted to leave his footprints in the sands of time. Also, the
glamour attached to the international boat racing in Detroit and
his observation of how efficient auto manufacturing could become;
and his love of those boating days as a boy, thrust his dream forward.
Charles Councilman Owens, our father and founder of the
company, was born in 1877 in Owensville near Annapolis into an
old colonial family. He was the son of Dr. J.R. Owens. In addition
to his fathers’ practice as a country doctor, J.R. owned and ran a
Steam engine powered by coal.
large farm in Anne Arundel County and maintained a cottage in
Deale, MD.
It was at this cottage near the bay that his family spent a great deal of time in the summer. This
area of the Chesapeake Bay was famous for it’s trout, herring, crabs and oysters. The fish were shipped
by bag steamer from there to Baltimore daily. The Old steam lines were about 150 feet long and
fitted with a huge balanced beam steam engine, fired by coal. They sailed at about eighteen knots and
provided transportation through out the Chesapeake Bay region from Baltimore and Washington to
Norfolk. These were romantic times.
Dad and his brother as youths had a small twenty foot skipjack sailboat that, I am sure, peaked
his interest in boats and the water forever. His mother was a Councilman from Baltimore County.
Our grandmother, Gertrude Elizabeth Councilman, became acquainted with Dr. Joseph Rutter.
Owens, our Grand Father, through her brother who was also a doctor of medicine. Baltimore County
was a little more urban than Owensville and grandmother Gertrude would always compare her life
there as Dickinsonian.
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When Charlie (Dad) was
about sixteen years old the family
moved to Hyattsville, a suburb of
Washington where his father became
an administrator of the University of
Maryland. Dad and his brother went
to George Washington University. His
brother studied law and Dad, electrical
engineering. Upon graduation, he

went to work for Westinghouse in Pittsburgh and then
New York City.
In New York City he lived near the water in
Sheepshead Bay, and he again became active in sailing the
boats of the area. Small twenty-two foot sailboats called
Sandbaggers, because they used sandbags for ballast. At
that time, the only engines around were steam engines
and much too complicated for small boats.
At the 1904 New York World’s Fair Exposition
officials wanted a fleet of small boats as an attraction and
people mover. By that time the small electric engine that
Westinghouse made seemed a good unit to use. Charlie
Mary Agnes Owens with
Molly and Friend,
Chuck and Norman
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Mary Agnes Owens

worked with boat builders to supply the
electric motors and the companies built
several hundred of these boats. I think
that made him think if you could get a
smaller gasoline engine you could build
a viable pleasure boat.’ He was always
learning something new.
His college education was well

rounded, and he was well read. Through out his life he collected old books
and possessed an outstanding library. His collection included Blackstone’s
English Lore and an original set of Gibbon’s Roman Empire.
He loved to tell the story of when he went to a new play in New
York and had a copy of Gibbon’s with him. The play was very bad and
the man seated next to him asked him his name. The next day in the
New York Times a critic, describing the tenor of the play, said, “the
play was so bad a chap named Charlie Owens was reading Gibbon’s,
which is not leisurely reading!”
He collected everything he could find on boats, yachting and boat
design. He was always drawing boat plans.

The Love of His Life

Mary Agnes – Our Mom

In 1907 he married the love his life, Mary Agnes Glynn in New
York. They had two children born in New York, my sister Molly and brother
Chuck. Soon after the marriage Westinghouse transferred him to Detroit where he became a VicePresident in charge of sales for the Midwest District, including Michigan, Illinois and Indiana.
The Midwest was a hotbed of industrial activity because the automobile industry was beginning
to go into high gear production with new assembly
line manufacturing. Manufacturing processes
were fast changing from the steam powered
plants of the last century to electric motors.
The job of his group of men was to modernize
the manufacturing processes by the placement of
electric motors and controls at the point of use.
For almost a century the industrial factories were
using a large steam engine to supply the power
through a complicated system
of shafts, pulleys and wheels all connected by flat

leather belting to the machine that was running
a loom or cutting wood or metal.
The mechanic operating the machine
pulled a lever that sent the belts’ power to his
machine. One of these belting suppliers was
still going on in Baltimore in the 1950’s. As
a mater of fact, in the early days of Owens,
in Annapolis, about 1935 we had a plane for
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smoothing wood that was run with a flat leather belt.
Dad became well acquainted with the men in Detroit who were in the forefront of this
revolution in transportation. He would tell the story of his association with Henry Ford. Ford’s
main position was running the factory more efficiently and he was eager to learn any way to increase
the production of Fords.
His philosophy was, “if
he could produces a good
sensible car cheaper,
the sales would follow.”
On one occasion, when
Dad was selling motors,
Ford, knowing that Dad
was a graduate engineer,
asked him if he could
help him with a cooling
problem in the factory.
They were painting the
cars and then heating
Dodge was an early century builder of
paint to help it dry
high speed racing boats
quickly. In the process
they had to get rid of the heat. Ford asked Dad if he had any ideas. Dad said, “There is a stream that
runs into the river Rouge.” This river was named after the French and Indian Wars, where a bloody
battle was fought. The Ford plant was built on that river.
Dad said to Ford, “do like Columbus did to measure speed.” So, Charlie simply measured the
width and depth of the stream and the length, which was 100 feet long. Then he threw a branch into
the stream and timed it traveling 100 ft. He took the temperature and gave them the cooling power
of the stream. Ford used Dad’s information to cool the paint on the autos in the plant. In those days
that was high tech for Detroit. Coincidently, when we designed our plant to build twenty five, 26’ foot
boats a day, the bottleneck was drying the paint.
In those early Detroit days Dad was completely happy and occupied with his job and the care of
his wife and five children. He joined many clubs. He was in two yacht clubs and fit in well because he
was more familiar with all types of boats than anyone else in Detroit at that time. He was living the
life of Camelot.

Eternally Restless
In 1918 the World flu epidemic struck his wife and Camelot ended.

From then on he was
eternally restless. He kept dreaming of building boats. He was certain pleasure boats would some
day crowd the beautiful waters of America. He acquired every boat book published both here and
abroad. Soon he was making boats in his back yard to help him become acquainted with all the
special arts he needed to build wooden boats.
26
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Detroit was
the Mecca for high
speed unlimited racing. They powered
these boats with Liberty aircraft engines
left surplus from
the war. Garwood
seemed to dominate
the
International
Racing Class with
Dodge
Cigarette
boats close behind.
Dad was proud of a
Path of Owens Family Journey
first place in cruiser
racing. In one race,
he rode the first wave
behind the transom of the fastest boat. They thought he would crash, so did I!
After his wife’s death, with
the aid of a housekeeper, and a
maid, his children were able to grow
up strong and confident. Aunt
Fanny, whose name emulates her
body, was quite strict. We all toed
the line.
Charlie never forgot his
birthplace and the Chesapeake
Bay. He decided to build a sailboat
and move the gang to Maryland.
He hired a guy who said he was a
boat builder and built boats on a
barge in the Detroit River. Frank
Riley was his name and on several
Sundays I would go with Dad to see
the “Vaulkrie” under construction
on the Banger.
The
conditions
were
bachelor like and I decided right
then that I did not want to be a
The Owens Family: Charlie, Molly, Chuck, Norman,
Jack and Billy in Front of Annapolis House
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boat builder. Frank was sloppy, but
ingenious. It gets cold in a barge
in the winter, so he had two stoves
and he set up an igniter inside the
unused stove. When he went to bed
he connected the stove to a spark
plug. When his alarm clock went off
in the morning the spark plug lit the
fire in the stove, so he could get up
in a warm room. I think he even had
bacon and coffee already cooking on
the stovetop before he got out of bed.
Dad was always ready to try new
ways to make boats both strong and light;
but also inventive. One day he saw a limb
of a big locust, curved like a boat tiller.
He told Frank “to cut the limb and we will
build a sailboat that will steer us to the
east.”
Sure enough on Independence Day,
Norman, Jack, Cousin Joe & Chuck
July 4, 1925, Dad with Chuck Norman
and myself set sail for Lake Eire and the Chesapeake Bay. The first stop was in Windsor, Ontario
Canada on the river where there was a market on the dock selling beer and alcohol, which was not on
prohibition as it was in the USA.
Sailing Lake Erie was no problem, but then we were to passage the Erie Barge Canal to the
Hudson River. We had to unstep the mast, lash it on deck and motor with the barges. In 1925 the
canal was very busy. There were many locks to pass through. It was frightening when we hit one with
a 100-ft. drop. I thought we were being swallowed up.
Frank Riley working on the “Vaulkrie”
At Waterford, New York
the canal ends and we entered
the Hudson River. The river was
beautiful! We stopped at West Point
and I saw the cadets and I thought
“that is the way to live.”
Next stop was Coney Island
and in those days a pleasure trip.
We sailed around Manhattan and
saw this amazing city from the
water. In Long Island Sound we hit
Joe, Jack and Charlie (Dad)
29
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M ary Agnes Owens
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Molly, Chuck, Norman,
Jack and Joe

our first bad weather. At that time we acquired “Mal de
mare”, or seasickness, and had to adjust to the rolling
sea. After about a week we anchored in Block Island
Harbor and got a good taste of real fish and lobster.
Dad said, “this was where we head for the Chesapeake
Bay.” When we got to New York City he decided not to
go around Sandy Hook and sail the Atlantic with such
a novice crew. So we barged again the old, now closed,
Raritan Canal into the Delaware River, leading finally
to the Chesapeake Bay. We arrived in Annapolis the
end of August 1925.
After arriving in Annapolis, Dad got us entered in
Joe, Jack and Charlie

school and then built a house in a good
neighborhood. He, then, proceeded
to build in his backyard, much to the
astonishment of the neighbors, a
modern 26 ft. Marconi rigged sloop.
We sailed this sailboat often in the
waters near the harbor.
We would often sail the sloop
alongside the midshipmen in training
from the Naval Academy in their 26
ft. sloops. We would always overtake
and sail away from them. This caught
the attention of the officers who knew
they had to bring their boats up to
date. They gave Dad an order for eight
sloops, which was his first order.
He was building, in a small shop,
small outboard boats to go with the
Johnson engines he was selling. With
the first big order he knew he needed
32

Mary Agnes Owens

a bigger shop to build sailboats. The outboard business was slow. The main
outlet was for racing boats and to sell them you needed a reputation. Chuck
and Norman were drafted by Dad to be his drivers of his racing skiffs. Both
Chuck and Norman say the experience was great because they were among the
first young race drivers. They were invited to race in the Albany to New York
race, which was the largest race of the year.
Dad had to step up his building to accommodate the growing number
of orders. He decided to rent a shop. He chose a marine railway with a small
shop, but big enough to build the sailboats. The shop owner said, “You have
to hire my two sons and myself.”
This was not too bad because the sons were good workers, but the old Molly Owens
man was an enigma to me. There was no one home during the summer months except me, so I would
go to the shop often to help. They usually had me sanding the wood. I was always curious and noticed
the old man would come to work wearing a vest with a big brass pocket watch.
He would start looking at it about a quarter to twelve and when it was twelve o’clock he would
bellow out “Dinner Time!” He always ate biscuits and ham. I asked when he would change? He said,
“no way - I will have my wife make you one.” Boy, they were good old southern fare. I told Dad that
he could increase efficiency if he would get the old man to stop sharpening his tools.
In 1929 he built his own shop big enough to build four boats at once. He designed a nice 28
ft. cruiser that could be modified to be a commuter. This was the start of a standardized boat, and a
good effort to obtain efficiency. He always told us of the way they were building cars in Detroit. And
now he began to show us.
For his family he built another small house on the top
of the hill. A novel feature in the house was the way he
built the oven in the kitchen in such a way that the oven was
heated by the fireplace in the living room. This was typical
of his forward thinking. Here we rode out the depression.

The Crash of 1929
Charlie Owens “Hard on the wind, we have a rough

storm and wet beat to windward. Put on your weather gear,
trim the jib, we will weather the storm.” These were the
words of inspiration often given the Owens’ brothers during
the depression. We missed some of the perks of prior days, as
now, no one had any money so things were cheap, simple and
people were honest. We quickly learned how to use money.
All of us remember these days as some of the best of our
lives. The uses of adversity are often sweet.
Years later, when I was in London, I asked a taxi driver
33

From Left to Right
our Mother Mary Agnes
Norman, Chuck and Molly
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how he survived the bombing days of WWII. He was about 10 years old then I wanted to know if there
was emotional damage. I explained that I had read a recent book describing the psychological damage
done to the children of London at that time. “He said “No”. “I spent the nights in a bomb shelter where
it was hard to get the boys to go to sleep. In the morning we would go to the bombed sites and pick up
metals to sell to the scrap dealer.”
He told me, “The best time of
all was when the American troops
were leaving London to go ashore
on D-Day. The soldiers marched by
Trafalgar Square throwing all their
money to us kids.” He said, “He
thought he was rich!” The young only
remember the good times, thanks to
the magic of Mother Nature.
In that year, 1929, Charlie’s
dream of becoming the Ford
of the boating world was barely
afloat when the whole world
went into a “deep depression
Spa Creek
funk;” when many around him
began to fall to the depression. He would not give up the passion he had for building boats. He
had cast the die and was determined to leave his footprints in the sands of time. He had his sons
to whom he would transfer this love for boats and his knowledge of business and the techniques
of design and construction of boats. The timing was unique as the job market for the young
was bad, but now his boys had been given a broad business experience in their own company.

Charile’s Dreams For His Children
Once we moved to Annapolis, Dad decided to ask his sister in Washington, DC to raise Molly

with the specialties that only women have. He wanted her to be a lady because Molly was probably
treated as a boy for a while. Aunt Alice was glad to help and show her the ways of a lady. So, Molly
lived with her Aunt and went to business school in Washington and, eventually, became the Assistant
to the President of St. John’s College.
He saw in Chuck, the potential of a first class marketing man. Charlie, of course, was the top
marketing man in Westinghouse. As sales manager and vice-president for the Mid-West, he knew
how to train sales people and thus, he endoctrinated, Chuck.
Dad was also educated as an Engineer and in those days in the colleges they gave you a broad
tour in all the parts of engineering. Needless to say, he never had to call on others for this knowledge
and he learned easily the special needs of a naval architect.
In Norman he saw the makings of an excellent pupil. Charlie thought Norman had the ability
for drafting and engineering comparable to his own. He thrust upon the eager youth His love for boats
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and the knowledge needed to become a top
boat designer and a boat builder. Norman
was a good athlete. He played semipro ball
and boxed for the National Guard. So, on
the playing fields, he also learned to deal
with the subtleties of people.
Jack was an enigma, he was a restless
boy, always going somewhere or doing
something with his friends. He was always
Charlie, Chuck, Norman, Jack, Molly & Mary

complaining and asking questions about everything.
One question was “will there ever be another
millionaire?” Dad said “Sure!” Jack was doing well
in school and left up to the realities of his changing
world. One of the last things Dad did, when he was
dying, was to help me write my valedictorian speech
for high school graduation. He was too sick to
come to the event. Jack was also a notable athlete,
at St. John’s College, Annapolis.
His youngest son, Billy, was named after a
famous Uncle William Councilman, the brother
of Dad’s mother. William was a Professor of
Medicine at Harvard and the author of the
textbook, “Councilman’s Pathology”. Dad pointed Chuck, Grandmother Gertrude,
Billy towards a medical education. Billy, as a youth, Norman & Molly
spent time at Woods Hole and other biological interests to learn about biology before medical school.
Billy was an excellent student and won Phi Beta Kappa at John Hopkins Hospital and became a noted
Ophthalmologist.
Our father deserves tremendous kudos for the remarkable raising of Molly and us boys. We were
all very well mannered and useful in our lives with none running astray. Being a single male parent
can’t be a piece of cake.

A Great Personal Library
Charlie continued gathering a big library, as was the custom of his parents. Since there was no

radio, television and other distractions in those days he educated himself in many other subjects that
interested him including business.
His library was full of engineering, marine design and lore. He also had collected original
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editions of such rare volumes as “Blackstone’s Law” and Gibsons “Fall of the Roman Empire” in
addition to others of this class. He got them in New York when bookstores were still a place to find
old books. These books were sold during the depression.
He loved poetry and music. Sir Harry Lauder was one of his favorites. He was a Scotsman who
played the stage with his native music which were very folksy sagas. In poetry Dad often quoted to us his
favorite Edgar Allen Poe poem “Annabelle Lee” which closely mirrored the death of his wife Mary Agnes;

Annabella Lee
“It was many, many years ago in a kingdom by the sea where I met Annabelle Lee.
We loved with a love that was deeper than love, I and my Annabell Lee.
A nasty wind blew out of a dark cloud one night chilling and killing my beautiful
Annabelle Lee.
But our love is so strong nothing can ever dissever my soul from The soul of my loving
Annabelle Lee”

By 1931
By 1931 Charlie had the business going and one of his dealers was at a boat yard in

Bermuda owned by the Darrel Brothers. They were using his boats for commuting among the islands
off Hamilton Harbor in 1932. One was to be shipped by steamer to them. He thought it would be
good to take Chuck and Norman with him on a cruise from Annapolis to New York Harbor for the
experience. The trip almost ended the entire story of the Owens’ Family. All went well until they
rounded Sandy Hook. There they ran into a fall westerly blistering down the Hudson with big waves
and lots of wind.
The sea motion caused dirt from the bottom of the fuel tank to get in the carburetor and the
motor to miss. They cleaned the carburetor as night was falling. And they were able to repair it well
enough to get to Middle Bay Light House.
They were happy when they saw they were nearing Middle Bay Light House, which is built on
a small island, and they crawled into the lee of it’s light. The keeper then saw them and threw them
a line. I think they all had greater respect for the seas and God after that. The keeper said, “Bring a
blanket to sleep on the floor of the house, because the wind will blow stronger and colder tonight”.
In the middle of the night Dad woke them and said, “Take a good look at the boat, it may not
be there in the morning. If so, we may have to give up boat building with no cash.” God must have
stepped in because she was still on a line in the morning! If she could talk she would have said “No
way am I going to Bermuda on my bottom. I just want that steamer!”
Churchill speaks of “England’s finest hours” in WWII, and so I say the finest days of Owens
were those slow tedious days of the depression. I am sure Dad thought many times to give up and go
back to big business.
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Pleasure boats were far from the
minds of all but a few. Most of the
national builders had quit including
another boat builder in Annapolis,
Chance Marine. Dad could have easily
done other things. Instead, he pursued
Berhis dream and built a better shop for
building boats.
He died in December 1933 when
Chuck was 23, Norman 20 and I was
16. I think he thought we had the
Norman and Jack on Vaulkrie
ability to carry on. I think he died
knowing that his sons would complete the job of building his dream of bringing recreational boating
to the Chesapeake Bay and the common man.
Shortly before his death, Chuck told me that our Dad called Norman, Molly and himself to his
bedside. In the conversation he quoted the well-known WWI poem of Flanders Field. It expresses
the thrust and aims of his life dedicated to educating his children.

F landers F ield
“In Flanders’s Field the poppies grow among the crosses row on row.
We the old say take up the banners as we throw the torch to be yours.
Now, hold it high and do not break the faith so the world shall be proud of you.”
- John McCrae, Medical Officer,
1915

It has been said that the real measure of a person is how he remains in the minds and hearts
of those with whom he spent time and pleasure. Dad is well remembered in this regard. We would
hear from his old Detroit
Jack on Bunk Bed
associates with great praise of
their experience with him as
well as the Naval architects in
Annapolis he taught how to
make a good modern boat. To
this day he continues to have
positive effect on his children
where he lives forever.
Chuck, and Norman, had
the courage and the confidence
to continue the business
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without a break and with plans to make the company a real player in the marine recreational world.
Fortunately, by 1932, the depression was weakening and wages were rising so the market for boats was
growing. Norman designed a usable, nice looking boat for cruising, and commuting that became very
marketable.
By 1936 the company had out grown the size of the building and the work force of Annapolis.
The manpower was not available to support the number of boats we were selling. As a result we bought
an 8-acre tomato field in Baltimore, and began to build a modern show case plant for assembly line
mass production of “affordable boats for the middle class”.
I was younger than my brothers when Dad died and I had a few years to grow into the boat
business. I had some interesting times with the boats during those early years after Dad passed.
In the summer I became the delivery sailor. On one occasion, sailing an older couple to their
home in Virginia, the steering wheel came off in a rough sea at the mouth of the Potomac. I babied
the boat to a harbor and got a pin in the shaft without disgrace.
At that time I learned that tight inspection is a must in the future. On another trip with
Norman I remember, after a cold night in November when our motor would not start. Norman told
me to remove the spark plugs and heat them on the stove. To my surprise, when replaced in the block
the engine started!
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Good Morning! By The Bentztown Bard (Folger McKinsey)

It was only a glad “Good Morning” As she passed along the way,
But it spread the morning’s glory
Over the livelong day!
–Charlotta Perry.
“OAKHAVEN”

Where the broad Tred Avon flows
Oakhaven sits in calm repose.
Its mighty oaks,its valid birds.
Its flowers beyond the scale of words.
Across the waters at its feet
The ospreys soar, mimosas sweet.
Now in the bloom of summer show
Their flowers of dream in mystics glow.,
The circling lawns, the rolling park,
The lilies in their ponds that mark
The height of beauty morn to morn
With new creations softly born:
Around the corner, as it were,
The deepening waters swifteer stir.
And down by oxford spreads the titde
Of Choptank and Tred Avon wide.

Representation of
article printed on
July 18, 1945 in
The Sun, Baltimore
Newspaper.

The bordering woods of noble pines,
The syeamores in perfect lines,
The beech and maples, there so blend
To match where shores and meadows wind
Oakhaven, fine plantation of
Old Talbot dreams of faith and love,
Set in its coves and curving miles
Where Tinghman glows, Benoni smiles.
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11/16/2011
THIS PAGE IS FROM MAY OF 2006! I had an old PDF one of the 27
back-up CD’s I have accumilated over the years so I went ahead and
dropped it in. The text on this page will not re-flow with this current
version and is already in chapter 3. Furthermore, the Spa Creek photo is
already used and the plant photo is already in chapter 3.
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Holy Stone the Deck
For six days thou shalt labor and do what thou are able and leave not a speck. On the 7th day thou
shalt get on your knees and holy stone the deck.
The saga comes from the days when naval ships were made of wood and the decks were teak and had
to be scrubbed with stones by a crew on their knees. Our dad used to quote the nautical saying above
at times, but little did we ever think that it would apply to us. However our job as boat builders drive
us to working seven days a week, not by necessity, but because we wanted to prove to the world that we
could make a success of our company as boatbuilders.
Another tale of the days of wooden ships and men of irn tells about the phrase “Son of a Gun”. When
the ship came to port, the captain let the crew bring on board the lusty ladies of the town. The custom
to get privacy was to take your lady to the side of the gun deck and cuddle. But some times the lady
would end up pregnant and when her son asked his mother who his father was, she replied, “Why you
are the Son of a Gun”.
When Victoria became Queen of England she wanted the whole world to know that Britannia ruled
the waves. So, she changed the Navy to steel ships and put bibles in the hands of every sailor and took
away their daily grog of rum. Nevertheless, the Navy continued to retain watchtimes as four hours on
the four hours off the man at the helm was still known as serving a trick at the wheel.
I attribute my birth to God and because of the environment in which I lived. I was destined to be a
boat builder.
My mother died of the flue in 1918 leaving me in Detroit to grow on my own initiative. As a
youngster I past the long and cold Detroit winters with my books called the “Books of Knowledge”. I
also enjoyed my toy steam engine, erector set and electric train.
Some say that adults never understand the enchanting world of children. I know this is true with me
because I seemed to be able to be happy especially with steam engine, erector set and especially my
books. I went thru about ten volumes page by page and with the pictures I was captivated and it helped
me read and write. Now I can’t remember most of my childhood however, there is one vent that taught
me a lesson I never forgot.
I was hanging around my older brother, Norman, when he was with a boy named Junior. Junior wanted
me to leave but I stayed. So, Junior in his house and come out with his hands clapped together. He
said that he had a secret in his hands and would I like to see it. I said, “yes” and he said, “Smell my
hands when I open them. This I did and he threw pepper in my face. I coughed and cried and went
running home.
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I made this a good learning lesson for me. I never trusted anyone who made an offer that sounds too
good to be true. My motto is investigate before you invest. Along the way as a child, I found the old
saying I have five serving men that will be your guide for life and they are right on your fingers–what–
when–where–and why. So God was teaching me the facts for survival in a big unruly world.
During the long winters I spent many hours letting my mind grow. In the summer we spent about two
weeks in a camp in Canada on a lake. There, I learned how to swim. Dad had a strong pole with a rope
on it and a harness on my chest. He hooked the rope to the harness and I waded through the water and
out to the end of the dock. When the water was over my head he let the pole down and said, “now dog
paddle”. Well, I did not drown but after that I believed that swimming is just a way to avoid drowning!
It was a great retreat and I learned much on this lake including how to sail a boat.
My Dad grew up on a farm and learned all the practical trades that a farmer must know to keep alive.
Trades such as knowing farm animals and working the fields. His farm was near the Chesapeake Bay
and there he learned how to sail and the ways of the fisherman. Boating became, at that time, a hobby
that had swept him in as if “Lorelei” had grabbed him.
My Dad quit his job in Detroit at age 50, as Vice President of Westinghouse. There he was adding
electric motors to auto manufacturers to modernize their production line. In those days electricity
and small electric motors where as high tech as the computers of today. He thought he had enough
money to retire and also to start a boat company. Detroit was the hub for pleasure boats, especially
racing runabouts. Dad was racing in the cruiser division with a 28 ft., cruiser that he built in his back
yard. (ADD PICTURE OF CRUISER).
As far back as the greek story of “Ulysses”, Homer talks about he sirens or Lorelei of the water who
lure sailors on the rocks with their enchanting songs. I am certain these same Lorelei have lured
many amateurs and big business men into the business of boat building. Especially in the twenties
and thirties with the success of the automobile. Consequently I am afraid our Dad was captured and
even I was caught in this trap. For most it was a fox trap, but we were young and well educated and
made the Lorelei cry.
We arrived in Annapolis in 1925. My Dad leased a boat service company and began building boats.
Then he bought some land on Spa Creek and started building standardized cruisers.
We lived on Spa Creek with it’s clear water and abundance of fish and crabs among the weeds. We
always had a small piiroque tied to the small dock by our house. Almost every street on the creek had
a small dock. It was easier to get around the town by rowing a small boat from one dock to another.
They were certainly the halcyon days of Annapolis. Today, the little docks are gone.
I learned how to catch crabs with a net. My favorite was the soft crab that floated on top of the sea
weed. A female crab lays a thousand eggs twice a year in the summer and the eggs that are not eaten
45

by fish grow into big hard crabs. While the crabs are growing they shed their hard shell. This is the
time that the male crab finds the female and they mate. At rare times, you can see the two swimming
together and you can catch a double; one, soft and one hard. The female and the male need to grow
back a hard shell. Many times they will go to the top of the sea weed in the sun away from the fish and
sit there to get in “fighting shape”. I would pole my boat along the shore looking for the softies to net.
On one trip I poled along and saw a white baby corpse with the umbilical cord still attached lying on
the sea weed. Apparently the depression caused one girl to feel that she could not raise the baby and
threw the body in the creek. I never told anyone of this sight before, this treaties. I was certain that if
it got in the news there would be an investigation and how would it end? It was frightful to me! The
worst part is the hard crabs were nearby and crabs will eat anything with protein. Today there is a
big problem with the group who are adementely opposed to abortion and those who believe that early
abortion would prevent such a cross method of disposing of an unwanted baby. Annapolis was a very
small town and I was concerned that if I told of this sighting, I could be involved in a long legal affair.
Today, I read that many, many teenagers are getting pregnant and when they are aware of the condition
they are broken hearted, and at a complete loss as to what they should do. Some commit suicide and
some babies wind up in trash cans.
The fetus I saw indicated that the baby was delivered by the mother herself or an in experienced person
as the umbilical cord was still on the fetus. I say legalized abortion to stop unwanted babies from
being killed.
My Dad built me a sailboat about 17 feet long and I spent many hours sailing. There was a young
lady who also sailed her boat often at the same time and she loved to race. She was quite attractive
and I enjoyed our tete au tete conversations. She later married one of the wealthy sailors on the bay.
As a freshman in college we were asked to write about any subject that personally interested us. I
chose sailing. There is no experience I know of where you get to feel a part of nature like sailing.
Especially when you sail alone. The joyis double, when you sail at night. You can feel the breeze in
your face and as it increases your boat picks up some speed there is a spray on your face and the stars
shine above. The old sailors used the stars to navigate.
We entered a race from Newport to Annapolis. It takes about three days and nights in the ocean to
get to the mouth of the Chesapeake Bay. We divided up the crew so that we could have watches of four
hours or eight bells as they say in the Navy. We were about five miles from the lightship anchored in
the bay which we had to round to get to the bay. It was my watch and my trick at the helm. I was on a
port tack with the tiller in my right hand and my left hand on the rail. There was a smart breeze and
the boat carried about a two foot wave on the stern.
It was very quiet and peaceful, the moon was nearly full so the water sparkled. Suddenly, I heard a
hugh grunt on the port side near my helm. I looked in the water and glistening in the moon light
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were three dolphins with a smile on their face as if they were saying, “let’s play”. They looked like they
wanted me to jump in and swim with them. They stayed with me for about an hour and left when I
jibbed the boat around the lightship. By that time my watch was over. That night, after saying bye, bye
to my dolphin buddies, I lay in the bunk and got the best sleep of the entire race.
Another sailing experience was in a race so called “Around the Buoys” because it is a day time race of
about 20 miles around markers. The wind was blowing about 20 knots and gusting up to 30. Thew
nautical dogma called for a reffed main and a small genoa. I wanted to have a full main for the legs
that were not tacking into the wind. I had a small topsail with a long luff and a short tack. We put this
rig on the boat and tried to get a starboard start because the boat was easy to handle. With this rig we
were first over the line and strapped in good and tight. I called the boat “Volarie” and we were flying!!
The helm was in perfect balance going to windward and there was no pressure on the rudder. I could
see our competitors pulling on their tiller. At the first windward mark we were ten boat lengths ahead
and easily won the race.
As a boy I spend most of my summers in the boat shop in Annapolis trying to help the men learn about
the basic needs of making a productive day for the workers. Several times I was the only Owens in
the shop as Dad and my brothers were in Baltimore. I made a work program for each man for the day
and it seemed successful. Later when we had many men working in our factory we worked on motion
study to make the jobs for each man easier for them and more productive.
In 1932 Dad was pacing the floor in the living room, back and forth. I said, “Dad, what’s the matter,
you look worried”. He said, “Boys, when I left Detroit, I thought I had enough money to weather any
storm, but his Great Depression has taken liquid funds from everyone and my boat company has to
declare bankruptcy”. I said, “What is that word? I’ve never heard of it before?”. He explained to me
that when you go bankrupt your creditors bills are more than the cash in the company, so everything is
sold to pay them the money you owe.
He said the company was a corporation and to start over he would have to sell our house and cars and
built a new building and small house in Eastport where the working class lived. He said that he had
bought the property on Spa Creek and would start the construction that summer. He built the boat
house first and in the loft he made the living quarters, like the cabin of a cruiser. It had a small galley,
a so called “great room” and a bunk. The toilet and the shower were below and drained into the creek.
When using the toilet you could see the sandy bottom and the water and some times, crabs. When we
had no paper, we used the pages of M.W. Catalog. Praise the angles that did not last long as he built a
small house on the front of the lot.
There are some quotes that describe life like this –
“Adversity is a road to a successful venture”
and also “Necessity is the mother of invention”
but the turn of events, described above
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seems like a future that is doomed.
You don’t know me, unless you were boating in the 1950’s. Thus the following is the story of my early
days. Also, how a little company became a Wall Street name.
The bigger story is the ability of a man, forty years old, who had lost his wife and as a result was left
with 5 small children, succeeded. He managed to raise the children to be intelligent, polite and with
good manners. They were also respected by their peers and the public. He gave them self confidence
and left them with a business that would provide them with opportunity to be important.
His family moved to Washington so that he and his brother and sisters could be educated. There
he got a degree in Electric Engineering. At that time 1900, this degree was a safe bet to get a job
anywhere s electricity was new as a science. He chose Westinghouse in Pittsburgh, where he worked
on the electric motors to be attached to machine tools which were placed along the assembly line of
a factory. These motors replaced the old steam engine that ran a shaft fitted with wheels and leather
belts that went down to the machine to operate the tool. Dad had an engaging personality so the chief
of the company sent him to New York City to sell the new techniques.
I realized that if I wanted to have a management job as an adult that I would have to get a good
education. My Dad encouraged me in my schoolwork. I had a good personality as I always presented
myslef with Elan. I got all A’s in my senior year in high school and was elected president of the class.
In the auditorium there was writen “The measure of aperson is the height ofhis ambition, the breath
of his knowledge and the depth of his ability to be friendly and gain the respect and care of his family
and friends”.
Annapolis, where I lived most of my life, was an old colonial town of about 4,000 people with main
street still paved in cobblestone. Every house was a little different from its neighbor.
In June 1937 I graduated from St. Johns. The ceremony was under the old liberty tree on the campus.
It was so named because of its history as the place for the signing of the peace at the end of the
revolutionary war in 1782. My Dad was sick and none of the family could make the scene. I packed
my bags and walked to the old W.B.A. Railroad to go to Baltimore. We had moved the company from
Annapolis to Dundalk, a suburb of Baltimore with many working class people. We were also near the
suppliers of many of the materials we needed for boat building. Baltimore was noted in the 1800’s
as a ship building town of may famous clippers.
I got on the car and gazed out the windows watching a new city pass by me. The station is in the
middle of down town and there were many office buildings. In 1937 most were about 5 stories high
and made of brick. Many were banks and some department stores. The car went along the water
front and I thought I was reading a novel. There were about eight steam boats docked in the water
in front of about twenty warehouses. The boats unloaded their wres and then the wares were put on
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trucks. Commercial sailboats were also prevalent along the docks and many were Chesapeake Bug
Eyes. There was a commercial firehouse and nearby some retail houses that sold oysters and crab
cakes to the public. The area was completely realistic and I promised myself to return for a deeper
look in the future.
Next, we rode thru little Italy and I saw row after row of brick houses all joined together. Polished
white marble steps was the mode. I was told by the conductor that this was the place to eat just like
in the old country. We came to street called Broadway and passed John Hopkins Hospital which was
built about 1900 and it had beautiful white steps leading to a sculpture of Jesus. Also, along this ride
there were buildings that looked like 4 story apartments with wrought iron balconies as seen in Europe
and then miles of more row houses. We finally reached Dundalk, our plant was about a mile from the
station so I called for a ride.
The next morning my brothers gave me a desk and a check book. They said, “That was all they had
for accounting”. I said, “Do you know what tit costs to build a boat?”. They said, “no, they just priced
the boat at a price that would sell”. That was the start of my knowledge for accounting. I set up a
large graph that had the checks on the left side and also a debit and credit column. Then I spread out
columns for the account, such as payroll, umber and other materials. It was not standard accounting
procedure but I could tell what the cost of a boat was. We sold a boat to a Vice President of Price
Waterhouse and he asked me if we filed income tax reports. I said, “no, we are a partnership”. He said,
“you still have to file”. Then he looked at my accounting and said he would send a person to hire to
keep a set of books so they could audit. I then decided to pursue the job of financial planning.
Along with the check book came the job of supplying all the materials. Chuck was handling the sales
and advertising end, along with help from Norman. Norman was supervising the production and
the design department. We would order material in lots to build twenty boats. We need a file for the
materials, so I set up a material program that kept account of all materials needed for a bout and a
credit when the materials were used.

St. Johns College 1933
Call me Jackson Class of 1937
The Depression of 1929 was full blown in 1933. I had just graduated from Annapolis High School
and needed to go to college, but I did not have the $300 for tuition required at St. Johns College.
Annapolis, where I lived was relatively sheltered from the realities of the times because the largest
employer was the Naval Academy But the teno R of the times was displayed to me when a friend of
mine and I hitch hiked on the road from Annapolis to New York City. We were 15 years old. Such
an action today is impossible.
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We stayed at the Y.M.C.A and we ate at a cafeteria. While there, I sat next to a nice looking man of
about 50 year, who was poorly dressed. He ordered a coffee for about 5 cents. He drank a little and
then he poured the whole sugar shaker in the drink for food!!! That was the terror of the times.
We had moved from Annapolis to a small house in East Port on Spa Creek. My mother died from
WW1 Flu when I was about 3 years old and my father had prostate cancer. The only way I could go
to ccollege was by scholarship. The State of Maryland offered each county a fund for tuition to St.
Johns. I took the test and succeeded in my quest. I later found about 5% of the Johnies also had
scholarship from their county.
Annapolis was called “crab town” because so many fishermen unloaded their catch, usually crabs, at
the city dock. From there, the “catch” was loaded and shipped to Baltimore. The bay was called, “a
veritable protein factory” because of the bounty from the waters. The bay is now half polluted from
factories, farmers and rain water run off. Spa Creek was clear from the springs and full of healthy sea
weed and many crabs and small fish. I often caught our dinner from my little boat dipping for soft
shell crabs.
My worldly knowledge was limited, so I was happy to go to St. Johns to knock heads with young men
from all the east coast. My earliest class was at 8:00 am, so I would row across the creek for about 5
minutes and walk for about 10 minutes to get to class.
St. Johns was a good typical liberal arts college. It was old and had educated many noted doctors and
lawyers. I took the regular classes my first year. Math, English, History, Chemistry and Physics. The
classes were small nerver more than 20 students and the professors were well suited for their job.
There about 350 students and 75 in my graduating class.
Early during my Freshman year, called “Fresh” year at St. Johns, we were required to attend a health
lecture by Dr. Murphy from the Naval Academy. The lecture was about Mental and Physical Health
with an emphasis on social diseases. He told us about the problems young people have from 16 to 24
in adjusting to becoming adults. During my years, three students died. One in his auto and two by
suicide. One of them I knew well. He shot himself in his room. The rumor was that his dad wanted
him to go to West Point and he wanted to stay at St. Johns.
The college, I think was struggling with the Depression like us all. I believe the Presidents took the
job for prestige and a hope to help the College. There were 3 Presidents in my four years. One was
Amos W.W. Woodcock. He had just left his job in Washington as Head of Prohibition Enforcement,
sponsored by the W.C.T.U., because the amendment was abolished.
He was not popular on the campus. At one of the student assemblies in the big hall, he gave a lecture
on the sins of drinking alcohol. He had two glasses on the lectern, one with water and the other with
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alcohol. He dropped a worm in the water and the worm wiggled. Then he put it in the alcohol and
the worm died. He asked the assembly, “What did that prove?”. One of the boys in my aisle said, in
a hushed voice, “That proves people who drink alcohol don’t have worms”. Amos said, “That’s right,
people who drink die.”
President Douglas Gordon had a nice motto, that most remember. “When you graduate from St.
Johns, you will be a gentleman and a scholar”.
My four years were an important phase of my life. I became much more skilled in my social abilities. I
found that I could succeed in the real world, as I had good basic knowledge in many subjects. I learned
how to do the research you need to solve a puzzling problem.
My Freshman year was the last of the “hazing days”. One day a sophomore asked me if I were a
freshman. I said, “yes”. He said, “where is your strawberry box hat?”. I said, “I don’t have one”. He said,
“get it and wear it”. I never found it!!! I guess I am a bit of an iconoclast. They did have a “shoot the
cannon run’ starting at the old Civil War cannon that pointed ot the old Liberty tree, now a plaque.
The “sophs” lined up with belts to swing at the “frosh”. As they ran toward the tree, I was a fast runner
so I did play that game with them.
The “frosh” also had to learn the school’s songs. The best is St. Johns forever’ another was for the
football team whose traditional rival was Hopkins. I quote as I recall:
St. Johnies in town
Oh Hopkins they are all around
They will run around your ends
Gaining by tens. There is no use in playing
Cause Old St. Johns is in town.
We had about six fraternities on campus where the brothers lived and a big dorm for freshmen. For
those who did not want to join a frat, there was a student union on the first floor of McDowel. It had
a book store and oddities and a pool table where the daily game was nickle nine ball. There was also
a small library for research and a nice gym fo basketball and lockers and of course, rooms for classes
and the administration.
I knew I was missing such of the social life by living in town and the food at home was mainly from
a can, so I worked hard to find more aid to pay the room and board. I raked leaves under a federal
program, set up the lab in physics and did a little tutoring. Then I paid them a little money. That did
the trick and I moved to the frat house.
We all dressed much like preppies all day, but in the dining room a jacket was the mode.
I recall the first day of my philosophy course. The professor came in the room smelling a little flower,
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not saying a work, then he looked at the flower and said, “Little flower as I look at theee and smell
thee, I wonder what the world and thee are all about?” he sat down and said, “that’s what the course
is about”. We students looked at each other and gulped. This was not my favorite course, but even
now I can’t get these international words about life from my mind – “Elan Vital”, “ding an sich” and
“cognito ergo sum”.
My seniro year I was the person who initiated the new frat pledges. The dictum was from the bible
as follows “vanitas, vanitatium, omnia vanitas” and two long paragraphs in Latin. I told them my
translation. It means, “Don’t be vane like narcissus, who liked his looks so much he kept looking in
a pond at himself so Zeus turned him into a flower”. Also, remember the old adage, “He is not heavy,
he is my brother”.
We had the “colonial prayers”, a theatrical group that put on plays. We also had a glee club, a social
club and enthusiastic intra mural sports soft ball, touch football, basketball and track. The big sport
teams were foot ball, basketball, and, of course, lacrosse.
I played some lacrosse in town, so I played four yers as a Johnnie during my junior yer the lacrosse
team missed a train in New York City to go to West Point to play Army. The coach said, “I am bed
checking”. Be in bed by 10 o’clock”. One of our team from New York said, “lets go to Roseland called
ten cents a dance. You can brush up on your dance steps. About four of us went in and played. “Ten
cents a dance that is all it costs”. Come on big guy take a chance. ‘About ten girls were lined up and
you picked one and paid ten cents and began to dance. After about 3 minutes they said, “ok, ten cents
more”. We went for aobut 30 cents and headed back to our rooms.
Whole playing intra mural basketball, the coach came to me and said, “hey, “Owens”, how about
joining the varsity, some of my better players are flunking in studies”. SO I joined the team as a sub.
For a small college we had an outstanding sports year in 1937. Maryland University had a good
basketball team that year and we were the under dog as the pundets said. But when we played them at
their home we were 6 points ahead with 5 minutes to play. The man I was the sub for fouled out of
the game. The coach,”Dutch Lents”, said, ““Owens”, go in the game, Don’t let your man score”. Well,
my opponent was named “King Kong Keller” and he looked the part. He was to intimidate us. He was
a good athelete and I was good on defense and I stayed with “KKK” all the way, so he could not score.
We won and “KKK” threw the ball at me. I walked away having learned debate but don’t argue.
This was the first year of the national collegiate contest in basketball and the Johnies were selected to
represent the state of Maryland. We played on a Saturday evening in Philly and got beat. We had a
good day any way cause when we got home to the gym the social club hd Tommy Dorsay’s big band for
a social. Igelheart was turned in to a big dance floor. We were invited to join the dancers hall. The
“Big Apple” was a poplar college dance in those days. Four or five couples link arms in a circle and
each dancer has a chance to “shine” in the center of the ring. I guess it was the forerunner of Elvis
Presleys “jitter bug dance”.
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I give kudos to the coaches in four years I never heard one coach raise his voice to blame a player
for his game play. Very different today. In 1937 we were prepared to beat Hopkins in lacrosse and
trained hard. We did beat them and I had a good scoring day. These four years stand out in my mind
as some of the happiest days of my life, and I think I qualified for the college’s aim, “A gentleman and
a “could be” scholar”.
I like the program now at St. Johns. The best part is the communication between teacher and students.
This skill is no 1 for a happy life in work, play and at home.”
St. Johns forever
It’s fame shall never die
We’ll fight for its colors
and raise them to the skyyy!!!
I came to be intrigued with this job as I became knowledgeable abut many industries. I found early in
this job that many companies would only sell through a distributor. Our order would go to the factory
and they would ship to us direct and the distributor would get 5% so I set up a division called “Owens
Supply Co.” and told the factory we are a distributor. They wanted our orders so we complied. We
used many, many everdur screws to fasten the planks. I arranged to buy the everdur wire from the brass
co and ship it to a screw company, where we rented the time on a screw machine to make our screws.
I still wanted an education in law and I enrolled in the Maryland law school at the university. I attended
at night and took two very important classes for business. Contracts and commercial instruments.
I found it hard to do all the reading needed on the cases plus working 8 hours a day and raising 6
children: I dropped it after one year but I had already learned a lot.
At this time Chuck sold a boat to a man in Florida who refused to pay the final bill after the boat was
delivered to him by rail. He ws claiming defects when he had net even floated the boat. Chuck went
to Florida and got a lawyer and we finally got paid. At that time, a car dealer in Baltimore bought one
of our boats. I told him of the incident and asked him for a copy of one of the invoices he used when
he sold cars. It is written by the the factory to be used for all sales. The invoice said the contradct
is subject to the terms on the back of the paper. I changed all Owens contracts ot conform to these
terms which limit liability to provable defects. At the same time I required all sales to be paid before
delivery or by bill of lading thru the bank.
Shakespeare says; “many achieve successful by the circumstance in which they live”. I can say that I
had to learn how to be a business success in a hurry and God had sent me a guardian angel to hold my
hand a give me a boost. My beautiful wife got all the business papers and books referencing this job
of “business manager”. I joined many organizations such as the ‘Council for Economics’ and even the
‘Society of Mechanical Engineers’, for whom I wrote an article called “Pleasure Boats 20$ a Pound”.
A book I found priceless was Thomas’s book of American Industry. For instance, when we needed
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a company to cast the water cooled maniforld for our flagship engine, a double part casting with a
cooling shell. Several were listed. They were “margurite” suppliers to the auto industry as well!
I found we had no insurance for fire while making wooden boats. Also, the only water we had was a
well that was used mainly for drinking and some processing. I knew a company in Baltimore who were
specialists in this insurance and became acquainted with the owner who was also a part time politician
he said, “the first thing to do is get the county to run a water line, about 10 inches in diameter to the
plant. Then build a storage tank and put a sprinkler system through out the whole factory”. We did
this and saved many dollars on insurance and at the same time protected a loss of the whole company.
We had a dirt floor throughout the entire plant and it detracted from the cleanliness of the final stages
of the boat construction. So one day we sold a boat to a man who owned a road building company. I
said, “let’s do some bartering like the olden days”. We trade you the boat for a concrete floor for the
factory. We made a deal and got a new floor. We did the same with a brick contractor when we built
a new building.

1940
By 1940 we were a well qualified boat builder. We had proven our merit and we were very respected
as a manufacturer. Wa also had a good balance sheet and cash reserve.
All America was shocked by the war in Europe. All started by an egotistical maniac Hitler, who was
also a racist. We could see that U.S. Engagement in the war would ruin building boats for pleasure.
We alerted the bureau of ships, apart of the US Navy. That we could build boats for the Navy as they
were needed.
They sent us to U.S. Army as they were building boats under lend-lease for Britain. These were 45 ft.
rescue boats set up like an ambulance on the water. The boats were used to pick the british flyers who
were shot down in the English channel. The Army gave us an order that fit in fine in anew building
that was designed for larger specialty construction. The contract was good for us as it started the
company in the building of larger boats. Until this time we only built a 30 ft model. Which became
known on the waterfront as the “Owens Sturdy Thirty”.
We put our best men on the job and the building of these boats went along a head of schedule. The
Army sent an inspector from Maine named Jones. He wanted the boats built as strong as the old
lobster fleet in Maine. He was also encouraging to all and seemed to add to the spirit of the shop, and
we got kudos from Washington it was interesting to me as I got to find sub contractors for the parts
we did not normally use.
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Horace Dodge had built a big boat building plant in Norfolk, Virginia where he made Dodge Runabouts.
He and planned for an assembly line for boats as he had in Detroit for cars. The Lorelei had grabbed
him. The project was af failure but he had a nice plant and he got a contract to build the same 45
foot rescue craft as we had. He found he did not have the boat builders needed for the job. He called
us and asked to visit our plant. We were anxious to see him and took him and his wife to dinner. We
showed him what we were doing and sent down a couple of our boat builders to get him started.
By 1941 we knew that the USA would have to got war in Europe just like we did in 1917. The
bureau of ships ie US Navy sent some officers to our plant to check us out and look at our facilities.
They said they were looking for builders to make landing craft for beaching soldiers were their was no
harbor and they gave us a contract to build 50 personnel landing craft. These boats had an exit for
about two men at a time from the bow. It was easy for enemy marksmen to shoot the men from the
boat. We built the order quickly as the Navy said they have a new design which they gave us to critique.
We suggested to change the stern from a flat back to a vee type which would be stronger and break the
shore waves. They adopted this design and gave us an order for 1000 LCVP’s. The bow had a drop
armored plate big enough for a Jeep to unload hence the acronym.
Along with the order came 6 inspectors who reported to a young lieutenant. We had our assembly
line working good by the time and started shipping the LCVP’s to both the east and west coast.
We were not used to having men around as inspectors and made no special office for them. Some of
them hinted of favors which was new to us and we ignored them. This caused one of them to require
us to meet an impossible specification. It was so bad we had about 75 boats in our storage waiting to
be approved. The flanges were to have a tolerance of zero which is impossible.
It got so bad we got a call from the Admiral of the Navy to come to Washington with the Chief
Inspector of our plant, who was a retired captain. I explained to the Admiral what the problem was
and the character of the inspectors. He said he could see the problem and agreed with our standards.
He told the Captain to get those boats shipped next week.
And he said now boys, as, we were young. Why don’t you make an office for the inspectors and put
some cold drinks in the frig. This we did the next week.
We got a telegram from the Admiral of the fleet close to D Day commending us on our boats nd war
effort. The Navy gave us the job of supplying spare parts for the fleet of LCVP’s. We shipped items
like rudders and struts and ramps. For years after the war was over to the Naval supply depot.
Our company was involved with war work until about mid 1945. This work was not challenging once
we got our suppliers and men in the shop familiar to their job.
We did aquire a union and had to go to the labor relations board to approve our contract with the
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union during the war at the finish of each contract the Navy sent to our office a negotiation team to
look at our accounting and limited our profit to 2% of the contracts. This practice was installed for
all companies making war materials.

Munition Job
In 1945 our order for the landing crafts was not being renewed as the Navy knew the war was ending.
We were encouraged to prepare for civilian work. Which we were doing. Our old dealers were poled
and they all asked for our pleasure craft. We made plans for a larger factory and more models. But it
takes time to get the boats into production. I wondered if their was other work in Washington until
we were in production.
In inqired and was given the name of a lobbyist from D.C. Who came over to tell of his expertise.
He invited me to a reception to meet President Truman. There at this event were many men from
business who depend on D.C. For work and also many lobbyist who want monehoy. The next week my
lobby friend said he had work for us. We have to build a plant to make munitions.
I said no thanks because I was engrossed in planning for the company as we knew it. Maybe I should
have hired a manager for a munition factory as it turns out the war department seems to be a real
growing factory in D.C.
We were without a sail boat and racing them on Chesapeake Bay was our recreation on the week ends.
I called Sparkman and Stevens in New York Yacht Brokers and told them I was looking for an eight
meter sailer. They said they had one reasonable in Boston as it was the end of the Depression.
I took the train to Boston and spent the night in a lousy boarding house as the hotels were full. In
the morning I drove to marblehead were the boat was in a marina on land. It had been out of the war
for two years. It was designed and built in Germany by Abykin and Rasmusin the boat and fifty feet
long with four berths and a toilet and small stove. I bought it knowing I would have trouble getting
the seams of the wooden planks to swell. The usual effort to seal the planks is to fill the seams with
yellow laundry soap and launch the boat to let the seams close in the water.
The boat was leaking badly so I got a tow boat to take me to another boat yard where they had an
automatic bilge pump and we tied it safely to a dock. I told them I would be back in about a week to
sial it south. I named her ‘Hebe’ after the Greek god of pleasure.
My brother Norman siad he would help me sail the boat back to Chesapeake Bay. We left Marblehead
the next week and sailed for the Cape Cod canal. When we got there it was getting dark and we needed
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to get thru the canal before dark. We sailed up to the entrance and the Coast Guard cutter came to us
and asked what we were trying to do. They said you can not sail thru, you need a tow. They got a small
motor boat who towed us to a dock on the south side of the canal for the night.
The next morning we woke to a smart breeze from the south. Under reefed sail we left on our voyage.
The seas had white caps and we soon learned that hard on the wind the boat still leaked, so we took
turns one man on the helm and the other bailing bilge with a bucket. In about four hours we checked
our chart and saw we wee close to a harbor. Providence R.I. A good name for our circumstance. We
anchored for the night and helped for a fair breeze in the morning.
The next day was good and we sailed to the mouth of Long Island Sound and made harbour in a
place called “Harbor of Refuge” it was a rather large safe harbor made of huge stones in the shape of
a rectangle and would anchor at least fifty boats with a little creek shoreside where the lobstermen
docked. One of the lobstermen gave us a lobster to cook for dinner.
The entrance to Long Island Sound is very tricky. Fishers Island is in the middle of the sound and
there is a buoy on the east to mark a shoal. Between the island and the shore is a twisty channel
marked by many buoys that can be motored. It can be sailed by requires many, many tacks.
It seemed like lady luck was not with us as we woke up to a pea soup fog and could barely see the harbor
rocks Norman said you picked a good name for this boat I have not had any pleasure in this passage.
It was about twenty miles longer to sail around fishers island, but we needed good visibility to take the
inland passage so we wasted a day. The next day we took off early and the wind was fair so we sailed
the inland route.
We sailed at night and reached City Island, Manhattan which is at the South end of Long Island
Sound and the North end of East River, which makes Manhattan an island. There we left the boat at
a marina till next week and went back to Baltimore by train.
I thought we needed more crew for the next voyage to the bay. We had a cousin Feerom the horse
country of Maryland called cousin Kitty. She had a son who had a rather easy youth with three
sisters. Cousin Kitty asked us if we could take him with us on one of our boating trips, so I asked him
to be part of the crew. Also in our company there was an eastern shore boatman who grw up as an
oysterman. Tonging oysters from the bay, so he was used to any kind of work on a boat. Norman and
I completed the crew.
The four got on the boat at city island and asked the boat yard to give us a tow through the east river
as it is on a narrow river with about a five mile current and impossible to sail. Alas in about an hour
a steamer tug pulls along side and asked if we wanted at tow. I yelled, “what is your price to tow us
through est river to the New York narrows?”. He said, “One thousand”. I said, “No thanks”. The bat
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yard towed us for one hundred.
When we got to the narrows by the statue of liberty we put a full sails for sand hook and down the
Atlantic Coast to the bay of Delaware. We spent a night in Cape May harbor. At this time, our cousin
Frank said, “Holy mackerel, I did not know that the bunks are so hard on a boat”. I looked at his bunk
and for two nights he was sleeping on a bunk with the boarding ladder under the mattress.
We started sailing in the morning with a light breeze and got about half way down Delaware bay when
the wind died. Our oysterman friend said if you throw a penny in the water, you will get a gale. We
told him that’s just fisherman talk. Shortly after we said, “here goes” and tossed a nickel in the water.
Lo and behold, a little later coming from the west was a big black cloud. A summer squall and it blew
strong. We shortened sail an soon reached the canal O the Chesapeake Bay and could sail through.
Then we had an uneventful sail to the docks of our boat plant.
The whole voyage seems unreal to most people and also to me it is almost like going back to the 1840’s
when clipper ships ruled the seas. I thought back to those days of square rigged boats and believed our
voyage qualified us for seamen “before the mast” we experienced rough times at sea, but we did not have
the “holystone the deck”.

Trip to Ireland
Peggy and I were planning a trip to Ireland as a travel experience and because Ireland is an island, I
wanted to see if we could find a bot dealer to sell Owens boats. The company had hired an Irish girl as
our telephone receptionist and she was a real asset to us. She had the greeting of a person who wanted
to help the caller get an answer to their queries. She made our company seem to be a very responsible
organization.
We had none of this number business used to day where the phone answers with a hugh number of
digits to talk to anybody. This gives a bad impression for the company before even talking to a real
live person.
And I wanted to know if all of Ireland was like she. At the same time I planned to meet with cousin
John Seymore who was my age and able to greet the people of the street and our English elite with the
same composure.
While in Dublin, at a nice hotel’s lobby. It was set up with a group of small tables and a bar at the end.
Peggy and I were at the end near the bar drinking a claret. All at once there was a big clamor at the
bar and two men were creaming and trying to punch the other in the face. They were disturbing the
whole group of customers.
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I decided without thinking to jump up and go toward the fight and scream in a deep voice. “Stop
at one, if you want to fight go out on the street at once!”. I could run fairly fast if I had to but they
stopped and went out of the hotel and I thanked God. A man who was a customer came over as I sat
down next to my wife. He said, “Sir, would you mind if I looked at your hand?”. I held it out to him
and he said, “Sir, you have a long life line in your hand otherwise in Ireland when you try to stop a
fight, you usually wind up on the floor.”
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CHAPTER 3
1936 TO 1941 - three BROTHERS
TAKE THE HELM
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The Baltimore Years
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The Owens Yacht Company Plant

One of The Largest Manufacturers of High Quality Boats and
Yachts in The Boating Industry Today!
In this picture you are looking toward the main entrance
of the Owens Yacht Company
plant. In the immediate left
foreground is a portion of the
Owens lumber yards. In the
middle right background is
the home office building of the
Owens Yacht Company, Inc.
In this buidling the various
process of designing, production control, material supply,
order filling and handling, accounting, and the other business functions of the Owens
Yacht Company take place.
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This picture shows a view of the Owens
Yacht Company plant from the water
side. This is the terminal point of all of
the assembly lines of Owens Flagships.
At the upper end they start as processed
lumber and at this end they emerge a
beautiful creation of craftsmanship. To
the left of this view you can see the power
plant, the lumber kilns, and an assembly
point for small craft. In the middle foreground for the Owens Yacht Company
modern machine shops and assembly and
testing plant for the production of Flagship marine engines. To the right are two
production line terminal points and in the
background can be seen the beginning of
the Owens lumber yard with thousands upon thousands of board feet of high quality lumber stored for
natural seasoning.

In the thirties, Annapolis was a natural Mecca for small boats.

And the Chesapeake Bay,
a great, clean waterway for all boating. We lived on Spa Creek and as a boy I would sail and crab all
summer. Even in the winter, I could usually row my skiff across the creek, along with one of the professors, to attend St. Johns College. We were most reluctant to leave that place and move to Dundalk.
By 1936, the depression was starting to give up and the industrial world was beginning to
increase employment. We found that our little shop could not build the orders we were getting in Annapolis. If we were going to grow we had to have a bigger plant and better access to labor and materials. We decided to bet the farm. We had some cash for a good start and planned to grow into a larger
facility as we became more successful.
We found a great location on a branch of the Patapsco in East Baltimore where the working people lived. Some of the workers we hired were immigrants from North Eastern Europe and
they were eager and faithful workers. We had about 8 acres and planned a factory in the stance of
the auto industry. This would be a moving assembly line with sub assemblies feeding the main line
and the subs supplied by the wood and metal mills. We started with the basics and prepared to add
machinery as production needs increased. The building was first class brick and steel construction.
We had the office in the front and an apartment above. We were bachelors and were used to working
night and day. Living at our work site was most convenient.
A nucleus of boat builders came with us from Annapolis. Some even commuting to build
the new 30’ Model. Those new model boats had to be finished for the New York Boat Show in January
1937. We needed it to be successful as our cash was now very low.

Fierce Competition
Competition is, fierce in the boat building business. It is supplied by amateurs, any number of
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small boat yards and some of the wealthiest men and companies in America and
abroad.
We planned in 1937 to build a
company equal to the best in every facet of the business. This means a good
product kept up to date, an efficient
sales organization, modern production
facilities, equipment and first class financial planning. Most boat builders,
small and large, have not been financially successful. The past pages of
boating magazines display year by year
the companies that have passed away.
A few good builders consolidated. Among them were A.C.F., Elco,
Gar Wood, Dodge, Bellaire, Steinway,
of piano fame, Matthews, Richardson
and Higgins. Of all these many, many
builders, only two were able to capitalize, profit and succeed. They were Chris
Craft and Owens. Chris Craft was our
big competitor and the biggest builder
of boats in the 1950’s. We were about
half their size in dollar sales, but in Assembly Lines of Success
cruiser volume from twenty to forty feet, our sales were larger. It took them three generations to
reach their peak; it took Owens only twenty-five years.
The terminology in our company’s building process is interesting to contemplate. I think it was
unique with us but encompassed old arts and processes. The term stage is unique for a factory. It is a
pity that boats are now built much as a piece of mass-produced pottery. The romance and sense of
craftsmanship is missing. Plastics are the marvel of our age, but the men who built the wooden boats
took great pride in the work they did. They could see when their work made a difference, but a guy
spraying gunk onto a mold can only be worried about how many unhealthy chemicals he is inhaling.
After the boat was made bottom up and planked it was lifted by a traveling crane in a canvas
sling to the next stage. There the Hull was rolled 180% to now be upright and placed in a cradle.
Then, by crane the interior assemblies such as the complete galley were fastened to Hull so that
the time spent on the main line would be minimal. Pre-coatings of paint were applied in the subs so
that the greatest time in assembly was in the paint shop.
We had to build a very elaborate paint department with a dust free room, through which each
boat passed twice. We spent more time on painting, sanding and painting than on construction.
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OWENS’ FIRST BOAT
Proved popular as an all weather
commuter during depression.
Built from 1933 to 1936
in Annapolis.
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We eventually had to have very special paints developed for
durability and the ability to dry quickly for use in our heated
paint rooms.
Coming from the paint shops, the Hull was switched
again to the main line for installation of all trim and furniture. In the plants where the boats were not launched, we had
an overhead water spray to drench each boat with water to
detect deck leaks.
Norman and I had worked on the boats along side the
Molly Owens chooses fabrics
men in the early days so we had great respect for the personfor the Boats’ Interiors
ality of every employee we hired. We tried to instill in each
person the notion that their job was very important and to do it well, as a good job goes all down the line
and a bad job hurts everyone. We tried to make every job important and successful in settling our labor
contracts, because the two of us were the representatives from the plant. We tried to make clear that
the only good contract is one that makes for a stronger and growing company. We never had a strike.

Operations
We built our plant in Dundalk on eight acres of land that used to be a tomato field. Dundalk

was an old settlement in East Baltimore famous for repelling the British. We bought the land from a
relative of the captain of the company who ran the Brits to their ships is 1812.
The plant was designed with the office in the front with two floors. We planned to run the administration of the company from the first floor. Being young bachelors we would live on the second
floor with its two big bedrooms, a great room, a kitchen and bath. We knew few people in Baltimore
so this was fine with the three of us. We knew that only hard work would make us succeed in our quest
and the die was cast.
We enjoyed our work and needless to say our whole waking hours were involved in the endeavour. It was not that bad, we found an older man who had been a cook and house man who wanted to
live and work as he could. We built a nice place for him near the factory office and he became very
worthy, especially because of his cooking and taking care of our quarters.
In the early days we were very friendly with our boat owners because there was a fraternal feeling
among all boating people. Sometimes an owner would bring food for an evening dinner in our “great
room” and our man, Oscar, would put on a show dinner. One of our friends was a road contractor.
We loved to barter and we traded him a 30 footer for a new factory floor. His father was a meat
dealer and he provided food and drinks very often.
All of this lifestyle changed, when our sister Molly returned from England where she had married and found she could not live happily. She told us we had to stop our fraternity living and become
a part of the gentile community in Baltimore. This was 1941 and the war was heating up all over. We
were doing well and could live anywhere. So as women do, we moved into a big apartment in North
Baltimore with a maid and poor Oscar, our man, was left with only the office to take in hand.
We needed all the help we could get during the war and Molly said she would help. She worked
with Chuck taking care of all the responsibilities that Norman and I could not handle while running
the job of pure production and administration.
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Example of the feminine touch to the decor of the boats. Molly Owens was the first to recognize the
need for a spacious, “homey” feel because Owens made boating a family affair.

Owens “35” Express Yacht “Jamaican”
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After the war Molly became the assistant for Chuck and particularly with regard to public relations and protocol. She was so good with the public and dealers that many thought that she was the
chief. Norman and I were very business like and it was, “State your case, lets get it settled and good
bye.”
In addition, she grabbed the job of adding a femine touch to the decor of the boats. Boating
was no longer a rough and tough experience for men playing “Moby Dick”. It had become a family affair and Molly was first to realize this. When we had our photograph jobs with Rosenfield and others,
which was at least annually, she ran the show. When writers came around she was the boat builder.
I don’t know what it is like to be an executive in other companies, but I suspect that their wives
carry almost the same load the boss does. I know in my case, Peggy Owens was sharing or caring the
good times and the bad times along with me. Without a good lady by your side, most men would be
tempted to look for easier jobs. The good thing about being a boat builder is that the product is such
a pleasant thing that you can admire, almost as much as I admire the support and contributions of
Peggy to our success.

Employee Relations
We became aware of the necessity to set goals for workers who were doing the same work over

and over on a daily basis. By 1940 the use of time and motion studies was old hat and many articles
were written about the art. Although the words are explanation enough, we went into a study of the
normal time required to perform the work for a group of men on the divisions of the major assemblies.
These were called stages.
Jack and Peggy Owens
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Office in Dundalk, Maryland
Jack, Norman & Chuck Lived on

the

2nd Floor.

Stage 1 was for the Hull. This was the elemental form of the boat and there were 6 sub assemblies or phases of this. The sub assemblies included the Fore Deck, Bulkheads, Cockpit, Cabin Sole,
Keel, Transom and Stem assembly. Even the Tanks were placed and strapped in place below decks. All
were set on their jigs, all bulkheads were fixed and forms were placed for the bending of the steamed
Ribs. So many parts of a boat or ship have names, such as Knees and Ribs, that have carried through
time and that relate to the anatomy of the human body.
Our boat ribs were made of white oak about 1” by 1.25” and 10’ to 12’ long. They were placed
in a tank filled with steam until they became limber as spaghetti and were quickly placed on the form
for the model from the Keel and bent down to the sheer. In a matter of minutes this sturdy wood would
freeze into a C-section or, in the case of sailboats, a wine glass shape that was the mold of the boat.
The new boat to be was then moved on its carriage to the next step where the planking was
screwed on with everdure bronze screws. Every plank was prenumbered and shaped to fit in its place
from the Garboard Strake to the Sheer and with a crew working on both sides of the boat. A boat’s
Hull was built in a day. This unit (boat) was then moved on the conveyer to the next stage.
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CHAPTER 4
1941 to 1950 - THE WAR YEARS
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W
ar Production
Joining the Nations Call
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The Normandy Landing
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T he Building of boats for the
government came about very slowly. In
1938, most Americans were aware of
Hitler’s escapades in Europe, but being
basically interested in our continent,
they were trying to get our economy
growing faster.
We, however, started receiving orders for our 30 foot Open Fishing Model as a utility or Rescue Boat for several
airports in the U.S. located adjacent to
the water.
In early 1941, the Army asked Owens Craftsmanship in Action
for bids on a 45-foot boat powered with twin Scripps engines of about 200 H.P. It had a small trunk
cabin forward and a raised pilothouse behind. Aft of that, another trunk cabin of about 16 ft. with
room to install four litters for wounded airmen.
We had built a building separated from our main plant, and on the water, with conventional
launching ways sometimes called “Marine Railways”. The reason being because there was a steel railroad track extending into the water to a depth of 8 feet and a cradle attached to a winch that could let
a large boat into or haul it out. The bid was for 25 boats and the new plant was an ideal place to build
these new aircraft Rescue Boats. Our bid was estimated with very little profit, as we were anxious to
get this facility into production.
We received the order for these boats from the army. They were going to the Army Air Force
who then shipped most of them to England as a part of Roosevelt’s Lend Lease. We continued to make
many more of these boats until 1944.
After the Japanese destruction of Pearl Harbor, the Congress declared total mobilization of
the nation to win the war now called WWII. The Navy had been experimenting with a boat to land
soldiers on a shore. The endeavor was to be a means of surprise to an enemy who could fortify all the
ports where transport ships could dock.
They tried some Higgins boats that the oil drillers were using in the Gulf of Mexico to take
workers from the beach to the drilling rigs at sea. They had developed a boat with a Vee shape in
the bow and a tunnel starting about midship and carrying on to the stern, in which the propeller
was placed, protected by a skeg holding the
Owens Plant Railway to the Bay
bottom of the rudder.
The theory was that the boat would
run on the shore with the Vee bow and the
skeg touching bottom. The boat would
unload and reverse the engine creating a
jet stream from the prop to wash a channel
under the bow and release it from the shore.
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By 1941 they had designs for a boat they called an LCVP for “landing craft vehicle personnel”.
Shortly after Pearl Harbor, we were asked to bid on these boats and received an order for 100 boats.
They asked for suggested changes in the plans for a stronger and better design, and specified that
the first of these would be tested at the Navy yard in Norfolk before any changes were made.
These boats were 36 feet long with a beam of 10’10” and a draft at the stern of 3 ft. They
could place on shore 36 men in battle gear or a jeep and fewer men or five tons of supplies. There was
a huge 1/4” armor plated door that was also a ramp about 10 ft wide and 6 ft high. This ramp was
pulled against the bow by steel cables and hand operated winches for a quick release when the boat hit
the beach. The sides of the boat were to be of 3/4 inch plywood in a single sheet 6 ft wide and 35 ft
long with 1/4” armor plate fastened to the sides for protection from enemy fire.
We modified the transom to a sharp vee shape from the molded plywood. This made a stronger
member and also broke the surf waves better. We also suggested stronger bronze lifting pads for the
sling when lowering the boat fully loaded from a troop transport. These features are the ones that
distinguish Owens landing crafts from others.
The first model was shipped to Norfolk for testing on the beach and for a lifting test loaded
with sand bags and raised 15 ft and then dropped.
To find any weaknesses that should be changed, we needed to travel to Norfolk. Norman and
I got aboard one of the Bay Steamers that ran overnight from Baltimore to Norfolk. Except for the
noise and vibrations from the old steam engines, it was a classic trip from an era that is gone. Good
food and a lovely sail on the beautiful bay.
Higgins and Chris Craft were there with their boats along with Owens and all were tested. As
a result, changes were made in the design. They incorporated Owens’ vee transom and our stronger
lifting pads. I was 26 years old at the time and very impressed with the facilities at the Navy yard. We
were accommodated in first class quarters in the Officers Club.
After these changes, we were told to build the boats as fast as we could, as the boats were needed
in the Atlantic and Pacific War Campaigns. Our boats were mainly used in the landings in Africa and
the European Theater, especially D-Day. Many were mounted on LSTs and sent to the Pacific.
In the beginning, we were building the boats faster than Bethlehem Steel could supply the armor plate and General Motors could build the 6-71 diesels that were adapted for marine use by Gray
Motor and used for propulsion.
We built thousands of Landing Crafts and hundreds of Rescue Boats for the rest of the war. We
had inspectors from the Navy and Army at the production facility the whole time. We even had to set
up special quarters for their stay. After D-Day, all new orders ended and we were asked to prepare for
civilian production.

Labor

In 1942 we were heavily and completely engaged in the war production effort and at that

time the Bureau of Ships of the Navy Department wanted all the personal landing craft they could get.
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They were anticipating the monstrous invasion of France by English and American infantry,
artillery, tanks and trucks. By that time we had developed a very efficient production line with good
positive material supply and a labor force that was quite productive. We and other manufacturers in
the war effort had to seek almost any abled bodied person to fill the jobs required. Personal came
from states like West Virginia and the south where factory work was unknown. We were able to
simplify the work and apply portable electric hand tools to the production people so that they could
produce a satisfactory job on a timely schedule.
We had almost one thousand workers at that time, two times as many as we had in 1939.
These employees became the object of a recruiter of the International Ship Builders of America.
Who had already organized Bethlem Steel Shipyard. The Shipyard was located about two miles
from our plant by water. We knew that there was a recruitment effort going on in the plant with the
broadcast of pamplets and papers. We felt that in the case of our employees, who were always treated
with great respect and care, would be able to resist the propaganda put out by the Union. At one
time they called for a meeting of the people to explain what the Union offered, at the hall about a
mile away at 5:00 pm, after the first shift. I told my brothers that I would go to the meeting with
the intention of rebutting the statements and words of the organizers. I was sitting with the group
of about one hundred twenty five with some of the oldest employees and seemed to be well accepted.
When the meeting started the head of the Union from New Jersey headquarters asked me to leave as
only employees were invited. I rose and explained that we were co-operative and asked for a show of
hands from the group for me to stay. It seemed there was not a real objection to my presence but the
Union officials refused to allow any part of management at any of their meetings. I did not belabor
the matter further and left.
V-Bow Identifies Owens Design
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The Union was
making
slow
progress and their
main
support
came from the
new employees.
Several months
later an employee
was suspected of
stealing some of
the
companies
portable electric
tools, so the foreman and superintendent had him
fired. Within a
week the Union
informed us that
the man was one
of their recruiters
and claimed he
had been fired for
his organizing efforts.
We received a notice from the Labor Department that we may be in violation of the labor act
that allows employees to recruit union members in the factory at non working hours. They wanted
immediate attention to rehire the man and threatened court action. With this mess, I called an old
friend, Bill McMillian, a noted trial lawyer in Baltimore. He was best known for his defense of Chambers in the Pumpkins Paper Affair concerning alleged communists in the federal government. Mr.
Mac was the father of a St. Johns student who was in my fraternity and he took a personal interest in
any of our group.
To shorten the story, he arranged a mettging with the head of the Baltimore legal branch of
the Labor Department, and we agreed to allow an election, but we would not rehire or pay back wages
to the employee in question. The Union won the vote by a small margin and another element of
conducting business was added to the job.
In the beginning there was actually little change in relations. We would meet periodically with
the Union Representatives, listen to complaints and explain the problems or in some cases correct
confusion. In order to make a change in labor, wages or benefits during the war it was necessary to go
before the War Production Board Labor Division for approval. Any additional costs were added to the
existing contracts that applied. Slowly all wages nationally were rising during the war. Inflation was
taking place with a scarcity of labor and material. The Union had to show the workers that they are
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worth the dues they collected and demanded
higher wages. We went to Washington and
one night at about 10:00 pm, an agreement
was reached where the wages were increased by
eight percent.
The Union remained with us from that
time on but they and we managed to conduct
our associations on a very intelligent basis realizing that the welfare of both the company
and the employees was mutual. We had the
same Union official from Headquarters in
New Jersey for about twenty years, Jack Gerson, and at a prior time, he and my brother
Norman were threatening to punch each other in the nose. He wanted to buy one of our
twenty eight foot fishing cruisers for his personal use. I told him we would have to have all
the union employees to have full knowledge
of the sale and price. They were very satisfied
and as it turned out, a cooperative spirit for the total company was achieved. Jack Gerson lived in
Atlantic City before the gambling times and after he bought the boat, several of his neighbors also
followed his suit. This event, which occured in 1955, illustrates how anyone, even given a limited
salary, could now afford an Owens. The ability for anyone to own one of our boats had come.
Our father would have been very proud.
An Owens LCVP Lands on Shore

and

36 Soldiers
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\Battle Gear Exit Safely
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Christening M/S #35

Korean War

In 1950, the government decided to go to war in the Pacific against North Korea.

This was

not total mobilization as during WWI.
At the start of the Korean War, the War Production Board, as in 1940, rationed strategic
materials for war production only we had to limit our
building of pleasure cruisers because of the restriction
on the use of materials such as copper and stainles steel.
The Bureau of Ships, Navy Department asked us if we
would build mine sweepers of 85 ft made of wood with
all anti magnetic metals and sophisticated electronics.
We checked the plans and decided we could fit these
boats in the plant we had made for our sailboat venture,
and gave them our bid, which was accepted. This work
would help until the war was over when we planned an
additional plant for our cruisers from 20 ft to 45 ft.
Once again, we had to reduce our production to the
amount of these metals that we were allocated. Outboard
boats required little of these metals and it was at that
Executive Secretaries
time we started an Outboard Division. At the same time
Office Dress 1950
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TRIALS
we were asked to bid on a 75’ minesweeper
that would be all wood and nonmagnetic
metal. Even the power plants were to be with
aluminum blocs and were to be supplied by
Studebaker Motor Division.
We needed the work to keep our employees productive, so we bid the job at a low price. The
boats were built with laminated fir frames and keels. They were double planted with diagonal plywood
inner and solid fir outer planking. This was fine with us as we developed this method of construction
for our 40’ Cutter and #4 Cruiser.
We received a contract for the boats along with John Trumphy of Annapolis and we were told
to cooperate with construction details. We built the boats in the building we had used to build the
Cutter. By this time we
had given the rights to
the “Owens Cutter” to
Hinckley of Maine.
Constructing the
mine sweepers turned
out to be a very educational job because
the electronics we had
to install were secret
and
sophisticated.
The Navy inspectors
were very cooperative
and we shipped the
boats early to allow
the Navy to sweep the shallow waters of Korea where they were
planning to land.
Again, we were very happy when the war was over. We
were planning to double our models and become the largest
builder of boats from 21’ to 35’. “Owens” did prevail in that goal.
Jack Owens with a navy Inspector
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CHAPTER 5
1946 to 1950 - THE RAC ING YEARS
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TEnters
he “Owens Cutter”the Race
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Charlie Steins “Snallygaster” Winning Class B Block Island

“Owens Cutters” – on the Cutting Edge!

In January, 1946, the sailing yachtsmen of the world were amazed to see that Owens Yacht

Company, a builder of cruising and fishing power boats and a supplier to the Navy of thousands of
landing craft and rescue boats was offering to the racing, cruising sail boat world, a 40’ cutter of their
design. The claim was that she was sea-kindly, fast, and comfortable, most boats of this type were
designed by a handful of men located in New York or Boston, and from contract to launching took
about two years.
The main thrust of our goals after WWII was the building of a line of powerboats. However, the
love of sailing and racing, which we had done starting in Detroit as kids had led us into the cruising
and racing sailing classes of the Chesapeake. By 1945, we had owned and raced two “R” Class 40’
racing boats, a New York 32, and a Swedish designed 8 meter, 50’ footer. We were a consistent winner
with all these boats and were confident that we could design and build a sailing boat that would be fast
and appeal to the sailing community.
We had a building in Baltimore that was not needed for our powerboats. It was made for smaller units of production and was ideal for a sailing cruiser of about 40’ with a production of about one
a week.
Our father and us boys had accumulated a very complete library of sail and powerboat books
with many line drawings and specifications. In addition to these, we also had the usual engineering
handbooks. All of these books were like the “Bible” to us and provided us with excellent guides for
our boat and factgory designs.
While Norm and I were racing these boats, we had a good opportunity to analyze the performance characteristics of many sailing boats under many different wind conditions. We noticed especially the form and shapes of the waves as the boats heeled in the wind. Those with the best initial
stability had nice wave shapes in the bow, midships and stern when sailing in winds less than 10 knots.
In stronger winds they seemed to develop a big bow wave and create a hollow at mid ships and
a large stern wave that gave no support for the hull and caused the boat to heel excessively and
force the sailor to reduce sail and carry a weather at helm. This, of course, greatly lowered speed.
When we started to design the Cutter, we decided to plane a midship section where the
maximum beam was about 6 inches above the water line. These gave support to the hull and
allowed it to fill in the void at midship and allow the boat to carry more sail in stronger winds.
The cutter was at its best when going to windward in stronger breezes. This midship section
also allowed the lines of the buttocks and diagonals to be fuller at the bow and stern, therefore,
making a longer and easier flow of the water.
Norman learned the art of drawing fair lines while working in summer, as a youth, at Fairchild Aircraft. His craft is very evident in the lovely sections and flowing waterlines for which Owens
Cruisers are noted.
We planned many construction details that were introduced post war. Among them, the Cutter
and the 42 footer were double planked. The use of a special plywood with a diagonally fitted inner
skin prevented the hulls from twisting and warping while under the strain of high winds, seas and
higher speeds. We engaged the use of large steel “weldments” for the mast step and in any place where
the strains of sail carrying were prone to exist.
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The famous Owens cutter
Finn MacCumhaill strapped
in and hard on the wind.
(Morris (Rosenfeld)
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Many additional design features are not included herein that also greatly strengthened the
hull and rig. These features were novel to the old builders. They made for a lighter and faster boat.
Many skippers won silver trophies with “Owens Cutter” in all waters against the best
designs and sailors that New York and Boston could put together. A few of these skippers and
their sail boats names are listed below:
Ash Brown, “Carousel” California - The San Diego Yacht Club
Charlie Stein,”Snally Gaster” - Atlantic Coast
Arnie Gay - Atlantic Coast
Sonny Neff, “Prim” - (formerly “Whirl Away”) - Atlantic Coast
Bob Coulson - L.I Sound and North
Edward Kelly - Maine, East Coast
Bud Doyle - Ontario
Henry Hinkley, “Fin MacCumhaill” - Maine
Miller Sherwood, “Rubicon”
Buzz White
Owens Brothers, “Fandango”- Chesapeake Bay
We could have made money on the Cutter despite the low price if more of the boating public
were ready for sailing boats. This was not so. We built more units of a cruising boat than any other
builder before, but we lost time, space, profits and we finally gave the design to Henry Hinckley who
was the premier builder of sailing yachts.

“Owens Cutter” in Fiberglass
T he Owens Cutter was such a suc-

cess that eventually it was produced in fiberglass in modified form by 3 different
companies: The Allen Boat Company of
Buffalo, New York; The Allied Boat Company and the Hinckley Boat Company.
The Allen Boat Company built a
fiberglass version all the “Borson 40”
which they sold to the Allied Boat Company. The Allied Boat Company modified
the transom and rutter and developed the
reknowned “Allied 39”. Of course, Hinckley’s famous version was the “Hinckley
41”. “Finn MacCamhaill” was a “Hinckley
41” and won many races. Later Hinckley
enhanced the “Hinckley 41”, with a shorter keel and spade rudder and called it the
“Hinckley Competition”.
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Perhaps the winningest of all Owens Cutters, “Ash Brown’s Carousel” of the San diego Yacht Club.
(Beckner Photo)
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The Owens hull has a cutaway forefoot with a prominent keel toe. Her sections aft are quite flat, but the radius is large
at the turn of bilge amidships.

The “Owens Cutter”
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Stormy Weather. - 1935

104

105

106

107

108

109

110

111

CHAPTER 6
1947 to 1962 - POWER, DEPENDABILITY, SERV ICE
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TDemanding
he Flagship Engine Co.
the Best
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Because we realized early in the business that the engine was the most expensive material

item in a boat, we prepared to make our own as soon as practical. We kept acquiring machine tools
for metal working from the start for finishing all the bronze castings we were using in the parts of the
hull. The engines we bought before the war came from Gray and Chrysler Marine Divisions, but we
often had to modify them for our use.
By 1947 we had selected a block made by Ford for truck and tractor use that had a great record
for longevity and dependability. It was 6 cylinders and about 110 H.P. It was a huge success for two
years in the smaller cruisers. Also, we sold hundreds of them to Maine Lobster fishermen who swore
by the economy and practicability of the engine.
Long after we had changed to the blocks of Hercules Motor for 4, 6, and 8 cylinders, we still
had to supply parts and engines for the Ford Flagship. We wanted to broaden our market to other
users and created a trademark and a division of flagship motors, which was very practical, as we were
able to sell to other users of marine engines.
In 1952 Chevrolet introduced the first new engine in years. It went with their Corvette sport
car. It was a V8 with a short stroke and
operated at much higher RPM’s with a
huge increase in power for its weight.
Also, it was much lower in height,
which was great for fitting under the
decks of small boats, eliminating the
need for engine boxes in the cockpit.
We persuaded them to sell us the block
for marine use. They had never sold
blocks before for this use and were reluctant until we showed them the nice
marine power it became. Norman and
I also became very friendly with some
of their engineers and they developed
special valves and other parts that
suited the lower temperatures those
marine engines usually run. This engine was a real revolution for boating.
Owens 25’ Cruisers were traveling
faster than the runabouts using the
old engines. The engine shop was a
favorite visit for me as we had a toolmaker from Packard who made the
fixtures for duplicate parts that were
completely interchangeable. With
boats, a 1/8 inch is usually satisfactory, but with engines, the fit is microgauge.
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CHAPTER 7

1930 to 1958 - MARKETING WITH QUALITY CRAFTSMANSHIP
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OEducating
wens Advertising
the Dealer

RAFTSMANSHIP
Above – New designs, prepared by the
engineering department, are analyzed
by the top brass in the conference room
at the Owens factory. Countless hours
go into discussions that range from styling to new materials and construction
techniques. Each model is studied from
stem to stern: how will it perform?, is it
livable?, does it meet established standards of quality? Only when all the
questions are answered does production
get the green light. These decision makers are (left to right): John B. Owens,
President; Herbert Whitaker, Quality Control; Marty Ping, Production;
Bill Winkelman, Comptroller; Blake
Walker, Marketing; John Purcell, Sales.

Molly with the Swells
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The Sales Program
O ur brother Chuck was a natural sales person. He loved people and

was very out-going, in addition, our father put him in charge of the
office details and correspondence to all inquiries. Also, he was given
the benefit of the experience our father had as manager of the total
sales force of Westinghouse in the Midwest.
In 1930 to 1936, many sales were made on a direct basis from the
plant as we had few dealers. Advertising was meager and even the litChuck Owens
erature was sparse. But he managed to get the orders to let the company grow slowly.
When we decided to build the plant in Baltimore with much bigger production capabilities, we
knew we had to prepare for a higher level of sales efforts. Fortunately, there was an excellent model to
follow, the Auto Industry. We started a campaign to attract national dealers. We promoted the boats
wherever we could even in some state fairs. Also, of course, we prepared literature that was extremely
detailed to show the value of Owens Boats.
By 1940, as told elsewhere, herein, we had our hands full keeping up with deliveries. We always
had a problem with the orders flocking in, beginning in December and January and ending in July.
We realized that in the future we had to solve this obstacle. The war came to the world and in the fall
of 1944, the Navy requested Owens, along with many other contractors of war material, to attend a
business course that included renegotiation of the costs for all war materials. The profit was limited
by law, so that no company would unduly profit from the war production. In addition, the school
was to emphasize the preparation for peacetime products, because all were afraid that unemployment
would be huge with all the soldiers coming home. I went to Wharton Business School in Philadelphia
for a crash course. Along with the accounting, they stressed the necessity for all businesses to develop
a strong marketing program. No longer could products be sold by salesmen alone.
Along with the boats we were planning to offer, we set in motion a modern marketing
department. One of the first things we did was to contact the Campbell & Ewald Company in New
York, who was doing marketing for Chevrolet. They were glad to work with a boat company. All three
of us attended most of the meetings, because they wanted to learn from us all about how we ran a boat
company and the details of boat design and construction. They were a good advertising company
and had learned that you can’t sell a product by “Blue Sky” copy. The customer wants to know what
the boat is made of. Most ad companies want to sell the esthetics and “Blue Sky”, as it is easy for
their copywriter. We really got a new outlook on how products are sold. In addition to the story of
the quality of our boats, we still felt we had to sell the pleasure and family benefits of our cruisers, as
we were not making runabouts. C & E was one of the most important contacts we ever made as they
showed us the way to a modern marketing. They suggested that we adopt the use of Flagship in our
engines and models and Flagships became a part of Owens Boats.
We realized that we were writing most of the magazine ads for our agencies. About this time,
(circa 1956) we were trying to overcome the seasonal stigma that builders suffered. We hired an old
hand from Chrysler named Jack Frost. He had been the manager of the field sales force for them
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and was a very qualified man. He came in the Fall and started to organize a District Sales Force
with a factory representative in the areas of the country where boats were sold. Shortly, thereafter,
in January, the so called, “National Boat Show” in New York was to take place. For many, many years
this had been an important sales event for the industry and builders would take orders and try to fill
them by July. We always had a big display with sales people and it was very expensive. The entire event
lasts for a week. Jack Frost stayed for about three days and then said, “Let’s go back to work as this
is an impossible way to sell boats all year. We will turn all shows over to the local dealers who are the
ones to make the sales.” He then, organized a district sales force with about eight districts which was
managed by factory employees who also worked also on a commission. Their job was to always be in
touch with their dealers and keep the dealers working even in the off season. Consequently, we let the
dealers run all the shows.
Along, with this we offered off-season incentives to give the dealer the stimulus to buy in the
Fall so we could keep our workers on the job. We were very profit oriented, as that was the way we
could create capital to grow. We were meticulous about keeping good cost records and we knew that
once we made enough units to cover our fixed costs that the profit per boat would jump dramatically.
Also, we were able to gain the financial strength of a commercial credit company to floor plan
the boats for our dealers. Another big step Owens took which had never been done in the industry
before. In addition, Owens initiated the concept of guaranteed delivery cost to all parts of the country.
From early on, Owens Boats had become very popular on the West Coast. Sailors liked our
round bottom designs with very traditional curves and sections, created a lovely hull which was also
extremely seakindly. To increase this market we would ship from Baltimore a whole deckload of boats
on the steamships to Los Angeles, San Francisco and Seattle almost once a week. The procedure was
very cost saving, fit well into our freight plan and allowed us to excel beyond our midwest competiton.
We did not have enough volume to justify a full line production factory on the West Coast. In 1958,
however, we bought 50 acres of land in Santa Anna and were planning to build a factory there when
the market would support it.
We discovered by careful analysis of the costs of
each model that the material costs of cruising boats do
not increase in proportion to the length. From 25 feet
up to 35, the most expensive items, i.e., motors, tanks,
toilets, and galley were almost the same. Boats have always been sold basically by length and power, so we made
special effort to use interchangeable parts and found that
the percentage of profit increased with the larger models
using our competitors price as a guide.
I find it an enigma, today, when I see 25-foot boats
crowded in the Hull with the materials typically used on
a 35 foot boat. These boats have no deck or cabin foot
room. The better builders today are following many of
these programs which we developed as our Company grew.
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The Owens 30’
On New Year’s Day, January 1, 1937, Herman, our master finisher, was laying on the last coat

of marine varnish to the mahogany cabin sides of the Owens thirty foot “Sedan Cruiser” Number 1.
She was to be trucked to the Owens display at the New York Boat Show at Grand Central Palace Exhibition Hall to compete for a share of the pleasure boat market.
At this show, the buyers would be comparing her to the best boats that the boat industry could
present, some of which were large established companies. A total of 30 companies were persented
including; the Dodge Brothers of the auto fame, Elco, the submarine company, American Car and
Foundry A.C.F. of Pullman car history. The Owens’ were the “New Kids” on the block. Compared to
the competition, we were young. Chuck was twenty-six years old and Norman was twenty-four and I
was twenty-one years old.
The managers of the show required great persuasion and cash on the line to give us the space to
exhibit. We were well trained by our father, who did the hard work in laying our foundation for seven
years before he died in 1934. We were going to be successful or go broke. The boat was loaded on a
truck rented from our supplier of oak timbers from Southern Maryland. Chuck and Norman drove
through a snowstorm for two days to go from Baltimore to New York City.
At the show hall, the New York Teamsters did their best to intermediate and ask for bounty to
have the boat in the show. This was par for the course, as we quickly learned. We got some rooms at
the New York City YMCA for a week even though many of the exhibitors were staying at the Waldorf,
which was closer.
The Owens 30 was a revolutionary design. All power cruisers seemed to evolve from sailboats
with a trunk cabin forward and a cockpit aft, with a canopy top. This Sedan had a raised forward
deck with a sleeping cabin for two, a galley and a head. Then aft, a Sedan cabin with large windows all
enclosed with a steering station, chairs and convertible sofa.
She was strong, seaworthy and well finished. The boat was priced to sell in productin lots. She
was an immediate hit and we gained several dealers in critical strategic cities with, “orders to build!”
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Norman, Jack and Governor O’Conner
Maryland Industry Meeting - 1950

J.B. Owens accepts
Maryland Safety Award for 1960
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Post War
We were informed by the navy that they would be tapering off war production until further

notice. The war production board was worried about the end of the war and getting the industry back
to normal products. There would be thousands of men coming home from the war and they will need
jobs. We were fortunate to be a part of the effort to win the war with our war boats, but our love and
thrust was to fulfill the goal of our Dad and become a major factor in producing pleasure boats to
enjoy recreation on the waters.
We loved cruising and decided that the only boats we would build would be cruising models.
For model No. 1 we decided that the most practical small cruiser should be about 26 feet to fit in a
good galley, head and berths. We called it a one cabin boat. We wanted this boat to appeal to as many
families as possible, so we tried to keep the cost low. We used marine plywood for the hull because
it had proven itself as very durable as the basis for the landing craft. Model No 2, the next size, was
a two cabin boat where the skipper and mate could have a state room for themselves. This was done
with a 33 footer. The longer and heavier hull would allow the wider cruising range with a seakindly
hull. They were made of solid mahogany as we had a direct connection with a Japanese lumber mill
who made lumber to our high standard i.e. quarter sawn red luan the best in the Philippines. Model
No. 3, the last step was a 42 footer where the owner had a very private state room and the hull and
speed were capable of island hopping in the ocean.
Our pleasure time was always spent racing cruising sailboats, and it seemed a good production
sailboat would sell. In the past, before Owens, when a big sailboat was built to order, it took two years
to deliver. We planned about a two week delivery time. We also had a building for the limited production. We knew to carry out these plans we would need a new big plant for the 26’s and 33’s. We wished
to enter a labor market not weighted so heavily in shipbuilding, as was, Baltimore. In Baltimore, we
had the international shipbuilders union forced upon us during the war.
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We liked the area around York, Pennsylvania. We became familiar with it by going to auctions
at old furniture plants that had to close because of war production. My job was to find a suitable location. Our banker introduced me to a bank in York and I inquired about a location. They introduced
me to an old York family who had land with rail. We bought 15 acres of prime industrial property.
The first thing we did was put in a railroad spur because we needed it for delivery of plant construction
materials.
We had hired a construction engineer to initiate changes in the production line to keep up with
the war boats we were building. He worked for Norman and after the production lines were planned
for the York plant, they designed the newest and most modern plant in the boat industry. I knew some
people in the U.S. Steel in Pittsburgh and they supplied the armor plate for the landing boats. They
said they could supply the steel columns and beams with fabricated plates for erection, but they could
not erect them as their bridge division was too busy. They gave me
the name of a crane operation that
could erect the steel. We did lots
of business with Weyerhauser and
they would supply the rafters of fir
3” by 12” by 24’. This plant had a
hugh tank (50’ by 30’ by 3’) draft
to test all hulls for leaks and with
a rain sprinkler for cabin leaks.
I have always been careful
to make certain we did not lose
control of a good cash balance, as
I knew many who didn’t make it
from lack of capital. I went to our
bank and told them our plans. I
told them we were ready to go for the best, and would they lend us $500,000. We had to sign a deed
of trust to them for the plant if we did not pay. This plant was 300’ by 700’. The largest in the industry. York is 50 miles from Baltimore and daily we sent a crew up to construct the building.
We thought that sales should be quartered in New York, where our ad agency was and our largest
market. We got a showroom on Park Avenue with sales offices. Chuck moved to New York and Norman went to live in York to run the new plant. I was in Baltimore to ship all materials and to take care
of finance and build the 42’ and the cutter. We hired a top forman from Nevins, the premier yacht
builder in New York, to supervise these yachts.
All went well until 1950. The Korean war came along and we were restricted from some materials which we needed. I was extra cautious about our finance and decided to pull back and sell one
of the plants. The easiest plant to sell was the York location. I sold it to a big office school supply
company who loved it. We doubled our money on the sale and had no more money problems again.
Once again, we all were in Baltimore and we had built a new facility on our land to make boats for a
changing market.
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Wharton Business School

Trained to Return to Peace

Almost

all of the manufacturing
facilities in the USA were busy building war
material from about 1941 to 1945. At the
beginning of 1945 the War Production Board
was aware that the war would end soon.
The government was now worried that
businesses wouldn’t be able to change over to
civilian production fast enough. They were
concerned there would be large unemployment
especially since the soldiers would soon be discharged. They set up a department to aid these Wharton Center Business School
companies return to normal employment. We were contacted near the end of 1944 and informed
that our war building of Rescue and Landing boats would terminate and to prepare for post war business.
It has always been more interesting and challenging to make your own markets and build for it.
Whenever we had spare time our thoughts were about the future of the company and what boats the
public would want to buy. Most of our dealers were also anxious to start again.
In early 1945, an officer of the Navy and a man from the War Production Board called to
stop over and discuss the future. In the meeting, they said that they were sending executives of many
companies to business schools in all areas of the country to be prepared for the change to civilian
economy.
They wanted someone from our company to go to Wharton in Philadelphia for the course. We
decided I should go. It was great fun for me to be back in school. Here we were educated on a “learn”
as you wish basis. They started with product planning. Then we took on accounting. I began to understand that the art of business can’t be taught by books.
Wharton taught us that most firms followed the basic principles. Trick accounting had not yet
been developed. They did emphasize the prime importance of cash flow, my favorite. After that, an
advertising man came in and extolled the importance of this art.
At the beginning of the second week, the Professor told us to write a thesis on the essence of
a successful business endeavor. I thought this was a good project and I worked on it religiously. To
summarize my paper I thought of the process we went through to build our company. I call it the five
P’s, as acronyms.
1. P for Product: You need a product that people want. Do this with research.
2. P for Production: Have the facilities to make the product.
3. P for Profit: Must be able to sell it for a profit.
4. P for Promotion: Your market must know the product.
5. P is operational “Problem Solving.”: Here is the “test” of a good manager.
Thus, I got my M.B.A. in two weeks. The association with other executives was a great experience. All were eager executives anxious to get their companies back to civilian products on a profitable basis.
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Material Inventory Control
The names of the parts of the structure of a boat are leftovers from the old English terms

from the days of the old warships that they made in Europe from the 10th century and maybe further
back in history. Such colorful names as; knees, forefoot, garboard, stem, keel, transom, ribs, chimes,
stringers, toerail and many others wear the jargon of boat-builders and designers.
We soon realized that the workers we were hiring at our new Baltimore plant would never be
able to respond to learning the names of the pieces of a boat used in the past, so we created another
novel method of identification by referring to all parts as a relative of the major assembly that it was
apart of.
This is called the “dewey decimal classification” and was starting to be used by the larger manufacturing companies so that they could keep all parts ready for assembly. The system was started in
the libraries. It was never used in boat building because there was not the need for parts being made
in larger numbers. We were starting to require that other parts we bought and used universally, such
as, bolts and screws were also given a code number. The code number’s helped because many of the
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people working did not know a lag bolt from a carriage bolt and there was no need for them to know.
As the assembly instructions, from a notebook, were given to the foreman he called for a number that was on the bin near the parts. His men, who were assembling these numbers, were sent to
the purchasing department. They, then, entered on records showing how many were needed on each
model. The purchasing department was given the number of models to be built per month. Then they
would know how many parts to order from the suppliers and when the deliveries should be made as the
actual weekly production was reported by model. A reduction was made, if necessary, to the record as
we carried a running inventory of all parts at all times.
The practice allowed us to keep our inventory under constant control. When you are moving boats along an assembly line, you can’t get material from the local distributor and you can’t pull
the model off the line and shunt it aside. All other builders built boats in batches, so they had the
room and a time to stop work and wait for material. Our system, which is common in most manufacturing today, was unheard of in the boat business in 1939 and of course resulted in much greater
efficiency.
About the same time, we started to get errors in our accounting system and were often pressed
for time to deliver the payroll to the employees on Friday quitting time. I asked IBM to come in to see
if we could simplify the process. They became very interested in our operation as a model for applying
computers to the manufacturing processes.
IBM had the payroll procedures in their retinue with punch cards and time cards with the old
slots to indicate hour’s worked. We then ran them through a mechanical machine full of wires to solve
the payroll problem. I asked them to see if we could put our material control on the machine. It took
several clerks full time to keep these records by hand and often they were inaccurate. They sent their
processing research men down from New Jersey because they knew that all businesses had a terrible
time trying to keep inventory records. They also knew they could use it in the retail food industry and
for other store records.
They sent us a new machine, which took up half of the room we were using, and these machines
were not quiet. They also put a man on their payroll to see what could be done with the machine. We
started with a small number of items and kept dual records in the beginning. This procedure turned
out to be a slow process as the machine was always blowing a tube or the wires needed repairs. There
were so many wires on the machine that I considered the technician a genius to keep it running.
The whole computer project slowed down during the war and we only used it for the payroll. I
really believe that we were helpful to IBM in developing inventory as a goal for computers. This
process was not really developed until they could condense the machine with semi conductors and
speed up the working of the data, which came much later. We did get a machine from them for accounting in 1948. The machine distributed the accounts paid through the checks to the appropriate
ledgers. A big step forward for simplification and accuracy in accounting.
The entrepreneur of today has such an easy time. He does not need to know much about accounting to keep good records. All he needs is a check writing computer and some software and he
can keep the books. When we started, we had to do everything by hand.
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Modern Machines
In Annapolis I think we had an old, old planer that was run by old flat leather belts that

could plane a rough piece of lumber about 15” wide. Also we had a band saw which is made to follow
irregular curves. This is an essential tool for boat builders as there are not too many parts of a yacht
that are square or rectangular. As a matter of fact, as a young boy, I remember the men our dad hired
as boat builders, working in the shop using an “adz” to form the parts of the stem and keep. This tool
is very, very old and was a great companion of the axe. One cut the wood vertically; i.e., the axe and
the “adz” cut the wood, horizontally. The men would spend hours shaping the angles of the stem of
a boat which varies from the deck to the keel. They really were artists. We knew we had to change
that practice. The furniture industry had developed a machine called, appropriately, “a shaper”. This
tool would produce a shape of complex angles following a pattern. We needed many of these machines. We knew the only way we could make a difference in this business was to apply the most
modern technologies available for every craft needed to build boats. None of our competition was
employing modern methods that were used in similar industries. We decided to seek perfection
in the processing of all phases of the many crafts needed in the building boats and the engines. One
of the pleasures of our quest was that you never got bored because there was always some new tool or
machine that was developed for all the crafts we employed.
All through the 1930’s many companies found it hard to stay alive. One of these was the
furniture industry. We needed many wood working machines to keep up with all the pieces of wood
we needed to make for each boat. As I remember, there were about 2000 different pieces needed
for even a 25 footer. Each part of the boat was developed as a pattern and cataloged by a reference
number in digits to fit an assembly.
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As I started this discourse, the wood working companies were going broke because of the depression and the
onset of World War II. There were failures and many auctions in this industry and Norman and I would attend the
ones close by Baltimore. They had many machines needed
to complete our needs in the wood processing mill. We were
impressed at the efficiency of some of these companies. It
was sad to see that they could not succeed. One of them
used every chip of wood to fire a boiler to provide the energy
they needed for the factory. We were processing thousands
of “board feet” of lumber an hour and could not dispose of
the wood chips the machines were throwing off. After this
trip, we knew what we should do to dispose of our wood fall
off!
We set out to develope an extremely efficient wood
mill scrap collection system that would capture every chip
and scrap that was not usable and send it to a huge steam
boiler to provide energy for the electric and air needs on the
production line.
We developed, with the aid of some of the air handling
companies, a great vacuum system at each wood machine to
suck the refuse to a large circular conveyor located in ceilings of the plant, which carried the wood chips and pieces to
the steam plant by a chain belt.
There it fell by gravity into the steam fire tube boiler
and burned as it fell making a very efficient fuel. It was really a marvel to see these chips burn as they fell with intense
heat and complete combustion. To use the steam energy we
bought a generator run by steam just like the ones used by
the electric companies. Our electric costs had been huge because we used so many motors in the factory; Each machine
had one or more electric motors to control the knives shaping or planing the parts.
After this installation, at times the electric company allowed us to send any excess energy back to their power
lines and gave us credit. We started to use many hand tools
powered by air as it seemed to better control the tolerances
necessary for good fitting joints. So we had power air lines
throughtout the departments. To give them energy we had
a steam air compressor installed in the power house to help
use the wood we were burning.
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Owens Yacht Company

1st to Innovate Mass Production
in the Boating Industry

In

This page

is a representation of an advertisement

this large, integrated plant,
were all of the facilities for modern, mass production of the entire
Owens Flagship line. Because the
Owens Yacht Company hinges their
entire reputation on the ultimate in
truly fine quality boats, every phase
of building their boats, from the raw
material stage to the finished prod-

uct, is carefully controlled and carried out
at this one, large installation. Immediately adjacent to the large assembly lines,
and visible in several of these pictures, are
located the Owens Yacht Company’s large
lumber yards. Any boats, no matter who
builds them, can only be as good as the
lumber from which they are built! Here,
at the Owens plant, large inventories of
the finest boat building lumbers available
are stored on concrete rests for proper air
drying. In this manner, under carefully
controlled conditions, a natural seasoning process takes place before the lumber
is even cut. In addition to its large lumber
yards, the Owens Yacht Company maintains its own kilns . . . a must for precisely controlling the
drying of boat lumber. After a long period of natural seasoning, the Owens boat lumber then moves
to the kiln for additional curing before being milled.
After its curing process is complete, the lumber used in the manufacture of Owens boats is
then moved into the Owens woodworking mill, in this phase of the manufacture of Owens Yachts,
selected lumber is carefully cut and formed by the most modern equipment into the various pieces
needed for the assembly line production of the various types of Owens boats and yachts. From the
woodworking mill, the various parts and pieces that make up an Owens boat go into the main assembly lines of Owens Flagships. Here they are carefully fabricated by skilled craftsmen into the finished
product offered to their customers. This, then, is the manufacturing process of an Owens Flagship .
. . carefully controlled from start to finish to produce only the ultimate in super-safe, super-quality,
fine performance boats and yachts.
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Construction Features to Dealers
There are many reasons, of course, why
Owens boats are better buys for the consumer than any other boat on the market.
One of the basic methods, however, that
can be used to judge the worth of any product is the manner in which it is built. We
believe, and justly so, we think, that Owens
boats are better constructed than any other
boat you can find on the market today. The
Owens Yacht Company is very proud of the
The following pages represent an advertisement
fact that they have pioneered or developed
such things as rubbed-mounted stuffing boxes, angle-mounted motors, safety-type gas tanks, shockabsorbing strut bearings, dual engine controls, stress-carrying bulkheads, and many other improvements in yacht design and construction down throughout the years. It makes us feel good to know
that, after we had originally developed and pioneered these basic improvements in boat design, they
were generally adopted by the industry at large. We also like to feel that all of these things have added
to the public’s enjoyment of boating by making it more safe, pleasurable and practical.
If you have analyzed, as we have, some of the construction features of many of the smaller boats
now on the market, you are probably just as amazed as we are at what some of these people think they
can leave out of a boat and still sell it to a general consumer public. By this, we do not mean equipment . . . we are talking about some of the basic principles of hull construction. It isn’t good practice
to “knock” your competition . . . but, it’s smart salesmanship to point out some of the reasons why your
product is better than anybody else’s. Here is a list of some of the things that you can talk about to
your customers when showing them why an Owens boat is better for them than any other. Every boat
that the Owens Yacht Company has ever designed and every boat we have ever seen designed by the
United States Navy has these following parts:
1. A Good, Husky Sheer Clamp . . . We have found several popular small cruisers that don’t
have any at all. Show your potential customers this point of construction on an Owens boat and point
out how much stronger the Owens construction is.
2. A Big, Strong, Stem . . . Many small cruiser manufacturers are today using either a small
laminated stem or just a plain ordinary plywood stem. Invite your prospective customer to make a
comparison of this extremely important part of construction and to notice how sturdy the stem is in
an Owens boat.
3. Ample Transverse Frames . . . A limber fishing rod makes fishing a pleasure, but the
same reasoning does not apply to a boat. Invite your customer to count the frames on some of your
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competition’s boats and then compare this with the Owens heavy framing and monocoque construction . . . more than ample to take a heavy beating from a rough sea.
4. Big, Husky Engine Beds with Long Weight Distributing Stringers . . . A number of
manufacturers that we know simply “throw in” a pair of short engine beds and let it go at that. Owens
engine beds are tailor made to fit the engine and are tough and rugged with extra long stringers to
carry the weight and strain evenly throughout the entire hull.
5. Solid Side Decks and Cabin Sides . . . Invite your customer to rap sharply on the side
decks and cabin sides of an Owens boat. Show him how thick and heavy they are . . . and then warn
them that many manufacturers are using thin plywood.
6. Sufficient Deck Beams . . . The deck beams on a cruiser are an extremely important part
of the boat. There are some manufacturers that use one or two beams which are not sufficient to hold
the shape of the deck much less to provide the necessary stiffening for the hull frame itself. Owens
deck beams are fastening directly to the side frames to prevent the deck from sagging or going out of
shape. On most family cruising trips a cruiser’s decks are required to hold the weight of several people
sunbathing . . . you can assure your customer that the deck beams of framing on his Owens boat are
strong, sturdy and well designed to provide the ultimate in strength.
There are, of course, many other reasons why an Owens boat is better constructed. The ones we
have mentioned here are but a very few, and you, as a Marine Dealer, probably know many, many more.
Suffice to say, we are very proud of the way in which Owens Flagships are constructed . . . they’re built
to last and last and last. We have no intention of changing our methods to make our product just a
little bit cheaper . . . cheapening a boat is cheating a
customer and cheating a
customer is robbing yourself in the long run. Yes,
you can honestly say about
Owens Flagships–”Worth
more when you Buy–Worth
More When you Sell!”.

Labor of Love
There is a considerable difference between a
Craftsman and a “Jack-leg”
carpenter. The jack-leg
carpenter is one who knows
how to do a little of every172

thing and nothing very well. He does not have too much pride in his work and he only does it because
he has to. A Craftsman, on the other hand, is a specialist in his own field. He is very proud of the fact
that he is able to do what he does better than anybody else and he works, basically, because he loves it.
In the olden days, building a boat was a labor of love done by Craftsmen who were specialists in their
particular field. In those days a man had to know how to use an auger, an adz, a hatchet and a hammer,
a draw knife, a cross-cut saw, and all manner of hand tools . . . and he had to know how to use them
well. Timbers were hand hewn, planking was cut individually and every joint, every piece was fitted
with loving care. Those old time craftsmen built some very fine and beautiful boats and those people
who were fortunate enough to have enough money to purchase them paid a very fine and beautiful
price for them too. During those days, very few people enjoyed the pleasure of boating and the word
“Yachtsman” was synonymous with the word “Millionaire”.
Today, the introduction of mass-production methods to boat building has made this “Hobby of
Millionaires’ available to all! Today’s average income family can own and operate and enjoy a good
family cruising boat for little more than the price of a good car. The days of the auger, the adz, the
hatchet and the hammer are gone forever and today the modern boat builder uses automatic, semiautomatic, and power machines to do the hard work in producing and assembling a boat. With specialized devices and fixtures for accurately and uniformly shaping and locating the various parts of a
boat, and with power tools to secure and permanently fasten parts into assemblies and assemble into
finished boats, the cost of today’s boats has been reduced to the level where everyone can enjoy owning
one. There is, however, one very strong similarity between the “Good Old Days” of boat building and
today’s modern, mass-production methods . . . building a boat today is still a “labor of love”. For even
with all of today’s mechanized methods, the ultimate quality and design of a modern boat depends
upon the skilled specialist who assembled her. Today’s Boat Craftsmen are even more skilled than
their fore fathers!
The Owens Yacht Company had developed boat building into big business. Our large Manufacturing Plant, one of the biggest in the industry, is fully equipped with all of the latest, most modern
power equipment, special tools and devices available. Owens Flagships are designed and fabricated in
the latest, most scientific methods of mass production . . . and only this big business approach to boat
building can give today’s boat owner the most for his dollar. When you sell your customer an Owens
Flagship you can assure him that your supplier . . . the Owens Yacht Company . . . has all of these facilities, these tools, these specialist . . . and all of that old time “love of boat building” in the bargain!

The Finest Material
in the Land
There is an old saying that a product is no better than the materials that go into it and the
Owens Yacht Company has always used this phrase as the criterion in obtaining the raw materials with which to produce their boats. There is another old saying that could be quoted here . . .
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“Putty and Paint makes a boat
look like what it ain’t!” . . . However, the boat manufacturer who
depends on this type of reasoning soon discovers that time
and the American consumer
quickly proves the fallacy of his
principle. Of all of the manufactured products in America
today, a boat probably is subjected to more wear and tear
than anything else sold to the
American consumer. Water is a
great provider of raw materials
and, although it may be beautifully built, a boat that is constructed of poor materials quickly deteriorates and reveals for all to see
the basic mistakes of its builder. It is highly significant that you can still find on the waterways of our
country some of the earliest Owens boats ever produced, giving excellent service to their owners. The
Owens Yacht Company always has and will use only the finest materials available in the production of
their product.

Curing Lumber for Boat Building
The initial step in any quality manufacturing process is bringing the raw material to its finest state and usefulness. In building a boat, the first step is curing the lumber with which it is to be
built. This is an all important step that is too frequently either omitted entirely or haphazardly done
by many boat manufacturers. The results of carelessness, in this vital phase of building a boat, don’t
show up until the product has been exposed for a sufficient length of time to the action of sun, air and
water. Because of this, many consumers are unaware that the “beautiful” boat that they purchased is
made of inferior materials until it is too late. Everyone knows that “green” or improperly cured lumber or millwork in a house results in warped floors, sticking windows, doors that “gape” or won’t close,
split siding, cracked plaster, peeling paint jobs . . . in short, a home that begins to “come apart at the
seams” in a very short while after it is built. The unlucky home buyer
who purchases such a house has nothing but dissatisfaction, expense
and unhappiness in store for him. The use of “green” or improperly
cured lumber in boat building yields even more drastic results . . . uneven decks, split frames, “gaping” planking, uneven engine and shaft
alignment, ports, hatches and windows that won’t work, a poor finish
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. . . in short, nothing but trouble, expense and hazard for the unhappy owner.
In its many years of boat building experience, the Owens Yacht Company has found that there
are three basic steps that must be carried out in order to insure the proper conditioning of lumber
for boat building. The steps in curing boat building lumber are good customer assurance of the high
quality product and we are listing them below so that you can pass these stories on to your prospects
as part of your sales pitch in selling Owens boats.
1. The first, and most important, step in preparing boat building lumber is to purchase lumber
in volume far enough in advance of its planned use to enable a full curing process to take place. This
means that the boat builder must, himself, be big enough and doing a sufficient volume of business to
be able to purchase a year’s supply of lumber for all of his production a year in advance of the need.
2. After the Owens Yacht Company purchases a year’s supply of the finest lumber available, it
must be “air-dried” over a period of two to six months. For this process, the lumber is carefully sorted
and stacked on slanting pilings for drainage, with air spaces between each plant to permit four-side
curing. Throughout this natural seasoning process, this lumber is carefully watched and “electronic”
reading of moisture content are made to determine when the particular piece is “ripe” for proper additional, controlled kiln-curing.
3. After the ideal point of natural curing has been reached, the lumber used by the Owens
Yacht Company in its manufacturing process is then moved into a kiln. After being placed in the
large, scientifically controlled kilns in the Owens Yacht Company plant, the lumber is dried to a precise and specifically uniform moisture-content for the place in the boat where it will be used.
The use of any other method or the lack of such care in the curing process of boat lumber as
outlined above definitely results in inferior boat construction. To obtain the best lumber, these three
phases of curing must be carefully followed up and in the proper sequence. For example, if Step 2 is
omitted and the entire curing process is “hurried” in an artificial “kiln-cured” method, inferior boat
building lumber and an inferior boat results. The customer, however, isn’t the only one who pays . . .
so does the dealer. He gets a reputation for selling “bad boats”.
The Owens Yacht Company feels that these things are vitally important in the building of Owens Flagships. The strength of this belief is proved by the tens of thousands of additional dollars that
we spend annually in this . . . “the first step” . . . in boat building. In selling an Owens Boat to one of
your customers, you can assure him that his boat contains the finest boat building materials available.

Edge Grain Versus Flat Grain
You have probably wondered why we talk about quarter-sawn or edge-grain or radially-sawn
lumber in our literature. Although old-time boat builders didn’t have available for their use today’s
modern testing equipment and experimental laboratories, they knew from hard experience what species of lumber and what kind of grain in lumber is necessary to make a boat “stay young longer”.
The Owens Yacht Company is more fortunate than the old-time boat builders. We have “old176
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timers” with fifty years of boat building experience to
draw upon, young, modern naval architects to draw
our new knowledge from and the most modern in
testing equipment. With this accumulated knowledge, we also know what species of lumber and what
kind of grain in lumber makes the finest boats. The
proof of this is the fact that the first Owens Flagship
is now 33 years young! Here are some good “lumber
facts” that we have discovered in our many years of
boat building and that will make good “sales ammunition” for presentation to your customers.
1. In ordinary lumbering operations, most lumber is “slab-sawn”. This means that the lumber is sawn
into planks without regard to grain direction.
2. The phrase “quarter-sawn” means that the log
is carefully split by sawing into four sections so that
the grain is at right angles (not more than 45º) to the
faces of the boat. To do this requires experience, skill
and a highly developed knowledge of wood. It does
result in waste or loss of footage not encountered in
common slab-sawing, but it develops the type of boat
building lumber for which the “old-timers” searched
diligently, knowing that in any species of wood, edgegrain boards were the “cream of the crop”.
One of the basic factors that the Owens Yacht
Company keeps in mind when designing and building
their boats is the expansion and swelling of wood in
the water. The amount of clearance in all planking is
determined scientifically so that the dangers of cupping planks and broken frames, because of too little
clearance between planking, is avoided and yet a good
tight boat is obtained. The achievement of exact
planking clearance is possible only with quarter-sawn
lumber. Edge-grain lumber is much more stable in
regards to the expansion effect that wood has on wa183

ter. For example: In Philippines mahogany and oak, quarter-sawn lumber expands only half as much
as flat-grain slab-sawn lumber. Moreover, longitudinal movement is correspondingly reduced, thus
giving more security to jointer work. It is also a recognized fact that paint and varnish are much more
durable when applied to edge-grain lumber rather than to flat-grain boards.
In all of their handling of boat buildings lumber, the Owens Yacht Company adheres rigidly
to U.S. Navy standards, the most rigid in the land. This is just another quality feature with resultant
customer benefits which you as a marine dealer offer when you sell Owens Flagships. You might say,
that this feature is more real and important than design or styling, giving true worth to the customer
in “the hidden places” that only reveal their quality in usage and with time. We feel that the story “The
Finest Materials in the Land” is worth knowing and worth telling! Don’t you?
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ISLAND GIRL BY JACK OWENS

BOARDING WAY
TO FORD DECK
Pat Pend
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CHAPTER 10
1958 to 1959 - THE CHANGING YEARS
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TBigheBusiness
MergeMeets Big Business
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In

1958 and
1959, we were growing very fast. Our
new models and engines had become the
talk of the industry
and with the maturing
of our sales efforts we
truly had good dealers
in the waters where
our boats were best
suited.
In the fall of every
year, we would prepare a plan of sales
and production for
the model year that
ran annually from
September to August.
The annual dealer’s introduction to the new models was held at the offices in Baltimore in early September where the new products were displayed in the water for “hands on” contact with the boats. We
informed them of the promotion programs and incentives available and established sales goals for
every dealer.
Each dealer would write orders for the units they were planning to sell and the delivery time
they anticipated. From this data we would prepare a budget for production and capital. Because of
the seasonality of boating we were forced to build inventories of finished boats in the fall and winter
months and store them in our yards until the dealer could take them. This naturally required large
amounts of capital to be tied up. By 1959 our bankers advised us that it would be wise to have available a source of capital bigger than the company had to provide for growth and also enough to support
a year where national production sales would be slow.
We were acquainted with Cornelius Shields from our sailing days. He was the principal in
Shields & Company, New York Stock Brokers. They suggested an initial offering of 20 percent of the
company which was agreeable. The stock was issued at $8.00 a share and was sold and shortly rose
to $12.00.
The publicity of the offering was positive for us because a new set of people became aware of
Owens and the boating business. I believe we were the only pure boat builder whose stock was available to the public up to that time.
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Raymond Loewy
For years it was the practice of Norman and myself to take photos of the boat show in New
York. We imaged the details of all boats that seemed to reflect some thing new. In 1958 Evenrude had
an exhibit by Brooks Stevens on a concept of an Outboard boat. It showed many novel features. We
felt that it would be good to get a designer to work on our new models for 1959 to see if we could use
their ideas for that year.
Raymond Loewy came to mind, as he was renowned for his work with Studebaker. I wrote a
letter to their N.Y. office. We, shortly, received a reply saying that they would be interested to work on
boat designs with us. They gave me a man to call and we made arrangements to meet at our plant in
Baltimore. The man they sent was well qualified and Norman and I spent all day with him. He had a
Leica camera and took many pictures.
The following week he asked us to come to New York and look at his work. This we did and
narrowed the sketches down to a workable level. We worked in the office from about 9 a.m. until 2:30
p.m. He then took us to lunch, the old fashioned, way with a 2 martini lunch. This ended the day for
us, he went back to work. We needed the work pronto because this was January 1958 and production
would start in August for the September Owens Annual Dealers Regatta. In two weeks he gave us
enough to go to finish drawings and the mold loft.
His designs were outstanding, filled with fresh and new trends. The big distinction was a large
porthole in the cabin side and a cantilevered cabin deck supported by a strong Saddle base. We were able
to incorporate these features in the whole cruiser line from the 21 ft. to the 42 ft. Owens boats were
easily differentiated and distinctive from other builders. They had a world-class touch of refinement
reminiscent of the admirals’ barge on old
British ships.
The
Owens
Regatta in September
1958 was a knock
out. We signed on
some new dealers and
our sales books were
loaded. At the time
Wall Street took notice and I was called
by many brokers asking if they could go
public with a small issue of our stock.?
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Chapter 11
1960 to 1975 - REAPING THE REWARDS

214

RTheeflections
of Moving On
Sale of Owens Yacht Company

In life we have many experiences
Remember at all times
Think good of yourself
and have confidence
Now aim to be happy and live with Elan
and always unto your own self be true
your God is with you
- Jack Owens

Company motto
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The Brunswick Corporation purchased the Owens Yacht Co. with an exchange of stock in

April 1960. During the 1950’s and 1960’s the Brunswick Corporation was making impressive
profits from sales of automatic pin setters and other bowling equipment. The high profits encouraged the stock market to raise the price of Brunswick stock to new heights. They used this inflated
stock price to support the issue of newly printed treasury stock. Then they used the stock to purchase
several smaller companies including Owens and Kiekaefer (Mercury Engines). It was like buying
companies with Chinese script.
Shortly after the merger was completed, Brunswick said they wanted
to run the sales program. At that time Chuck decided he would rather
pursue other interests and retired. They appointed me as President and
Financial Officer, and also assistant Treasurer of Brunswick. Norman
remained as Chief Engineer and Production Manager with a budget to
convert the Cruiser Manufacturing to fiberglass.
This program was well developed following the successful plant in
Tell city. Norman retired in 1962 and I retired in 1963. The thrill of
developing our own company was gone. We were no longer making our
own footprints.
The next president of the Owens Division was a former manager of
Peggy Owens
a General Motors manufacturing operation. He was highly qualified in
his field and apparently had a blank check from the president of Brunswick Corporation. He was a
tough, short, bulldog of a man, who did not accept excuses in place of performance.
During his tenure he ordered major improvements to the plant and equipment of the Dundalk
plant. The purpose of these changes was to prepare for the change from wood boats to large fiberglass
boats. During his initial inspection of the plant and grounds he looked at the ancient crane used to
launch boats and remarked, “that must have been made the year Christ died.” He replaced that crane
with two ”travel lift” piers in the yard and a 25-ton double bridge crane in the yacht construction
building. At the same time, he paved the yard with asphalt in place of the crushed stone and mud. He
also rebuilt the yacht building, constructed a building for outfitting yachts, and built a building for
molding large fiberglass hulls.
This president resigned after losing a battle with the VP of Sales, during which the President
of Brunswick did not support him. He was replaced by a flamboyant marketing expert from the packaging industry.
This new president immediately began a program of cost reduction combined with the introduction of several new models of fiberglass boats. He improved the quality and aesthetic appeal of the
Concorde product line.
The last production of wood boats as in the fall of 1966; several of those boats remained in
inventory until late 1968 when they were sold as 1969 models.
The Brunswick Corporation was showing a profit during this decade by selling turnkey bowling alleys complete with Brunswick automatic pinsetters to doctors and other high-income persons.
Since most of these purchasers intended to be “absentee owners” the banks did not rush in to carry
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the mortgages. Brunswick’s solution to this problem was to carry the mortgages with money borrowed at high interest rates. In 1968 they were paying 14%, a rate lower than we would see in 1980’s, but outrageously high
in the 1960’s.
The low profit problem referred to earlier was a direct result of the
high interest rate being paid by Brunswick to support sales of bowling alleys. The financial managers at Brunswick headquarters ordered the Owens Division to credit Brunswick with approximately 14% of the net investment value of their plant and equipment. In an industry that seldom Cheuck Owens
sees profits above 10%, a penalty of 14% insures a negative profit result. This accounting maneuver
set up the eventual decision by Brunswick to dispose of Owens.
During this last decade of the Owens Yacht Company saga the following new boat models were
introduced: Wood boats in lengths of 25’, 33’, 37’. 40’, 42’. Fiberglass boats in lengths of 19’, 27’,
31’, 35’, 40’, 47’, and 54’. Toward the end of the decade, the name was changed to “Concorde Division of Brunswick Corporation”. This was done to highlight the fact that this plant in Dundalk now
produced only fiberglass boats. At about the same time the Flagship engine tooling and trademark
was sold to a former Owens dealer in Long Island, New York. The Concorde line of boats now offered the new line of Mercruiser inboard engines produced by the Mercury Division of Brunswick.
In 1970 Brunswick sold the Concorde Division to a lawyer in Ft. Lauderdale, Florida. The
financing was complex and involved several mortgages, some of which were secured by Brunswick. At
the same time, the lawyer purchased a major boat dealership in Ft. Lauderdale. He took control of
the Dundalk facilities and changed the name to “Test Concorde.” He appointed, as president of the
Dundalk operation, a former Brunswick employee from their Bowling Division.
The first significant action by this new owner was to order an increase in production that required the manufacturing staff to add a second shift, plus a partial third shift in the fiberglass-molding department. Total employment rose to about 700, the highest ever at the Dundalk plant, except
for wartime production.
This rate of production strained staff and facilities to the limit. It would not have been sustainable without the major improvements made to the plant during the mid-1960’s. The completed
boats were being shipped at a rate exceeding the ability
of the sales department to get orders from the boat
dealers. Since the new owner of Test Concorde also
owned a large boat dealership in Florida, he ordered
the factory to ship all unsold boats to Ft. Lauderdale.
There, he stored the boats in an open field. These
boats were placed on a floor plan with GE Finance.
That meant that GE advanced 80% of the invoice
amount in cash to the Ft. Lauderdale dealership.
Now the financial problems began to strangle
the Test Concorde factory in Dundalk. The money

217

advanced by a floor plan in intended to pay the factory for the boats that are shipped to the dealership. Dealers normally pay for boats on delivery or before shipment. In this case the factory received
only a fraction of the monies due from the invoices. Building and shipping boats to Ft. Lauderdale
without payment soon reduced their working capital to the point where they could not pay the invoices from their material suppliers.
The money received from sales to the regular dealers was barely enough to pay for utilities and
the C.O.D. shipments from suppliers who had cut off their credit. It became a regular routine to call
the owner in Florida on Wednesdays to plead for a bank deposit to cover the Friday payroll. The final
slide toward bankruptcy began with the owner’s order to hold up payments of withholding taxes to the
IRS, a potential criminal offense.
One morning in April 1972, the few remaining employees arrived at Dundalk to find a chain
and padlock on the front door of the office. Federal Marshals had control of the plant and Test Concorde was in bankruptcy.
During the next few years GE finance attempted, without success, to retrieve the money advanced to Ft. Lauderdale on the floor plan. In the end they had to settle for an auction of the boats
stored in the field. The bank that held the mortgage on the Dundalk plant allowed two different
groups to attempt to salvage what was left by continuing to produce a few fiberglass boats. During
this period two new sizes of Concorde’s were introduced: 30’ and 41’.
Finally, in 1975, the bank auctioned off everything. A family owned boat company with an
excellent reputation along with a skilled labor force disappeared under the auctioneer’s gavel. “This
Great Company did not succumb to stronger competitors. Its corporate owners destroyed it.”
Lyle Gray –
Owens Yacht Company Designer/Employee

Still Thinking BIG!
The Brunswick Corporation continued to operate the company for about ten years quite

successfully. During this time they completed the transition to fiberglass hulls. Chuck and Norman
retired in 1961 and 1962, and I retired in 1964. Under this aegis Owens brought forth a new sales
product named “Concorde”. These were larger boats of 40’-50’. A recession hit the boating business at that time and Brunswick decided to sell the company to another firm. This company ran into
financial difficulties and liquidated the entire production facilities that had been so successful.
The boat building business is still many smaller companies, owned, in some cases, by bigger
companies. The bigger companies have a very complicated manufacturing job because there are so
many skills and materials involved in each boat, that careful controls are needed to assure a continuous flow of production. Manufacturing in a smaller company with fewer parts is easier.
For this reason, I believe a hard working, dedicated group with great knowledge of the product
could still break into the game and be modestly successful. At the same time I don’t think there is a
nothing that has the thrill and excitement of launching your first boat. To criticize today’s builders,
they are trying to crowd too many pieces and parts into a small hull. They lack comfortable deck
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space and cockpit room where most of the time is spent. They put more stuff in a 26 footer than we
put in a 36-ft boat and the boats are too beamy and heavy and slow for the horsepower.
If I were young and accepted this challenge today I would make a powerboat about 38-foot o.a.
with much narrower beam than is used today. The reason for this is that a narrower boat runs much
smoother through the waves and goes faster with the same horsepower, and costs less because of fewer
materials. I would make two models: one for the sport fisherman, and one for the cruising family,
both on the same hull. I would have a single diesel engine, perhaps with more power for the fisherman.
All material and workmanship would be first class and extras and specials would be left to others.
This limits the control and supply of materials, and specializes the craftsmen. Cost control and
record keeping is simplified, and sales concentration is maximized. This of course is the way we started with our 30’ footer, but today with more money in the system a more expensive boat is needed.
Little flower as I pick
thee from the old brick wall
and as I look and smell
thee root and all
I think, what a piece of work
is man and thou - Jack Owens
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1998
OWENS COASTAL CRUISER

I have asked many times by former and present owneers of our curisers, “What would you

build today to appeal to the current boat buyers”?

First of all I will make a critique of most of the production boats taht I see on the Chespaeake Bay and in Florida, where I spend time in the winter. They are extremely over powered
for a cruiser. Many pull up to the fuel dock and say stop when it says $500, I guess they print
their money. They are dangerously lacking in deck space. There are actually no side decks to
get to the bow to drop anchor or cast a line ashore. These designers have never spent a night on
a boat. The cockpit is set up like an automobile, with a seat for the driver, note who should be a
helmsman, then a companion seat behind, and another couple of seats. Down below most have
done a good job in providing a nice looking setup for a cruiser. The prblem is they have crowded
the galley, heads and berths into such small spaces you feel like the ride on a Boeing 747. There
is no place to sit where you can look out side and see the water. On a rainy day you would think
you were on a subway train.
If the cabin looks over stuffed, don’t try to find the engine space. When you do it is so jam
packed that an owner prays that he will neverhve to shut off a valve or change the oil or filters.
Never fear cause a special high priced man is at every boat yard built to bend his body an care
for his work. I believe the boats are too beamy for their length/speed ration. Many have a deep
dihedral angle and stupid longitudinal steps, all add to huge unneeded surface friction with a
loss of speed. Many list badly at higher speed and make the steering hard and dangerous, when
traveling at higher speeds. I won’t go on.
We are planning to build our boat 40 feet aol with a beam of 12 feet which is about 12
to 18 inches less than most of the cruisers today. This will make a hull that will run much
smoother in rougher seas with reduced roll and pitch. Also in a following wave the ability to
contain yawing will be far lessened. The other big advantage is of couse a greatly increased efficiency of the hull in the application of the power to give higheer speeds and lower operating fuel
costs from the same power. We are planning a modified vee, with a nice sharp entrance to ease
into the seas, and flowing toward the stern where there is maximum lift to prevent the hull from
raising in the bow for amore level ride. Norman has been working with some of the builders of
the gulf transport boats that service the oil rigs at sea and this hull has features that incorporate
the experience that these working boats have to meet the rigors of their daily trips in the open
waters.
I prefer a single engine diesel with a bow thruster. This combination has many advantages
over twins, mainly yu get a nice roomy machinery space with the ability to service all machinery
without straining your back. Also there is room for tanks, batteries, pump, generator and other
mechanical needs.
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1998 OWENS “40” COASTAL CRUISER BY JACK OWENS
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The 42 “Aruba”
Motor Yacht

“Aruba” . . . the largest, most luxurious yacht produced by Owens for 1967. This excitingly different motor yacht features a
massive owner’s stateroom aft with twin bunks . . . full vanity . . . complete lavatory . . . hughe hanging locker . . . panoramic
windows. Optional aft guest cabin ahs pullman type upper and lower berths, hanging locker, full vanity and mirror. Boosts
sleeping capacity to eight. Main salon has L-shaped all-electric galley with abundance of stroage space and double stainless
steel sinks. Conventional sofa opens info double berth. Forward are pullman-type upper and lower berths and a complete
marine lavatory. Twin 225 H.P. Flagship Marine V8’s with 2.5:1 reduction gears provide the power for this big, luxurious
cruiser. All decks teak . . . forward sun seat. For the discerning boatsman, optional luxury accessories include cntral vacuum
syste, automaic ice maker (Birdie, text ends here in your Dad’s book)

OThewens
Y
acht Club
Legend Continues

The Owens Yacht Club has successfully kept owners of Owens Boats in touch.

Through it’s
use of newsletters and a website, those who appreciate all that went into Owens Boats keep it alive.
Members network through each other sharing stories and experiences. Members take much delight in
showing before and after images of amazing boat restorations. The Owens Yacht Club has much to
offer such as archival material and merchandise as well as advise on your Owens Boat or how to obtain one! The Mission of the Owens Yacht Club is to share fellowship through information, to serve
through a network newsletter, to bring protecting heritage, to participate nationally and regionally
and to promote enjoyment.

Mercy and Mending
If I can keep one aching heart
from breaking and ease some
endless, nagging pain and help
an older mind from wandering
Don’t defer start today cause
mercy is a double edged sword
It aids those who receive and
builds those who give.
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Your God is with you
Recast by
- Jack Owens
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1930

Owens Yacht Company
Annapolis - Baltimore - Maryland

1965

